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Dear Mr. Cudahy: 

Enclosed, as promised to Nancy Greene, are SEPTA'S 

comments t o the D r a f t Environmental Impact Statement of 

the Surface T r a n s p o r t a t i o n Board and t o the Safety 
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Southern. 

Feel f r e e t o c a l l me at (21 5) 580-731 8 w i t h any 
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A s s i s t a n t Deputy Counsel 
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BEFORE THE 
SURFACE TRANSPORTATION BOARD 

FINANCE DOCKET NO. 33388 

CSX CORPORATION AND CSX TRANSPORT ATION. INC., 
NORFOLK SOUTHERN CORPORATION AND 
NORFOLK SOLTHERN RAILWAV COMPANV 

-CONTROL AND OPERATING LEASES/AGREE.MENTS--
CONRAIL INC. AND CONSOLIDATED RAIL CORPORATION 

COMMENTS OF THE SOUTHEASTERN PENNSVLVANIA 
TRANSPORTATION AUTHORITV TO THE DRAFT ENVIRONMENTAL 

IMPACT STATEMENT AND SAFFTV INTEGRATION PLANS 

The Southeastern Pennsylvania Transportation Authority c-SEPTA") hereby submits the 

following comments to the Draft Environmental Impact Statement ("DEIS") prepared b\- the 

Surface Transportation Board Section of Environmental Analysis ("SEA") and the Safety 

Integration Plans ("SIPs") prepared by the Applicants. CSX Corporation ("CSX") and Norfolk 

Southem ("NS")-

I- INTRODUCTION 

SEPTA operates an extensive integrated mass transportation system, consisting of trolley, 

motorbus. subway, elevated and regional commuter rail routes throughout the Philadelphia 

metropolitan area. SEPTA is a body corporate and politic which exercises the public powers of 

the Commonwealth of Pennsylvania as an agency and instrumentalitv thereof SEPTA"s 

commuter system is conducted pursuant to the Pennsylvania Public Transportation Law. .Act 26 

of 1991, as amended by Act 4 of 1994. :-4 Pa. C.S.A. §§ 1701 et seg. SEPTA operates one of the 
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oldest and most extensive commuter rail and transit systems in the countn.'. It carries an average 

of 90.000 passenger trips per day on its Regional Rail Division alone, and provides a signitlcant 

and essential component of the daily ..lovement of the population of Southeastern Pennsylvania. 

SEPTA operates, on a daily basis, over 500 commuter trains in the Philadelphia area and 

is charged with providing safe, efficient and reliable commuter service to its public transit 

passengers. SEPT.A's regional rail system currently operates in close coordination with 

significant freight lines which are currently operated by Conrail in the densely populated 

Philadelphia area. A portion of SEPTA's regional rail system, involving two commuter iines. 

operates on track segments owned by Conrail. while Conraifs freight operations utilize all or 

portions of eleven SEPTA commuter lines. SEPTA's operations on lines shared with Conrail are 

a key component of SEPT.A's passenger services. 

Pursuant to their Primarv- Application and Joint Operating Plan, the Applicants propose to 

each acquire certain of Conrail's trackage rights to operate freight service on lines Conrail 

currently shares vvith SEPTA. The Applicants also propose to increase the volume and type of 

freight traffic on certain lines to be acquired from Conrail to the potential detriment of SEPTA's 

public transit service. SEPTA is particularly concerned with the impact the proposed Merger and 

Acquisition (".Acquisition") will have on its ability to provide safe and reliable commuter 

services and to expand those operations to meet the growing needs of the region. It is of utmost 

importance that the Applicants provide sufficient information with regard to its proposed post-

Acquisition routing of freight tralfic in and through Southeastern Pennsylvania to permit 

asses.-̂ ment of the environmental and safety risks and to allow tor appropriate mitigation of any 
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detrimental safetv-. environmental or operational impacts. The following comments address 

factors idemified in the DEIS and SIPs which concem SEPTA and pose a threat to SEPTA's 

current operations and ability to meet the public transit needs of Southeastern Pennsylvania. 

ROUTING OF LOCAL FREIGHT TRAFFIC TO THF I ANSDALE CI I\STFR 

Of great concem to SEPTA, from both a safety and operational standpoint, is the route by 

which the Applicants plan to move local freight traffic to the Lansdale Cluster̂  post-Acquisition. 

According to the Joint Operating Plan, treight operations on SEPTA lines centered around 

Lansdale will be allocated to CSX. Today. Conrail serves that territorv' from Abrams Yard via 

the Stoney Creek Branch, yet the Applicants propose to split the allocation of the Stoney Creek 

Branch between NS and CSX. while Abrams yard, the local v ard by which CSX could access the 

Lansdale Cluster, is to be allocated exclusively to NS. Therefore, the only logical route by which 

CSX's Lansdale Cluster could be connected to other lines assigned to CSX is Hjough SEPTA's 

.Main Line route via Wayne Junction, where all but two of SEPTA's rail routes and several 

hundred commuter trams operate on a daily basis. The use of SEPTA's Main Line to route local 

freight traffic to the Lansdale Cluster is absolutely unacceptable to SEPTA and vvould 

undoubtedly cause significant adverse operational. safet>- and environmental impacts to SEPTA's 

passenger transit service in the Southeastern Pennsylvania region. 

Precisely for the purpose of removing local freight traffic from SEPTA's Main Line and 

avoiding the associated hazards. Conrail and PADOT extensively renovated the Stoney Creek 

Consists of the SEPT.A ouned lines of the former Reading Railroad in the nonhem suburbs of Philadelphia. 
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Branch so that Conrail's local freight traffic could access the Lansdale Cluster via Abrams Yard 

in Norristovv-n. By proposing to div ide the Stoney Creek Branch between the Applicants, while 

allocating the Lansdale Cluster to CSX and Abrams ^ard to NS. the Applicants would appear to 

revert to using a route which was long ago discontinued by Conrail and vvould dismpt the present 

treight and commuter operations in the Southeastern Pennsylvania reaion. 

Despite the significant ramifications of routing freight traffic through SEPT.A's heavily 

utilized .Main Line, and altering the present freight operations in the region, the Applicants have 

completely failed to address this issue in either their operating plans or SIPs. Page 223 of CSX's 

SIP reads as follows: 

Conrail operates over a on--mile SEPT.A-owned segment on Norristovvn. P.A. 
The trackage rights on that segment will be allocated to NS vvith CSXT also 
retaining limited overhead trackage nghts for dimensional traffic, Conrail also 
operates local serv ice over several other routes in the Philadelphia area owned bv 
SEPTA. NJT or AMTRAK, These routes would become part of the South 
Jersev Philadelphia Shared Assets .Area, and thus the safetv aspects of operations 
on those routes will be addressed in the Shared A.s,sets SIP (emphasis supplied). 

This statement by CSX is simply incorrect, .Most of the SEPT.A-owned lines in the Lansdale 

Cluster are to be allocated to CSX. not to the Conrail Shared Assets Operations ("CSAO"). In 

fact, the CSAO SIP neither lists these lines nor addresses the safety or environmental effects of 

routing traffic to the Lansdale Cluster via SEPTA's Main Line. In addition. NS' SIP e.xhibits 

confusion as to SEPT.A's concems with regard to this issue. At page 200, NS states: "The 

Nomstovv-n concem involv ed SEPTA's perception that CSXT trains, in order to ser\-e the Stoney 

Cieek Branch, would have to execute a reverse movement ov er tracks shared with SEPT.A trains 

in dovMiiovvii Norristovvn." .As discussed at Pan 111. infra. SEPT.A is concerned that CSX will 

4 
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route dimensional, doublestack freight traffic through NorristovvTi using a "wye" movement, but 

this in no way concems the issue of CSX's routing of local freight traffic to the Lansdale Cluster 

via SEPT.A's Main Line. 

.Although it is not stated, it may in fact be the .Applicants' intention to in fact route local 

freight traffic to the Lansdale Cluster from either W est Falls or Woodboume via Abrams Yard. 

This would require NS to grant CSX overhead trackage rights for local freight destined for the 

Lansdale Cluster, assuming that NS has any right to assign to CSX. on a non-exclusive basis. 

without SEPT.A's consent, the rights to operate over SEPT.A lines between Norris Interlocking 

and a portion of SEPT.A's Stoney Creek Branch.' If CSX does not intend to use .Abrams Yard. 

SEPT.A asserts that the environmental and safety impacts of the alternative route through 

SEPT.A's Main Line have not been addressed, .A thorough analysis of this issue would yield the 

conclusion that routing freight traffic through SEPTA's Ma'n Lire is unworkable. 

III. ROUTING OF DIMENSIONAL FREIGHT TRAFFIC 
THROL GH NORRISTOWN. PENNS'^ LVANIA 

According to NS" Operating Plan. NS proposes to grant CSX pemianent overhead 

trackage rights to operate excess dimensional traffic (which it is assumed could mean 

doublestack freight trains, as well as multi-level and high-and-wide). including doublestack 

freight trains, over (1) the .Norristovvn Connector (ovv-ned by SEPT.A*. (,2) the track between CP 

• In fact, it is unclear whethe.'- the .Applicants have the ability to assign Conrail's trackage rights over SEPT.A owned 
lines :c both panies simultaneously vMihout SEPTA's consent. Conrail has maintained that its trackage rights under 
the !9"Q saic-; agreement are exclusive For NS and CS.X each to retain those rights (or m one instance, potentially 
NS, CS.X and CS AOi belies Conrail's long-standing argument that the trackage rights over SFPT.A-owned lines are 
evclLii'.ve. 
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River (West Falls) and Abrams. Pennsylvania and (3) Conrail's Morrisville Line between CP-

Kiiig and Woodbume (CP-Wood), Pennsylvania, plus mn-around rights on a short portion of 

SEPTA's Norristovvn Line. See NS Operating Plan, volume 3B at page 108. The Applicants 

provide no information as to the v olume and I'requency of freight traffic CSX plans to operate 

pursuant to this grant of permanent trackage rights or the environmental and safety impacts to the 

Norristovvn area. .At page 4-37 of the DEIS, it is stated that the proposed transaction would have 

no adverse effect on SEPT.A's passenger service on the Norristown. Pennsylvania Connector due 

to .\S' proposed increase of only 2.6 treight trains per day m that area. The DEIS nowhere 

addresses NS' proposed grant of permanent trackage rights to CSX the environmental impact of 

increased doublestack freight traffic in the Norristovvn area or the potential threat CSX's 

dimensional freight traffic poses to SEPT.A's maintenance of safe and reliable passenger serv ice 

on its existing Route R6 Norristown Line, 

Based on the description of the proposed grant. SEPTA anticipates that CSX dimensional 

freight traffic will execute a run-around or "wye" movement as it proceeds from West Falls to 

.Abrams CNorris Interlocking) and through to Conrail's Morrisville Line, See SEPT.A diagrams 

A and B, CSX's run-around move will interfere with SEPT.A's Route R6 trains for lengthy 

periods of time, block heavily traveled grade crossings and require the raising of catenary not 

cleared for dimensional traffic. Moreover, the grant of "permanent" trackage rights to CSX 

could adversely affect SEPT.A's ability to conven its own track and right of way on the 

Norristown Line to any mode not compatible with CS.X's operations. Despite the significance of 
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this proposed grant to CSX. the .Applicants have failed to address the adverse effects likelv to 

fiow from increased doublestack freight traffic through the Norristown area. 

Operationally, it is anticipated that in order for a CS.X doublestack freight train to execute 

the ran-around movement from .Abrams (Norris Interiocking). it would likely move slowly 

backwards through both the trailing point switch at Norris Interlocking and the lacing point 

switch at Island Interiocking. until it reaches the trailing point switch at Bridge Interiockina, .At 

Bridge Interiocking. the CS.X tram would intercept SEPTA's Route R6 Norristown Line on an 

electrified single track. On weekdays. SEPT.A's Route R6 operates over 50 trains in this area 

from 5 ,A.M. to 12:20 P..M.. and runs continuously during the peak periods (6:30 .A..M, to 9:30 

P,.M,) and approximately every- 30 to 60 minutes during off peak hours. The CSX doublestack 

train would continue backing from Bridge Interlocking onto the Stoney Creek Branch through 

Elm Interiocking. Between Bridge Interiocking and Elm Interiocking. there are two heavily used 

grade crossings at Main Street and .Marshall Street and the Route R6 .Main Street passenger 

station. Beyond Elm Interlocking on the Stoney Creek Branch, there are two more grade 

crossings at Elm Street and Sterigere Street. 

Once the CSX doublestack train reaches the Stoney Creek Branch and receives a signal to 

reverse, it would retrace its path to Bridge Interlocking, once again intercepting SEPT.A's Route 

R6. this time at Elm Interiocking. From Bridge Interiocking. the CS.X doublestack train would 

proceed to Kalb Interiocking using a sharply curv-ed electrified single track used by SEPT.A's 

Route R6 trains. Presently, the catenary lines at Bridge Interlocking are not cleared for 

movement of doublestack freight traffic, making the track segment from Bridge Interiockins to 

7 
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Kalb Interiocking inaccessible by doublestack trains. Next, proceeding aiiainst the fiow of 

SEPT.A's outbound Route R6 trains, the CSX doublestack train would continue through Kalb 

interlocking for approximately 0.5 miles until it reached Ford Interlocking. .At Ford Interlocking, 

the CS.X train vvould access the Conrail Morrisv ille Line on a single track connection to the main 

route to .MomsviUe. The overhead trackage rights granted to CSX by NS extend to Wood 

Interlocking on Conrail's Trenton Line, where such dimensional trains vvould interface with 

SFPT.A's Route R3 West Trenton Line operations. 

The movement of CS.X doublestack trains from West Falls, throuî h the highlv congested 

Norristovvn area, to the .Morrisville and Trenton Lines, adversely impacts SEPT.A's operation of 

both its Route R6 Norristow-n and Route R3 West Trenton Lines. Freight traffic in Norristown is 

limited to a speed of 10 miles per hour. While the CSX doublestack trains make the 

cumbersome wye and reverse movement from .Abrams (Norris Interiocking) to the Stoney Creek 

Branch, presumably at speeds below 10 miles per hour, they vvould block SEPT.A's Route R6 

commuter service. .After completing the reverse m.ov ement. the CS.X doublestack trains, as they 

make their way to Conrail's Momsville Line, would again intercept SEPT.A's Route R6 at 

speeds of 10 miles per hour or less, funher hindering the safe and reliable serv-ice SEPT.A 

currently provides on the Norristown Line. 

In addition to the delays likely to result from the wye and reverse movement of long 

doublestack freight trains on the Norristown Line. SEPT.A is fearful that CSX's undisclosed use 

of the trackage rights to be granted by NS w iil cause an increase in freight traffic not addressed 

by the DEIS, The DEIS considers NS" proposed 2,5 train per day increase in freight traffic to be 

8 
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minimal. However, the proposed increase by NS in combination with CSX's utilization of the 

trackage rights to be granted by NS. threatens to worsen SEPTA's passenger service and the 

coordination of freight and transit operations in the already constrained and coneested 

Norristown area. Even if and when NS completes its planned Pattenburg Tunnel Clearance 

Project, the uncenain impact of CSX's infusion of dimensional freight traffic could serve to 

diminish or ev en negate any benefit to be derived on the Norristovvn. Line, .Additionally, due to 

the present grovv-th in passenger demand. SEPT.A has plans to increase passenger service on the 

Norristown Line, and is studying the feasibility of conversion from commuter rail to a more cost 

effective rail mode. The grant of "perm.anent" trackage rights to CSX to operate doublestack 

freight traffic could preclude SEPT.A from convening its track to meet the transit needs of the 

region. 

NS' proposed grant of permanent doublestack freight trackage rights to CSX vvould likely 

have detrimental effects on SEPT.A's Route R3 West Trenton Line as well, CSX's freight traffic 

which vvould be routed through Norristown. as discussed above, will meet SEPT.A's Route R3 

West Trenton Line between Wood Interiocking and Trent Interiocking. presenting a rea! 

possibility for delays and unreliable serv ice. In addition, the Pennsylvania Department of 

Transportation ("P.ADOT") will renovate 1-95 beginning in 2000. in areas currently served bv 

SEPTA's Routes R3 and R7, As part of a mitigation plan. SEPTA's Routes R3 and R7 will 

sen e as an alternate means of travel for drivers displaced by the P.ADOT renovations. 

Depending on the volume of freight traffic CSX plans to operate through Nomistown and through 

the Wood ar>d Trent Interlockings. SEPTA's Route R3 West Trenton Line will be faced with 
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increased freight traffic and possible delays and unreliable passenger service at a time when its 

ridership is likely to increase dramatically. 

NS should be precluded from granting permanent trackage rights which vvould hinder 

SEPT.A's ability to operate over its ow n lines in accordance with the needs of the Norristown 

area. In order to assess properly the environmental, safety and operational consequences of NS' 

grant of permanent trackage rights to CSX, the Applicants, and in panicular CS.X. must provide a 

detailed explanation of their planned freight operations in this region. It is clear that CSX must 

commit to operating its doublestack freight traffic via the Conrail line it has been assigned, from 

West Falls to Woodbume. Applicants have failed to detennine the adverse impacts to SEPTA 

should CSX operate their dimensional traffic v ia Norristown. However, i f it is concluded that 

the impacts to SEPTA are acceptable in the short term (and thus far that has not occun-ed), then 

as applicants hav e demonstrated elsewhere in thei- ;lans. a 3 year time period should be ample 

for CSX to clear its own route between Philadelphia and North Jersey. 

IV . DISPATCHING ON LINES TO BE ALLOCATED TO CSX 

At page 48 of the CSAO SIP, the Applicants state that under the proposed Acquisition 

communication in the Shared Assets Area ("S.AA" ) will be enhanced by the consolidation of the 

dispatching function into a single tacility located in Mt. Laurel. New Jersev. Conrail currentiv 

dispatches its Philadelphia region rail lines from .Mt. Laurel using a number of different 

dispatching assignments. While the Applicants" proposed change to the dispatching function 

appears beneficial on its face, it fails to account for the right CSX would have as a successor to 

10 
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the 1990 Trackage Rights Agreement between Conrail and SEPT.A to revoke, upon sixtv days 

notice, the dispatching rights currently held by SEPT.A for its Route R8 Fox Chase Line over a 

3 .5 mile section of the Conrail Trenton Line between Newtown Junction ("NX) and Cheltenham 

Junction Interlockings, Should CS.X exercise the right to revoke, the dispatching function vvould 

likely move to CS.X's central dispatch location in Jacksonville. Florida, Instead of the relativelv 

close dispatching point in Mt. Laurel, where Conrail currently controls the trackage adjacent to 

SEPT.A dispatched territory owned by both SEPT.A and Conrail. SEPT.A's Route R8 commuter 

serv ice could be conceivably placed at the mercy of a dispatcher located nearly 900 hundred 

miles away in the state of Florida, 

SEPT.A is faced with the same situation between Wood and Trent Interiockings where its 

Route R3 West Trenton Line, as discussed at Part II, above, interconnects with CS.X doublestack 

traffic emanating from the Norristovvn area, as well as CSX manifest trains using the Trenton 

Line, SEPT.A currently dispatches this territory, but CSX would have the right to revoke 

SEPT.A's dispatching function and move it to Jacksonville. Florida to the detriment of SEPT.A's 

ability to continue its provision of reliable commuter service. The problems associated vvith 

CS.X's right to revoke and mov e the dispatching function are exacerbated by the P.ADOT's 

planned renovation of 1-95 in areas where SEPTA's Routes R3 West Trenton and R7 Trenton 

Lines presently operate. .As discussed above, SEPT.A's Route R3 will become an altemate 

means of travel for drivers displaced by the P.ADOT renovations. Therefore, the ridership on 

SEPT.A's Route R3 is expected to greatly increase over the next four years at the same time CSX 

vvould have the right to move the dispatching function out of the region, P.ADOT has committed 

11 
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over S37 million to improve facilities on these two lines to handle increased ridership. Specific 

to SEPT.A's Route R3. signal improvements, overnight commuter car storage, station parking 

expansion and station improvements are funded. 

It should be noted that SEPT.A and Conrail separated passenger and freight operations 

along the Trenton Line between Neshaminy Falls and U'oodbume. SEPT.A believes that similar 

arrangements can be made between Woodbume and West Trenton, thereby alleviating the 

potential negative impacts associated vvith this dispatching function issue. 

V. CUMUL ATIVE EFFECT ANALYSIS OF THE PROPOSED 
ACQUISITION'S LMP.ACT ON SEPTA'S E.XPANSION 

OVER THE MORRlS\ I L L E AND HARRISBURG LINES 

-As asserted in SEPTA's Comments and Request for Conditions, in order to properiy meet 

the expanding transit service needs of its ridership in the Southeastem Pennsylvania region and 

beyond. SEPT.A is currently studying the feasibility of utilizing a portion of Conrail's Harnsburg 

-Main Line from .Nomstown to Reading and Conrail's .Morrisville Line from Glen Loch to 

Monisville. It is identified in the DEIS that a cumulative effects analysis is appropnate to 

determine whether SEPT.A's planned expansion can be earned out in conjunction vvith the 

.Applicants' increase in freight traffic in Montgomery- County. .At Table 5-P.A-35. it is stated that 

"Freight traffic may limit potential for passenger service to expand." To mitigate this harm to 

expanded commuter rail serv ice. it is stated in the DEIS that the SEA has encouraged the 

.Applicants to meet with SEPT.A "to ensure that the proposed Acquisition can be accomplished 

without adversely affecting commuter rail plans ' It is respectfully submitted that SEPT.A has 

12 
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met wi h the Applicants regarding expanded passenger service on the Hanisburg and .Monisville 

Lines to no avail. 

Prior to the proposed Acquisition. SEPTA w as in a position to complete its studies of the 

H:in-isburg and MomsviUe Lines, obtain funding tor the e.xpansion ot its commuter rail service 

and undertake the necessary steps to meet the public need for expanded passenger service to 

Reading and from Glen Loch to .Munisville. If there is a likelihood, as stated in the DEIS, that 

the proposed Acquisition will block SEPTA's efforts to expand over the Harnsburg and 

Momsville Lines. SEPTA and the commuting public will be detnmentallv et'fected by the 

proposed Acquisition and SEPTA will be unable to meet the expanding needs of the region. It is 

clear by the language of the DEIS that the SEA recognizes the need for expansion in the region 

and seeks to avoid activity by the Applicants that would thwart such expansion. Accordingly, 

SEPTA requests that the SEA further consider this issue and propose a mitigation measure that 

will protect SEPTA'S ability to expand its commuter rail service over the Hanisburg and 

Morrisville Lines, 

M . CONRAIL TRAIN PFNSTTrr^ 

Figure D,6-l of the DEIS indicates that tram densities from Eastwick. Pennsylvania to 

Marcus Hook. Pennsylvania will undergo a daily increase from 3.0 freight trains to 7.8 freight 

trains SEPTA was told verbally by the Applicants that this significant increase is inconect. but 

no enata sheet conecting these figures has been provided, i f the Applicants do not intend to 

conect these figures. the> would be proposing an increase of over 260% on lines between these 
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m o points. Such an increase is of great significance and has the potential of adversely impacting 

SEPT.A's existing plans to increase the frequency of its Route Rl .Airport Line service from 30 

minute headways to 20 minute headways. 

M L SIGNIFICANT INCREASES IN ANNUAL HAZARDOUS M.ATERI.AL 
CAR LOADS ON SEPTA'S ROUTE R8 FOX CHASE LINE 

Table 5-P.A-8 of the DEIS notes an estimated increase of 15.000 cars per year of 

hazardous material at Newtown Junction on SEPT.A's Route R^ Fox Chase Line. This 

constitutes a 300% increase in hazardous material cars on SEPT.A's Route R8, However, no 

mitigation measures regarding this potentially adverse impact have been proposed. 

M I L SEPTA'S 1982 OPERATING AGREEMENT VVITH AMTRAK 

The last sentence of the fourth paragraph on page PA-20 of the DEIS states: "SEPT.A's 

1987 operating agreement with .A.MTR.AK expires in 2016," The operating agreement to which 

this sentence refers is actually SEPTA's 1982 agreement vvith AMTRAK which remains in effect 

unless either party provides 120 days notice of termination. The referenced 1987 agreement is 

the 47 station lease agreement between SEPT.A and .AMTR.AK which expires December 31, 

2016, 

14 



SPTA-6 

IX. CONCLUSION 

In summ.^-. the conclusion reached at page 4-31 of the DEIS that commuter operations 

m the Philadelphia metropolitan area would be "unaffected by the proposed Acquisition" is false, 

due to the incomplete, unclear ar.d unintentionally perhaps inconect statements of the 

Appiicants, The routing of loca: freight traffic to the Lansdale Cluster via SEPTA's .Main Line, 

the proposed grant of pennanent trackage nghts for dimensional freight traffic t.hrough 

Nomstown. the negative impacts of moving the dispatching on CSX lines to Jacksonville. 

Flonda and the blockmg of SEPTA's planned expansion along the Hanisburg and .Momsville 

Lines are all issues wuh significant implications for the f-ture of the Philadelphia metropolitan 

area. Funnennore. the substantial increases in tram densities from Eastwick to Marcus Hook and 

hazardous waste cars along SEPTA's Route R8 Fox Chase Line pose significant, unexplained 

threats to SEPTA's operations. Substantial adverse impacts to the Southeastem Pennsylvania 

region are likely to result from the proposed Acquisition should the Applicants fail to address the 

issues herein raised and thoroughly analyze a.nd ameliorate their potential adverse effects. 

Respectfully submitted. 

G. Roger Bowers 
General Counsel 
Eugene N, Cipriani 
.Assistant Deputy Counsel 

Southeastem Pennsylvania Transportation 
Authonty 

1234 .Market Street, Fifth Floor 
Philadelphia, PA 19107-3780 
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John J, Ehlinger, Jr, 
Thomas E, H.mson, Jr. 
Obermayer Rebmann Ma.xvveil & Hippei LLP 
One Penn Center, ! 9'" Floor 
1617 John F. Kennedy Boulevard 
Philadelphia, P.A 19103 

Counsel for Southeastern Pennsylvania 
Transportation Aulhonn,-
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CERTIFICATE OF .SFRvrrr 

i.-ania 
1 hereby cenift.- that the foregoing Comments Of The Southeastem Pennsylv: 

Transportation Authonty To The Dran Enviromnental Impact Statemem .And Safety Integration 

Plans was servea upon those listed on the serv ice list, via first-class mail, postage prepaid on the 

30th day of January. 1998, 

THOMAS E, H.AN-SON, JR. ESQUIRE 



SPTA-7 

BEFORE THE 
SURFACE TRANSPORTATION BOARD 

STB FINANCE DOCKET NO. 33388 

CSX CORPORATION AND CSX TRANSPORTATION INC 
NORFOLK SOUTHERN CORPORATION AND 
NORFOLK SOUTHERN RAILWAY COMPAN\ 

-CONTROL AND OPERATING LEASES/AGREEMENTS-
CONRAIL INC. AND CONSOLIDATED RAIL CORPORATION 

COMMENTS OF THE SOUTHEASTERN PENNSVLVANIA 
TRANSPORTATION AUTHORITV TO THE DRAFT ENVIRONMENTAL 

IMPACT STATFVIFNT AND SAFETV INTEGRATION PI AVS 

G, ROGER BOWERS 
General Counsel 

EUGENE N. CIPRIANI 
Assistant Deputy Counsel 

Southeastem Pennsylvania Transportation 
.Authority 

1234 Market Street. Fifth Floor 
Philadelphia, P.A 19107-3780 

JOHN J, EHLINGER, JR, 
THO.MAS E, H.ANSON, JR. 
Obennayer Rebmann .Maxwell & Hippel 
LLP 
One Penn Center, 19th Floor 
1617 John F, Kennedy Boulevard 
Philadelphia. PA 19103 

Counsel for Southeastern Pennsylvania 
Transponation .Authorin-

Dated: Febniarv 2. 1998 
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BEFORE THE 
SURFACE TRANSPORTATION BOARD 

FINANCE DOCKET NO. 33388 

CSX CORPORATION AND CSX TRANSPORTATION. INC., 
NORFOLK SOUTHERN CORPORATION AND 
NORFOLK SOUTHERN RAILWAY COMPANY 

- C O N T R O L AND OPERATING LEASES/AGREEMENTS-
CONRAIL INC. AND CONSOLID ATED RAIL CORPORATION 

CO.M.MENTS OF THE SOUTHE.ASTERN PENNSVLVANIA 
TRANSPORTATION AUTHORITY TO THE DRAFT ENVIRONMENTAL 

IMPACT STATEMENT AND SAFETY INTEGRATION PLANS 

The Southeastem Pennsylvania Transportation Authority ("SEPT.A") hereby submits Part 

X of its comments on the Draft Environmental Impact Statement ("DEIS") prepared by the 

Surface Transportation Board Section of Environmental .Analysis ("SEA") and the Safety 

Integration Plans ("SIPs") prepared by the Applicants. CSX Corporation ("CSX") and Norfolk 

Southem ("NS"), 

.X. TIME s r \CING BETWEEN FREIGHT AND P.A.SSENGER TRAINS 

According to pages 4-12 and 4-13 of Volume 1 of the DEIS, the SEA has proposed 

greater time spacing between freight and passenger trains as a safety measure on nine rail line 

segments situated in the states of Georgia. Maryland. Michigan. New York. North Carolina. 

Indiana, \'irginia and the Distnct of Columbia, .A more detailed description of the time spacing 

is provided at page 7-12 of \'olume 4. where i : is stated that "... trains moving in the same or 

•̂ oposite direction on the same track vvould be clear of the track at least 15 minutes before and 15 
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minutes after the expected arrival of a passenger train at any point," To propose time spacing on 

train segments or tenitories already protected by signals is totally contrary to acce; ted safety 

practices. The signals regulate the flow of rail traffic on signalized lines and properly maintain 

safety for passenger trains. SEPT.A asserts that there is no need for the proposed time spacing, 

and objects to this mitigation measure to avoid the imposition of time spacing on SEPT.A's 

cunent or future signalized lines or any lines over which SEPTA operates. 

Respectfiiliy submitted. 

G. Roger Bovvers 
General Counsel 
Eugene N. Cipriani 
Assistant Deputy Counsel 
Southeastem Pennsylvania Transportation 
.Authority 

1234 Market Street. Fifth Floor 
Philadelphia, PA 19107-3780 

John J, Ehlinger, Jr, 
Thomas E, Hanson, Jr. 
Obermayer Rebmarm Ma.xvvell & Hippel LLP 
One Penn Center, 19'" Floor 
1617 John F. Kennedy Boulev ard 
Philadelphia. PA 19103 

Counsel for Southeastern Pennsylvania 
Transportation .Authority 
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CERTIFICATE OF SERVICE 

I hereby certify that the foregoing Part X of Comments Of The Southeastem 

Pennsylvania Transportation .Authority To The Draft Environmental Impact Statement And 

Safety Integration Plans was served upon those listed on the service list, via first-class mail, 

postage prepaid on the 2nd day of February, 1998. 

THOMAS E. HANSON, JR., ESQUIRlt 
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G O V E R N M E N T OF THE D I S T R I C T OF COLUMp9. 
D E P A R T M E N T O F P U B L I C W O R K S 

2 0 0 0 1 4 ' - S T R E E T N W 

6TM F L O O R 

W A S H I N G T O N D C 2 0 0 0 9 

• • • 

ENVIROiMME»>iTAL 
DOCUMENT 

REPLY '^O 

OFFICE OF POLICV AND PLANNING 

Office of the Secretary 
Ca.se Control Unit 
Finance Docket No, 33388 
Surface Transportation Board 
19 25 K Street, NW 
Washington. DC 20423-OOC: 

FEB 2 i998 

Attn: Elaine K. Kaiser 
Chief, Section of Environmental Analysis 
Environmental F i l i n g 

Dear Ms. Kaiser: 

The f o l l o w i n g comments are provided on the Draft 
Environmental Statement (DEIS) the f o r Proposed Conrail 
A c q u i s i t i o n : 

1. The DEIS does not address common c o r r i d o r use v/ith the 
Me t r o r a i l system of the Washington Metropolitan Area 
Transit Authority, No analysis i s presented on p o t e n t i a l 
accident r i s k as a r e s u l t of increased f r e i g h t t r a i n 
a c t i v i t y i n the common corridors with M e t r o r a i l . 

2, The DEIS identifies tunnel improvements to increase clearance 
at the Virginia Avenue Tunnel to accommodate increased freight 
t r a f f i c and to eliminate a current restriction that affects 
passenger r a i l operations as related to the proposed 
acquisition. However, the report does not state whether these 
proposed improvements would meet or exceed Surface 
Transportation Board thresholds for environmental analysis of 



noise, safety, environmental j u s t i c e or other p o t e n t i a l 
impacts. 

3. There i s no analysis provided on ground-borne v i b r a t i o n . 
According to Federal Transit Administration guidance, 
ground-borne noise sounds louder than broadband noise. 
The guidance also suggests that s h i f t i n g f r e i g h t t r a f f i c 
to other routes can impact ground-borne v i b r a t i o n . 

4. In Washington, DC, i t i s the region, including 
j u r i s d i c t i o n s i n Maryland and V i r g i n i a , that i s i n non-
attainment. Although each state and the D i s t r i c t of 
Columbia are u l t i m a t e l y responsible for reaching and 
maintaining attainment, they have adopted a coordinated 
strategy through the Washington Metropolitan Area A i r 
Quality Comiriittee (MWACQ). To our knowledge, the 
analysis of p o t e n t i a l e f f e c t s did not include 
consultation with t h i s body which has established the 
emissions value for the area. We do not believe t h a t a 
conclusion of no s i g n i f i c a n t impact i s appropriate 
without determining i f there are impacts on the region's 
emissions reduction and maintenance plans. 

Should you have any questions or require any a d d i t i o n a l 
information, please contact me. 

Sincerely, /~ 

Kenneth G. Laden, 
Acting Administrator 
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TO: O f f i c e of t h e S e c r e t a r y 
Case C o n t r o l U n i t 
Finance Docket No. 33388 
Surface T r a n s p o r t a t i o n Board 

ENViROIiMENTAL 
DOCUMENT 

1925K S t r e e t , N.W. 
Washington, D.C. 
January 26, 1998 

20423-0001 

A t t n . E l a i n e K. Kaiser 
C h i e f , S e c t i o n o f 
Environmental A n a l y s i s 
Bnvironmental F i l l i n g 

Fromt Mr. and Mrs. Frank Eads 
511 W. Monroe St . 
P r i n c e t o n , IN 47670 

Dear S e c r e t a r y ; 

I am opposed t o t h e C o n r a i l A c q u i s i t i o n by CSX and 
N o r f o l k Southern o f t h e vincennes, I n d i a n a t o E v a n s v i l l e , 
I n d i a n a (22.3/30.81) (CSX) r a i l segment. 

A Toyota Factory i s being b u i l t 
They w i l l manufacture t h t , TlOO p i c k 
be manufactured by l a t e 1998 and w i i 
r a i l r o a d through our town. Both CSX 
move th r o u g h our town on t r a c k s tha 
o t h e r . The N o r f o l k Southern crosses 
the s o u t h end of P r i n c e t o n and r e s u l 
c o m p l e t e l y blocked f o r long p e r i o d s , 
desperate t o get t o work, home, e t c . 
d r i v i n g i n f r o n t of t h e t r a i n s . See 
of these a c c i d e n t s and deaths. 

south of P r i n c e t o n , 
up t r u c k . They are t o 
1 be shipped by 
and N o r f o l k Southern 

t run p a r a l l e l t o each 
the CK/. t r a c k s a t 

t s i n oU: fown being 
People are 

and take chances by 
enclosed l i s t o f some 

The a d d i t i o n a l problem of NUCLEAR WASTE being 
c a r r i e d as a cargo on these t r a i n s adds t o the 
Environmental Impact of P r i n c e t o n . At t h e present time 
t h e r e a r e an e s t i m a t e d 50 t r a i n s by CSX and 19 t r a i n s 
by N o r f o l k Southern g o i n g through P r i n c j t o n , When the 
p r o d u c t i o n and s h i p p i n g o f the Toyota TlOO t r u c k begins 
we w i l l have t h e r e q u i r e d numbers t o make an Impact 
A n a l y s i s due t o A i r Q u a l i t y , Noise Threshold and V e h i c u l a r 
T r a f f i c . See enclosed newspaper a r t i c l e s . 

S i n c e r e l y , 
-r' , 



DEATHS AT RAILROAD CROSSINGS 

Name Death Date Where 
C a r r i e W i l l i a m s A p r i 1 23, 1993 W. Mulberry 
James A. Mounts Feb. 13, 1996 L y l e s S t a t i o n 
J o y c e Knight N o r r i c k Feb. 18, 1995 * W. Mulberry 
Unborn Baby Feb. 18, 1995 * W. Mulberry 
L a r r y A. K i s s e l O c t . 11, 1995 * L y l e s S t a t i o n 
J a s o n L. Geary Nov. 5, 1996 * F t . Branch, IN 
J u s t i n Cummins Nov. 5, 1995 * F t . Branch, IN 
Y v e t t e E c k e r t J a n . 20, 1996 S p r i n g S t . 
M i l l i e Delgando J a n . 20, 1996 S p r i n g S t . 
George W. Hughes Mar. 5, 1997 * Patoka, IN 

* CSX Railroad 

Semi-Truck 
Oct 6, 1995 

NO FATALITY WliECKS 

Norfolk Southern 
Haubstadt, IN 

Gibson Co. Highway Truck Norfolk Southern 
Feb 16, 1966 

Corey L. Cabell 
Jan 31, 1997 

Bryan H i l l 
Feb. 5, 1997 

Robert Pinkston 
Feb 27, 1996 

L y l e s S t a t i o n , IN 

CSX R.R. 
Mulberry S t . 

CSX R.R. 
Mulberry S t . 

CSX R.R. 
F t . Branch, IN 



PRINCETON DAILY CLAP ION ruFSD* ' JANUAH • 

Noise bothersome 
In thf utVu lai- vil I'l'ino'ti.!) 

anil to whom it rnav concern; 
The problctn. Train pollu

tion, air anei tw ise. 
The south end on>rinceton 
,.iv U' c • 
-thesU.: -'̂ 't 
• Ĥ ple an' ncit tzart)at;e. v\e an> 

with homes and 
tui tr\'to take as «(XK 

. can-u! our : " >saU 
.1 . . . , . • in the 

ii >oteand' 
,\\\ other 

nipertv uunei - 'v\ehave 
lwa\> had ' •ur !1.-*H1.S i^noix-ii, 
ut now witti -•veiythinu iioin^ 

It - rven worse. 
. ,:J two years ago there 

never a problem with 
..ins. I n̂ {M'at never Now, 
imetimes as many as five (i; 

-igines are left idlint; 
ther for dav; at a time 
ctly across the stivet torrn 
homes. There is the con 

t.tnt smell of diesel exhaust 
-onietmie>; verv bad v Ton-
' tnt vitiration. our windows 
Mii'̂ tantlv rattle The noise is 

1 It 

alwavsthetv ()ur walls an •• 
ci-ackinij, our foundations ajv 
s(>ttinL: di-iwv and de*n)er and 
our pr-HH'rt:̂  ''•"'"'-'̂  ^̂ "̂  "̂̂ """̂  
inu lê '̂  and le-̂ "-

Someot ushavelKt'n tot! 
mavor several times We ha 
tried to contact the trair.ni <• 
ter, but he s never then 
doesn't want to be botlu P" ! 

\Mien thi>v switch the en., 
airs, we nist ask that they l)e a 
littk' more«('ntle wheî  *' ' '• • 
the ciirs «o. Sometime-
earlv hours of the moriuii^ 
(five or-IX o'elockMt sound.-
likesomethmu has exp1(Klc' 
rattles eveiyttuiiii tor v . r ; 
blocRs. 

h\ all this we did nol -.o 
-take th»'yard " ' ' 
them away" ; 
hatetulor mean 
tiKitthe enume> iK'shutt)!! 
.•..' .. •nnot Ix-mu-u.sed. or til 
iuuv them • • ' ' ' ' " 
water tower, 
wouldbumpti.' • -
motvi :ent ly wewo-ddbeless 

atTected 
You can >a-

don't want 1 
than the ivst o! e.u .>.-uid 
want to move from your an-a 
Some of us havelivtHl in the 
u-eamon'thanH()yoarsar;d 

Ho these sameotTb ^ 
to \M' a constant ha-
..vhileth. 1' ••v 

• tbear 
\o' The\ : 

, ^ and for ns to ! 

n-tt iue.i>u;i - .1,' ••• 
t]v tn-obleni tn 

»h''V are ' 



Safety's not an issue — it's the only issue 
'6\ S H i K i n (ij A(J \HI K \ 
fur The DaiU ClarHin 

S . i lci\ iMii iiivi oni- itiv' issues where rail crossing 
changes in Hnncoion arc cniKonn.-d. Its ihc only" 
issue. 

II the death ut cijihi people, m less than a vear, at coun-
!> ^lassinu's ui ihoui irain-aeti\aied signaluii; is nol enough 
rnuin.,iii,in !or further change, then one can onl \ assume' 
!iicic wil l !n: \a he enuuL'h moiisation lor lurilier change 

Il the railroads, ihe appropriate go^emrtiental uiiiis, ihe 
ut>. Ihe cil> s residenis and all niheis involved in ihis issue 
Jo not work luL'ciher lo upgrade crossing saleiv, i.'ien Ihe 
siiuaium in ihis conimuniiv wi l l remain status quo- daniier-
'Us ,-\nd. il hisiurv is anv guide, it wi l l on\\ be a matter ot 

'line hetoie aiioihcr motorist, who did nol see the train and 
'I.K! iiM liL'liis. eaii'^ i>! I\iinc,ide lo warn him ot its pres-

A news analysis 
ence. collides u iih Ihal train at one ot Princelun's crossings, 

rri i ih IS, there mu\ be close lo .SIX) or more chances of 
thai happening each and everv' single dav here. There is 
presently no train-activated signaling al Clark. Monnx;. 
i'lnknev, Mulhc-rrv, Han or Makemsoii .Streets, all residen
tial crossings jus! blocks apart on ihe south side ot Prince-
lon. .Wirfblk .Southeni confirms 19 scheduled and CSX 
estimates 50 scheduled trains daily through Princeton, This 
does not include "extras," which olt'iciais sav could push 
Ihe number ol irains ihrough Ihis small community even 
higher than the almost 70 scheduled. 

So. let s say KO trains times six crossings without train-
activated signaling . you do the math. 

Yes. we tough' lor and have lights and gales coming for 

the .Mulberry Street crossing and the Lyles Siaiion Road 
crossing just north ot town, but they wil l not be in place for 
at least atiother year Conditions have unproved some at 
Lyles Station, with brush being removed and stop sujns put 
in place. 

Yes. we have had a rail corridor review periormed bv 
the Indiana Department of Transpinaiion (I.NDOTi and 
iwi) subsequeni heanngs The first, heav ily promoted bv 
the newspaper, was chaired by I N D O l oflieials and pooriv 
attended by the public The sec md. also heavily promoted 
by the new spaper, was chaired by the city and vv ell attended 
by the public. (Objections to the plamiing commission's 
proposal to close some crossmgs in exchange tor signaling 
others ranged Irom only th • railroads would benelii trom 
any closures' to people killed al the crossings had then-
radios up and weren't paying .iiieniion lo what plans has 
the city made to handle traffic il closures are made 

C ontinued on Page 4 



The Evansville Courier—Saturday, January 1, t99? 

Another Gibson driver injured in train collision 
Number of trains in county up 

By M A R K WILSCN 
Courief staff writer 

PRINCETON, Ind, — A Prince
ton man injured at a train cros,sing 
Thursday became the late.-̂ t of a 
grow ing number of car-train acci
dent victims in Gibson County, de
spite safety efTurts by police. 

Police said Corey Cabell, 20, 
Princeton, apparently attempted to 

beat a train acrcss an unmarked 
crossing on Mulberry Street at 6:12 
p.m. 

He was kept overnight at Gibson 
General Haspital and released Fri
day, a hospital spokeswoman said, A 
passenger, Lamanda Peay, 18, of 
Newburgh, wa.s taken to the hospi
tal but . t admitted, the spokes
woman said. No charges have been 
filed. 

Gibson County Sheriff George 
Ballard attributes the accidents 
mostly to an increase in local train 
tratTic, but also to human errors. 

"We can make safer cars and 
safer highways, but guess what, ac
cidents are still happening," he said, 
"There is a large number of cross
ings in Gibson County and a lot of 
drivers. Once in a while the two are 
going lo meet," 

Ballard said particularly bad 
spots in the county include the Fort 
Branch area and a crossing on Lyle 

Station Road just north of Princeton 
where two people died in 1995. 

While the Lyle Station crossing 
is marked with a sign, the Mulberry 
Street crossing is not Ballard said 
the Indiana Department of Trans
portation planned to install crossing 
gates last year at the Lyle Station 
crossing, but the work has not been 
done. 

"The volume of trains in the 
area has increased a lot in the \ast 
three to four years," Ballard said, 

"Between Norfolk and Southern 

Wc can make .safer cars and .safer highways, but guess 
what, accidents arc still happening." 

- George Ball 
(ii bson County Sh 

JiiLf^i- — 

and CSX, I've heard there are about 
50 trains going through Princeton 
in a 24-hour period now. Obviously, 
that number may increase as time 
goes by, what with Toyota and all," 

Ballard said officers have dis

tributed literature to drivers e' 
crossing safety, and have rid 
trains to look for unsafe drivers 

Many railroads are also 
stalling track-level lights on t l 
engines. 
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S E X A T E 

S T A T E O F I ) K I - . \ ^ \ A R E 

L E t i l S L A T I A i : HALT-

D O V E R . D E L A W A R E 19901 

January 29, l^.'S 

C O M M I T T l ' K S 
A D M I M ; 8 T I ! A T m : S K H V I C R S 'ENEHl iY, C H A I R M A N 

SC^fSET, C H . \ m » I A N 
C O M J i r N l T T AFVAIUK 

ETHICS 

H I A L T H * S d C I A L SKHVICES A l i l V r 
J C D I C I A B Y 

Ms, Elaine K, Kaiser 
Office of the Secretary 
Case Schetltde I nil 
F-nance Docket No, 33ISS 
Suitace Transportation Board 
1925 K Street N,W. 
Washington, DC 20423-0001 

ENVIRONMENTAL 
DOCUMENT 

Dear Ms. Kaiser 

Attached is State of Delaware House Concurrent Resolution No. 5*? and ten copies passed January 
29. 199S, by the House of Representatives and Senate of the State of Delaware General Assembly. 

The Resolution urges the Surface Transportation Board to rescr\ e for future passenger rail use that 
portion of the existing Conraii lines in the State of Delaware that arc iticluded in the tnerger 
transaction of Conraii by Norfolk Southem Railroad and CSX Railroad, 

Please consider this submission for the Finance Docket No. 33388 regarding the "Proposed Cotirail 
Acquisition," 

If there are any questions about the resolution of the Delaware Cieneral .Assembly, please do nol 
hesitate to contact me , 

Sineerelv, ^ 

^ n a t d r Harris B, McDowell, 111. c 
Senate Energy and fiansit Committee 

cc: Rep, Da\id linnis 
94()44 



. 1 ( ) \ X X M , I I K I I R I C K 

CHICK CLCHK 

H O U S E OJ- Kl ' .PRESENTATIVES 

STATE O I 1)ELAA\ ARE 

LEGISLATIVE H A L L 

DOVER, D E L A W A R E 19903 

U O d V li>T 

( 3 0 i ! ) T3U-10S7 

I, JO.\NN M. HEDRICK, CHIEF C L E R K OF THE DEL.AWARE 
HOI SE OF REPRESENTATIVES, DO HEREBY CERTIFV THAT THE 
.ATT.ACHEI) C O P \ OF: 

IS THE SAME AC T THAT WAS PASSED B\ THE KOI SE OF 
REPRESENT.ATIVES AND THE SEN.ATE OF THE 139TH GENERAL 
.ASSEMBLV. 

A / 

£L/7>v:-'/ n 
1 

.lOANN M. HEDRICK 
C H I E F C L E R K 



SPONSOR: Rep. D. Ennis & Sen. 
McDowell 

HOUSE OF REPRESENTATIVES 

139TH GENERAL ASSE.MBL V 

'59 
HOUSE CONCURRENT RESOLUTION NO 

URGING THE SURFACE TR.\NSPORTATION BOARD TO RESERVE FOR 
FUTURE PASSENGER RAIL USE THAT PORTION OF THE EXISTING CONRAIL 
LINES IN THE STATE OF DELAWARE INCLUDED IN THE MERGER 
TRANSACTION OF CONRAIL B^^ NORFOLK SOUTHERN RAILROAD AND CSX 
RAILROAD. 

1 WHERE.AS. the Surface Transportation Board is presently accepting public 

2 comment on a Dratt Environmental Impact Statement, Finance Docket No, 3388; and 

3 WHERE.-\S. the Surfa:e Transportation Board's Draft Environmental Impact 

4 Statemem penains to the "Proposed Conrail Acquisition" regarding CS.X Corporation and 

5 CSX i'ransportation. Inc.. Norfolk Southem Corporation and Norfolk Southem Railway 

6 Compan>; and 

7 WHERE.-\S, this proposed Conrail acquisition by Norfolk Southem Railroad and 

8 CS.X Railroad will impact the people of Delaware now and in the future; and 

9 \\ HERE.-\S. the House of Representatives and Senate recognize the benefits 

10 w hich accrue to the people of this state by the presence of the existing Conrail rail lines 

11 throughout this state; 

12 NOW, THEREFORE: 

13 BE IT RESOLN ED. that the House of Representatives and Senate of the 139th 

14 General .-̂ ssembK beiie\ es that it is extremely important to the economy of this state to 

1 of : 
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15 reserve the use of the existing Conrail rail lines that are included in the merger transaction 

16 by Norfolk Southem Railroad and CSX Railroad, 

1' BE IT FURTHER RESOLVED, that by reser\inB the use of these existing 

18 Conrail rail lines they will be available for future passenger rail service, 

19 BE IT FURTHER RESOLVED, that the preservation of these existing Conrail 

20 rail lines for funire passenger rail service will contribute significantly to the reduction of 

21 VOCs and other air-bome pollutants, as identified by the Clean Air Act, as well as carbon 

22 dioxide and other greenhouse gases. 

23 BE IT FURTHER RESOLVED, that a copy of this House Concunent Resolution 

24 be delivered immediately to the Surface Transportation Board, 1925 K Street, NW, 

25 Washington, DC 20423-0001, 

This Resolution urges the Surface Transportation Board lo consider the 
preservation of existing Conrail rail lines in this state for fuUire passenger service. 

2 of 2 
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January 15, 1998 

CO.YIMITTEES 
CHAIRMAN 

BANKING A INSURANCE 
M E M B E R 

Office of the Secretary 
Case Control Unit 
STB Finance Docket No. 3336o 
Surface Transportation Board 
1925 K Street NW 
VVashington DC 20423-0001 

Attention: Elaine K. Kaiser 
Environmental Project Director 

Dear Ms. Kaiser: 

DOCUMENT 

This letter is being written to voice my objection to possible environmental 
upgrading planned bv the Surface Transportation Board to the East 6th Street and 
Dud lev Street crossings, as well as the proposed grade separation to the East 9th 
Street crossing, all of which are located in Hopkinsville, Kentucky. 

These arc historic, scenic areas and, in my opinion, this would detract from 
-rather than enhance -- the current surroundings. 

Your w illingness to leave the area as it currently exists would be greatly 
appreciated. 

James E. Bruce 
State Representative 

JEBisl 
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ENVIRONMENTAL 
DOCUMENT 

January 30, 1998 

Office of the Secretai7 
Case Control Unit 
STB Finance Docket No, 33388 
Surface Transportation Board 
1925 K Street, NW 
Washington, DC 20423-0001 

Attention: Elaine K. Kaiser 
Environmental Project Director 
Environmental Filing 

Dear Ms, Kaiser: 

Washington 
Meiropolitan Area 
Transit Authoritti 

VVasH'igton. DC 20001 

B> Metrorail 
'^Quare Red Une 

Green and 

Transit Partnership 

We appreciate the opportunity to submit the following written comments on 
the Draft Environmental Impact Statement (DEIS), dated December 12, 
1997, on the proposed acquisition of Conrail by Norfolk Southern Railroad 
and CSX Railroad (Applicants). 

Scope of the Environmental Impact Statement fEIS) 
By the enclosed letter of August 6, 1997, we recommended that Surface 
Transportation Board (STB) expand the EIS scope to include an analysis of 
changes in level of operations on freight rail lines that are in common 
corridors with rapid rail systems. We expressed the concern that increased 
railroad traffic increases the probability and potential severity of catastrophic 
rail accidents and increases our risk exposure and the associated costs of 
liability Insurance and indemnification. However, in spite of our comments, 
the DEIS still does not include the analysis of the common corridors of freight 
rail and rapid rail operations. 

We believe that the cause for this omission may be a failure to differentiate 
between preexisting conditions and the anticipated new conditions of the 
proposed transaction, namely additional trains. Increased train lengths and 
higher train speeds STB states In its July 1, 1997 Notice of Intent that "the 
Board's practice consistently has been to mitigate only those environmental 
impacts that result directly from the transaction." It Is our conviction that a 
critical result of the Conraii acquisition with more frequent and longer trains 
will be an Increased likelihood of severe rail accidents In the common 
corridors, a result which was unaccounted for In the planning and 
development of those corridors and which, therefore, is a new condition. 

Our concerns are reinforced by the findings of the Federal Railroad 
Administration's (FRA) Safetv Assurance and Compliance Program Report 
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for CSX Transportation, Inc. dated October 16, 1997, The fact that FRA 
found a general lack of consistency in maintaining a comprehensive CSX 
signal oversight program and defects on CSX main tracks Is extremely 
pertinent to our stance that the EIS scope must address common corridor 
safety. 

Conditions of Common Corridor Operations 
We wish to make STB aware of the common corridor operations and history, 
which Includes freight rail accidents that justify our position above on the EIS 
scope. 

There are five distinct common corridor segments in our rapid rail system. 
These are within the STB line segments C-003, C-101, C-034, C-035, and 
N-315. Our system is in revenue operations from 5:30 AM to 12:00 midnight 
on weekdays and from 8:00 AM to 12 00 midnight on weekends. There are 
high numbers of t'Oth freight, passenger and rapid rail trains in the common 
corndors For example, within STB line segment C-003 (Metro Wheaton 
Line), 24 freight trains, 20 passenger trains and 462 rapid rail trains currently 
share the corridor during a typical weekday. The distance between 
freight/passenger and rapid rail track centerlines is 20 feet. 

Since start of rapid rail operations in 1976. there have been two freight rail 
accidents in the common corridor which caused physical damage and 
service disruption to the rapid rail system. For the 32 miles total of common 
corridor, the accident frequency per route mile is then once every 16 years, 
greatly more than the 100 years for freight train accidents. 

Analyses of the Environmental Impacts in Common Corridors 
We recognize that STB may need to develop a segment-specific method to 
evaluate the potential net effect of the proposed acquisition on rapid rail 
safety since the methods for freight and passenger rail operation safety 
effects do not apply to common corridor safety. We are ready to provide STB 
with base data and to assist in the development of the methodology, which 
should incorporate the additional number of freight trains, increased train 
lengths, greater tonnage and higher train speeds as factors. 

PotenNal Mitigation Strategies for Rapid Rail Safety in Common Corridors 
On page 3-7 of the DEIS, STB has identified mitigation strategies that 
can reduce significant safety risk impacts. These include enhanced rail-
safety programs, increased frequency of track Inspections and 
replacement of old rails. Other possible mitigation measures to mitigate 
the increased risk in the common corridors include, bi;t are not 
necessarily limited to, the following: 
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1. Publication and distribution of tne integration of the best practices 
of Conrail and the Appiir^Hts' safety processes, per DEIS Volume 
2, Safety Integration Plans. 

2. Speed restrictions of freight trains as recommended in 1988 by 
the CSX and WMATA Joint Operating Safety Committee. 

3. A Hot Box Detection System Installed on each freight track. 
4 . A High-and-Wide Load detection system Installed on each freight 

track. 
5. A Dragging Equipment detection system installed on each freight 

track. 

The systems identified in items 3, 4 and 5 above are to be connected to 
the Applicants' central control systems. Hot Line connections should be 
provided and maintained between the Applicants' and our control centers. 
The Applicants should annually conduct an Inventory of the safety devices 
and monitors within the common corndors and should regularly ensure that 
all devices and monitors are in proper working order. The Applicants should 
be required tc obtain our approval for any addition, deletion or modification 
of the safety device s and monitors. 

The Increased freight traffic will Increase our liability and present an added 
financial burden for higher Insurance and indemnification costs. We feel 
strongly that the Applicants should reimburse us for the additional 
incremental costs of liability Insurance and Indemnification of the common 
corridor due to the Increased risk. 

We look forward to receiving constructive responses to our concerns from 
the Surface Transportation Board as part of the EIS process. If you have any 
questions regarding our comments, please feel free to contact Mr, Richard 
Bochner, Acting Manager of Project Development, Mr, Bochner may be 
reached at (202) 962-1252 

Sincerely, 

John C. Elkins 
Acting. Assistant General Manager 
for Transit System Development 

Enclosure 
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Ruljicrs, Ihc .Sidii' I iiiviTsiiy ot New Jersey 
Sciiool o i I.aw-Newark 

ENVIRONMEriTAL 
DOCUMENT 
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(Mficc of the Secretary 
C'a.-Ne Control I nil 
I inanee Doekel No. ."vv>88 
Surface I ran.sportation Board 
1̂ )25 K Street, \ \ \ 
W ashiiKioii. IX; :(I4:3-(HK)1 

I )ear Madam or Sir: 

I he iollouinjj: eominenis on the Dratt lav ironniental Impact Statement (l)ITS) for the acquisition 
i>f C onr ul h\ C S.X and Norfolk Southern are .submitted cn behalf of the lYi-State I'ransportation 
C'ampaigK ( rri-St:itot, a eonsortium of thirteen environmental, transportation and planning groups 
working together to promote an econt>mieali\ and en\ ironmentalh sound iransportation system in 
a thirty-three county area in metropolitan New '*)'ork, I ri-State ,seeks lo reduce reliance on ears and 
trucks throughout the region in order \o reduce congestion and pollution and support rational land 
use piannmg. One hundred citi/ens' groups and local officials ha', e joined as afllliate members. 

In tiiese comments. 1 ri-State is submitting its concerns regarding the DEIS that has been prepared 
lor the proposed C onrail acquisition. We believ e that additional action on the part of the Surface 
Iransportation Board (Board) in de\ eloping a complete picture ofllie economic and en\ ironmental 
impact of the applicants' plan is required pursuant to NLP.-\ and the Board's guidelines related to 
rail const)lidations and mergers. 

As has been noted m our pre\ lous submission^. C ongress has sought to encourage competitive rail 
service and infra.st rue lure improvement through its regulation ol the railroad indu.slry. Congress 
has indicated its concern lhat the management ol these transportation assets take into consideration 
all factors lhat are related to the "•public health and safety." See CS.C. vjvj l()lni(S) and (14), 

In .uder to better proiect that health and safety, the Board has the authoritv to impose conditions 
upon proposed raiiroad consolidation transaciions. See 4̂ ) r,S,C . i:̂  1 1324 (cl. Such conditions 
must be imposed when the merger mav result in effects lhat are harmful lo the public. See 4̂ ) 
1 .S C, 11.̂ 24(d); I nion Pacillc C ontrol Missouri Pacific. W estern Pacific. ̂ (•)(̂  I.CC, 462. 
.•̂ (i2-65 (1 '>S21, 1 he applicants" plan details changes in traffic ;'id business patterns as a result of 
the consolidation that will increase both rail and truck usage in an already congested region, 
bringing protound environmental impacts. 

I hese env ironmental impacts are nol adequately addressed in the DEIS. The Railroad 
C onsolidation Procedures require that the applicants detail any impact that changes in .serv ice may 

Sliifi \tl,irnr\ 

William Cahill. KM) Theresc l.anger. Ph D 
Staff :>i lent IS: 
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have on the public welfare. See 49 C.F.R. ^ 1180.8 (a)(2). This requirement has been interpreted 
as ensuring that the Board " ill hav e all facts that mav be required in order for the Board to be able 
to make an informed decision on the merits of the consolidation proposal and to comply w ith its 
statutorily required duties. See l?nion Pacific. Missouri Pacific- Control - C hieauo and \orxh 
W estern . 9 l.C,C, 2d 9}.<̂ ). 950 (I ), I he DITS fails to address both the negati\e environmental 
impact of some of the results of the merger as outlined in the applicants" proposal and the impacts, 
positiv e or negati\ e. of some alternativ es to the applicants" propo.sal. We believe in particular that 
a Supplemental V.IS is required in this case to evaluate the beneficial impacts that the proposed 
conditions submitted by I ri-State and others would have, espeeiallv in terms of the thresholds for 
air qualitv and how they are affected by changes in rail and intermodal activ itv. See 49 C,l ,R, 
lll)5,7(e)(.>), 

I. The Board failed to analyze certain significant and reasonable alternatives to the proposed 
action in the DEIS. 

As part of the Df lS for the proposed action, the Board is required to consider any reasonable 
alternativ e to the proposed action and to prov ide an adequate di.scussion of the alternatives it 
considers. In particular. Cl Q requires federal agencies to compare the environmental impacts of 
the proposed action to the impacts of the alternatives. .According to CEQ. this altematives analysis 
is the "heart"" >>!'the HIS, 

In preparing the DEIS for the Conrail acquisition, the Board failed to consider many reasonable and 
highlv significant alternatives to the proposed action, I he Board evaluated three alternatives: the 
No-,\ction alternative, the proposed acquisition and the proposed acquisition vvith conditions, I'he 
conditions "could include ,.. modifications that other parties have requested in Inconsistent and 
Responsiv e .Applications 'o the Board," DlilS at ES-3, The potential iinpacts of the proposals 
included in the fifteen •inconsistent and responsive applications"" received by the Board are 
rev iewed in the DEIS. I'nfortunatelv. the eighty-eight remaining commentors did not receive such 
consideration in the DEIS and are very nearlv ignored, '̂et while the classification of comments as 
•inconsistent and responsive applications. " on the one hand, or as • comments and requests for 
conditions."' on the other, may be relev ant to the Conrail acquisition proceedings, it is of no 
signiticance for the Nl:P.\ process, which is distinct. Moreover, this classification of comments 
does not relleet on the importance or the magnitude of the potential environmental impacts of the 
conditions contained in the comments, so should not be regarded as a sound basis for determining 
which conditions should be evaluated as pan ol the alternative •"proposed acquisition with 
conditions."" Indeed, the table in ,Appendi,\ 1 of the DEIS stales that many of the conditions that 
were included among "comments and requests for conditions"" had potential impacts that are either 
•'unknown" or ""could increase rail operation abov e thresholds on affected .segments,"* No further 
analvsis was provided, however. Such further analysis must be included in the EIS, 

B\ not conducting an adequate assessment of alternatives, the Board denies itself the opportunity to 
make a fair and inf >rmed independent decision on the environmental impacts of this 'ran.saction. 
which by law must precede its decision on the acquisition. 
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II. The conditions requested hy Tri-State would have significant impacts. 

I ri-State submitted comments on the scope of the ITS on August 6. 1497 requesting lhat the scope 
be modified to include a detailed assessment of alternati\ es of the ty pe "proposed action with 
conditions." On October 20. 19̂ )7. fri-State submitted comments to the Board requesting five 
conditiiins be included in the Board's decision lo permit NS and CS.X to acquire Conrail, On 
November 22. 1997. in response to the applicants" circulation of a supplemental operating plan for 
the North Jersey Shared .Assets .Area. I ri-State submitted comments to the Board reaftlrming its 
original conditions and requesting that the l̂ oard require four additional conditions for the 
acquisition, I b.ese conditions would have assured two carrier competition for the 12,5 million 
persons residing in the East of Hudson portion of the fri-Stale Region, the nation's largest 
metropolitan area and wtuild hav e established important env ironmental protection mechanisms for 
the two carriers serv ing the West of Hudson portion of the region, I ri-State. on January 12. 1998, 
submitted a rebuttal to arguments raised by the applicants in their response to fri-Stale's two 
requests for conditions, I he nine conditions in these two requests vvould hav e significant effects in 
the four Impact Categories that wc cited in i>ur scoping submission, namely: 2, fransportaiion 
Systems. 3 I,and l se. 5 .Air Qualitv and 10, I:nv ironmental Justice, 

I ri-State's conditions would have comparable effects to those requested in the comments filed on 
October 20. 1997 by Congressman Jerrv Nadler and twenty-three members of the Congressional 
delegations of New \ o A and Connecticut, I heir position has since been endorsed by the City of 
New \ork and the State i^f New York, fo regard the conditions requested by Tri-State and by the 
Congresspeople. on which the Board has made no decision to date, as insufficiently significant to 
warrant a thorough evaluation in the ITS is unreasonable, 

A. Considcrahle potential for rail freight traffic exists East of the Hudson 

In Its various submissions to the Board. I ri-State identified siudies conducied by Mercer 
Management Consulting. Inc. ol'ihe commercial opportunities for enhanced carload and 
intermodal freight to the East of Hudson sector of the I ri-State region. The applicants 
themselv es used this llrm to adv ance their arguments for the acquisition. The first of these 
studies, the New ^•ork Downstate Rail 1 reight Studv. was completed in .May 1995. fhal 
study found that as much as 22.9 million tons of freight destined for the downstate region 
was potentially divertable to rail, based on its survey of shippers in that region, fhe 
downstate region includes New York City. Long Island and Putnam and Westchester 
Counties, a v erv large portion of the luisi of Hudson sector of the I ri-State region. Rail 
freight could increase trom 3"o to about 25" o of total freight market demand. At an average 
load of 17 tons per truck used bv the applicants, this would amount to over 1,35 million 
truckloads per year diverted to rail for the downstate NA' area, fhis is more than the 1,03 
million truckloads the applicanls expect to di\ erl to rail for the entire eastern portion of the 
I .S..' trumpeted as the maior env ironmental benefit of their proposed action. These 

It should be noted tiiat the Bi>ard's DEIS raises concems about the validity of the applicants" 
estimate, suggesting lhat this environmental benefit is exaggeniled through double counting. The 
Board did nol estimate the amount of ihis exaggeration, nor explain the basis for its concern. 
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estimates are imprecise, but clearly if the potential truck-to-rail diversion resulting from the 
applicants" proposal is significant, then the diversion resulting from the conditions proposed 
by I ri-Slale is significant as well. 

I he Mercer study also suggests that 10,1 million tons would use an improved cross-harbor 
car lloat route. Car tloat improv ements are one of fri-State's key conditions for the 
acquisition. I'he .Mercer sludy identified three ciilical factors for gaining this increased rail 
freight activ ity in the t)ownstate NY Region: (1) lower costs and improved service. (2) 
eredibilitv in the marketplace, and (3) ability to raise capital. One of Tri-State's proposed 
acquisition conditions, extending NS serv ice across the harbor to provide competitive rail 
serv ice to points East of the Hudson, would allow great improv ement with respect to all 
three ofthe.se factors. 

In a second study. "Intermodal Cioods Movement Study: NYC Rail Freight .Access." 
ci>mpleied in January 1997. Mercer Management found, using a somewhat different set of 
assumptions, that an improved cross-harboi car lloat link vvould attract 6 million tons of 
freight, mostly in rail carloads, 1 his study detailed the economic and environmental 
consequences of a shift of this magnitude from truck lo rail, .so that information is readily 
available to the Board, fhis study also found that a roadrailer-type operation through Penn 
Station was physicallv practical, could be initiated with very little investment and could be 
in operation in a verv short time frame, I ri-State requested that NS be allocated rights to 
operate this serv ice as a condition for the acquisition, 

A third studv prepared by I ransmode Consultants. Inc. " I'he Oak Point I ink Market 
Developmeni Iniiiative" was completed in May 1994, I'his study estimated the market 
potential for three intermodal terminals located East of the Hudson at 245.000 to 430.000 
trailers, or 4,2 to 7,3 million tons, per year, I ransmode claimed that these market levels 
would bring cost per train to competitive levels, I ri-State proposed conditions that would 
result in competitive intermodal rail access East of Hudson, for CS.X using conventional 
piggyback service al the Harlem River \ ard and for NS using double-stack service at 65th 
St. vard. Beneficial use of these facilities, developed al considerable public expense, would 
reduce truck movements acioss seriously congested I rans-Hudson highway crossings, 

I hev would also help to accommodate increa.sed intennodal traffic projected by the 
applicants, reducing their inv eslment in. and potential negative environmenial consequences 
of yard expansion in North Jersey. 

B. Retaining NN est of Hudson carload freight is important 

1 he applicanls estimate that 797. 376 truckloads of freight will be diverted lo inlermodal 
rail service as a result ot the acquisition, ,Another 186.947 truckloads will be diverted to 
carload rail freight, .Although the applicants claim lhat carload freight is the "lifeblood" of 
their industrv. 8l"o of the truck traffic expected to shift to rail as a result of the action 
betore the Board would be to inlermodal. As important as intermodal traffic is, this 
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emphasis on intennodal was the basis for Tri-State's expressed concem and proposed 
condition that the applicants make a special effort to retain carload freight in North Jersey, 
and not shift existing carload traffic to intermodal. While restored competitive rail service 
111 the W est of the Hudson sector would produce substantial environmental benefits, these 
effects are not evaluated in the t)EIS. The Board cannot make an adequate determination of 
the en\ iroivnental consequences of I'ri-State's proposed condition based on the information 
contained in the DETS, 

Tri-State also raised concems about the relocation of freight aw ay from the North Jersey 
Shared Assets .Area to more remote locations, I his would increase truck miles in the 
region. The DEIS does not provide information to evaluate fri-State's proposed condition 
lo av oid this environmental negativ e. namely that NS and CSX must monitor the cost of 
operaiing the shared asset iines and prov ide assurance lo the Board lhat costs are below 
lev els that would encourage shippers from relocating lo more remote points in westem NJ 
and eastern P.A, 

C. Protracted disagreement over proposed rail passenger ser\ ice improvements could 
deny the region the benefits of these improvements. 

In the past, expansion of commuter rail service or intercity rail passenger service has led lo 
protracted arguments among serv ice prov iders about how track can be shared and about the 
extent of new rail inv estment that must be made to accommodate the expansion, Tri-State 
suggested in its comments of November 22. 1997 that, as a condition for approval r f the 
acquisition, the Board establish, in cooperation with I'SDO T. arbitration procedures that 
will assure prompt resolution of disputes. The DTTS otters no specific evidence that 
disputes w ill be resolved and makes no attempt to assess the environmental consequences 
of the long delay s that hav e characterized service expansion proposals in recent years. 

.Amtrak at present has operating agreements vvilh Conrail. NS and CSX that expire in 2006, 
2000 and 2002 respectivelv. The DE IS makes no mention of the consequences of not 
extending these agreements in a timely fashion, I'urthermore. the DEIS deals only with 
maintenance of existing lev els of serv ice over existing routes, .Accommodating increased 
lev els of serv ice, higher speed or new routes will almost certainly lead to disputes that, if 
not quicklv resolv ed, could deny the public the benefits of these new rail serv ices and lead 
to air qualitv consequences lhat are negative wilh respect to the "no action"" alternative , 
While higher lev els ol public support will be needed to continue and expand Amtrak service 
in the future, the aibitralion mechanism that Tri-State proposed for commuter rail sen ice 
proposals could be extended lo .Amtrak intercity serv ice improvements. 

I). The conditions requested by Tri-State would ha>e signifcant effects in several 
Impact { ateg(»ries. 

The Board's failure to quantify the impacts of Tri-State' proposed conditions leaves the 
agency unable lo suitably assess key env ironmental impacts in four key areas: 



Surface Transportation Board 
l ebruary !. 1998 
Page 6 of 8 

1. Transportation Systems 

The Tri-State region's arterial highway s\ stem is among the most congested in the 
natiiMi, Car. bus and iruck traffic experiences extraordinary delays, especially at the 
I ludson Riv er crossings, I leav y truck traffic also contributes a great deal to the 
deterioration of pav ements and structures. Trucks routinely use local and collector 
streets to av oid delay s on major highway s. resulting in \ ibration that damages 
buildings and producing noise in residential neighboihoods Truck crashes are more 
sev ere than car crashes and take a heav y toll in deaths and injuries. Crashes and 
breakdovMis add greatly lo congestion, especially where off-loading of goods is 
required. 

By failing to describe the potential changes in truck use that would occur if 
Tri-State's proposed conditions were added to the transaction, the DEIS fails to 
provide the Board vvith important information that might affect its decision on 
whether to include these conditions in its decision. 

2. Land I se 

In N'N'C. the Deparlment of City Planning has specified zoning to preserve 
manufacturing locations that are adjacent lo rail lines, Tri-State's conditions would 
result in better rail service to these locations, reinforcing the city's land use and 
zoning plan. The applicants" plan will result in continuing single-carrier 
non-competitive freight rail service, perpetuating the exi.sting deteriorating rail 
service East of ihe Hudson and diminishing the value of these unique rail-accessible 
sites, N^•C's land use plan has reserved space for intemiodal facilities at Harlem 
Riv er Wwd and 65th St, ^'ard, The applicanls" plan is silent on the provision of NS 
or C S.X ser\ ice to these terminals. 

Land use plans in Westchester County and in Connecticut also reserve space zoned 
for manufacturing and distribution along Conrail-operaled lines, Tri-State's 
proposed conditions for two carrier serv ice from Oak Point Yard in the Bronx to 
New Haven. C T would make this land use activity more \ aluable. 

The Board should assess the consistency of the applicanls" plan and the plan wilh 
the conditions recommended by Tri-State vvith municipal land u.se plans for 
communities East of the Hudson. This assessment should be part of a Supplemental 
EIS. 

The New Jersev Slate Plan for Development and Rede\ elopment calls for 
concentrating dev elopment in older, denser cities and along fansportation corridors. 
NJ Ciovenmr Christie Whitman reaffirmed her support for these state policies in her 
address at the beginnmg of her second term as Governor in January |998. in which 
she proposed to preserv e 300.000 acres ov er the next four years. Existing carload 
treight shippers in the North Jersey Shared Assets .Area are generally localed in 
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areas in which development or redev elopment is consistent with the State Plan, 
linion County, for example, is seeking to bolster business on the Staten Island 
Railroad and Rahway Valley Lines by reinstating rail freight service. The Tri-State 
condition calling for Board intervention lo monitor and preserve carload freight in 
this area will add an extra measure to preserve the consistency between the 
applicants" plan and land use plans in New Jersey, Were CSX and NS to encourage 
shippers to relocate outside the shared assets area, new development would occur in 
areas that the State Plan seeks to preserve as open land, 

3. .Air Quality 

Most of the Tri-State Region is a severe non-attainment area for ozone, and one 
county is in non-attainment for particulates. Due to New Jersey"s failure lo produce 
an adequate attainment plan for ozone, the State will be under a ""conformity freeze"" 
beginning on .April 10. 1998 during which no new transportation programs and 
plans can be adopted. EP.A's recent rev ision of the health-based air quality standards 
confirm lhat the region's problem is ev en more serious than previously 
acknowledged. Most ol'ihe air quality benefits lhat :<re expected to result from the 
Conrail acquisition, due lo shifting freight from truck to rail, will lie outside of the 
Tri-State Region, or the O/one Transport Region in the northeast. The Tri-State 
conditions would increase the air quality benefits within the region as well. The 
Board cannot make an infomied decision on this benefit without a detailed 
assessment of air quality impacts of the Tri-State conditions, 

4. Environmental Justice 

In the Tri-State region, persons of color and olher minorities are more likely to live 
in New York City and in other older cities in the reg'on. Shifting freight from truck 
to rail has the potential lo benefit residents of these communities, many of whom 
suffer from respiraU>ry ailments exacerbated by air pollution. Shifting freight 
activ ity from truck to carload freight and reducing the drayage mileage for 
intermodal freight would yield substantial benefits to these communities, 
'Tri-State"s proposed conditions will achieve these results to greater effect than the 
applicants" plan without conditions. The Board will not have this infomiation 
av ailable if il does not perform a comprehensive assessment of the impacts of the 
Tri-State conditions. Dismissing these conditions without this assessment is not 
consi.stent with NliP.A. the Civil Rights .Act or Executive Order 12898 (Federal 
.Actions to .Address Env irt)nniental Justice in Minority Populations and Low-Income 
Populations, l ebruary 11. 1994. 59 F.R, 7629( 1994)), Additional investigation of 
tlie alternatives suggested by Tri-State and others is supported by the DC T̂"s own 
order lor compliance with Executive Order 12898. which govems Federal actions to 
address TJIV ironmental Justice in minority and low-income populations. 60 FR 
33899 (1995). Compliance with the E,xeculi\e Order is a stated key element in 
DO Ts Environmental Justice strategy, Id. at 33900, The Board is required to take 
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into account any mitigation measures that may be developed during the comment 
period. Id at 33902. 

The Board is left to make its decision on the railroads" application with regard to the 
conditions proposed by Tri-State on the basis of only the information submitted by the 
applicants. The applicants, meeting behind closed doors, decided to deny two-carrier 
competition for the East of Hudson sector. They chose not to take similar action elsewhere; 
they did not assign all of Conrail's properties and operating rights to a single carrier for 
service in the states of Ohio or Pennsylv ania. 

III. The Board should prepare a supplemental EIS containing an analysis of additional 
alternatives. 

The DEIS" omissions can only be corrected by the Board's preparation and circulation of a 
Supplemental EIS, Much of the information needed for such a Supplemental EIS is readily 
av ailable in the studies identified above. Tri-State requests that the Board conduct a thorough 
inv esiigation of the env ironmental impacts of the conditions proposed by Tri-State and submit a 
Supplemental Environmental Impact Statement for consideration by all parties. Tri-State's request 
for a Supplemental Environmental Impact Statement is reasonable and customary in situations such 
as the proposed merger. The DO T procedures for the application of environmental laws clearly 
provide for supplemental reports when additional relev ant en\ ironmental infomiation is discovered 
during the public comment process, I hese supplemental reports are needed in order ""to address 
substantial changes in the proposed action or significani new and relevant circumstances or 
information"". 49 C^F.R. § 1105.10 (a)(5). Clearly the conditions proposed by Tri-State and other 
interested parties during the comment period hav e provided significant information that needs to be 
considered. The DOT procedures for the implementation of environmental laws also call for the 
Section of Energy and Env ironment to independently analyze related materials during the comment 
period in order to prov ide infomiation lo the Board that can be considered in its final decision. A 
Supplemental EIS may be required to further assist the Board in its deliberations. 49 C.F.R. § 
1105,10 (a)(5)(b). 

The conditions requested by Tri-State and others offer a substantial opportunity for a positive 
env ironmental impact on the New York metropolitan area without detriment to the economic 
interests of the parties involved in the merger. To fail to consider these alternatives completely 
w ould benefit none of the parties inv olv ed and would clearly not serve the public interest. 

Respectfully submitted, 

C 1 ' ^ 7 / 

Edward Llovd 
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Office of the Secretary 
Case Control I nit 
Finance TX->cket No, 33388 
Surface Transportation Board 
1925 K Street. N,W,. Room 715 
Washinmon. DC 20423-0001 

Januarv 30. 1998 

ENVIRONMENTAL 
DOCUMENT 

Attn: Elaine K, Kaiser. Environmental Projeci Director 
Env iionnienial Filing 

Rc STB Finance f)ockel No, 33388 
Dralt Lnv ironmental Impact Statement. '•Proposed Conrail .Acquisition"" 

Dear Ms, Kaiser: 

The C\inserv ation Law Foundation ("CLF"") appreciates the opporlimity lo submit 
comments on the Draft Env ironmental Impact Statement ("DEIS"") for the proposed merger 
involving the acquisition of Conrail by Norfolk Southem Railroad and CSX Railroad Corp, (the 
'•Conrail merger" ), 

CLF is New England's oldest environmental organization, vvith offices in Massachusetts. 
\ emiont. New Hampshire and Maine, CLE's missior. is lo solve the environmenial problems 
that threaten the people, natural resources, and communities of New England, using law . 
economics and science to design and implemeni strategies that conserve natural resources, 
protect public health, and promote vital communities in our region, CLF has long supported rail 
as an env ironmentally and economically sensible aliemative to endless highway expansion and 
resulting urban sprawl and air poPution, 

CLE's comments are on three issues, each of which was inadequately addressed in the 
DEIS. If the Surface Transportation Board ("STB") ultimately approves the merger application. 
CLE respectfully urges that the S I B should impose the follow in i throe conditions: 

1 CSX must cooperate w itli the Massachusetts Bay Transportation .Authority 
("MBT.A"") and ,Amtrak in the prov ision of improv ed, faster passenger rail serv ice and 
increased access between Boston. Massachusetts and .Albanv. New York: 

-^0^6^ V0990 • FAX (6^ 7) 350-4030 
120 Tiiisoo Avenue RocKlanJ Mair^e 04841-3416 • (207| 594-8107 • FAX (207) 596-7706 

2:* Nor l i Main Street. Concord. New Hampshire 03301-4930 • i603i 225-3060 • Fax (603) 225-3059 

21 East State Street Montpelier VerrrvDnt 05602-3010 • (802) 223-5992 • FAX ^802) 223-0060 
PRINTED OS ® 
RECYCLED PAPER 
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2, CSX should make every effort to create an efficient intemiodal transfer in the port of 
Boston, eliminating the current reliance on trucks to transfer cargo from the port to 
the rail yards: and 

3, CSX must make every effort lo improve freight rail service east of the Hudson River -
- especially from the ports of New York and New Jersey to New England. 

Passenger ser\ ice between Boston and Albany is hampered by the low speed limits 
imposed by Conrail, .Although the track is Class Five and could accommodate speeds of 90 
miles per hour. Conrail has mandated that no train exceeds (lO m p h. In order lo attract 
passengers away from their cars - where they can travel on Intersiate 90. a highway w ith a .speed 
limit of ()5 m,p,h, - passenger trains must be able to take adv antage of the full speed capacity of 
tlie track infrastructure. CSX should make ev ery etforl to facilitate such improved serv ice. 

C\inentlv. freight cargo that comes into the port m South Boston is transferred by truck 
for several miles to C'oiiiairs ivil yard. This extra step is clearly highly inefficient, fhe City of 
Boston is currenily engaged in major planning, design and reconstruction vvith respect lo sev eral 
interstate highways and the entire South Boston seaport district. Now is an excellent opportunity 
for Conrail and CSX to work w ith the City and the Commonwealth of .Massachusetts lo explore 
connectmg the rail facilities directly al the seaport, to make an efficient intemiodal transfer from 
ship to rail without the use of trucks. If the merger is approved. CSX should be instructed lo 
make ev ery effort to bring such an iniemiodal facility into being. 

SimilarK . CS.X should expand its provision of freight serv ice betw een New York and 
New England to reduce the dependence on highway trucking-currently. Interstate 95 in 
Connecticut is heavily stressed by truck traffic, a silualion lhat is inefficient, unsafe and 
uneconomi j . The Sl B should accordingly extend two-carrier rail competition lo deslmations 
east of the Hudson River, lo end Conrail's monopoly there rather than merely transferring it to 
CSX. This can be achieved if the STB requires CS.X and NS to modify their acquisition and 
operating plans, w ith the key being for NS to extend its operations into the sector east of the 
Hudson River. 

Specifically. NS should be required lo purchase and operate cross-harbor car fioat 
facilities from New Jersev to Brooklyn, to restore this system to al least its fomier capacity, NS 
should also establish serv ice on the Northeast Corridor lo Connecticut and Massachusetts, 
loining CSX and prov idiiig competition in this key sector, ,A v table, active rail option is 
desperately needed in this congested truck route. Other specific improvements vvould enhance 
these basic capacities, but these are the minimum requiremenis the STB should impose on the 
merger if it is approv ed, and the final EIS should document the clear efficiencies and resulting 
env ironmental benefits to be gained from these changes. 

I PRINTED ON RECVCLED P»PER 
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Some of the important economic and environmental benefits of trains include: 

• Efficiency: Passenger trains are three times as energy-efficient as commercial air and six times 
;\s etficient as a car w ith one occupant. Freight trains are up to nine times more efficient than 
tmcks. Switching only five per cent of U.S. highway driving to electrified rail vvould sav e more 
than one-sixth the amount of oil imported from the Middle East, 

• Air pollution: Compared lo heavy trucks, treight trains emit one-third the carbon dioxide and 
nitrogen oxide and one-tenth the hydrocarbons and diesel particulates. 

• Land use: Trains can encourage more compact land-use patterns and concentrate economic 
development around town centers, rather than contributing to urban sprawl, as highways 
invariably do. More rail also translates into less traftic congestion and paved-over land; one 
railroad track can carry as many people per hour as eight lanes of highway. 

• Revitalization: Trains can help revitalize old downtown areas that were originally built around 
rail, Bv adding a new trav el option, rail increases tourism and economic development, A recent 
study of Virginia Metrorail concluded that the state had realized a SI.2 billion net gain in tax 
revenues alone from its in\ estnient in trains. Other studies have shown that residential property 
values go up wilh access to rail. 

For these and olher reasons, CLF requests that you include analysis and conclusions in 
the final EIS with respect to these issues, so that the final EIS would urge the STB lo impose the 
three conditions specified abov e should the STB approv e the merger. 

Thank y ou for considering these comments. 

Very truly yours. 

Richard B, Kennelly 
Staff Attomev 

I PRINTED ON RECVCLED PAPER 
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(77.5) 278-4800 
FAX(773U78-3840 

1998 

Ms, Elaine K, Kaiser 
OtTice of the Secretary 
Case Control Unit 
Surface Transportation Board 
1925 K Street, NW 
Washington, DC 20423-0001 

Re: Finance Docket No. 33388 - CSX and Norfolk Southem - Control and 
Acquisition 

Dear Ms. Kaiser: 

Enclosed please find .̂ n original and ten copies of the Center for Neighborhood 
Technology's written comments responding to the Section of Environmental 
Analysis' Draft Environmental Impact Statement. 

3est regards. 

Joel Rast 
enclosures 
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Finance Docket No. 33388 

(OMMFNTS ON IHF DRAFT FN\ IRONMFNTAl IMIVAC T STATFMFNT 

( FN FFR FOR NFUiHHORHOOD TF( HNOLO(.\ 
2125 \Ncst North AMHUC 

( hicago, IL (»0647 
(773)278-4800 

In .lunc 1 *•)*•)?. iv.o major t'reight rai'roads. CSX Corporation and Norfolk Southern 
Coiporation. filed a |oim application with the Surface 1 lansportdtion Board (S I B) to acquire and 
divide tlu assets of Conrail liiv., .v.̂  part ofllie environmental review of the application, the SIB 
directed its Seclion of linv ironmental .Analysis (Sl{,\) to prepare a Draft I nv iionmental Impact 
Statement \ Dratt ITS I to address env ironmental issues and prov ide preliminarv recommendations 
lor nnligating possible eflects of the Pri>posed .Acquisition. I he SL,\ has made the Drafl I-IS 
available for public review and is currently seeking public comments from all interested parties, 
1 he Center for Neighborhood 1 echnology submits the following statement in response to the 
SI .\'s request 

fhe Center lor Neighborhood 1 echnologv is a iwcntv-vear-old not-for-profit organization 
which works to achieve sustainable communitv development thiough its lour major program 
.uva :̂ transponation and air quality, sustainable manufacturing and recycling, communitv 
energy, and research and development Localed in the city of Chicago, the Center has developed 
a series of innovative projects which have had significant impac'.. in the fields of pollution 
prevention, energv conservation, and communitv dcvelopnv.nt planning. I he Center is a 
founding member and Chicago affiliate of the Surface 1 ransportation Policy Project, and co-
convener of the Chicagoland fransportaiion and .\ir Quality Commission, a I ."̂ O-membcr 
coalition that addresses issues of regional land use and planning. Projects sponsored by the 
Center in the area of transit-oriented development have been cited bv the President's Council on 
SuNiamable Development, of which the Center's president. Scott Bernstein, is a member, 

l lic Surface 1 ranspiirtation Board is required b\ statute lo approve a piĉ posed rail acquisition 
if It determines the transaction is consistent with the public interest. By all indications, ihe public 
benefits of the Proposed .Acquisition are substantial, t urrenlly. much of the northeastern lnited 
States i> >erved b> Conrail alone, requiring both Norfolk Southern and CS!.' to interchange 
ticight with Conrail in order lo reach customer̂  there. I he proposed split of Conrail operation> 
wiHild introduce single-line serv ice to northeastern markets, eliminating the need for costlv and 
time-consuming intermediate switching. More efficient, single-line service will stimulate 
econoinic growth and shift Ircighl niiwement Ironi truck to raii. alleviating iraffic congestion, 
uc.ir and tear on highwa>N. and le^senlng air pollution. 



1 he Center for Neighborhot>d I'echnologv is supportiv e of effi>rts lo increase the volume ol 
tieiehi moved bv rail, a substantially nunc energy efficient and env ironmentally benign 
transportation alternative than trucking, I o the extent the Pioposed .Acquisition promises to bring 
about such a shifi. the Center supports"the Application, Howev er, it is nol clear from the 
petitioners' proposed Operating Plans that apprtw al of the ,Applieation. as it stands, will benefit 
all communities and shippers equal Iv, 

I he Center's concerns focus in particular on the likely effects of the Proposed .Acquisition on 
industrial establishments and community residents localed in the v icinity of the Lake Calumet 
area of southeast Chicago (see attached map). 1 he center of Chicago's once-thriv ing sleel 
industrv. the area still prov ides employment for over 10.000 manufacturing workers. Leading 
industries include the steel-coil div ision of .loseph I , Ryerson and Son. which employs 400 
workers at its Pullman facililv, I'he area has highly-developed freight transportation 
infrastructure, including extensive rail coverage, deep water dockage, and barge access lo the 
Mississippi River and St. Lawrence Seaway via the Calumet River, 

At present, rail serv ice to industries in the v icinity of Lake Calumet is provided almost 
entirelv by Norfolk Southern, which maintains, and refuses lo relinquish, exclusive Irackage 
rights to customers on the eastern and western sides of Lake Calumet (see map). Classification 
sei v ice is prov ided bv Norfolk Southern's Calumet "i ard. where congestion and unav ailabilily of 
crews have delav ed shipments to and from Calumet industries \'or years, Ihe absence ol 
meaningful freight rail competition has undermined the competitiv e position of shippers located 
ill the area, resulting in a significant loss of business, 

1 he Pioposed .Acquisition threatens to make a bad situation worse. In its Operaiing Plan filed 
wilh the STB in support ofllie .Application. Norfolk Southern anticipates a substantial reduction 
of capacitv at Calumet Yiird 

"1 he Operating Plan contemplates eliminating most classification and train 
functions performed at Calumet Yard and transferring them to (Norfolk 
Southernsl lilkhart. Indiana facilitv, I'his change will facilitate the 
reduction of 20 yard crews and the transfer of one local lo Burns Harbor to 
serv e Cuiry Sugar Works, We anticipate that three operating supervisors, 
three clerical positi(.>ns. and four utility trainmen positions can be eliminated 
at Calumet. Seven locomotive units can be reassigned elsewhere. We also 
expect the elimination of sixty-five mechanical department positions." 
(Operating Plan. N'olume 3B. p. IS4) 

How the proposed restructuring of Calumet Yard will afl'ecl classification service to Lake 
Calumet industries is not addressed in the Operating Plan. .Area manufacturers are thus 
understandably concerned, fearful that their already unreliable rail serv ice might deteriorate 
further. 

I he Center for N'eighborb.ood Technology is aware that the Surface Transportation Board has 
established a process for receiv mg comments reiated to the economic and competitive merits of 
the Proposed .Acquisition, which is separate from the env ironmental rev iew process. However, 
the Center respectfully submits that the proposed reduction of capacity at Calumet Yard is likelv 

See Illinois International Port Di>trict. Request tor Conditions lo the Approval ot Application. V eritled Statement 
ot Anthonv (i lanello 
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to have consequences which fall well within the scope of concerns addressed in the Drafl 
I nv uonmenial Impact Statemenl, In particular, il is likely to lead Calumet area shippers to 
transport goods increasingly by truck rather than by rail, impacting regional air quality. traffic 
congestion, and undermining the competitiv e position of industries which prov ide jobs for 
residents of nearby low - and moderate-income communities. 

It is well recognized that unsatisfactory rail serv ice encourages shippers to mov e freight by 
truck that would otherwise be moved by rail. \\ ith more and more inclustries making the shift to 
jiist-in-time ip\eiilory control methods, on-time deliveries are more iinpiirtant now than ever 
beloK. s\,inmg demonstrates this better than I ^nion Pacific Railroad's curreni struggle to 
integrate the operations of Southern Pacific following iheir 1*̂)% merger. I'nreliable rail service 
in llie Wesi has displaced an enormous amount of freight from rail lo highways, leaving many 
ov er-the-ioad trucking firms operating at full or near-full capacity, 

i he public interest would not be served by a shift o!'freight fri>m rail lo truck in the Calumet 
area anv more than it is served in the above instance. .Air qualitv in the Calumet region is already 
poor. .According to a 1̂ )̂ )4 studv. fifty-four southeast Chicago firms failed lo meet federal 
Emergenev Planning and Communitv Right to Knovv (i;PCR.A) standards, producing 56.000 tons 
of carcinogens. 21.000 tons of dev elopmenlal toxins. 221 tons of genetic toxins, and 38.000 tons 
ot'chronic toxins per year.' 

C iinentlv. the entire l ake Michigan basin is in severe non-attainment with the IWO Clean .Air 
.Act .Amendment's O/one standard, largelv due to emissions from the Ciarv-Chicagtt-Milwaukee 
Corridor. I'nder orders from the CS, Ijivironmental Pri>tection .Agency (l-̂ P.A). Illinois and other 
states bordering Lake Michigan are required to prepare and implemeni plans which w ill reduce 
]99() emissions of X'olatile Organic Compounds (\ ()C) and Nitrogen Oxides (NOj at least l.> 
peicent bv the y ear 2007, I he LP.A's "MobiLsa" Mobile Source I juission Model shows lhat 
eveiy million truck miles generate over 2.7 tons of \ ()C and 15,7 tons of NO, , 

111 additkni. in .luly l'-)'̂ )? the I P.A announced new standards for particulate matter under the 
national ambient air qualiiy standards (N A AQS). which the agencv has determined are necessary 
to protect public health and the env ironment. I he regulations include new standards for "•fine" 
panicles (smaller than 2.5 micrometers in dianietci). which penetrate dcepiv into the lungs, 
leading to serious health effects. Siudies indicate that diesel trucks produce nearly 5 percent of 
fine particle emissions,' I he iniroduction of more truck traffic into the Calumet area of Chicago 
can only worsen an already grim environmental situation, making compliance uith federal clean 
air standards an ever-distant possibilitv , 

fhere is. however, an alternative, fhe Illinois International Port District (the "Pî rt of 
Chicago"), which operates Lake ( alunict's harbor facilities, has filed a Request for Conditions lo 
the approval of the Proposed .Application, I he Port of Chicago proposes that the S I B remedy the 
lack of ci>mpetilive rail serv ice to the Lake Calumet area by requiring Norfolk Southern to grant 
operating rights lo alternative freight carriers. Specifically. Norfolk Southern should provide 
irackage rights and access to l ake Calumet customers to two short line railroads, the C hicago 
South Shore and South Bend Railroad and Chicago Rail Link, .Alternalivelv. or in addition lo 
this, operating rights shmild be extended to CSX. which holds overhead Irackage rights east of 
Lake Calumet under the proposed Operating Plan (see map). 

Source: ".\ Guide to Southeast Chicago's Major Poliuting Industries." Citi/ens tor a Better ['nv ironi,lent, l')')4 
Source: t 11 Pechan & .Associates, •National PM Studv: OPPt: PanicuLite Programs Inipiementaiion I.valuation 

Svstem, Final Report to EP,\. • Sept. 1W4; E H Pecham ifc Associates. "L pdates to I ugiiue I mission Components 
of tlie National Paniculate liueniorv, Jan 2'^. \99b. 
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Lhe Center for Neighborhood 1 echnology supports the Port of Chicago's Request for 
Conditions, /\s a result ol'a \959 Interstate Commerce Commission decision. Illinois (.'eniral 
Riiih oad Coinpufiy. el ul. Coiisiriiciior, and Trackage Riî hl.s. Lake ( aliimel Ihirhor. C ook 
( oiiniy. III.. M)7 ICC 4̂ .̂  (October 5. 1^59). the Chicago South Shore and South Bend Railroad 
and Chic'.j^o Rail Link both have operaiing rights over Norfolk Southern-owned track into the 
southwest portion of Lake Calumet Harbor, Howev er, neither carrier is allowed to serv e 
industrial customers along this stretch of track, nor are they pennitted access to potential 
customers funher north and east of Lake Calumet along Norfolk Southern's lines. I'he Center 
urges that rail access be extended lo these portions of the l ake Calumet area, prov iding 
industnes there with a choice of competitive rail services. Norfolk Southern should continue 
switching iraffic bound for Norfolk Southern destinations, but neutral switching services should 
be piov ided lo shippers requiring access lo competing railroads such as CS.X and Burlington 
Northern. 

1 he remedy sought by the Center promises to impose little hardship upon Norfolk Southern, 
f irst, the area in question generates low volumes of freight. Second, since Norfolk Southern 
would continue to switch its own customers, the only business il stands lo lose is short-haul 
tralfic bound for alternative points, an insignificant share of Norfolk Southerns's overall 
business, finally, competitive rail service will encourage more shippers lo use rail. .As the size of 
the overall rail shipping pie increases. Norfolk Southern's business in the area may well stabilize 
or even increase in the long run. 

I he Drafi Env ironmental Impact Statement identifies only one outcome of the Proposed 
.Acquisition serious enough to warrant mitigation measures in Chicago: the construction of a new 
intennodal facilitv at an abandoned Conrail y ard on 59th Street. I he Center for Neighborhood 
I echnologv urges the Sl '.A to address the likely env ironmental consequences of Norfolk 
Southern's planned restructuring and downsizing of Calumet '̂ard in its Final EIS, Norfolk 
Southern justifies its .Application by arguing that intensified competition and improved rai! 
effieienci^'s resulting from the Proposed .Acquisition will generate unprecedented public benefits 
I Application Before the Surface I ransponatiop. Board, Section 1 180.6(a)(2)(i)), fhe S I B should 
take steps to ensure that the same spirit of competition extends to local switching .services as well 
as line-haul traffic. Otherwise, the result of the Proposed .Acquisition for some communities may 
well be a shifi of freight movement from rail to truck, with accompanying environmental 
consequences, 

I'his statement is endorsed by the Citizens Commission for Clean .Air in the Lake Michigan 
Basin (CCC.ALMB). a consortium of eivironmental groups from the four Lake Michigan slates 
coordinated bv Citizens for a Better Environment, fhe Center for Neighborhood Technology, 
and I he Hoosier linv ironmental Commission, I'he Commission has been inv olved w ith the 
pivK'css of clean air compliance in all four l ake Michigan states, as well as being a member of 
the I SI P.A O/one Iranspon .Assessment Croup and the Like .Michigan .Air Directors 
C onsonium. .Alex ,iohnson has been CCCAL.Mli's presiden since its inception. 

C iti/ens Commission for Clean .Air in I ake Michiean 
(147 W . Viru:nia - = .̂ 05 
Milwaukee.̂ W l 5.''>204 
4l4-2'"l-''4(-7 (main phone) 
414-2^1-59(14 (fax) 



Rail Access Around Lake Calumet 
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Office of the Secretaiy 
Case Control Unit 
Finance Docket No. 33388 
Surface Transportation Board 
\925 K Street. NW 
Washington. DC 20423-0001 

Attn: Elaine K. Kaiser 
Environmental Project Director 
Environmental Filing 

Dear Ms. Kaiser: 

Thank you for your letter and for the copy of the "Proposed Conrail Acquisition" 
Draft Environmental Impact Statement. 

The City of Lafayette. Indiana, supports the proposed Conrail acquisition by 
Norfolk Southein and CSX Transportation. 

As the EIS points out. the City has been working cooperatively with these 
railroads, along w ith federal and state government, for ovci twenty-five years to 
implemeni the Lafayette Railroad Relocation Project (see attached brochure). 
CSX has been relocated and IS at-grade crossings eliminated. The City's request 
for federal funds for the last coniract is pending with Congress. The last contract 
v\ ill relocate Norfolk Southern and eliminate the final 24 at-grade crossings 
bringing the projeci total to 42 (see attached status summary). 

The final 24 crossings are the Norfolk Southern ones mentioned in the EIS and 
are the most dangerous. The C(minuinity w ill be devastated if the acquisition 
goes through and the final federal funding for Railroad Relocation does not. 

The mitigation you are couning on for the City of Lafayette, Indiana, depends 
on a decision thai we hope will be fonhcoming from Congress, but is not yet 
certain. Your communication of the importance of this final Pailroad Relocation 
funding to the appropriate subcommittees of Congress would be appreciated. 

Sincerely. 

Dave Heath. Mayor 
Citv of Lafavette. Indiana 

Attachments 

M-tniertcaQtv 



Continued pa^e 2 
To: Surface Transportaticm Board 
From: Mayor Dave Heath, Lafayette, Indiana, 1/30/98 

cc with attachments: 

The Honorable Kay Granger. Vice Chairw oman 
Subcommittee on Railroads 
Committee on Transportation and Infrastructure 
U. S. House of Representatives 
B-376 Ravburn Building 
Washington. D.C. 20515 

The Honorable Thomas E. Petri. Chairman 
Subcommittee on Surface Transportation 
Committee on Transportation and Infrastructure 
U. S. House of Representatives 
B-370A Ravburn Building 
Washington, D.C. 20515 

The Honorahle John W. Warner. Chairman 
Subconmiittee on Transportation and Infrastructure 
Committee on Environment and Public Works 
U. S. Senate 
410 Dirksen Buildins: 
Washington. D. C, 20510 

The Honorable Edward A. Pease 
U.S. House of Representatives 
226 Cannon Buildins 
Washington. D. C, 20515 

The Honorable Richard G. Lugar 
U, S, Senate 
306 Hart Buildins 
Washington. D.c"̂  20510 

The Honorable Dan Coats 
U. S. Senate 
404 Russell Buildins 
Washington, D.C. 20510 
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The Lafayette Railroad 
Relocation Project.. . 

Vitally Necessary 
to Gmwth and Development 
S:uOiv> aeif'J'i'iwi,");!.' JO-40 Uains 
delay approximately 13.000 vehicles oei 
day including arnbulances. police, fn i 
and 10 ol 16 communitv bus loutes. 
Tracks tn-sect the city and run tor 1 -
blocks down the center ot a major 
downtown street. 

All 42 Crossings Eliminated 
The proiect will consolidate 4.2 miles ol 
NS double track. 1.26 miles ol NS single 
track, and 2 6 miles ol CSX single ttack 
into one conflict-tree corridor through the 
ctly Carefully studied alternatives weie 
tound lo be mettecttve or harmful to the 
area 's transportation network Do-nothing 
costs are high and perpetual 

Highway Trust fund Provides 
Most of the Federal Share. 
Casotme tax money maizes deficit 
''•'^PtlC* rY^in:r'^,'i' 

. A'li prevent crossirig accidents 

..jfdyette Rdilroad 
«e'ocation OWice 
-le.lers Cenle' 
••'•9 Ma^n Stree-

-65-476-8-J38 
>5-'42-8438 

p'O/ect Ma^age' 

Jo^n P Woisan-Thomas 
Asiistant Protect Mdnage' 

Ramona M Lawson 
Assistant Protect Manager 

Gienda W Vanamar^ 
Contracts Coordinator 

Patncta ^ Pavne 
Accounts Supervisor 

fvafrienne D McMilim 
Stieciai Protects Coordinat,ir 

State Road 26 Bridges (Comp/eled I992( 

National Design Award 
L,v,ivo'lt' /ece-v-eo one o' only 17 
awards ot design excellence selectad 
tram 250 entries in the 1981 National 
Transportation Design Awards Program, 
co-sponsoied b/ the U S Dept of 
Tiansportation and the National 
Endowment lor the Arts Lalayelte was 
the only raiiioad relocation protect 
recognized 

Railroad Cooperation 

Ttorr. Norlolk Southein. CSX. and 
Amtiack 

... will remove trains from 14 blocks ol 5lh Sl 

Strong Public Support 

A'.j opposition and many positive 
commenfs wete expiessed at the well 
attended Design Public Hearing 
Thousands ol individual and group 
contacts insured cifi/en input and 
responsive plan development in each 
ol these ph^ises 

1969 Initial Studies 

1979 Environmental Impact 
Approval 

1981 Design Approval 

1984 final Design 

1986 Construction Begins 

1987 Segment #t Completed 

1992 Segment #2 Completed 
•• : : .'1^ f^rl) .h-en'^,nt Sl'{],]e' 

1992 Segment #4 Pnmary Lontiact 
Constiuc::Qn Begins 
iCfX Reioc,v,oni 

1993 Segment #3 Completed 

1994 Segment #4 Second Contract 
Const'jri'on Begins 

t9s*4 Segment #4 Third Contract 
Con:3t'urtion Begins 
• ••• •-• •• "il\,c:ioni 

1995 Segment IIS 
Construction Begins 

•.- S.\.:n,,-r^ rii''OC,l:'On 

1998 Total Project Completion 

1 

rik 

. will eliminate co.igestion and delays 



The Depot Plaza is bemg developed ,1s part The Big Four Depot will be moved 1 
ol Segmen! tfl o< the Lafnyette Paii'oad 
Relocation Proiect to resolve many issues 
raised by relocating the tracks to the 
Downtown Business Disttict 

$arnnri 'sirpp' pf Main and will ptO\ 

mixed-use occupancy lor Amtrak 
Lalayelte Public Transportation 
Corporation and other possible tun 
Amtrak tre,ins will run on Ihe most v 
raiiroad track in the new rati corrida 
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Construction Segments • 
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CSX RELOCATION 
• Primary Contract 

Harrison Bridge Approaches 
Greenbush Street (new) 
New CSX Track 
CSX Bridge over Wabash Ave. 

• Second Contract 

Depot Plaza 

Pedestrian Bridge 

• Third Contract 

<̂  Fifth Street Reconstruction 

William 
Digby Park 

^'Ipproact^es 

•/.alnut tit 

Underpass 

F«ist Wain St BridOe 1 ^ 

/ 

534.^ iQwes! Ira':-

Harrtsoii Bridge Appipac^Ves 

i —-
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NORFOLK SOITTHERN RELOCATION" 
'1 rack Work 

• Rail Bridges Over: 
State Road 25 
Sagamore Parkway 
CSX Shops Access Rd. 
Ninth Street 
Wabash Avenue 

• Smith SI, Pedestrian Bridge 
.y 

Rail Bridge 
over 

Sagamore 
Parkway 

Legend 

22000 

M0HI20NTAL SCALE 

VtRI lCAL SCALE 

New rail 
corridor 

24000 

500 1500 Feet 



The Denoi Piaza is being developed as part The Big Four Depot will be moved , 
ol Segmeni ol the Lalayelte Railroad 
Relocation Protect to reso've many issues 
raised by relocating the tracks lo ihe 
Downtown Business District 

Second Street at Mam and will pro\, 
mixed-use occupancy for Amtrak. 
Lafayette Public Transportation 
Corporation and other possible tun 
Amtrak trains will run on the most 'A 
railroad track m the new rail corrida 
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LAFAYETTE RAILROAD RELOCATION 

.,, is a unique transportation infrastructure project begun in the 1970's to 
consolidate four rail lines of two railroads into a new conflict-free corridor 
eliminating 42 at-grade crossings. 

CONSTRUCTION ST.ATUS BY SEGMENT 
#1 Completed 1987 
#2 Completed 1992 
#3 Completed 1993 
#4 Completed 1994 

Wabash Avenue Underpass 
State Road 26 Bridges over Wabash River 
Ninth Street Underpass 
CSX Relocation; 1995: Fifth Street; 1996: Depot Plaza 

18 grade crossings eliminated! 

#5 Norfolk Southem Relocation 

Completed 1996: Bridges over Wabash Avenue and Ninth Street 
• 1996-'98 
• 1997-'98 
• 1999-'00 

Embankment & Bridge over US 52 
Bridge over SR25 
NS Relocation - wi h additional federal fiands 

24 grade crossings cliniinated in final contract will bring total to 42! 

FLT^JDING 
Federal 

• Federal .Aid Highway .A.ct of 1973 (Sec, 163) as amended 
• Surface Transportation .Act of 1987 (Sec, 149), Rail Safety. Minimum Allocation 
• ISTEA '91, Sec, 1037, Transportation Enhancements, Minimum Allocation 

State 

Local 
!2 grants from two different administrations of differing political parties 

• Cirv' of Lafayette, unanimous bi-partisan approval of bonding and financial 
program to provide non-federal share to complete project 

Funding is 84" o complete, but 2/3 of the benefits come from the final contract. 

N.ATIONAL RECOGNITION 
The Project has been frequently cited for its extensive public participation process, 
high quality of design, and near unanimous public consensus, specifically 

• .All-America Cit>' Award. 1995 
• Federal Highway Administration Environmental E.xcellence Award, 1995 
• USDOT National Transportation Award for Design E.xcellence, 1981 
• Numerous state and local awards 

1/26/1998 

U-America City 

Pr-.nte,!. 
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Planning For The Future Today 
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January 30, 1098 
ENVIRONMENT 

OOCUMENT/ 
Elaine K, Kaiser, Chief 
Section of Environmental Analysis 
Suitace Transportation Board 
U,S, Department of Transportation 
1925 K Street, NW 
Washington, D C, 20423-0001 

^ ' . i n m i u n i t i r . I i 

! ' , r 1 , „ - i . l , m 

1 •.•,llu-, K.r .\ H, 

RE: Draft Environmental Impact Statement (Finance Docket No, 33388) -
Proposed CONRAIL Acquisition/U S, Department of Transportation/Surface 
Transportation Board Regional Clearinghouse Code: TR 970391 

Dear Ms Kaiser: 

SEMCOG, the Southeast Michigan Council of Governments, has processed a reviev\/ 
for the above Draft Environmental Impact Statement according to intergovernmental 
review procedures established in Presidential Executive Order 12372 and as the 
federal and state designated Metropolitan Planning Oiganizationfor U S. Department 
of Transportation programs for Southeast Michigan. 

We notified the following local government agencies of your project during our review 
and requested their comments: 

Livingston, Macomb, Monroe, Oakland, St, Clair, Washtenaw & Wayne County 
Planning Offices 

Detroit Planning & Development Department 
Cities of Melvindale & River Rouge 

Areawide Water Quality Board 
Suburban Mobility Authority for Regional Transportation 

Ann Arbor Transportation Authority 

As of this date, the Livingston County Planning Department, Macomb County 
Planning & Economic Development Department, St, Clair County Metropolitan 
Planning Commission, Monroe County Planning Department and Commission, 
Monroe County Emergency Management Division and the Areawide Water Quality 
Board have submitted written comments, which are attached. We will fon/vard 
additional comments, if any, for your information and attention. 

11*11 T lhAIW J ' lKN M W W I " ^ K 



DEIS: Page 2 

SEMCOG's staff has reviewed the Draft Environmental Impact Statement (DEIS) 
which you distributed. Our comments are included in total in the attached staff 
memo. These comments include input from two public information meetings held in 
Southeast Michigan. 

An overriding comment is that the proposed acquisition will provide a more efficient 
and competitive rail system. Along with these overall comments in support of the 
project were some specific concerns that need to be addressed. Some of the 
comments we feel should be emphasized as they have potential significant impact 
on communities in Southeast Michigan include: 

• The DEIS does not always clarify as to why or how SEA's process eliminates 
certain activities fron^ impact consideration. The final EIS should clearly 
describe SEA's progressive elimination of potential concerns in the various 
analyses. 

• There appears to be a discrepancy beh/veen the data used in the DEIS for 
Environmental Justice analysis. This discrepancy either needs to be 
explained or corrected and the potential for impacts reassessed. 

• Concerns over the transport of hazardous materials were expressed from 
several counties and communities. Majcr issues related to the overall 
increase in volume on certain lines (particularly in Monroe County), 
consideration of impacts from the future transport of radioactive material from 
Detroit Edison's Enrico Ferm' Nuclei' Plant and costs associated with 
development and maintenance of emergt ncy response plans. 

• The need for continued support by the acqufing rail companies for the Monroe 
County Rail Consolidation Project, This project is the result of 14 years of 
planning and has just begun implementation processes. The support of 
Conrail's successor for this project is vital for \\5 success, 

• We understand that the DEIS cannot address existing concerns about the rail 
system. However, the final EIS should describe how the analysis considered 
the potential of exacerbating these problems via the acquisition. Specific 
concerns relate primarily to at-grade crossing safety and potential delay of 
emergency vehicles. 



DEIS: Page 3 

A final comment relates to our January 13, 1998 letter to Elaine K. Kaiser requesting 
a 15 day extension on the review and comment period. As of this daie we have not 
received a response. The additional 15 days would have provided time for a more 
thorough analysis and would have allowed staff the time to answer ct least some of 
the concerns in this memorandum. 

Sincerely, 

)hn M. Amberger 
•xecutive Director 

JMA/bar 

cc: Livingston County Planning Department 
Macomb County Planning & Economic Development Department 
St. Clair County Metropolitan Planning Commission 
Monroe County Planning Department and Commission 
Monroe County Emergency Management Division 
Areawide Water Quality Board 



MEMO 
Soulheait Mithiuan C ouncil ot'(io\crnmenls 

660 Pla/a Dri\c. Suite IWO 
Dc-troil. Ml 48226 

(313)%l-4266 
Fa\/3l3)96l-4869 

http: \ \ w w semcog.org' 

January 30, 1998 

TO: Richard Pfaff 

FROM: Alex Bourgeau, Kevin Johnson, Tom Bruff and Matt Tepper 
SUBJECT: Draft Environmental Impact Statement (Finance Docket No, 33388) -

Proposed CONRAIL Acquisition/U S, Department of Transportation/ 
Surface Transportation Board 

We have reviewed the Draft Environmental Impact Statement for the Proposed CONRAIL 
Acquisition (DEIS) submitted by the Surface Transportation Board's Section of 
Environmental Analysis (SEA). The DEIS was analyzed for its consistency with the 
adopted 2020 Southeast Michigan Regional Transportation Plan Goals and Objectives. 
In our review process we worked with representatives from the Michigan Department o* 
Transportation, individual counties and communities, interestgroups, CSX Corporationand 
Norfolk Southern. 

In addition to staff review, input was garnered from Southeast Michigan community 
representatives, shippers and other stakeholders in the region's rail system via hwo public 
information meetings held January 21 and 28,1998. SEMCOG worked with both CSX 
Corporation and Norfolk Soutnern in conducting these meetings on the proposed 
acquisition and its effect on Southeast Michigan. Written questions and comments from 
meeting participants are attached. 

We agree that the proposed acquisition would result in greater rail system efficiencies and 
increase competition Although this project will have positive impact on economic 
development in Southeast Michigan, a number of concerns and questions have been 
identified which require additional clarification from the SEA, These clarifications primarily 
pertain to three DEIS subject cUv̂ as: Michigan Safety, Michigan Traffic and Transportation 
and Michigan Environmental Justice Our comments follow under the appropriate subject 
heading 



Finance Docket No. 33388 
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Michigan Safety 

Freight Rail Operations 
Table 5-MI-1 on page 5-MI-3 of the DEIS identifies six rail line segments which meet or 
exceed board environmental thresholds. Subsequently, Table 5-MI-5 identifies three 
segments having met or exceeded these thresholds. This discrepancy needs to be 
clarified or corrected in the final EIS, 

DEIS analysis of these three rail line segments determined that since the duration in 
predicted accident rates did not shorten to one every 100 years or less per mile, none of 
these segments were considered significant. Therefore SEA did not recommend 
mitigation. 

Our concern lies in the fact that these three segment's accident duration rates did 
decrease by factors ranging from 1.6 to 5 5 Since SEA could not accurately predict either 
frequency or severity of actual accidents, we question whether the area may need to be 
investigated further. Further clarification or analysis by SEA is necessary in the final EIS. 

Passenger Rail Operations 
SEA analyzed four shared passenger/freight segments in Michigan that will experience 
an increase of one or more freight trains per day from the proposed acquisition. Because 
of the limited number of passencer rail accidents and the inability to accurately predict the 
accidents, SEA used increasea freight activity on rail line segments to estimate the 
changes in passenger train accident nsk. 

Of the four segments in Michigan, three exceeded SEA's criteria of significance. One of 
these IS owned and dispatched by Amtrak and SEA encourages Amtrak to address this 
issue As for the remaining two segments, SEA's preliminary recommendation is that all 
freight trains, both opposing and moving in the same direction as passenger trains, be 
clear of the track at least 15 minutes prior to the estimated arrival of the passenger train. 

First, SEA needs to clarify whether the recommended 15 minute freight train track clearing 
is an improvement on the current practice or just reinforcement of it. 

Second, just as with the freight rail operations section above, the inability to accurately 
predict actual accidents along with the reduction in the duration of accident intervals (by 
factors ranging from 11 to 10) indicates this analysis may require further investigation. 
Further clanfication or analysis by SEA is necessary in the final EIS, 
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Highway/Rail At-grade Crossing 
We understand that the SEA does not have authority to require mitigation of pre-existing 
environmental impacts. However, the relationship between existing at-grade crossing 
problems and the proposed acquisition should be considered in this analysis. It has been 
brought to our attention (Detroit News Metro Section, Tuesday December 16, 1997) that 
there are numerous crossings in the Metro Detroit area that have experienced many 
accidents (five to nine) over a 10 year period. As many as one in five of these locations 
have not been inspected in the past 11 years. While the DEIS only addresses segments 
and crossings that are affected by the acquisition, the combined effect of these existing 
problems with the proposed acquisition needs to be addressed. In addition, for those 
crossings with senous concerns, efforts to correct the situation should not be delayed by 
approval of the acquisition. 

The final EIS should provide additional analysis and clarification of this issue. 

Rail Transport of Hazardous Materials 
The major concern related to transport of hazardous materials (Haz Mat) by -ail is a spill 
or accidental release resulting from a tram accident. With an increase in hazardous freight 
matenals, there are also concerns specifically related to training of emergency personnel 
and other related costs. Southeast Michigan communities are concerned with the matters 
that follow. 

First of all, an increase in the amount of hazardous materials traveling through Monroe 
County is anticipated with the expected increase in traffic from 14,000 carloads annually 
to 31,000 carloads annually on the CSX line between Carleton, Ml and Toledo, OH, With 
this increase in traffic, the potential for accidents with hazardous freight will also escalate, 
potentially endangenng public safety. 

With increased potential for an accident, the Monroe County Emergency Management 
Division will have to provide planning, training, and exercises to respond to these types of 
occurrences The following necessary elements will need to be satisfactonly addressed as 
part of the emergency response plan: 

Training for emergency responders ^police, fire. Emergency Management, etc.) 
Specialized equipment for this type of response 
Exercise evaluators 
Specialized emergency planning support, with expertise/guidance, if needed 
Assistance and support with public information and education 
Additional public warning capabilities (sirens, alert monitors, etc) 
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• Support for exercises and drills that must take place. Monroe Co jnty is presently 
mandated by the federal government to participate in a very costly series of 
full-scale exercises for the Enrico Fermi II Nuclear Power Plant, on a biannual 
basis. At this time, the County estimates start-up costs at behween $12,000 and 
$15,000, with ongoing expenses at $8,000 annually. 

Increased rail traffic on NS and CSX, and faulty crossing warning systems could cause 
delays in evacuating the area around the Enrico Fermi II Nuclear Power plant in the event 
of an emergency. There does not appear to be any statements in the DEIS regarding 
impacts on evacuation routes. 

Secondly, Southeast Michigan communities would like to know the level of commitment 
that will be made by CSX to communities affected by the increased hazard. Would CSX 
be in a position to provide reimbursementfor both initial and ongoing costs for emergency 
preparations? Are they willing to take responsibility in providing funds for public education 
programs? And are they willing to provide additional training for specialized equipment 
necessary to protect those who respond to a hazardous mafehal accident at railroad? 

Southeast Michigan communities would also like to further ascertain the impact on listed 
communities regarding Haz Mat Rail Service, as well as the number of shipments, 
schedules, training opportunities for their Haz Mat Team, This merger could provide the 
impetus for communication related to emergency Haz Mat Response, 

In the estimated increase in annual hazardous material car load rate on page Ml-13, does 
the post acquisition estimate include future disposal of high grade radioactive waste from 
Fermi and other nuclear plants within the system once the super dump in Nevada is 
functioning? How much of this projected increase is low level .and how much is high level 
radioactivity? If this statistic does not include the high radioactive waste will anyone have 
any information on this in the future? Finally, how much biological waste is currently there? 

Michigan Traffic and Transportation 

Highway/rail crossing delay 
Southeast Michigan communities have expressed concern with existing delays at 
highway/ran cossings They are specifically concerned that an increase in freight traffic 
will further exacerbate already problematic situations. Furthermore, highway/rail crossing 
delays can also prove to be a hindrance in public safety matters. Finally, communities 
have asked for further explanation concerning the large percenta;; ^ increases of freight 
traffic traversing their communities with ^o corresponding mitigation proposed. Some 
specific matters follow. 
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Plymouth Township and the City of Plymouth have multiple highway/rail crossings. The 
township provides fire service for both communities. There is only one route from the 
Township into the City that is completely free of rail crossings. Their concern is that the 
larger blocks of cars to be used in shipping will exacerbate an already serious safety 
problem. The community reports that emergency vehicles are unable to reach an 
emergency in a timely manner because of having to stoo at a rail crossing for up to 20 
minutes. They are also greatly concerned about extendev^ blockage of the streets. 

Another concern that SEMCOG staff addressed in a issue last year pertained to Canadian 
National Railway Company and Grand Trunk Western Railroad Incorporated'sconstruction 
and operation of connecting tracks at Trenton, Ml, The community indicated that they have 
an existing problem of vehicular congestion on Lathrop Street as a result of rail traffic. We 
could not identify from the information provided in the DEIS whether this existing situation 
would be further exacerbated, 

Monroe County expressed their concern that significant increase in traffic on the CSX line 
between Carleton, Ml and Toledo, OH, and minor increase in traffic on Conrail (NS) line 
between Detroit and Toledo would mean more blocked grade crossings, causing delay of 
emergency vehicles, more potential train/car accidents, and general inconvenience to 
motorists. The Monroe County Road Commission needs railroad contact numbers to report 
problems on grade crossings. Problems observed at crossings along Telegraph Road and 
elsewhere need to be addressed. 

The final EIS should address these locations, identify the criteria used and indicate why 
these additional locations were not identified as problem issues, 

Michigan Environmental Justice 

Comparison of DEIS data on the low-income population with data supplied by the U,S. 
Department of Housing and Urban Development (HUD) revealed significant discrepancies. 
Of the three areas presented as meeting the threshold requirements significant for 
environmental justice impacts, all given values appear to underestimate the low-income 
populations. 

For example, in Table 5-MI-20 the low-income population is reported as 38.79% of the total 
population HUD data indicates that this new construction project is located in a block 
group that is 63.8 percent low-income Even when all block groups within 1400 feet of the 
proposed construction site are included in a best-case scenario, the HUD data indicates 
that there is a low-income population of 53.7 percent. 
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Since the DEIS did not provide a detailed explanation of the method used to determine 
both the boundary definition and the percent of low-income people in the affected areas, 
it is not possible to identify the potential cause of this variation. 

We have h/vo primary concerns related to this section. First, if the data is not correct there 
may be additional rail segments that do meet or exceed thresholds and should be 
subjected to further analysis. Second, it is not clear how the Ecorse Junction construction 
(NX-08), Rougemere rail yard (CY-03) activity, and W. Detroit-Delray rail segment were 
determined not to have any environmental justice impact. Absent any explanation, we 
question their elimination to the extent the HUD and DEIS data discrepancies were used 
in the determination. 

The final EIS needs to either clarify these discrepancies by providing a better description 
of process and data used. Or the final EIS needs to re-evaluate this issue using corrected 
data. 

Finally, regarding the need for noise mitigation in the Detroit-N. Yard segment, the final 
EIS should include a complete list of all communities and groups involved in the process 
and a full description of the process used and basis for its conclusions. 

A final comment relates to our January 13,1998 letter to Elaine K. Kaiser requesting a 15 
day extension on the review and comment period. As of this date we have not received 
a response The additional 15 days would have provided time for a more thorough 
analysis and would have allowed staff the time to answer at least some of the concerns in 
this memorandum. 



Proposed Conrail Acquisition by CSX and Norfolk Southern 
January 21,1998 Questions 

Name: Tom Deku Phone: 734-782-2692 

Representing: Monroe County Planning Commission 

Address: 4880 Dauncy, Flat Rock, Ml 48134 

Question/Comment: 

In the estimated increase in annual hazardous material car load rate on page Ml-13; 
does the post acquisition estimate include disposal in future of high grade radioactive 
waste from Fermi and other nuclear plans within the system once the super dump in 
Nevada is functioning? How much of this projected increase is low level and how much 
high level radioactivity. If this statistic does not include the high radioactive waste has 
anyone any information on this in the future, I didn't ask the table to comment - but how 
much biological waste is there? 

Name: Hedwig Kaufman (Mrs ) Phone: 734-289-3541 

Representing: 

Address: 1515 E, Hurd Rd,, Monroe, Ml 48162 

Question/Cc mment: 

1, Does the EIS consider the issues concerning increased traffic, crossing 
blockages, etc, as they affect the Enrico Fermi Emergency Response Plan? 

2, 's NS aware of the need for improving crossing signals/gates: much of the 
existing equipment malfunctions frequently, depending on local citizens notifying 
authorities who in turn notify Conrail, 



Proposed Conrail Acquisition by CSX and Norfolk Southern 
January 21,1998 Questions 

Name: Arthur Shufflebarger Phone:248-684-1515 

Representing: Village of Milford 

Address: 1100 Atlantic St,, Milford, Ml 483811 

Question/Comment: 

Will the CSX policy of maintenance within communities be reviewed and a greater 
commitment made? Currently, replaced railroad ties are disposed of along 
embankment of rail line, brush and junk trees are allowed to grow, overpasses are 
unpainted, pedestrian only crossing is required to be served by full automatic signal, 
track grades are raised making crossing an ever increasing 'hump". These exist in a 
fully developed community not open rural area 

Name: Phil Wagner Phone:734-483-1092 
after February 1st 

Representing: Western Wayne County Haz Mat Team 

Address: 222 S Ford Blvd , Ypsilanti, Ml 48198-6067 

Question/Comment: 

1, I would like to further discuss the impact on listed communities regarding Haz 
Mat Rail Service, number of shipments, schedules, training opportunities for their 
Haz Mat Team This merger appears to give us a better potential for 
communication relating to emergency Haz Mat Response, 

2, Specific information on Conrail line thru YpsilantiAA/illow Run, The Western 
Wayne County Fire Department Mutual Aid Association provides emergency Haz 
Mat response with it Hazardous Incident Response team (HIRT) to the following 
communities Ypsilanti Township , Van Buren Township, Redford Township, 
Plymouth Tow.nship. Superior Township, Canton Township, Northville Township 
and the Cities of Wayne, Romulus, Inkster, Livonia, Plymouth, Garden City, 
Dearborn Heights. Taylor. Westland, Northville, Dearborn, Metro Airport, Novi 
and Farmington Hills. 



Proposed Conraii Acquisition by CSX and Norfolk Southern 
January 21,1998 Questions 

Name: Peter M.Locke Phone:313-943-2016 

Representing: City of Dearborn Office of Emergency Management 

Address: 3750 Greenfield, Dearborn, Ml 48128 

Question/Comment: 

Will there be a change in the 24-hou'' emergency number for derailments/leak 
notification. What is the present number? 

Name: Dave Dysard Phone: 419-241-9155 x118 

Representing: Monroe County Planning Commission 

Address: 4880 Dauncy, Flat Rock, Ml 48134 

Question/Comment: 

What specific mitigation measures will be completed in the noise abatement area? 
Please list some examples of measures (preferably nearby Toledo vicinity) 
implemented previously. What is being done to address Ann Arbor Railroad's loss of 
traffic with Norfolk Southern? And keeping it a viable railroad for communities it serves? 

Are railroad s prepared to subsidize local communities for additional safety training and 
equipment (especially HAZMAT) that will be required because of the transaction? 



Proposed Conrail Acquisition by CSX and Norfolk Southern 
January 21,1998 Questions 

Name: Glenda White Phone:313-241-6400 

Representing: Monroe County Emergency Management Division 

Address: 965 S, Raisinville Rd,, Monroe, Ml 48161 

Question/Comment: 

Hazardous Material Plan Development and exercising every other year. With local 
government that volunteers to do so (Pg Ml-13) What commitment is CSX going to 
make to communities being affected by the increase of hazardous material shipments? 
Are they willing to take responsibility in providing funds for public education programs, 
additional training plan writing specialized equipment necessary to protect our first 
responders and all those that would respond to a Hazmat accident at railroad. 

Are railroad's prepared to subsidize local communities for additional safety training and 
equipment (especially HAZMAT) that will be required because of the transaction? 

Name: Ed Clemente Phone: 313-284-6000 

Representing: Southern Wayne County Chamber of Commerce 

Address: 220600 Eureka Rd,, Suite 315, Taylor, Ml 48180 

Question/Comment: 

A list of endorsers of both Norfolk Southern and CSX. 

Example of endorsement letter 

Rationale for needing the endorsement if it is still of use. 



Informational Meeting 
Proposed Conrail Acquisition by CSX and Norfolk Southern 

January 28,1998 Questions 

Name: Kathleen Keen McCarthy Phone: 734-453-3840 

Representing: Supervisor, Plymouth Township 

Address: 42350 Ann Arbor Rd. 

Question/Comment: 

Plymouth Township and the City of Plymouth have multiple sites of rail crossings. The 
township provides fire service for both communities. There is only one route from the 
Township into the city that is completely free of rail crossings. Our concern is that the 
larger blocks of cars to br used in shipping will exacerbate an already serious safety 
problem. I have personally witnessed emergency vehicles being stopped for 20 minutes 
at a rail crossing, flashers going, unable to reach the emergency in a timely manner. 
Fortunately, we were able to call for other assistance in the life threatening situation, but 
as providers of emergency services, we are concerned about extended blockage of the 
streets. 

Name: M, J. Newbourne Phone:313-849-2910 

Representing: Intermodal Associates/All Points Transport/MTA 

Address: P O Box 1938. Dearborn, Ml 48126 

Question/Comment: 

1. What will the service level be from New York area Intermodal Terminals (Dockside, 
Kearney) to Detroit? 

2 What will the service level be from Baltimore area Intermodal Terminals to Detroit? 

For NS - Mr. iHiggenbotham 

Would you provide any details possible on Intermodal to/from Detroit. 



Informational Meeting 
Proposed Conrail Acquisition by CSX and Norfolk Southern 

January 28,1998 Questions 

Name: Monica Schmit Phone: 313-838-3190 

Representing: M O S E S , 

Aadress: 8520 Metttetal, Detroit, Ml 48227 

Question/Comment: 

1, Concem about increased freight traffic especially in poor and minority communities. 
We want statistics regarding the percentage increase throughout Michigan. 

2, Concern about increased toxic material transport through communities. We want 
statistics regarding the percentage increase throughout Michigan. 

3, Concern about impact on wildlife in Michigan. We want information about this. 

4, We are concerned about the negative impacts on the Cleveland Ohio community 
as a result of this acquisition, (Increased toxic material and freight traffic) 
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January 12, 1998 

Richard W. Pfaff, ]r. 
SEMCOG 
660 Plaza Drive, Suite 1900 
Detroit Ml 48226 

DJ 1S11' 
JAN 15 -m 

Re: TR 970391 Review of Draft Environmental Impact Statement -
Proposed Conrail Acquisition 

Dear Mr. Pfaff: 

The Draft Environmental Impact Statement (EIS) pertains to the proposed acquisition of Conrail by 
Norfolk Southem Railroad (NS) and CSX Railroad and contains preliminary analyses and 
recommendations for mitigating the possible environmental effects of the proposed Conrail 
Acquisition. The Surface Transportation Board (Board) of the U. S. Department of Transportation is 
responsible for acting upon this acquisition request. 

According to CSX and NS, the purpose of the proposed Conrail Acquisition is to provide a more 
efficient rail transportation system in the eastem United States and to increase rail competition in the 
Northeast. They maintain that a well-managed rail network, configured in response to market forces, 
would increase competitive options for shipper, and yield substantial efficiencies and corresponding 
benefits to the shipping public. Further, the Applicants claim that there is a t>enefit to the public when 
railroads spread their fixed costs over a broader traffic base because the per-unit costs of shipping 
freight decline. The proposed Conrail Acquisition would al.so have environmental benefits, such as 
system-wide reductions in fuel consumption and ai ' pollutant emissions. 

The proposed Conrail Acquisition would result in some rerouting of rail traffic, increasing traffic for 
some rail line segments and rail yards, while decreasing traffic for others. It would also result in a 
decrease in long-haul truck u-affic, although there could be increased local truck o-affic and around new 
and existing intermodal facilities. 

Only 51 4 miles of track would remain in the Conrail system, if the proposed Conrail Acquisition is 
approved and implemented, and would be operated as Shared Assets Areas located in northern New 
Jersey, southern New Jersey/Philadelphia, and Detroit, Michigan. 

Administration Buiidine • 3:4 Ejst Grj-.J River A'.enue • Howeil, Michigan 48843-2323 • (517' 546-7555 • FAX (517) 546-7266 

William D. Wagoner, AICP, PEM 
Director 

Cov P. Vaugt-- Kjthleen ]. Kline-Hjdson Aaron E. Burk Deborah A. Millhousc. AiCP Richard L. Winsett. PLM Beu ] . Dudley 
A;> s'j-'Directo- Pnncipal Planner Planner Planner Emergency Program Manager Planning Secretary 
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The Section of Environmental Analysis (SEA) has determined that three projects (two rail yard 
expansions and a bridge renovation) could potentially result in environmental impacts beyond the 
existing railroad right-of-way. The remaining projects - minor actions with the potential for only small 
and temporary impacts - do not require further analysis. 

Both CSX and NS plan to undertake extensive activities in Michigan as part of the proposed Conrail 
Acquisition. The related activities that would meet or exceed the Board's thresholds for environmenul 
analysis include increased train operations on a total of six rail line segments, construction of one rail 
line connection, increased activity at one intemiodal facility In Detroit, and increased number of rail 
cars handled at one rail yard in Detfoit. There are no proposed abandonments. No Michigan rail line 
segments which meet or exceed Board environmenul thresholds are located in Livingston County. 

SEA conducted an analysis to evaluate the potentia' change in safety on all rail iine segments where 
the proposed acquisition would result in eight or more additional freight trains der day. SEA did not 
consider an increase significant unless the predicted accident rate shortened the duration between 
accidents to one ever 100 years or less per mile. In Michigan, SEA found that no rail line segments 
met its criteria of significance and does not recommend mitigation. 

SEA determined a potential impact to be significant if the projected annual increase in accidents 
between freight trains and passenger trains was greater than 25 percent and the frequency was less than 
one accident in 150 years. SEA determined that the increased risk for passenger train accidents for 
three rail line segments exceed its criteria for significance. However, none pass through Livingston 
County. 

For all Category A highway/rail at-grade crossings, SE.̂  considered the accident fi-equency rate 
increase of one accident every 100 years to be significant. For all Category B highway/rail at-grade 
crossings, SEA considered the accident frequency rate Increase of one accident every 20 years to be 
significant. SEA determined that the proposed acquisition would significandy increase the predicted 
accident risk at one highway/rail at-grade crossing in Wayne County. 

SEA analyzed all rail line segments where the number of car loads conuining hazardous materials would 
increase as a result of the proposed acquisition. SEA determined that two rail line segments in Michigan 
carrying increased amounts of hazardous material are of potential concem. These are the rail line 
segment between Carieton and Toledo and that between Detroit and Plymouth, neither of which 
traverse Livingston County. 

Because there is no existing commuter rail service in Michigan, SEA has determined there will be no 
adverse effects and no mitigation in required. 
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Six counties (excluding Livingston County) have highway/rail at-grade crossings for which SEA 
performed vehicle delay calculations. The proposed acquisition would have no significant effect on 
vehicle delay at highway/rail at-grade crossings in Michigan, and SEA does not propose mitigation. 

Because there are no highway/rail at-grade crossings within the limits of construction, it is SEA's 
preliminary conclusion that there would be no effect on highway traffic from the proposed Ecorse 
Junction Connection in Wayne County. 

The analysis of the intermodal operations in Detroit-Melvlndale shows that the toul daily increase in 
truck traffic will be less than two percent of the average daily traffic for all the study area roadway:. 
Therefore, it is SEA's preliminary conclusion that these increases in truck traffic would have 
insignificant effects on the area roadways. 

Two NS, one CSX, and three Shared Area rail line segments, one NS Intermodal facility, and one CSX 
rail yard in Michigan exceeded the Board's threshold for air quality analysis. While there are localized 
increases in emission in some of the six counties in Michigan (excluding Livingston County) which 
include these rail facilities, SEA has determined that air quality will not be significantly affected and 
no mitigation is necessary. 

To analyze the potential noise impacts of the proposed acquisition, SEA evaluated five rail line 
segments and one intermodal facility that would meet or exceed the Board's thresholds for 
environmenul analysis of noise. None are located within Livingston County. 

Since SEA determined there would be no adverse impacts to cultural resources, SEA did not 
recommend mitigation. 

In analyzing the effects on hazardous waste sites for the proposed acquisition, the primary issue 
addressed was whether proposed construction and abandonment activities would disturb conuminated 
areas. The only Michigan site investigated for potential hazardous materials or waste impacts is the 
Ecorse Junction Connection in Wayne County. SEA identified three hazardous waste sites or other 
related concems within 500 feet of the proposed connection. In addition, the locations of four sites 
are unknown and could not be mapped. Because existing regulatory requirements of other agencies 
and sundard construction practices of the railroad adequately address potential disturbance of 
conuminated areas, it is SEA's preliminary determination that no additional mitigation is necessary. 

SEA determined that the potential for Impacts to natural resources would most likely be associated 
with site-specific projects related to the proposed abandonn-.ent of rail lines and construction of new 
connector lines, rail yards, and intennodal facilities. SEA detemiined that potential impacts to natural 
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resources could occur at Ecorse Juncdon in Wayne County. Due to Best Management Practices used 
in the railroad's constmction specifications and regulatory programs governing effects on wetiands, 
water resources, and protected species, it is SEA's nreliminary determination tiiat no mitigation is 
necessary. However, as a condition of approval, SEA would require NS to conform to its sundard 
natural resources specifications during construction. 

it is SEA's preliminary detemiination that there would be r.o significant impacts to land use associated 
with die proposed acquisition at the Ecorse Junction site. Because there are no significant impacts, SEA 
does not recommend mitigation. 

In Michigan, Intennodal facilities and associated truck routes with proposed changes in activity levels 
did not meet either tiie minority or low-income population tiiresholds for further environmenul justice 
analysis. The only rail line segment meeting either the minority or low-income population thresholds 
is located within the City of Detroit. If an environmenul justice effect exists, SEA will determine if 
mitigation would be practicable. 

Summary: The only rail line segment passing through Livingston County does not require 
environmenul analysis (see atuched map). 

Sincerely, 

William D. Wagoner, A i O 
Director 

WDW/bd 
RR-l 98 
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Mr. John M. Aabega, Executive Director 
Southeast Midugan Council of Oovanmcots 
660 Plaza Dnve. Suite 1900 
Detroit, MI 48226 

RA: Draft Environmental Impact Statement • TR 970391 
Soface Traasportatioo Board. L.S Depaitment of 

Trantponacon. SEA 
Draft Enviraoment Impact Statement (Docket No. 33388) 

Propoaed Coonil Acquititioo 

Section of Enviroiimenial Analysis/U.S. Department of TranqK>rtatioB 

Dear Nir. Ambager: 
In accordance wiili PreaidenQal Order 12372 procedurei, we have reviewed the Section of 
Enviroimental Analysia/U S. Department of Transportition Draft EnviommeDtal Impact Statement 
to the Surface Transpcftadon Board, U.S. Departmait of Transportatioa. 

The Maccmb County Depanment of Planmcj and Ecoacimic Devetopmem staff has reviewed the EIS 
and u not aware of any ccnflicts with any plans currently in oir office. On this baais, we would 
recanmend &vanbte (xinsidffation by the U.S. Department of Traoaportatioa 

If there are any questions regarding these cnmmcnts, please contact nur office. 

Sincerely. 

Bernard E Giaî >etroiu 
Executive Direotor 
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MrTKOMLITAN PLANNINQ COMMI66ION 

County of St. Clair, Michigan 
109 r/cMORRAN BLVD., PORT HURON, MICHIOAN 4aoa(M063 

(810) 9a7-4a«4 

GORDON RUTTAN OIRECTOR 

Januar)' 23, 1998 

Mr. Richard W. Pfaff, Jr. 
Regional Review Office Coordinatcr 
SEMCOG 
660 Plaza D.nve, Suite 1900 
Detroit, Michigan 48226 

RE: TR970391 • Draft EnvironmeaUl Impact Statement (Finance Docket No 
33388) Proposed Coorall Acqaisition 

Dear Mr, Pfaff: 

At their meeting of January 21,1998, the St. Clair Count>' Metropolitan Planning 
Commission considered the above rt .erenced grant request. Followinfi review and 
consideration of the enclosed staff report and discussion of the facts and issu£s, the 
Co.Tuwssion acted tc supporx the staff recommendation "that SEMCOG be notified 
that the proposed acquisition appears to have no impact on St. Clair County and 
therefore does not conflict with any adopted p!ans of the County." 

Should ycu have any questions, plcaac do not hesitate to g;ve iis a call. 

Gordon Ruttan 
Plamiinc Director 

Enclosure 

G o t e r n m c i i t o f . ' s e r i f ce 



METDOPOUTAM PLAMNING COMMISSION 

County of St. Clair. Michigan 

STAFF REPORT 
FOR Countj-Plarring CoiTJiussion 

BY: Bill Kauffrnan. Sfflioi Planner 

MEETING DATE: 

ITTM NUMBER: 

January 21,1̂ 98 

i : .A 

fstmrrTr ru.nnaW^*^ R̂ v̂ ew ^FMCOG ft: TR 9̂ 0391 PROJECT TlTt.F: Draft Environmental Impact 
Statement (Finance Docket No. 33388) - Proposed Conrail .Acquisition Tne Federal Surface Transponancn 
Board in Washington, D.C., has prepared a draft EtiM.'onnental Impact Statemenl (ElS)on die proposed joint 
acquisition of Cofuail b>- Xortoll. Southern Railroad trA CSX iilMiri The preliminary analyses ar.d 
re;oTxiend4tionj for mitigating possible enviroftirental iffects of the proposed acquisition are contained in this 
cccu.-ncnt It has been releasrd to the public f jr rtview and comment dunng the r«vi««.' period which ends or. 
Febiruaiy 2, The County has rccct>'cd a copv of the full EIS We have been asked, through the cleannghoutc 
review process, to comaent on the proposal and draft cccument m rclarionship to any County plans or programs 

In prepan-ig this report, staff tias limited their review to the executive summary and tht chapter which deals vvitl̂  
pcter.nal impacts in tJie Sta;c cf Murtgan. 

BACKGROL'NDi In Jtpc 199". d-.e three railroads mvoived applied to die Surface Transponanon Doard (ST3D> 
fo: authcntv for CSX IDJ Norfolk and Southem rNS)to acquire Conrail Conrail assets would be divided benseen 
CSX and N'S. Hcwrw. sone portions of Conrail would be operated jointly Tne acqu.-tnon of Conrail is 
inrerded to provide a more efficient rail transportanon system to the eastern United Sti'cs ar.d to increase rail 
compennon m the njihcasr Ŝ ch a move IS believed :c '.rcrease cctnpetitive oprions for shippers 

The STBD reviews proposed ra:lroac mtrgert and acquiiitioni, taking into account economic, competitive, and 
«n\\rcnrr.ent«l cc-r.s;der«ior.s The STBD can apcr;>ve die request with no condincns. approve with conditions to 
reduce pcter.tiel irrpacis, or disapprove the merger 

Co.irajl operates 5:C miks of tack -n Michigjji {14% of the Stale's total ra.) milesi, CSX operates 809 miles 
(2I'' o;, and NS operates 126 ituUs ot 3'''o cf the State's tctal rai) miles. St. Cla:r County is served by wese three 
lailrojds and CSX opeiaies a rail-related service in Pon Huron 

DR.AFT-E1S MNDINGS: Based on the operating plani submitted by the applicants, the STBD evaluated the 
impacts of nd'.vidual aspects of the proposed accuisinon wh:ch exceeded ihrcsioids for envircnmental a.nalys:s. 
Proposed impacts whick exceed those thresholds induce sw rail line segments, constrjction of or.e rail line 
connection, increased miv-.t> a: one intenncdal facilitv- in Dericit. and ar. increase number of rail cars handle! at 
one rail yard in DcToit There are no proposed abandoiuncnts. None of the proposed changes arc located in 
St. Clair County, and there appears to be no Impact on rail senice or trafTic in St. Clair County. 

rOMMFNTS BV OTHFR Ar.ENTTES Staff has not scltcitcd comments from anv ether agency as there is no 
propoied impart on St Clair County 

ST.AFF RFCOMM£XDATIO:VI Staff rsccmmends that SE.MCOG bo nohF.od that the proposed acquisition 
appear; :o have no irnpKt on St ClaT County 2nd therefore doct not confliit with an/ adopted plans of the 
Ccin^ 

RFVirW CHECKLIST; 
Submittal received SEMCOG Dec 26, 1997 
CoTri:nis die to SEMCOG Jan 2.", 19?8 

Staff report sent to SEMCOG Jan . 1998 
Plaimi-.g Conmnion meetiEg. Jan "1 , IWS 

Page 39 



• Jf-N-Se-^e FRI l i : 5 5 AM MONROE COUNTV P L A N N I N G 3132437572 P. 01 
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PLANNING DEPARTMENT & COMMISSION 
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January 3C, 199$ 

Mr. Richard W. Pfaff. Jr. 
Regional Review Office Coordinator 
Southeast Michigan Council of Oovcrjrimerits 
660 Plaza Drive, Suite 1900 
Detroit, MI 48226 

Dear Mr. PfalT; 

We would like to Ust Issues of concem pertaining to the Environmental 
Impacts of the proposed acquisition of Conrail by CSX Transportation 
and Norfolk Southem Railroad. These concems were expressed at a 
public information meedng held at Monroe County Community College 
on January 21, 1998. 

1. Hasudous Materials: 
a) An increase is expected in traffic from 14,000 carloads 

annually to 31,000 carloads annually on CSX Une between 
Carleton, MI and Toledo, OH. This will result in Increased 
loads of hazardous materials traveling through the County, 
along with the potential for accidents resulting from these 
matenals, thus endangering public safety. 

b) With increased potential for an accident, the Monroe County 
Emergency Management Division win have to provide 
planning, training, and exercises to respond to these types of 
occurrences. In addressing this emergency response plan, 
the following is necessary: 
1) Training for emergency responders (police, fire, 

Emergency Management, etc.) 
ii) Specialized equipment for this type of response 
iii) Exercise evaluators 
iv) Specialized emergency planning support, with 

expertise/guidance, if needed 
v) Assistance and support with public information and 

education 
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vi) Additional public warning capabilities (sirens, alcil 
monitors, etc. 

vii) Support for exercises and drills that must taJee place. 
Monroe County is presently mandated by the federed 
governmeni to participate in a very costly scries of full-
scale exercises for the Enrico Fermi II Nuclear Power 
Plant, on a biannual basis (large expense in personnel, 
resources and supplies). At this time, our estimated 
start-up costs would be between $12,000 and 
$13,000, and ongoing expenses would be $8,000 
arnually. 

c) According to the Section on Environmental Analysis (SEA), 
nuiroads are encouraged to develop a hazardous materials 
response plan and carry out biannual exercises according to 
this plan, in cooperation with local governments. What level 
of commitment will be made by CSX to communities affected 
by the increased hazard? Monroe County would request 
reimbursement for initial and ongoing costs for emergency 
preparations. Wc would be willing to work with CSX tc 
negotiate a plan for this. 

3. Impact on NnolMU Plant Emwrĝ ney Evacnatlont Increased rail 
traffic on N9 and CSX, and faulty crossing warning systems could 
cause delays in evacuating the area around the Enrico Fermi ii 
Nuclear Power plant in the event of an cmcrigcncy. Wc do not find 
statements in the EIS regarding impacts on evacuation routes. 

3. Nucleax Waste: The federal government will be assuming 
responsibility for all high-level radioactive wastes in the United 
States. They will be providing a central storage/disposal repository 
for these materials. As many of these materials will be transported 
by both truck and reil, what is the increased likelihood of an 
accident involving these items? 

4. Monroe Rail Consolidation PiciJect: Railroad support of Monroe's 
ongoing project to consolidate east side rail lines (Conrail/NS and 
CNNA) is essential to its success. This project has been in the 
plsmning stages for more than fourteen years, and preliminary 
engineering studies arc being completed. Partial funding from the 
federal government has been secured, and phase one of the 
project, an uttderpass at the Conrail/North Dixie Highway grade 
crossing is scheduled to get underway this spring. As additional 
funding is secured, ongoing phases will include the relocation of 
Conrail Warner Yard in Monroe, the needed crossovers to 
consolidate the Conrail lines with Orand Trunk CNNA lines 
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through the City of Monroe, and Frcnchtown and Monroe 
Townships, and construct the needed crossovers in order to 
abandon the redundant Conrail lines. Many years of planning for 
' he project are just now beginning to result in implementation. 
Continued support from Conrail's successor is necessary for this 
project to be successful. 

5. Traffic Safety: Significant increase in traffic on CSX line between 
Carleton, MI and Toledo, OH, and minor increase in traffic on 
Conrail (NS) line between Detroit and Toledo would mean more 
blocked grade crossings, causing delay of emergency vehicles, more 
potential train/car accidents, and general inconvenience to 
motorists The Monnie County Road Commission needs railroad 
contact tiumbcre to report problems on grade crossings. Problems 
observed at crossings along Telegraph Road and elsewhere need to 
t>e addressed. 

6. Economic Development Opportunities: Cooperation of the 
railroads is essential to our local economic development efforts. 

7. Noise Mitigation: With 11.2 more trains per day projected on the 
CSX line, railroads must continue efforts to mitigate noise impacts 
on local communities, especially residential areas. While this issue 
was addressed with regard to the line from Ecorse to Carleton, wc 
feel it needs to be evaluated along the line running from Carleton 
to Toledo as well, including the City of Monroe. 

We would like to thank SEMCOG for their assistance during the Environ
mental Review period. 

Sincerely. 

7y)cuuu<K. UJA-
Mary K. Webb, Chaimian 
Monroe County Planning Commission 

cc; Honorable Carl Levin, United States Senator 
Honorable Senator Spencer Abraham. United States Senator 
Honorable John D. Dingcll, 16«» District U. S. Congressman 
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IVION̂ OE COUNTY ti*« ^ O IOQA 
EMERGENCY MAr^AGEMENi ^ 
DIVISION 

SKIVMS ,8M«m.'C"niJ»wtP.A'..i« 

January 30, 1C98 

Mr RoyceManiko Director 
Monroa County Planning Dapartrrant 
125 E. Second St. 
Monroe. Ml 48161 

OesrMr. Maniko: 

I would like to offer some feedback from the mamtiars of ths department in reference to the 
proposed acquisition of Contrai! by CSX Transportaton and Morfclk Souttiern Railroad Pursua.it to recent 
public info'mation we ̂ ave some conc«rn« faferenc« ttie enwronnnentfl! impad and ennergency 
preparedness issues: 

1 Current transportation loads are approximately 14.000 cars annually With the prODOSed 
acquisition Xi\e load iwill increase to appiox'mately 31.000 annually As many of these rail cars 
trarsport tiazandous matenals. this will increase the DOtential for en accident involvino these 
niaterials and ultimately, the safety of the public. 

2 With the increased potental for accident emeraency manaocment will have lo provide 
planning, tramino and exercising to respond to these types of occurrences. !n address ng this 
erneroency response plan, the following is necessary 

a Training for emergency responders (police, Ire. emergency management, etc. 
b Specialized equipment for this type of response 
c Exercise evaluators 
d Specialized emergency olannlng support, with expertise/guidance, if needed. 
e Assistance and support with publiD information and educabon. 
f Additional public warning capabilities (sirens, alert monftors, etc.) 
fl Support for exercises and dnlis that must take place Because Monroe County « 

mandated by the 'ec'eral govemmert to participate in a very cosUy series of full-scale 
exercises on a bannual basis Oarge expense In persornel, resojrces and supplies) 
Additional full-scale exercises would be extremely difficult to accomplish without 
support, 

in reading the section of Envircnmental Analysis (SE.A), we notice that railroads are crcouraged to 
develop a razardous materials response plan and exe.'cise this plan biannuaHy with local governments in 
respect to the statement voMeer, what level of comT.itmcnt will be made by CSX to communities affected 
by the increased hazard 

Thank yoj for considering our concerns 

Very truly yours, 

Mitchell >^^da«^jr., fjE^A 
EmerjencyManagement Director 

Wy/Y/pal 

965 So.iH .1AH%V«..E RCA; • M'.A.fOE. M C ^ & M 4 8 1 6 ' -9 70G 



Areawide Water Quality Board 
1900 Edison Plaza 

660 Plaza Drive 
Detroit. Michigan 48226 

(313)961-4266 

January 28, 1998 

TO: Rich Pfaff, Jr 

FROM: Bill Parkus 

SUBJECT: Draft EIS (Finance Docket #33388) Proposed Conrail Acquisition 
Regional Clearinghouse Code: TR 970391 
Surface Transportation Board 

Rail Transport of Hazardous Materials 

The draft Environmental Impact Statement (EIS) has identified two railroad segments in 
Southeast Michigan which have exceeded threshhold requirements for transport of 
hazardous waste and are a concern. One extends from Detroit to Plymouth and is 
designated as a Key Route: greater that 10.000 car loads per year CSX is therefore 
required tc bring the segment into compliance with the Amencan Association of 
Railroad Key Route standards and practices — 50 miles an hour maximum on class 2 
rails AWQB staff recommends coordinating all spill response planning activities with 
Wayne County's Local Emergency Planning Committee (LEPC), the State Police and 
the Michigan Department of Environmental Quality (MDEQ). 

The other route extends from Carleton to Toledo and has been designated a Major Key 
Route traffic volume doubles to 20.000 car loads per year In this case CSX is 
required to prepare a Hazardous Matenal Emergency Response Plan and conduct 
simulation exercises every two years with involvement of local and county emergency 
response personnel We concur, the need for coordination with the Monroe County 
Local Emergency Planning Committee is very important. 

AWQB staff recommends the identification of all significant watenways and wetlands 
along both of the railroad segments with scenarios for protecting the sites in case of a 
spill. 

Hazardous Waste Sites 

The Section of Environmental Analysis (SEA) of the Surface Transportation Board has 
identified three hazardous waste sites within 500 feet of the proposed rail connection at 
the proposed Ecorse Junction rail connection In addition, the SEA has reports of four 
additional hazardous waste sites in the area, the locations of which are unknown. 



The Rouge River is located about 1,000 feet from the Ecorse Junction. The Rouge 
River is a Great Lakes Area of Concern. Planning and implementation is underway to 
clean up and maintain the river. The hver and the City's sewer system should be 
protected to the fullest extent possible from any construction activities that will disturb 
these hazardous waste sites and contribute contaminants from runoff. The draft 
Environmental Impact Statement notes that Norfolk Southern will conduct appropriate 
surveys to more precisely locate these sites in order to avoid them during construction 
or remediate them. AWQB staff recommends coordinating site survey's with the MDEQ 
and Wayne County Departments of Environment and Health. 
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DOCUMENT 

459-2155 

January 30, 1998 

Att n . : Elaine K. Kaiser 
Environmental Project Director 
Office of the Secretary-
Surface Transportation Board - Case Control Unit 
1925 K Street, NW 
Washington, DC 20423-0001 

SUBJECT: STB Finance Docket No. 33388 

The Capital D i s t r i c t Transportation Committee (CDTC), 
the metropolitan planning organization f o r the Albany, 
NY area, has reviewea L.iie Draft Environmental Impact 
Statement (DEIS) f o r the Conrail a c q u i s i t i o n . 

CDTC has ongoing concerns vrith the e f f e c t i v e 
implementation of the safety i n t e g r a t i o n plan, the 
accommodation of passenger t r a i n s over the long term 
(on-time performance, high-speed i n i t i a t i v e s i n NYS), 
negotiated competitive access to Nev/ England v i a Albany, 
and competitive f r e i g h t access on the east side of the 
Hudson River to NYC. We w i l l continue to monitor the 
pr i v a t e negotiations on these matters and STB proposed 
actions. However, the DEIS does not provide an 
environmental basis for the imposition of conditions i n 
these matters. Based on the findings i n Lhe DEIS, the 
CDTC does not see the need to impose conditions on the 
a c q u i s i t i o n s p e c i f i c to our region at t h i s time. 

CDTC w i l l be an ongoing p a r t i c i p a n t i n t h i s proceeding. 
Policy matters, such as an extended STB oversight 
period, w i l l be addressed i n subsequent submittals. 

Thank you fo r t h i s opportunity to comment. 

Sincerely, 

Johl^ P. Poorman 
St a f f Director 

cc. CDTC Freight Task Force 
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EN-. BEFORE THE 
^ > A tLl ^ i Mf iURFACE TRANSPORTATION BOARD 

DOCUMENT 

Finance Docket No. 33388 

CSX Corporation and CSX Transportation, Inc., Norfolk 
Southern Corporation and Norfolk Southern Railway Company 

-- Control and Operating Leases/Agreements -
Conraii inc. and Consolidated Rail Corporation 

COMMENT OF THE VILLAGE OF RIDGEFIELD PARK, NEW JERSEY 
TO THE DRAFT ENVIRONMENTAL IMPACT STATEMENT 

TO Office of thv̂  Secretary 
Case Control Unit 
Finance Docket No 33388 
Surface Transportation Board 
1925 K Street 
Washington. DC 20423-0001 

Please be advised that the Village of Ridgefield Park. New Jersey (the "Village") provides 

the following comments to the Draft Environmental Impact Statement ("DEIS") prepared and 

issued by the Surface Transportation Board Section of Environmental Analysis in the referenced 

matter 

A / 

January 30. 1998 

Martin T. Durkin. Esq. 
Durkin & Boggia. Esq 
Centennial House 
71 Mt. Vernon Street 
P O Box 378 
Ridgefield Park. New Je. sey 07660 



COMMENT 

The Village is troubled that its previously-voiced concerns regarding the construction of 

cross-tracks within its corporate boundanes remain largely unaddressed ' Specifically. DEIS 

notes as follows regarding the construction of the two rail connections within the Village. 

Because there are no highway/rail at-grade crossings within the limits of 
construction SEA concluded that there would be no effect on highway traffic from 
this proposed rail line connection There would be no short term vehicular delays 
and detours dunng construction of this rail connection The construction would 
be performed in accordance with applicable Federal, state and local regulations 
for construction projects H Construction traffic would use the Bergen Turnpike to 
travel to and from the construction. 

(DEIS Vol. 3B at p. NJ-12-13.) The Glossary contained within the same volume defines 

• highway/rail at-grade crossing" as "[tlhe location where a local street or highway crosses 

railroad tracks at the same level or elevation ." 

In fact, there are two such htghv^ay/rail at-grade crossings within the Village which should 

be evaluated These are Mt Vernon Street and the Bergen Turnpike As noted in the Village s 

Comment to the application in the referenced matter, these major thoroughfares are already 

subject to prolonged blockage (as much as one hour at a time) caused by the so-called refueling 

and light maintenance facility operated by the New York Susquehanna & Westem Railway 

(• NYS&W ) in the Village and the operation of NYS&W in making up its freight trains 

Commencing in the evening or dunng the day on week-ends. NYS&W proceeds to make 

up Its freight trains by moving cars from its freight siding just north of Mt Vernon Street to its 

mam track both north and south of Mt. Vernon Street. This operation, which takes forty five 

Actually there appears to be some discrepancy contained within DEIS as to the actual location 
nf th<. nroDo.ed cross-tracks At Vol 38. p NJ-6. H states that the two connections are to be constructed 
m he 5 S e Altemat eŝ ^̂ ^ t^ proposed location outside of the Village are addressed and rejected 
HoweverTferellcr^^^^ to a map designated as Figure 5-NJ-5 which shows the construction sites 
as outside of the Village Obviously, this uncertainty needs to be resolved 

• As to the performance of construction in accordance with local regulations, the Village notes 
that 10 date it has not been contacted by anyone from the interested railroads with respect to the 
proposed construction 



minutes to one hour, coupled with the proposed switching operations in the Village and the 

expansion of the CSX yard (see infra) will further exacerbate the severe traffic congestion and 

blockage at the Mt Vernon Street and Bergen Turnpike crossings. Also, lengthy freight trains 

consisting of as many as 150 cars, operated by Conrail and NYS&W, enter the Little Ferry Yard 

in Ridgefield' at speeds of approximately 5-10 miles per hour, causing even more delay. 

Tne prolonged blocking of Mt Vernon Street and the Bergen Turnpike by various railroad 

activities effectively splits the Village into two sectors, eastern and western, for extended periods 

of time Numerous businesses located on the western side and area residents are negatively 

affected. Of even greater concern is the possibility that emergency vehicles located in the 

Department of Public Works yard located on the western side of the railroad tracks will be 

unab'ij to timely respond to fires or other emergencies which may occur when the tracks are 

blocked The Village does not believe that the DEIS has given this very senous issue adequate 

consideration, and requests that a comprehensive analysis be conducted, including vehicle 

delay and queues 

In addition to the foregoing, the Village is very concerned regarding plans by CSX to 

expand its Little Ferry facility.•* Under the circumstances, i.e.. »he evident aggressiveness with 

which CSX and Norfolk Southern intend to compete for uusiness, the Village believes it is 

reasonable to conclude that an expansion of the Little Ferry facility will create a significant 

volume of additional rail traffic. The immediate proximity of the facility to the Village can only 

worsen its existing traffic problems. Moreover, the Village is additionally concerned because, as 

a result of the recent management buyout of NYS&W s parent company, the Delaware Otsego 

' It should be noted that the Borough of Ridgefield is a separate corporate entity from the Village 
of Ridgefield Park moreover the 'Little Ferry Yard" is located in the Borough of Ridgefield and not in the 
Borough of Little Ferr>' 

' According to an article in the March 1998 issue of Trains Magazine (a copy of which is annexed 
hereto as Exhibit A) CSX and Norfolk Southem will be spending a total of S303.000.000 over the next 
several years to build and expand intermodal terminals Of this amount, CSX will be spending some 
S83 000 000 several of its facilities, including Little Ferry 



Corporation, by Norfolk Southern, CSX and Walter Rich, Delaware Otsego's CEO, both CSX 

and Norfolk Southern have a presence within the Village ~ that is, the NYS&W's refueling and 

light maintenance facility ~ that is separate and apart from any proposed cross-tracks. The 

Village is concerned that this light maintenance facility, too, will be subject of the railroads' plans 

for expansion. As it is, there are at times as many as twelve or thirteen engines idling for 

extended periods of time at the facility which conthbute large amounts of air pollutants within the 

Village The Village is fearful that this pollution will dramatically increase with the addition of 

increasing numbers of slow-moving engines to the tracks. 

The Village strongly urges the Surface Transportation to consider both the immediate 

and long-term impacts of the railroads' activities both in and around the Village. Immediate acts 

taken by the railroads will facilitate more expansive and intrusive acts in the future. 



Exhibit A 
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Will Eastern 
intermodal 
match the 
hype? 
B Y B I L L STEPHE.NS 

W H L \ n IV. R̂ĴL RF.GL LMOR.S fire 
the starting gun on the .split of 
Conrail and its co\eted inter

modal franchise, the name of the 
game for CS.X and .Norfolk Southem 
uil l be competition. Competition in 
one of the nation's largest intermodal 
lanes, New '\'ork-Chicaao. Ccnipeti-
tion over new routes betueen the 
Notiheast and Southeast. ,\r.d, the 
railroads hope, more effecti-.e compe
tition uith the real nemesis—tmcks. 

CSX and .NS plan to spend nearlv 
$303 million between them to build 
and expand intermodal termmals. 
They're banking on getting bia re
sults—the diversion of 797,.̂ 00 triick-
I'lads from road to rail annually, with 
•̂ 75,700 going to NS and 321.600 to 
CS.X. "We may be a littie bulli.>h on 
"lear 1, but by the third year we 
-hould be at that number or above 
it," says Cindy Lee. a general manag
er for CS.X Interriiodal. In 1997, .Ns"̂  
carried almost 1.07 million contain-
•-•re and trailers. CS.X more than 
700,000, and Conrail 1.22 milhnn. 

What will be the largest post-nieig-
t': :i-.termodal change? "That's like 
.iNkijig what's the difference between 
i-arth and Jupiter," says Thorrias 
f :nkbiner, NS vice president-inter-
:T!i)dal. "Different worlds, diffeient 
program .. People are missing that 
:.ict. The intermodal .' o.-Id is '.'oin^j to 
i e 100 pciwcn: different." 

Pitference .No. 1: For the first time 
je decades, intermodal shippers 

. .1 choice of how to g-jt their 
• : containers between Chica-

• \c>'. \":'k Thus it's u::.icai-

, , . • B I L L STJPHE 

TV7 meets TV12 near Buffalo on what will become CSX's portion of Conrail's Water Level Route. 

exactly IKIW Conrail's \ast .New ^ork-
Chicago intermodal pie will be split. 
It is clear, however, that serv ice will 
be more frequent, as CS.X and .NS 
propose a combined 29 trains to 
eventually link the Windy Citv and 
.Nonh Jersey up from CR's dailv a\er-
age of 17. .Ami service will be faster, 

.-\sk any railroader why toda\ 's hot 
trains can't match—or sometimes 
even touch—the schedules of trains 
of 30 years ago, and you'll get an ear
ful. Ttains are longer, hence slower 
Yesterday's tl.i ec- and four-track main 
lines are ncjw two-track, while the old 
double-track routes are now single. .A 
greater emphasis on safety, from ad
hering to the speed limit to inore 
thorough train inspection pi-ocedurcs, 
slows things dt)wn. .And speed, they'll 
s;-\, isiit as important as consistency 

.Nonetheless, CSX and NS plan to 
tutr; back the clock by slashing New 
York-Chicago times—nearly to those 
offered by the New York Central and 
Pennsylvania three decades ago—in 
orcicr to be tmck-competitivi?. On tap: 
a handful of 26-hour schedules, echo
ing the day s of 24-hour Central Flexi-
\ ans and Peiinsy TrucTrains. 

Conrail's New Jersey-Chicago in
tennodal schedules average 30 to 32 
hours. "Tuenty-si.x hours is the maszic 
number in terms of beir.j truck com
petitive," Finkbiner says. It ii:eans the 
railnxids can offer late-night depar
tures with early-morning arrivais. 

How will CSX and NS slash some 
intermodal schedules when CR qould 
not? By balancing route density,Rais
ing speeds, and improving terminals. 

• Density changes—Conrail fun-

i i f i i 



nels traffic Irom its busv lornier ,NVC 
and PRR mains onto the ex-NYC 
Water l.e\el Route west of Cle\ eland, 
making it the most-densely tralticked 
section of CR's system While this 
maximizes use of the line, it can cre
ate congestion. Alter breakup, tliere 
will be two fast, high-density Cleve
land-Chicago routes: CSX's .Nonheast 
Gateway (NYC-Bii'O \ia Greenwich. 
Ohio) and NS's Penn (Water Le\el). 
While the hotshots use those dcnible-
track speedways, slower unit and 
merchandise trains generally will nm 
via two single-track routes, CSX and 
NS over what will be CSX's .Alterna
tive Chicago Gateway (an upgraded 
and re-signaled PRR, Crestline-Fon 
Wayne-Chicago); NS also wiil have its 
fomiei Nickel Plate. East of Cleve
land, NS plans to make the NKP and 
Conrail's Southern Tier (ex-Erie, Buf-
falo-Binghamton-.North Jersey) into a 
major intemiodal conidor free of 
most other traffic. West of Cleveland, 
iliese trains will use the Penn Route. 

• Raising track speeds—CS.X's 
Northeast Gateway will be a 70-mph 
racetrack between Chicago and Sel
kirk (.Albany), N.Y., up from the cur
rent 60. CSX also will extend three 
sidings on Conrail's single-track Ri\ei 
Line (Selkirk-.North Jersey, former 
West Shore). On the Southern Tier, 
NS will boost track speed from 50 
mph to 60, and eliminate slow order-

• Improved terminals—CSX and 
iNS ha\e ambitious pians for new and 
e.xpanded terminals [clian, page 26] 
that will be more efficient, have more 
capacity, and have new mainline con
nections for increased tlexibility. 

CSXT F-\ecutive \'ice President 
John .Anderson touted the new ser
vice during a NoveiTiber Railway Sup
piv Group meeting in Chicago. The 
Nonheast Gateway Route, he said, 
will be a "wo-Hd-class intennodal link 
between Chicago and New York that 
will be reliable, and offer transit 
times that are 2','; hours faster than 
the fastest Conrail train." Four of 
CSX's 12 planned Chicago-.North Jer
sey trains will njn on 26', :- to 28-
hour schedules. Lower priority and 
s;ack train schedules show across-
' board impro\ements over Con-
i.ul. But .Anderson may have been a 
bit overenthusiasiic. At least two CR 
trains—T\'LA and the once-a-week 
TA'SO—cunently run on 26'/;-hour 
chedules, albeit at off-peak times. 

Initially, NS plans to maintain 
Ciinrail's 30- to 32-hour New Jerse\-

Chicago van schedules over'the Penn 
Route (former Lehigh Valley-Read-
ing-PRR-.NYC). Four of its p. oposed 
17 Chicago trains, however, will com
pete with CSX on 26- to 28 hour 
schedules via the Southem Tier 

This mo\e lias smprised some ob
servers since C~oniail has long ig
nored the Tier, a line it never wanted 
but didn't want anyone else to ha\e, 
eitlier The result has been benign ne
glect. Conrail has intenniitentl> nin 
intermodals on the Tier, on schedules 
3 hours slouer than the \\'ater Le\el 
Route between North Jersev and Buf
falo. NS and CSX, meanwhile, tune 
teamed up with regional canier Sus
quehanna to njn North Jersey-Chica
go in 35 houis. But NS will make the 
Tier a real main line again—some
thing it was in the 1960's when Erie 
Lackawanna used much of it tor pre
mium L'nited Parcel Senice piggv-
backers. "I can mn schedules over the 
Tier within 30 minutes of the New 
York Central way," Finkbiner says. 
That's because the stacks will ha\e 
the line virtually to themselves, and 
will be able to highball in and out of 
North Jersey's Croxton Yavd. 

I'itiir.ately, NS would like to use 
the Penn Route—at 921 miles the 
shortest post-merger New Jersey-
Chicago lane—for expedited .New Jer
sey-Chicago intennodals. But Fink
biner s;'ys improving Penn schedules 
will depend largely on how much o( 
the line's carload freight is diverted to 
CS.X's .Northeast Gateway Route, free
ing up capacity lor more intermodals. 
.NS plans to run about 50 daily trains 
over the former Pennsy across the 
Keystone State. 

Difference No. 2: .Not only do CSX 
and NS plan to mn faster .New York-
Chicago schedules, but they plan to 
increase business by serving short-
and medium-haul markets in which 
Conrail showed little interest. NS ex
pects to gain 220,500 loads a year 
simply by offering service in "local 
markets' such as New Jersey-Toledo, 
while CSX uil l card Philadelphia-De
troit senice. New intermodal hubs 
and higher traffic densities should 
eriable CS.X and NS to oft'er the short-

.Ne»(,fefe(.intr— 

CV lui'.: ' .s allowing consolidation of 
blocks for common destinations. 

Cleveland will become a major in
termodal hub for CSX. Trains from 
.Memphis. St, Louis, Chicago, and the 
.Northeast will converge on an ex
panded Collinuood Yard. .NS, uhich 
has a bis .Atlanta hub, will build simi-

I betwee!rMSgo''ari3N» Jersej^'^sltlibughli^''/;^ 
Clrains-Myand thejhuisrf^fonljTVSO-nin on ': 

f Jeminisrent*of &i^l^SS''l)y Ui?New'Yô ' teiy''-^ 
' tral and the Penrt™"""" ' -̂ • 

CSX' . . . j 
Northeast Gateway Route ((ormer B&O and NYC via 
Greenwich, Ohio, and Syracuse, N.Y.) i 
Symbol . Origln/Destiiiation ' -. Transit Tiiiie j 

Chicago, 59th St/Uttle Feriy • 28 hours I 
North Bergen/Bedford f^rt(. 26.5 hours i 
Bedford ParVNorth Bergen 27.5 hours ; 
North Bergen/Bedford Park 25,5 hours •• 

Q164 
Q167 
Q168 
Q159 

1 
Norfolk Southern 
Soutnern Tier Route {eiWC, NKP, Eiie via Buffalo) or 
Penn Route (ex-NYC, PRR, RDG, LV via Harrisburg) ' 
Symbol Origin/Destination ; Trjnsit Tinw j 
DSCGa 1 'Chicago; 47th SL/Croxton 26 hours j 
DSCCa 2 Chicago, Glotial 1/Croxton . 25 hours j 
D5CXC&1 Keaniy APL/Chicago, Global 1 28 hours ; 
DSCXCG-2 Croxton/Chicago, 47t̂  SL 27 hours i 
*NS has not yet determined a postmerger symbol 
jiStem. la this case, DS=doub!e stack, CG=Chicago, 
CX=Croxton, NJ. 
Scurce. CSX and Harfo'k Scuttieri. 

lai' centers at Hatrisburg and Toledo. 
Han isburg will serxe terminals in 
.New Jersey, Philadelphia, Baltimore, 
and .New England, plus Kansas City 
and Chicago, Toledo will handle Chi
cago, K.C., and St. Louis trains, plus 
Butfalo Philly, and Jackson\ ille. 

Difference No. 3: Although tlie 
merger's new north-south intermodal 
lanes are small when compared to 
New York-Chicago, they lepiesent 
new opportunities to battle tmckers. 
Raili oading's v ersion of the Mason-
Dixon line—the dividing points be
tween CR and the Southem lines at 
Philadelphia and Hagerstown—has 
long stymied effective intemiodal ser-
\ ice between .Northeast and South
east. With its short hauls, CR has had 
little incentive to build notth-south 
intermodal business. Interchange, 
meanwhile, often equals delay 

.As a result. Eastern rail intermodal 
has 22 percent of potential traffic 
that moves at least 500 miles, but 
only 9 percent of the market in notlh-
south lanes, lea\ing 91 percent on the 
roads. This poor showing comes in 
the nation's most densely populated 

.M4RCH 1 9 9 8 



Trains N£-98 and PB-1 of intermodal rich Erie Uckav̂ anna met at Binghamton, N.V., central point 
of today s Southem Tier route of Conrail, which NS plans to restore to virtually all-intermodal. 

How to spend $303 million 
CSX-S83 million 
321.600 tnicKs d^erled annually 
Cleveid-.i, Cci.iawood Vard Expand 
South Phiiadeiphia New, at CR Gree-*ich Yard site 
Chicago, 55th St;eet Nev*. at '..-ler PRR ya.'d 
Chicago. Eedfcrd Park Expand 
Chicago, Forest Hill Expand 
LrJe Ferry, NJ. Eipand 
Possible new or expanded facilities: Memphis, De-
troiL New E,ng!and, ElizabeLhport. N J, 

Norfolk ScuthferTi-S220 million (ind. Triple Crown) 
475.700 trucks dh'erted annually 

• AllentoM, Pa. Expand 
Baltimore Expand 
Harnsburg Ruthe.-ford New, at old Reading jard 
Croxton, NJ Expand, imoro-e 

' Elizabeth, NJ., E-rail Ei;a-a, .---c.e 
• Morrisville, Pa, Eipa.'̂ d 
: Pittsburgh, Pitcaim Exoâ d 

Charlotte, N C. Expand 
Kror.iile, Ten.n. Expand • 

. Mempms. Tern. Expand 
Chicago, 47th, Street Expand, improve 
Cincin,na'j. Gest SUee! l<:i i 

• Colun-bus.'. 'atkir̂ /DiSCcvery Park bpar,;: 
SL Louis. Luther Expar̂d 
Tô ed:, AJ-" Jcl Ne*. 

Triple Crown 

Char̂ oM, N C. 
Beifevue, Cn o 
Philadelphia 

Ne* 
New 

Relocate from C-estlme, Oh:o 
Ne* a; Morns'., e 

Expand 
Exr-'̂  f ."-̂ "eTerminal 

area. "It we just m ("duce good ccxm-
pe, ,on and get back to the average 
share nationwide, we double the 
business," Finkbiner says. 

.NS doesn't proprjse faster sched
ules oser Hagerstown. "We're pro
posing more consistencv. We're not 
as consistent as we'd like to be in 
those lanes." Finkbiner says, noting 
that it's only 75 miles from Hager
stown to Conrail's intennodal hub at 
Harrisburg." What's the incenti\e to 
do wonderful stuff w ith that irain.^ 
I'm not sure I'd do much different." 

Unlike NS's experience with Con
rail, Lee gives high marks to the four 
premium-sei-vice trains CSX and 
Conrail jointly mn between .New Jer
sey and Florida. The consistent ser
vice, Lee says, "is driven by a large 
mutual customer that rides the 
train " That customer is UPS. 

.Nonetheless, erasing the .Mason-
Dixon Line will bring down an inter
modal bartier "We see a lot of 
opportunity from .Memphis to the 
Nonheast, where you don't have in
tennodal serx ice today," Lee says. 

.New direct services will include: 
• .New .lersey-.Meinphis—CSX, Lit

tle FetTy-.Memphis, 33 hours uest-
bound, 58 hours eastbound, both via 
Cleveland: .NS to sei\e .Memphis off 
Hanisburg-.New Orleans trains. 

• New iei.scv-Ja^ksonville—CSX. 
2,s|'.,̂ ':rs :••-: -.ing current 31 
1:<'!:; ;• : • : , . ..uth Com-ai!: .NS 
to provide C(.i:ir.ectlons via .Atlanta. 

• Boston-Atlanta—CSX, 51-hour 
service: connections to Flonda from 
New Jersey to .Mobile and .New Or

leans from Atlanta. NS will reach 
•New England by Hatrisburg-.Albany 
haulage rights on Delaware i H^d-
s'ln and a connection with Guilford. 

• .New Jersey-Atlanta—.NS, two 
pairs of 32-hour trains. 

• Hanisburg-Kansas Ci'v—NS, 45 
h.oui s via Talcdo. CSX, 36 hours, 
N<'w Jer̂ icy-St. Louis (its end-of-line). 

• -Nonheast-New Orleans—NS, 46 
hours from Hanisburg, uith connec-
ii'iiis to Dallas via KCS at .Meridian, 
•Miss. AUo. Baltimore-N.O., 51 hours; 
CSX, connecting service via Atlanta. 

Difference No. 4: CSX and NS will 
fight for the same business, but with 
di.Terent weapons. This is panly be
cause of different route structures, 
partly cunent traffic bases, and part
ly diiierent perspectives. 

NS will continue to emphasize 
double-sta and RoadRailer "Stack 
is a 'ot more irofiLable business than 
trailers, Finkbiner .Most princi
pal .NS-Coni-ail intermodal routes are 
already cleared for domestic stacks, 
and the fev̂ ' gaps will be cleared: 
Hairisburg-Baltimorc; Front Royal-
Roanoke, \'a.; and Columbus-Cincin
nati. Triple Crown will dramatically 
increase its RoadRailer network, 
adding new terminals in Baltimore, 
.Monisville, Pa., and Charlotte, N.C. 

CS.X uon't be stack-capable in the 
1-95 and I-S5 corridors, thanks large
ly to Howard Street Tunnel in Balti
more, and the B&O vvest also lacks 
stack cleaiances. But CS.X is hish on 
TOFC, its largest and fastest-growina 
market segment. 'There are still a lot 
of trucks out there," Lee savs. 

Not eveivone shares the two sys
tems' rosy outlook. The Chemical 
Manufacturers Association and The 
Society for th.e Plastics Industry told 
tiie STB that already thin intermodal 
profit margins would become even 
slimmer with rail-to-rail competition 
plus irtjckers f-'hting back to keep 
their business, fi-id to haul m.ore in
termodal traffic—necessary to help 
pay fo'- Conrail—the groups say CS.X 
and NS will have to devote more 
people and locomotives, which will 
hi ig down service. 

These concerns and others mean 
tiiat, pending STB approval of the 
merger CS.X and NS will not onlv'' 
have to compete with each other and 
tiuckei-s, but with t.heirown xnx̂ x-. 
m. idal hype. I 

T K -M s 
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Attn: Flainc K. Kaiser 
Fin\ ironmental Projeel Director 
Ofilce of the Secretary 
Case Control Unit 
F-inance Docket No. 3.̂ .188 
Surface fransportaiion Board 
l')25 K Street. N.W. 
Washington. DC 20423-0001 

ENVIR0Ni\4£NTAL 
DOCUMENT 

iXnisL' I ..vie 

Irrtlli'lihr 

\ I l J l , l . - \; '1..:.-, i 

('. HI/:: 

M i c r i i j l f M H I I I H T S 

K tcr .S I'.ilmcr 

.Mfenialf In hrerholiier 

D.iMvl I I .iinifr 

.-iUfr: . • • : ::",, 

.Muh.iti \ ILifiiicil) 

'vr .'Miernalt-

Gentlemen: 

Somerset County would like to offer testimony regarding the above merger as it 
relates to the West Trenton Line and Raritan Valley Line, l he West Trenton Line 
is currently owned hy Conrail and provides service through southern Somerset 
Countv and northern Mercer Count) connecting with the existing West frenton 
station in l-Aving I ownship and the Raritan Valley Line in Bound Brook. It also 
connects at West Trenton w ith existing passenger service provided by S1:F' 1A into 
PennsyKania. The West frenton Line passes through the following municipalities: 
Bound Brook. Bridgewater. Manville. Hillsborough and Motilgonier\ I ownship in 
Somerset Countv and Hopewell. Hopewell Borough. Pennington and Lwing in 
Mercer Countv. 

• i ' Hr.K \ l ( l ' I ' l ' • /' ,• • . 
,.lin M I , u- I s.| 

I- . • ( Kinl: < 'i'iir:\i: 

fhis line is currently used by Conrail for freight .service and consists of updated rail 
infrastructure. I hese same communities traversing this line are also some of the 
fastest growing suburban municipalities in the region, and have supported together 
with the Countv and the regional Chambers of Commerce, a reactiv i/,ation of the line 
for both dual freight and passenger serv ice. Congressman Bob I'ranks has been a 
strong supporter of this el'fort and helped secure needed federal funds to dev elop an 
en\ ironmental impact report and operating plan for reactix ating passenger serv ice 
along the West frenton Line. 

Somerset Countv is asking that the Surface 1 ransportation Board in considering the 
Conrai 1/Norfolk Southern/CSX Merger to condition its approv al on the West Trenton 
Line accommodating both freight and rail passenger service and allowi , New 
.lersex I ransit to negotiate future passenger rights with CSX and other freight lines 
t)peraling on the West I renton Line. 

S(i>"i"\ci ('niiiin An Eqimi Oppcrtuiiin !:mp',o\er 
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In addition, the County is requesting that the Surface I ransportation Board not approve of any 
merger and freight operating plan that ad\ ersel> atVects existing rail passenger ser\ ice on the Raritan 
\ allev Line whi^h ties into Penn Station in Newark. New .lersev. Passenger serv ice on this line has 
shown marked increases and is vital from a regional mobility and economic standpoint. 

We appreciate the Surface Transportation Board taking these comments into consideration as well 
as those of the State of New .lersey when rending its t inal decision. I hank you. 

Sineerelv. 

Robert Bzik. AICP P.P. 
Director of Planning 

cc: C ongressman Bob Franks 
Commissioner John Haley. New Jersey IX) I' 
Somerset County Board ot" Chosen Freeholder 
Somerset County Planning Board 
Somerset County Chamber of Commerce 
North Jersey Transportation Planning Authoritv 
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JanuarN- 30. 1998 

Office of the Secretary 
Case Control I'nit 
Finance Docket # .̂ .̂ 388 
Surface Transportation Board 
1925 K Street NW 
Washington. D.C. 204243 

ATTN: Llaine K. Kaiser. Chi'.̂ f - Section of Lnvironmental Analv 
Lnviron'i'"''''tal I'ilinu 

Dear Board Members: 

The Toledo .Metropolitan .Area Council of Cio\emments ( TM.'XCOG) hereb> submits the 
enclosed comments on the Draft Ln\ ironmental Impact Statement (DLIS) on the Conrail 
acquisition by Norfolk Southern (NS) and CSX. TMACOG appreciates the efforts of 
SLA to address the difficult task involved in documenting the impacts of such a large 
transaction on the ITI> riad of local communities affected. We have reviewed the DLIS 
with representativ es of our communities and suppoil thvise conclusions. We recommend 
the implementation of the mitigation measures recommended particularly the noise 
n'<itigation measures for several listed corrid(\'.s. the improvements related to the new 
connections in our area, and better inspections and emergenev response plans. We feel, 
however, there were several significant omissions in the analysis and recommendations. 

Specificallv. our representatives felt strongly that the recommendations of the DEIS were 
not adequate in three specific areas. The first of these is NS and CSX must be required 
to share the substantial financial burden that the proposed changes will place on local 
comnninities regarding purchasing equipment to deal with potential hazardous materials 
emergencies. The second omission was that NS and CSX must be required to share the 
financial burden to grade separate three (3) roadways required for emergency routes to 
areas of Fostoria. Ohio. These are effective!) "landlocked" for substantial portions of 
everv dav use due to increased train tratTic and conilicts of train mo\ements because of 
the changes proposed. Finally. CSX and NS mu.st be required to augment the inadequate 
amount of funding currentiv available to implemeni the crossing protection upgrades 
called for bN the DLIS in northwest Ohio. 

I ls( i n i l L VtPI) 
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In addition, there are two issues that our representatives feel. \ery strongly, needs to be 
addressed but realize the\ are not directly related to the changes brought about by this 
transaction. We ha\e submitted those issues to request any assistance that STB might 
be able to suggest and to see that they are addressed. These are: 

1) the continued raising of rail lines over level terrain (during 
maintenance rehabilitalion) that has resulted in very unsafe steep at-grade 
crossings; and, 

2) the increased propensity of trains to barely "hang over" crossings and block 
them unnecessarilv because engine crews do not know the exact position of the 
last car on the train since the elimination of cabooses. 

Enclosed are the original and 10 copies of our statement. Also enclosed is a 3.5" 
diskette containing the document in WordPerfect format. 

Sineerelv 

William L. Knight 
Executive Director 

DRD:WLK:dfs 

Enclosure: Comments of the Toledo Metropolitan Area Council of Gox ernmentson the 
Draft Environmental Impact Statement 
- Proposed Conrail .Acquisition (Finance Docket No. 33388) 
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COMMENTS OF THE TOLEDO METROPOLITAN AREA COUNCIL OF 
CiOVLRNMENTS 

ON THL DRAFT ENVIRONMENTAL IMPACT STATEMENT 
- PROPOSED CONRAIL ACQUISI TION (FINANCE DOCKET NO. 33388) 

Page 1 of 4 

S;immar\' o f Comments - Our comments are summarized in the six points below. More 
detailed comments follow. 

1. fhere will be a substantial increase of hazardous materials transported through several communities 
in our area as outlined by SEA in the DEIS. These communities will have to upgrade their 
capabilities to respond to potential emergencies involving these cargos including training, purchase 
of suits, and other verv expensive equipment. We strongly support the requirement for training 
sessions. Further, we urge the Board to require the railroads to share the financial burden w ith our 
local communities of the purchase of additional training and safety' equipment that the rail changes 
vvi'l necessitate. A statewide or regional fund, underwritten by the railroads, should be put in place 
to hold and distribute these funds. Specific communities identified in Table 5-OH-lO include the 
following in our area: Oak Harbor (600% increase). Fostoria (216 to 800% increase on lines). 
Fremont (600%). Clvde (600"'o). and Wood Countv- (216 to 414% increa.se on lines). Table 5-MI-9 
in Michigan lists Monroe County (221% increase). 

2. The DLIS does not adequate!) evaluate the negative impact on community safety of delays at 
blocked crossings for emergency vehicles t.-ying to reach areas "landlocked" by increased train 
tralfic in f ostoria, Ohio. S TB must require NS and CSX to share the financial burden to build 
grade separations at Town Street. Tiffin Street, and Jones Road to serve these areas. The City of 
Fostoria and State of Ohio are also submitting comments on this issue. 

3. We concur vvith the SEA on the need for crossing protection upgrades in our area that they list in 
the DTTS in Table 5-OTI-9. We believe, however, that STB must require CSX and NS to 
contribute funding to augment the limited amount of funding already available to complete these 
improv ements. We applaud the agreement alreadv reached with CSX and PUCO for improv ements 
on the current CSX main line but man)' other crossings also need improvement. 

4. We urge the Board, as a condition of approval of the application, to direct CSX and NS to 
implement noise control measures on the three rail line segments analyzed for noise in our area. 
These are: C-065 Toledo to Deshler; N-079 Cak Harbor to Bellevue: and. S-020 Carleton to 
Ecorse. In addition the noise measures should be extended from Carleton to Toledo. 

5. We support the recommendations of the SEA relative to connections at Oak Harbor, and 
Vermillion to eliminate the grade ditYerentials and improve crossing protection and ask that this 
he required as a condition of Board approval and not simply directing NS to "consider" this. 

6. We concur and strongly support implementation of the other mitigation measures that affect our 
area including increased track inspections, better mechanical inspections, "key route" 
improvements, and development of emergency response plans and simulations. 
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Background 

The Toledo Metropolitan Area Council of Governments (TMACOG) is a voluntary association of local 
governments compiised of counties: municipalities: townships; the Toledo-Lucas County Port Authority; 
the Toledo Area Regional Transit .Authority; and other special districts and authorities; and school 
districts in Erie, Lucas. Ottawa, Sandusky and Wood Counties in Ohio, and Monroe County in 
Michigan. TMACOG is established under the prov isions of Chapter 167 of the Ohio Revised Code and 
Miciiigan Public Act No. 7. TMACOG is responsible for planning and intergovernmental relations in 
sev eral iireas including transpitrtation. water qualitv . air qualit). energ). housing, regional dev elopment, 
federal grant rev iew and comment, rural development, and urban revitalization. TMACOG has been 
designated by federal and state agencies in each of these categories. 

IM.ACOG represents the interest of local units of gov ernment with regard to transportation, community 
dev elopment, and redevelopment issues of regional significance and provides planning expertise on 
these is.sues. Specifically, because of the significant implications of the proposed acquisition of Conrail 
and related rail transportation issues on the region, the Board of Trustees directed staff to develop an 
appropriate response to this issue working with and through a Board subcommittee known as the 
Railroad lask Force. Representatives of the cities, villages, counties and others affected by the sale 
of Conrail were participants in developing these comments. 

.After mucii deliberation and several public forums on this issue the TNLACOCi Railroad Task Force on 
Januar) 15. 1998 directed stafl to present this position to Surface Transportation Board. 

Comments 

L Hazardous Materials: Members of TM.ACOG are very concerned with the shifting of these 
cargos to different routes 'han at present and increasing the amount of hazardous materials on rail 
lines. The DlilS listed nine line segments in our area with significantly increased car loads of 
Hazardous Materials. Increases on these lines range from 116°b to 700%. These segments will impact 
.several communities in our area. Specific communities identified in Table 5-OH-lO in our area in Ohio 
include: Oak HarK r̂ (500% increase). Fostoria (116 to 700% increase on lines), Fremont (500%). Clyde 
(500%). cuid Wood County (116 to 314% increase on lines). In 5-MI-9 in Michigan Monroe County 
(121''o increase) is listed. Because of this greatly increa.sed exposure local emergency response 
personnel will need to upgrade their capability to respond to potential emergencies involving these 
cargos including training, purchase of suits, and other v er) expensive equipment. 

_L Mitijjiavion: CSX and NS must be required to provide funding for equipment and training for 
emergenc) serv ice providers at various locations in our region. These providers will furnish HazMat 
response in multi-Jurisdictional areas (through mutual aid agreements) to provide coverage of the entire 
iirea. The funding prov ided bv the railroads could underwrite a statewide or regional fund put in place 
to lu)ld and distribute these funds in the most efficient manner. We also strongly support the 
requirement for training provided by the railroads as listed in the DEIS. 
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2. Fostoria F.mcrgcncv Response Issue: Train traftic will increase on all six rail segments entering 
Fostoria and contlicts interactions between the lines will also increase significantly. The DEIS does 
not evaluate the deleterious impact on communit) safety of delays at blocked crossings relative to 
access by emergency vehicles to areas "landlocked" by increased train traffic. There are several 
neighborhood areas that will be in the triangular areas between ver)' busy lines. The attached map 
highlights these areas. .Access to these neighborhoods is acro.ss these very busy lines with crossings 
at locations that will be blocked h\ trains waiting for a green signal through the Fostoria control points 
or proceeding v er) slovvl) through complex track work. I hese areas could be potentially completely 
blocked from access b) City emergency response teams with access only from unincorporated adjacent 
areas without these serv ices nearby. 

2. Mitigation: STB must require NS and CSX to share the financial burden to build grade 
separations at Town Street, Tiffin Street, and Jones Road to serve these areas. The attached map shows 
the location of these proposed grade separations. In addition to primar) access to the landlocked areas 
the grade separations will also allow the railroads to improve their train traffic congestion problems 
and. once grade .separations are in place, would allow the closure of nearby local streets further 
improv ing safety. I he City of Tostoria and State of Ohio comments al.so address this issue. 

3. (iradc Crossing Protection I pgrades Issue: W e concur with the DEIS in the need for upgraded 
crossing protection on lines experiencing large growth in the number of trains. There are 20 locations 
identified in the TM.ACOCi area. Man) of these currently onl) have crossbucks and will need upgraded 
to lights and gates. The funding for crossing protection upgrades in the State of Ohio is already 
inadequate to deal with the man) crossings that need to be upgraded. The addition of these locations 
onl) exacerbates this situation. 

3. Mitigation: STB must require CSX and NS to contribute funding to augment federal and state 
resources lo complete the required crossing protection upgrades. They could contribute the funding 
annually over a certain period of years to underwrite a state or regional fund to complete these 
improvements. We do wish to acknowledge and applaud CSX for its agreement vvith the Public 
Utilities Commission of Ohio to upgrade crossings along the CSX main line in northwest Ohio. 

4. .Noise Issues: Three line segments in our area meet the DIHS threshold for noise mitigation and 
will indeed be severe!) impacted especially Oak Harbor. In the limited time of review of the DEIS 
loca! communities along the line have not reached agreement with the railroads involved as to 
appropriate mitigation measures. In addition. Monroe County has identified signifu-ant impacts on the 
ne:\l line segment south of Carleton (Carleton to foledo). 

4. Mitigation: W e urge the Eioard. as a condition of approval of the application, to direct CSX and 
NS to implement nviise mitigation measures on the three rail line segments analyzed for noise in our 
area and extend t!ie Michigan corridor south to Toledo. 
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5. New Connections Issues: The DEIS evaluates impacts from two new rail connections to be built 
in our area - Oak Harbor and Vermillion. The SEA concluded on both that a road crossing the new 
connections at grade vvould have a "roller coaster" effect from the grades that would result from 
standard practices of construction. The wav' to address this is to raise the road between two crossings. 
SEA recommended that NS "consider" this when designing the new connections. 

5. Mitigation; We suppon the recommendations of the DEIS and ask that the recommendation be 
required as a condition of Board approval and not simply direct NS to "consider" this. 

6. Other Mitigation Recommendations; We concur and strongly support implementation of the 
other mitigation measures outlined in the DEIS that affect our area including increased track 
inspections, better mechanical inspections, improvements/upgrades to hazardous materials "key routes," 
and development of emergency response plans and simulations. 

Two Other Issues for Guidance - TMACOG members identified two other issues to request the Board 
for some guidance. We realize that these are not a direct impact of the transaction evaluated in the 
DEIS but they are an env ironmental impact of ongoing rail operations in the area. The first is the issue 
of raising the level of the railroad track on each round of track maintenance. This is resulting in very 
steep unsafe grade crossings. Vehicle sight distances are greatly limited. Long wheel base vehicles 
are at risk to "hang up" on the tracks. This must be an issue throughout many portions of the United 
States and it must be resolved. Raising the grade of the roadway is an additional financial burden to 
area road agencies that many cannot meet. Are there measures that can be used to limit the practice 
of raising the rail level'.' Is the Board able to help in granting some relief to local road agencies? 

The second issue is the lack of information for the train crew on where the end of the train is relative 
to blocked street crossings. Longer trains are ever more frequently blocking crossings by one or two 
car lengths as they wait for control signals. Train crews no longer have information on the location 
of the end of the train. In other locations railroad signals and control block locations that may have 
been laid out vvith some sympathy to local communities in the past no longer provide good "parking 
spaces" for today's longer trains. Is there some way that these issues can be addressed'.' We would 
greatly appreciate an) Board action, information or other help that )ou can provide on these issues. 
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O X F O R D T O W N S H I P 

D O C U M E N T 5617 W Taylor Road 
Sandusky. Ohio 44870-9729 

(419) 359-1735 

Thomas Sioma 
Trustee 

James Stewart 
Trustee 

Thomas Weilnau 
Trustee 

George Parker 
Clerk 

January 27, 1998 

Re Comments on proposed Conrail Acquis! ion 

Dear Mrs Kaiser, 

The Oxford Township Trustees would like to take the opportunity to express its 

concems on the acquisition of Conrail Nonhfolk and Southern's east and west main line 

from Vermilion to Bellevue cuts through the middle of Oxford Township Five roads are 

crossed by this rail line Four of the five crossings have blinking lights, three of the five 

have safety gates, and one crossing on Thomas road has neither lights nor gates 

We have concerns that we feel must be addressed before we can come to a 

conclusion on the acquisition Thev are the following: {. Crossing Safety 2 Crossing 

Delays and 3 Hazardous Materials 

Crossing Safety- \V ith the eleven (11) additional trains per day from Vermilion to 

Bellevue and the speed that the trains will be traveling, we strongly feel that all crossings 

should be equipped with safety gates and lights. Numerous deaths have occurred at 

three of the four crossings in Oxford Township Wcan only perceive that with eleven 

additional trains per day. we can expect additional casualties unless crossings are properly 

equipped with safety gates and lights 



^ i - As a Township with no fire department of its own, we must rely 

on fire protection from two adjoiniri; Townships- Milan and Groton They have volunteer 

fire departments that assist our needs With the crossing delays already at an alarming rate 

and vvith the increase of eleven more trains per day, we believe our fire protection and 

Emergency Medical Service will greatly be affected We have access to a pond that has a 

dry hydraiit installed and provides the southem half of the Township with water for fire 

protection This water source is located in the town of Kimball and when crossing delays 

occur, fire protection becomes nullified 

Hazardou.s MateriaLs- Oxford Township understands that the rail line from 

Vermilion to Bellevue would increase its number of hazardous loads, from 9,000 to 

15,000 cars annually We find this increase very alarming! Since 1990, Erie County has 

experienced four derailments and five accidents at the Bellevue rail yard We are 

concerned that this increase will definitely add to additional spills and we would request 

the mitigation be established for key route designations and this be expanded to include 

more than material accident simulations. 

The Oxford Township Trustees appreciate the opportunity to express our 

concems We hope they are taken seriously If any questions arise please don't hesitate 

to call or write Any correspondence would be greatly appreciated. 

Sincerely, 

Oxford Township Trustees 

Jim Stewart-President Tom Sloma-Vice President 

Tom Weilnau George Parker-Clerk 
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SOUTH WESTERN REGIONAL PLANNING AGENCY 
DARIEN GREtNWiCH NfcW C A N A A N Ni.)i<WAi.K biAMhOi^D VVtblON WLblt- 'oK' A M L I O N 
' SELLECK STREET SUITE 210, EAST NORWALK C l 06855 TEL, (203) 866-5543 FAX, (203) 866-6502 

ENVIRONMENTAL 
DOCUMENT 

January 30. 1998 

Office of the Secretary 
Case Control Unit 
Finance Docket No 33388 
Surface Transportation Board 
1925 K Street. NW 
Washington, DC 20423-0001 
Attn: Elaine K. Kaiser 

Environmental Project Director 
Environmental Filing 

RE: Draft Environmental Impact Statement 
"Proposed Conrail Acquisition" 

Dear Ms Kaiser: 

Thank you for furnishing us with a copy of the above document, which had a service date 
of Decetnber 12 1997. 

Unfortunately, despite the fact that we had submitted (under date of July 31. 1997) written 
comment on the Notice of Intent to prepare an EIS, we did not receive the Draft EIS until 
January 7 1998. and then only at our request 

We have reviewed the Draft EIS in particular Volume 3A, Chapter 5 State Settinq$. 
Impacts and Proposed Mitigation - Connecticut pp. CT-1 thru CT-5 and figure 5-CT-1 

1. Principal Objection 
We respectfully disagree with the following statement in the first paragraph on page 
CT-1 

"There are no proposed Conrail Acquisition related activities in Connecticut 
that meet or exceed the Board's thresholds for environmental analysis." 

As we clearly stated in our July 31. 1997 comment, the CSX/NS plan for Conrail 
provides that; 1) Only CSX will operate east of the Hudson River, and thus there 
will be no direct rail competitive service available east of the Hudson River, and 2) 
Neither CSX nor NS plans to operate truck-cnmpetitive rail intermodal service 
directly along the Northeast Corridor north and east of Newark, New Jersev. 

EQUAL OPPORTUNITY EMPLOYER 



Both CSX and NS clearly state that they will vigorously seek to divert to rail 
intermodal a significant amount of truck traffic now operating on the 1-95 corridor, 
(Atlantic seaboard) If they are successful, the heavy truck traffic on 1-95 in 
Connecticut, already intense, will inciease significantly. ConnDOT reports that the 
1996 average daily trailer truck traffic on 1-95 is 10,416 trailer trucks, or 8% of a total 
traffic level of 130,200 vehicles/day. These added trucks on 1-95 will be operating 
to and from CSX and NS intermodal terminals in Northern New Jersey. (Please 
refer to EIS. Volume 38, Chapter 5. Page NJ-5 which indicated a total increase of 
1.280 additional daily truck tnps, an increase of S9%, to and from the four 
intermodal terminals in Northern New Jersey) (Enclosure 3) Also, we understand 
that NS may establish a rail/truck intermodal terminal near Middletown in Orange 
County, New York, which will add more trucks to 1-84 through Danbury, Waterbury 
and Hartford As may be seen by the enclosed map ("NETI " Study - 1994) of 
Connecticut and Rhode Island showing limited access highways expected to be 
severely congested by the Year 2000, we need a rail intermodal directly across the 
Hudson River at New York City with rail intermodal continuing into southern New 
England along the Northeast Corridor. (Enclosure 4) 

Action Requested 
The section of Environmental Analysis of the Surface Transportation Board should 
address this issue and recommend appropriate mitigation. We strongly believe that 
the appropriate mitigation is to recommend that the conditions demanded by the 
Intervention Petition of Congressman Jerrold Nadler and 23 other Members of 
Congress should be made condition of final approval of the CSX/NS Railroad 
Control Application. 

2. Other comments on specific paragraphs in Connecticut Section: 
- Page CT-1 - Transportation Facilities 

Add words The pnncipal truck highway corridor for New England is !-95, which, 
unlike 1-84 and 1-90, is a direct, water-level route directly along the Northeast 
Corndor, and thus is particularly attractive to long-distance, heavy truck traffic." 

- Railroad Facilities 
Add words. Conrail has trackage nghts on Amtrak and the Metro North 
Railroad from New York City to New Haven, but has failed to use them except 
for local freight service. And, Conrail limits the Providence and Worcester 
Railroad in the exercise of their overhead trackage rights to the movement of 
stone only, and then, no further west than Fresh Pond Junction, Long Island, 
NY 

- Page CT-2 - Proposed Conrail Acouisition Facilities in Connecticut 
We strongly disagree with the statement: 

CSX and NS anticipate that, due to predicted truck-to-rail diversions, 
Connecticut would expenence a benefit in the areas of emissions, noise and 
safety." 



We would respond the rail portion of these truck to rail diversions will end on the 
west side of the Hudson River in New Jersey. Connecticut will therefore have 
more, not less, diesel truck emissions, heavy truck noise and truck safety 
impact. Also, we would suggest that the single, planned CSX Boston to Atlanta 
intermodal train via Albany, N Y is too circuitous as to be competitive with trucks 
on 1-95 Rail intermodal on the electrified NEC means clean air! 

Page CT-3 - Passenger Rail Service, Amtrak and Commutf^i Rail 
We note that in Volume 1, Chapter 4 Section A.7 liar>^rz,iation: Passenger Rail 
Operations at Page 4-28 the following conclusion has been drawn: 

",After the proposed Acquisition, the number of freight trains on the NEC stilt 
would be no more than the number of freight trains on the NEC prior to the 
formation of Conrail in 1976. Since that time, there has been an increase in 
NEC capacity as a result of the Northeast Corndor Improvement Program 
(NECIP), including many of the facilities already mentioned and signal 
improvements. Through its operating control of the NEC, Amtrak controls 
the schedule for the necessary "track-out " time for maintenance of way, a 
substantial amount of which is done at night As stipulated in the current 
Operating Agreement, which would be assumed by NS and CSX. it would be 
necessary for the Applicants and Amtrak to schedule freight operations 
carefully on the NEC. 

In summary, the proposed increases in the number of freight trains on the 
Northeast Corndor should not affect existing passenger operations. These 
passenger operations occur mainly dunng the daytime hours. SEA believes 
at this time that there would be no Acquisition-related impact on passenger 
service on the Northeast Corridor by freight operations." 

We would therefore conclude that, if the conditions demanded by the 
Intervention Petition of New York and Connecticut Members of Congress had 
actually been proposed as part of the CSX/NS Plan, the Section of 
Environmental Analysis would logically have drawn a similar conclusion as 
stated above regarding operations on the Northeast Corridor north of Newark, 
N J . while giving due consideration of the particular concentration of rail traffic 
through the Penn Station tunnels. Indeed, a review of Table 4-7 Current and 
Proposed Operations on Amtrak's Northeast Corridor (pg. 4-25) the proposed 
post-acquisition tram densities south of New York City are significantly higher 
than those north of New York City In further support of this conclusion, we 
enclose an excerpt of our January 13,1998 Rebuttal Statement to Applicants 
Rebuttal of December 1997 (Enclosure 2) 

Page CT-4 - Table-? 5 CT-1 and 5-CT-2 
We are amazed that lhe statements in both these tables, which, in our view, 
show no appreciatio 1 or understanding of the comments submitted by this 
Agency in its July 31, 1997 letter with enclosures. 



Accordingly, we enclose a copy of our July 31, 1997 letter for your review. 
(Enclosure 1) 

3. Conclusion 
In our opinion, the analysis contained in the Draft EIS could be summed up as 
follows Because CSX plans 'ittle or no new service east of the Hudson River, and 
NS plans to confine their operations to west of the Hudson River, there are no 
• Acquisition Related' impacts to measure, and therefore no mitigation is necessary. 
We strongly believe that, given the CSX/NS plan, which gives the fullest intermodal 
advantage to the southern half of the Northeast Corridor, while denying these same 
advantages to the northern half of the Northeast Corridor, an Acquisition Related 
impact exists and should be remedied by the STB, 

It should be noted that in 1985, Amtrak, Conrail and Norfolk Southern were 
prepared to permit operation of a "Road Railer" train carrying perishables from 
Flonda to Hunt s Point Market in The Bronx through the Penn Station tunnels. And, 
even more significant, in January, 1997, Norfolk Southern officials, in a 
presentation before the Connecticut Public Transportation Commission, proposed 
to operate Road Railer and single container-on-flatcar trains directly through the 
Penn Station tunnels and northerly to New Haven, Connecticut! 

Action Requested 
The draft environmental impact statement should be revised to reflect the foregoing 
concerns, and to recommend the conditions demanded by the New 
York/Connecticut Congressional Intervention Petition. 

We respectfully request that this letter, with all its enclosures, be reproduced in the 
Final EIS. 

Thank you for this opportunity to comment. 
^Respectfully submitted, 

^ ^ i c h a r d C. Carpenter, AICP 
Executive Director 

Enclosures 

1 SWRPA July 31 1997 letter to STB 
2 Excerpt from January 31 1998 Rebuttal Statement 
3 Current and proposed truck traffic to/from N J Terminals (EIS p NJ-5) 
4 Map from NETr study showing year 2000 severe traffic congestion in Conn & R I 

cc Hon Christopher Snays Member of Congress (R-4th Conn ) 
Hon Robert Russel! Chairman SWRMPO 
William Hutchison Jr Chairman SWRPA 
Hon James Sullivan Commissioner, ConnDOT wô mg-'doc3338«9e 



SOUTH WESTERN REGIONAL PLANNING AGENCY 
DARIEN GREENV '̂ICH NEW CANAAN NORWALK STAMFORD WESTON WESTPORT WILTON 
1 SELLECK STREET, SUITE 210, EAST NORWALK. CT 06855 TF! (203) 866-5543 FAX (203) 866-6502 

July 31. 1997 

Office of the Secretary 
Case Control Unit 
STB Finance Docket No. 33388 
Surface Transportation Board 
1925 K Street, N.W. 
Washington, DC 20423-0001 

Attention: Elaine K Kaiser, Chief 
Section of Environmental Analysis 
Environmental Filing 

RE: Notice of Intent to Prepare an EIS 
STB Railroad Control Application - Finance Docket No. 33388 
(CSX Corporation et al) 

Dear Ms Kaiser: 

Thank you for your letter of July 3, 1997, informing us of your intent to prepare an 
Environmental Impact Statement (EIS) on the above named Railroad Control Application, 
and your request for comments on the proposed EIS scope that is part of the notice. 

The South Western Regional Planning Agency consists of eight towns and cities in 
the southwestern comer of Connecticut. (These municipalities include Darien, Greenwich, 
New Canaan, Norwalk. Stamford, Weston, Westport and Wilton,) 

Both 1-95 and the Northeast Corridor rail line run directly through our region. 

The South Western Region is also located near the center of the Greater New 
York/New Jersey/New England Air-Quality Non-Attainment area. See copy of portion of 
map entitled Air Qualitv Attainment Status Fig. 1-4, page 68 of volume 6A of 8, Docket No, 
33388 The location of South Westem Region is marked with an arrow. (Attachment 1) 

At their regular meeting of July 7, 1997 the South Western Regional Planning 
Agency. (SWRPA) in accordance with their 1995 Regional Plan of Conservation and 
Development (Attachment 2) and in support of a letter dated June 18,1997 from the South 
Western Region Metropolitan Planning Organization (SWRMPO) to Governor John 
Rowland of Connecticut (Attachment 3), unanimously authorized testimony to be submitted 
to the Surface Transportation Board, based on SWRPA and SWRMPO policy. 

EQUAL OPPORTUNITY EMPLOYER 



Notice of Intent to Prepare an EIS 
STB Railroad Control Appli':ation - Finance Docket No, 33388 7/31^7 
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In addition to the excerpt from the SWRPA 1995 Regional Plan in 
Attachment 2, please see the excerpt from the SWRMPO Long Range Transportation Plan. 
(Attachment 4) 

PURPOSE OF OUR COMMENT 
The purpose of our comment is: 1) to inform the STB of our regional transportation 

policy, which advocates high speed, truck competitive, low-profile, intermodal tail freight 
service along the entire Northeast Corridor (NEC) directly through New York City, 2) to 
comment on the scope of the draft EIS to be prepared by the Surface Transportation 
Board's Section of Environmental Analysis, (SEA) and to urge that this EIS consider the 
environmental impact of not providing direct intermodal rail freight service directly along the 
NEC north of Newark, New Jersey to Boston, Massachusetts, and 3>to comment on the 
Railroad Control Application itself, in support of 1) and 2) above. 

1. SOUTH WESTERN REGIONAL TRANSPORTATION POLICY 

Official advisory land useAransportation policy of the South Westem Region is set forth 
in the 1995 Regional Plan of Conservation and Development at pp. 68-70, prepared 
and adopted by the South Western Regional Planning Agency (SWRPA) (see 
Attachment 2) 

The South Western Region Metropolitan Planning Organization, (SWRMPO) consists 
of the eight Mayors and First Selectmen and the three Transit Districts of the region. 
In cooperation with the Connecticut Department of Transportation, SWRMPO sets 
transportation policies and priorities for the region. The SWRMPO is deeply concemed 
about the rail freight service which will result from the division of Conrail between CSXT 
and Norfolk Southern. 

To fonnally express this concern, SWRMPO sent a letter under date of June 18, 1997 
to Governor John Rowland of Connecticut, urging him to request the STB to amend the 
proposal to provide for the shared use of the entire Northeast Corridor. (See 
Attachment 3) 

This proposal is based on the Long Range Transportation Plan of the South Western 
Region Metropolitan Planning Organization (See Attachment 4) 

2. COMMENT ON THE SCOPE OF THE DRAFT EIS 

ENVIRONMENTAL IMPACT EAST OF HUDSON RIVER 
The joint CSXT/NS plan to operate Conrail includes extensive and detailed 
environmental impact statements for many track connections, increased yard 
operations, and increased freight train density levels. These environmental studies 
even include the impact of abandoning several relatively obscure rail branch lines in 
western Indiana. 
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Despite the fact that the area east of the Hudson River (N.Y.C., Ll, Conn, and Mass.) 
is part of the largest air quality non-attainment area in the U.S.A. there has been no 
envirormental study of the impact of continuing (and therefore not improving) the 
present limited rail freight service east of the Hudson River. 

In the draft scope of the EIS prepared by the STB Section of Environmental Analysis 
(SEA) it states: 

"Under the NEPA process, SEA will evaluate only the potential environmental 
impacts of operational and physical changes that are directly related to the 
proposed transaction. SEA will not consider environmental impacts relating to 
existing rail operations and existing railroad facilities." 

We would argue that the operational and physical changes proposed in this application, 
i.e. the new joint use of the southem half of the Northeast Corridor (Washington. DC -
Newark) will environmentally impact the northern half (Newark-Boston) unless the same 
direct, competitive, intemiodal rail freight service which will be available in the southem 
half is extended to the northem half of the Northeast Corridor. 

In the EIS scope under Impact Category (pp. 36335-36336 of 62FR) the EIS will 
discuss: 1) the potential transportation system impacts of diversions of freight from 
trucks to rail and rail to trucks, as appropriate, 2) the energy impacts of diversions as 
above, 3) the air quality impacts of increases in truck traffic of more than ten (10) 
percent of the average daily traffic or fifty (50) vehicles a day, and evaluate emissions 
increases if the proposed transaction affects a Class I or Non-Attainment area as 
designated under the Clean Air Act, 4) the noise impact of an incremental increase in 
noise level of three decibels Ldn or more, and the 5) the environmental justice impacts 
of whether the result of the proposed contrast between rail service provided to the 
northem and the southem half of the Northeast Conidor would have a disproportionally 
high and adverse health affect or environmental impact on any minority or low-income 
group. 

We would conclude that all of the foregoing impacts pertain to the Northeast Corridor. 

3. COMMENT ON RAILROAD CONTROL APPLICATION 

PROBLEM 
Vehicular traffic congestion on 1-95 has long been a serious problem, and is expected 
to worsen. A significant part of this problem are the large number of tractor trailers 
which operate every hour of the day. By contrast, not one through freight train of any 
kind operates over the parallel Northeast Corridor rail line north of Newari<, N.J. This 
heavy truck traffic could be reduced, were coi ipetitive, north-south intermodal rail 
fre ight service provided directly along the Northeast Corridor rail line. 
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OPPORTUNITY 
The division of the Conrail system between the Chessie System (CSXT) and Norfolk 
Southem (NS) railroads presents a major opportunity to improve rail freight service in 
the Northeastern U.S. The Surface Transportation Board (STB) review of the proposed 
division should maximize this opportunity. 

Improvement will come from direct competition between CSXT and NS and between 
both railroads and the trucking industry. This competition should be reflected in 1) 
lower freight rates, 2) longer single line service without costly interchange between 
different railroads, 3) new and greatly improved north-south rail services instead of only 
the east-west service provided by Conrail and, finally 4) shared use of the Northeast 
Corridor (NEC) for high-speed, truck-competitive intermodal rail freight trains. 

LESS SERVICE EAST OF HUDSON RIVER 
Unfortunately, New York City, Long Island, Connecticut and New England will not fully 
share in these improvements. See Attachment 5 for Triple Crown Networi< and north-
south Routes which, unfortunately, do not extend east of the Hudson River. 

BACKGROUND AND PROPOSED CSXT/NS PLAH 
The April, 1997 agreement between CSXT and NS, which constitutes the plan now 
before the STB, provides that only CSXT will operate east of the Hudson River, denying 
or significantly reducing the major benefits of direct competition, lower freight rates and 
direct, truck- competitive intermodal service to New York City. Long Island, Connecticut 
and New England. 

Prior to this agreement, NS had stated its intention of operating directly along the entire 
NEC. through Penn Station. New Yori< City, using "Roadrailer" type intermodal 
equipment and single container-on-flatcar type trains, both of which can operate in the 
restricted overhead clearance environment of the NEC. It reported that success was 
being achieved in solving the operating concerns of Amtrak and the commuter 
railroads. NS, which operates the Roadrailer trains, wants to use the NEC so it can 
directly compete with trucks. 

Unfortunately, CSXT has no such plans for direct service along the NEC through New 
York City. Instead, only one conventional intermoda' train is planned, operating 
between Atlanta, Georgia and Boston, Massachusetts, using the longer, slower route 
via Albany, New York. 

Unfortunately, too, under the present plan now before the STB. the low profile 
Roadrailer trains will not provide service east of the Hudson River because only NS 
(and not CsSXT) operates this type of equipment. 
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Roadrailers. which can operate through Penn Station New York City and the river 
tunnels and which can operate at passenger train speeds, will, however, for the first 
time, be operated by NS on the NEC, but only on the southern half, from Washington. 
DC to Newark, NJ. 

The northern half of the NEC from Newari<, New Jersey to Boston. Massachuseits. with 
fewer passenger trains than the southem half, will remain underutilized during off peak 
hours. Late at night, and until early dawn, it will be essentially empty. Such 
underutilization is particulariy disturbing because the NEC is. like the highway system, 
owned, maintained and operated by the public. The public sector, like the private 
sector, should expect and receive the best possible return on its investment. (See 
Attachment 6 for Comparative Train Densities on NEC. 

The existing joint CSXT/NS application proposes joint passenger and freight operation 
of the Northeast Corridor (NEC) from Washington. DC north to Newark. NJ. which 
proposal we fully and enthusiastically support. 

This joint use of the NEC is also important to Norfolk Southern, and we quote from 
p.226 of Vol, 3B of 8 (NS Operating Plan) 

"The existing Roadrailer round thp between Newark and Atlanta, which operates 
f/v'C ^ays a week, will be rerouted from the Hagerstown route to the NEC. 
Substantial mileage will be saved. This new route will permit TCS (Triple Crown 
Service) to compete with motor carriers for traffic between the Northeast and the 
Carolinas, something it cannot do using the Hagerstown route." 

As may be seen, direct intemiodal rail freight operation on the NEC is shorter in miles 
and permits direct competition with trucks, thus fulfilling one of the primary stated 
objectives of the Railroad Control Application presently before the STB. 

North of Newark, New Jersey, the altemate routes to the NEC stated in the CSXT and 
NS operating plans are the proposed CSXT route to Boston via the existing Conrail 
lines: i e River Line to Albany arid the Boston Line to Boston, or. as proposed by NS. 
the Hagerstown/ Harrisburg/ Scranton/ Binghamton/ Schenectady/Hoosac Tunnel route 
via Norfolk Southern, Delaware & Hudson (Canadian Pacific) and Guilford 
Transportstion Industries lines. 

Based on the NS statement quoted above, neither of these routes pemrjit Triple Crown 
Services (TCS) or single container-on-flatcar intennodal (which can also operate 
through Penn Station) to directly and effectively compete with highway trucking along 
the entire north-south 1-95 route. 
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Thus, extension of joint passenger/freight operations along the NEC through New York 
City and northeast to Boston and New England is the only practical competitive 
intermodal alternative to continued highway truck congestion. 

PROPOSED ACTION BY THE SURFACE TRANSPORTATION BOARD 

Accordingly, we advocate that the EIS include a full review of this proposal, including 
the impact of a continuation of the status qjo on air quality, safety, health and the 
economy. Such a review would be perfomned with a view toward persuading the STB 
to grant approval of the Railroad Control Application with appropriate conditions, 
namely, 1) permit and require operation of Roadrailer and single container-on-flatcar 
service through New York City via Penn Station to New Haven. Connecticut and 
beyond, and 2) require, in the interest of competitive rail freight service, joint access 
along this route to bolh CSXT and NS. 

We fully acknowledge and appreciate that the freight service on the NEC should be 
high speed and compatible with intercity passenger and commuter rail operations. 

Thank you for this opportunity to offer our comment. 

Respectfully submitted. 

Richard C. Carpenter. AICP 
Executive Director 

Attachments (6) 
1 Location of South Westem Region 
2 SWRPA Plan 
3 Letter to Governor Rowland 
4 SWRMPO Plan 
5 Network and Route Maps 
6 Comparative Tram Densities 

cc Hon Henry Sanders. Chairman. SWRMPO 
William Hutchison. Chairman, SWRPA 
Hon James Sullivan, Commissioner ConnDOT 
Congressional Delegation 

woruig 6/1031386 c* 
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station location is adjacent to the Wheels 
Bus "pulse point" station in downtown 
Norwalk, and would provide direct 
connections from the station to employment 
sites throughout the city. 

Danbury Peak-Hour Train Service 

There is also a need for additional train 
service on the Danbury branch of the 
railroad, particularly running north during 
the peak afternoon rush hour At present, 
there is inadequate rush hour train service 
running north to Danbury, even though 
there ate many workers now commuting 
into the Region from the Danbury area each 
day. The addition of northbound train 
service between 4:45 and 6:00 PM would 
increase the convenience and efficiency of 
using mass transit to commute into the 
Region to work, a major goal of the 1995 
Regional Plan. As a direct result of 
SWRPA efforts, PM peak hour no.thbound 
service was initiated in July, 1995. 
However, additional service is needed. 

Increase Use of Rail System for Interstate 
Freight 

A major contnbuting factor to the severe 
congestion and air quality problems 
plaguing the northeast corndor is the truck 
traffic which must use the region to get 
from New England to New York and points 
south and west. While the completion of I -
287 in northern New Jersey offers a new 
way for truck traffic to bypass New York 
City and the South Western Region, going 
up the New York State Thruway to 

The nonheast corridor rail system can support 
additional freight usage to alleviate road congestion. 
Here, an Amtrak mail express tram passes ihrough 
Stamford station. 

Newburgh instead of using the George 
Washington Bridge and 1-95, additional 
freight traffic should be shifted onto the 
Region's rail network. 

A new proposal for the larger tri-state 
region would greatly facilitate the transfer 
of some truck freight to rail lines. The 
Access to the Core plan being developed 
jointly by the Port Authonty of New York 
and New Jersey, the Metropolitan Transit 
Authority, and New Jersey Transit would 
include provisions for direct rail freight 
access to Manhattan, possibly via the West 
Side Line and Oak Point link to New 
England, and to Long Island via the Hell 
Gate Line. Also, Road-Railer and single-
container-on-flatcar service should be 
inaguarated through the Penn Station 
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.Addiiional commuter parking lot.s. surh as this 
saielliic loi 111 Wcstpcri. are encouraged lo increase 
roil lipase 

tunnels S W R P A supports the development 
and implementation of plans which could 
substantially reduce truck traffic and 
congestion throughout the Northea t 
Corndor. 

7.5 Plan Policies 

SWRPA's adopted transponation policies 
address a w ide range of legislative, physical 
planning, and demand management issues: 

• Encourage development of a balanced 
transponation s\stem which uses a 
variety of modes operating in a 
complementary way to save energy, 
reduce congestion, improve air quality 
and highway safety, strengthen urban 
centers, and finallv. tct meet the needs of 

all residents, including the transit-
dependent and the disabled. Human -
scale design and "traffic calming" 
techniques should be used. 

• With the knowledge that financial 
resources are limited, analyze 
alternative fiscal and technical 
transportation strategies to meet 
regional needs. Such altematives 
should; 

1. Promote truck-competitive, 
intermodal rail freight 
service along the Nonheast 
Corridor. 

2. Promote shuttle buses to and from 
railroad stations. 

3. Promote improvement of highway 
safety laws, especially speed limits, 
and elimination of defective 
equipment on cars, buses and 
trucks. Increase State Police Troop 
"G" staffing to enforce safety laws. 
Increase weigh station operation 
and education in driving safety 
pracbces. 

4. Promote the use of less convenient 
locations and higher parking 
charges for single occupancy 
vehicles and also a weight/distance 
tax for heavy trucks. 

7.6 Between Now and 2005 

Seven specific areas of planning and 
programming emphasis are needed to help 
achieve the goals of the regional plan for 
improved transportation management and 
reduced automobile and truck traffic on the 

10. 
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Region's limited-access highway network. 
• Complete capital maintenance programs 

for the Metro-North New Haven 
commuter rail line, ensunng continued 
and enhanced service, including through 
service at Stamford-New Haven to 
Hartford. 

• Plan and implement an improvement 
program for U.S. Route 7 and Route 1 
corndors The SWRMPO should 
continue to advocate the completion of 
new U S 7 to Danbury. 

• Continue traffic safety and traffic 
management improvements for U.S. 
Route 7, the Merntt Parkway, and 1-95, 
especially: 
1. Constmct the full interchange 

between the Merntt Parkway and 
U.S. 7, and extend New U.S. 7 from 
Grist Mill Road to Route 33 South 
in Wilton. 

2. Exit 8 approaches to 1-95. 
• Begin to shift some long haul truck 

freight to intermodal rail freight along 
the Northeast Cortidor rai! line. 

• Provide for additional commuter 
parking at rail stations along the entire 
line to encourage transit use. 

• Complete the planned enhancement of 
Stamford s Transportation Center, with 
expanded capacity through the use of 
center island platforms. 

• Plan for the effect of additional traffic to 
and from outside the Region due to 
economic development not under our 

control. 

II-
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STD Ltr of 7/31/97 

LETTER TO GOVERNOR ROWUND 

M E T R O P O L I T A N ' 
P L A N N I N G 
O R G A N I Z A T I O N 
One Selleck Street Suite #210 East Norwalk, CT 06855 
Telephone: 203-866-5543 Fax: 203-866-6502 

June 18, 1997 

Hon. John G. Rowland 
Room 200 
State Capitol 
Hartford, CT 06106 

Dear Governor Rowland: 

The South Western Region Metropolitan Organization has been deeply interested 
in the rail freight sen/ice which will result from the division of Conrail between the Norfolk 
Southern Corporation (NS) and the CSXT Corporation (CSXT). We respectfully urge you, 
as Governor, to request the Surface Transportation Board to amend the proposal before 
it to provide for the shared use of the entire Northeast Corridor. This would provide for 
competition along the Northeast Corridor and will encourage enhanced intermodal rail 
freight service, to ease congestion on 1-95. 

The mutual agreement reached in April between NS and CSXT provides that only 
CSXT will take over Conrail in New England and east of the Hudson River, including 
Conrail's trackage rights over Metro North between New York City and New Haven. NS 
by contrast, had proposed direct operation of "Road Railer" and single containers on 
flatcars through Penn Station, and directly along the Northeast Corridor toward Boston. 
CSXT now proposes the more circuitous routing (over 100 miles longer) from Boston 
west to Albany, thence south along the west bank of the Hudson River to Northem New 
Jersey. NS clearly states that it had been working out all operating concems relating to 
direct operations thru Penn Station with Amtrak and the Long Island Railroad and with 
Metro North for operation on the New Haven Line. 

We note that the CSXT/NS agreement of April 1997 allows for the joint use of the 
Amtrak Northeast Corridor from Philadelphia to Newari<, which shares track space with 
New Jersey Transit and SEPTA trains. Accordingly, we urge that this same principle of 
shared usage could and should be extended eastward, across the Hudson River at least 
to New Haven, where Conrail trackage rights end. Continuation east and north in 
cooperation with the several existing regional railroads would t.ien be possible. The 
proposed division of Conrail between NS and CSXT is now before the Surface 
Transportation Board for a decision. 

Hon. 
Chairman'̂  ^2-

cc: Congressional Delegation «OI*,JI,.>M 
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TRANSPORTATION PLAN 
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STB Ltr of 7/31/97 

SWRMPO PLAN 

South Westem Regional Planning Agency 
One Selleck Street Suite 210 

East Norwalk, CT 06855 
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Sackqrouncj 

The South Western Region is situated along the primary freight service route to and from 
New England. Along the Northeast Corridor, within the South Westem Region the two 
transportation facilities which are available for freight transport are 1-95 and the Northeast 
Corndor Rail Line, known locally as the New Haven Rail Line. 

There is not a single through freight train operating east of New York City on the Northeast 
Rail Corndor. While the use of the Northeast Rail Corridor is restricted by low overhead 
clearance, horizontal clearance restrictions, intensive passenger train use the Penn 
Sta ion tunnels are the only direct crossing of the Hudson River and limited terminal 
tacilities. This line is. however physically capable of accommodating "Road-Railer and 
Single-stack container" trains as well as freight cars that are not "over dimension". 

Cun-ently. all through rail freight which enters and leaves New England uses two rail routes 
through westem Massachusetts. Trains from northem New Jersey and points south are 
forced to travel 150 miles north to Albany to cross the Hudson Rivers. This circuitous route 
increases the cost of rail shipments and increases delay so the a major portion of New 
England freight is moved by truck. 

As noted in the South Westem Region Long Range Transportation Plan 1993-2013 
additional freight movement problems included: 

1. Congested highways and streets slow trucks in many areas. This is compounded by poor 
curbside management. 

2. Reliable delivery schedules are hard to maintain as a result of highway crowding; incidents, 
accidents, and construction delay; and circuitous routings caused by commercial traffic 
restrictions and outmoded, insufficient h'ghway infrastructure. 

3. Freight costs are high, relative to the rest of the nation, because of highway congestion, 
construction, incidents, also minimal use of rail, and the higher costs of doing business iri 
the New York area. There is a lack of competitive warehousing and distribution centers east 
of the Hudson River. 

4. Air pollution, particulariy carbon monoxide and particulate matter, is generated by trucks 
and is locally intensified by prolonged tojck idling and congestion. No effective air pollution 
control measures for large tmcks exist at present. 

5. Highways, along with water mains and other subsurface infrastructure, are damaged and 
fail at a faster rate as a result of heavy truck use. There are many missing, restricted or 
insufficient highway links. 

14. 



Repent Devftlopments î ^̂  Propnsyig 

There are three recent developments and proposals which affect the viability of rail 
freight in the South Westem Region. viaoiiiiy or ran 

1 • Proposed Merger of Eastem Railroads 
Late in 1996. Conrail and CSXT railroad management announced plans to merae into a 
single railroad. This would .reduce the number of major railroads^n the eastem U I f or^ 

the proposed CSX/Conrail merger and made a counter proposal Neaotiations are 
underjvay between the three companies. A final public deterS,ination win be n̂ âde by fhe 

Commission (ICC). ,he Coalition of Northeastern Governors have adopted a policy 
concerning this merger, which calls for competitive service and Norfolk Southern 

? a ' i i : r " t f ' ' H ' ' ^ ' r " " '^ the o S o n t o "Roa" 
qtJ^/n T ? ^ container on flatcar intermodal trains directly through the Penn 
EnoSnH Th Corridor/New Haven Rail line into southem New 

for rifany years"'°' '° ' " " ^ " ' " ^ ^^9*°" transportation policy 

2. New York Hartjor Tunnel 

New YOI^MI 'J^^^^^K^K' '^ '^ °^ P^°P°^«d ^ freight tunnel under 
n ^ t ^ L i ^ . ^ r . ^ '^''^'^ ^" clearance rail connection between the 
national rail freight system and New York City and New England. 

3. Rhode Island Proposed Containerport 
Rhode Island voters recently approved a state bond issue to finance capital improvements 

Z L T ^ r l l lTVS' ' -^.^' '^^^' '^^^ N^^ '̂ Air Station at Quonset Point. 
Direct North East Rail Corndor freight service connections would benefit this facility. 

Continue to monitor freight activities and studies and to participate in the Connecticut 
Public Transportation Commission (CPTC) and other organizations that discuss or impact 
freight. Findings and recommendations will be incorporated Into future Transportation 
Plans and programs as appropriate. 

Recomm^p^p^iony 

• Improve Rail Competitiveness 

a. Revise public policy to actively promote and subsidize If necessary high
speed intemiodal rail freight service along the Northeast Corridor via the 
Penn Station's tunnels, and directly along the Northeast Corridor Rail line. 
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b. Provide full overhead clearance sufficient for "double-stack" containers. 
Encourage Connecticut to cooperate with New York, Rhode Island, and 
Massachusetts in this venture. 

c. Continue advocacy through the Connecticut Public Transportation 
Commission (CPTC) as well as direct recommendations to appropriate state 
officials and the intermodal policies of the South Westem Region Long 
Range Transportation Plan. 

d. Identify and propose solutions to baniers to rail freight transport. 

Support those railroads who desire to provide high-speed Intermodal rail freight 
service along the Northeast Conidor through New York City. 

Support competitive rail freight service for New York City and all of New England by 
at least two major national railroads. 

Support the proposed New York Harbor rail freight tunnel. 

Support Incident Management Activities to reduce incident related congestion 

Improve truck efficiency and safety 

a. Support increased State Police patrols on 1-95 and continue current 
enforcement activities. 

b. Continue to support truck inspection activities. 

c. Integrate freight movement, such as requiring off-street loading areas, into 
site planning, design and approval process. Provide incentives for retrofitting 
existing buildings with off-street loading areas. 

d. Support alternative-fuel truck fleets. 

16. 



Attachment fi 
STB Ltr of 7/31/97 

NETWORK AND ROUTE MAPS 

NEW YORK CITY. LONG ISLAND AND NEW ENGLAND 
WILL NOT BE DIRECTLY SERVED BY THE RAIL NETWORK OF 

THE NEW TRIPLE CROWN NETWORK 

Figure TLF-14 
The New Triple Crown Network 

n. 



Attachment g 
STB Ltr of 7/31/97 

NEW YORK CITY, LONG ISLAND AND NEW ENGLAND »c•n«r̂ D.̂  A. ,^ « 
WILL NOT BE DIRECTLY SERVED 3Y EITHER THE NETWORK AND ROUTE MAPS 

SHENANDOAH OR THE PIEDMONT ROUTES 

Th* ShtnandOBh Routt Flyura JWM-1> 

Th* Pladmonl Rout* FIgur* JWM 

/ 8 -



COMPARATIVE TRAIN DENSITIES 
NORTHEAST CORRIDOR RAIL LINE (NEC) 

NORTHERN HALF (NEC) Newark, N.J. - Boston, Mass. 

LOCATION MILES EXISTING 
PASS. FRT. 

PROP 
PASS. 

OSED 
FRT. 

TOTAL CHANGE 

Mass Mansfield - Readville 
Attleboro - Mansfield 

15.9 
7.2 

70 
44 

4 
4 

70 
44 

4 
4 

74 
48 

0 
0 

Conn Bridgeport - New Haven 
Norwalk - Bridgeport 

16.0 
15.5 

102 
92 

3 
2 

102 
92 

3 
2 

105 
94 

0 
0 

N.Y/Conn. New Rochelle - Nonvalk 25.0 192 5 192 5 197 0 

SOUTHERN HALF (NEC) Washington, D.C. - Newark, N.J. 

LOCATION MILES EXISTING 
PASS. FRT. 

PROP 
PASS. 

OSED 
FRT. 

TOTAL CHANGE 

N.J Lane - Union 
Union - Midway 
Midway - Momsville, PA. 

7.1 
21.6 
17.3 

240 
166 
156 

3.4 
3.4 
3.4 

240 
166 
156 

11.0 
11.0 
11.0 

251 
177 
167 

+7.6 
+7.6 
+7.6 

PA Momsville - Zoo (Phila.) 
Arsenal (Phila.) - Davis, Del. 

28.5 
25.0 

132 
116 

3.4 
2.3 

132 
116 

7.1 
10.5 

139 
127 

+3.6 
+8.2 

Del/Md. Davis - Perryville 21.1 67 4.5 67 12.4 79 +7.9 

Md. Perryville - Baltimore 
Baltimore - Bowie 
Bowie - Landover 

32.4 
28.6 
8.3 

77 
99 
99 

14.3 
2.4 
3.2 

77 
99 
99 

15.6 
7.7 

12.5 

93 
107 
112 

+1.3 
+5.3 
+9.3 

o 
o 
s 
> 

5 

Note: See other side for LOCATION MAP OF NORTHEAST CORRIDOR RAIL LINE (NEC) 
Locations listed above are identified with a dot. 
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Certification of Richard C. Carpenter 

Richai d C Carpenter, certifies under penalty of perjury as follows: 

1 am the Executive Director of the South Westem Regional Planning 
Agency located in the southwestern comer of the State oi'Connecticut, at 1 Selleck 
Street, Suite 210, E Norwalk, Ct 06855 As such 1 am familiar with truck and rail traffic 
in southwestem Connecticut, the greater New York/New Jersey area, and in Southem 
New England 

Interstate Route 95 which traverses southwestem Connecticut, and is the 
most direct and only w ater level interstate route into New England, is one of the most 
heavily used truck routes in the United States Heavy tmck congestion on that highway is 
a major economic, safety and environmental problem 

At present, trucks servicing southern New England and crossing the 
Hudson River, have several options for access to the rest of the nation. They may use the 
Massachusetts Turnpike Bridge (1-90), the Newburg/Beacon Bridge (1-84) the New York 
Throughway Bridge (1-287) or the George Washington Bridge (1-95 and 1-80) 1 
understand that CSX Norfolk Southem intend to launch a major marketing campaigri to 
service New England traffic from their terminals in Northem New Jersey To the extent 
that this strategy is successfijl it will exacerbate the already rritical truck traffic 
congestion, particularly on route 1-95 Safety of motorists will be gr̂ vely affected and 
the already horrendous environmental problems associated with this heavy concentration 
of tmcks will increase m direct proportion to the success of the CSX-NS marketing effort. 
A continued and indeed a successfiil effort by the rail industry to serve the New England 
market from New Jersey, instead of crossing the River directly by rail to New York City 
or Southem Connecticut points, is therefore directly contrary to the public interest and 
should not be allowed 

The Providence and Worcester Railroad and the Petitioners state that 
conilicts with passenger st ices eliminate service on the Northeast Corridor as a viable 
option or limit it to such an extent that the Board need not consider it I attach hereto as 
Exhibit H, a copy of the New Haven Railroad April, 1946 employee timetable, (#159) 
which shows all scheduled passenger, and mail and express train movements between 
New York City and New Haven I also attach as Exhibit I hereto a copy of the July, 1946 
New Haven Railroad freight service timetable which lists all through freight movements. 
I note that in 1946. the same track structure as exists today was in service, with the 
exception that there are now three instead of four tracks for the short distance of 12 miles 
from Devon to New Haven. Connecticut However, in 1946, the signal system on this 
line was considerably less sophisticated than today fhen, the signal system provided for 
two tracks east and two tracks west, instead of the four track bi-directional traflic control 
system that exists today, which provides considerably greater train capacity Train 
speeds are slightly higher today, as compared with 1946 
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The following tiaii. densitv compansons are of intciest 

1998 

New Rochelle-Stamford 

Total 

Woodmont-Nevv Haven 

Total 

228 I'assenjier 
22 treight 

250 

111 Passenger 
24 Freight 

135 

Pelhani Bay-Hellgate Bridge 29 passenger 
22 freight 

Total 51 

22.5 passenger 
5 freight 

230 

83 passenger 
3 freight 

86 

27 passenger 
2 freight 

The argument that there is no track capacity for freight services is not consistent with the 
former record of the New Haven Railroad 

Institution of freight service on the Northeast Corridor through New York 
wculd provide New England shippers with the first viable alternative to truck service since 
the Penn Central ended through freight services via the Bay ridge (Brooklyn) - Greenville 
(New Jersey) car floats 

RoadRailer service through Pennsylvania Station in New York is feasible 
I personally attended tests of RoadRailer equipment through Pennsylvania Station of 
August 3, 1982 1 saw RoadRailer trains passing through the station Indeed, I am 
depicted in the photograph of that test which was published in Railway Age, Exhibit B to 
the affidavit of John F McHugh above Single container-on-flatcar (COFC) through the 
Penn Station tunnels is also feasible Just such rail intennodal equipment presently runs at 
bjgh speed through the Channel Tunnel between and England and France 

The reduction of truck dependence in .New England and the reduction of 
emissions from truck tratlic on Route 95 both in Connecticut and in New York State, are 
high regional priorities and the Board should not approve any plan which fails to address 
this truck congestion and emissions problem i he congressional proposal takes 
immediately available, practical steps to open two new access routes for this traffic to be 
handled by rail Clearly, this constitutes a reasonable step to mitigate the effects of the 
planned CSX-NS marketing effort and would both beUer .serve the shippers of this region 
with lower cost as well as more reliable services Most significantly, the environment will 
be significantly improved to the extent that any such service is successfijl which is in 
marked contrast to the effect of the present CSX-NS proposal Indeed, at a public 
meeting of the Connecticut Public Tiansportation Commission, in eaily 1997, but pnor to 
their negotiations with CSX, representatives of Norfork Southem stated their desire to 
operate Roadrailers and single container-on-flatcar (COFC) trains through the Penn 
Station tunnels 

State of New York, City of New Vork 
Januarv 12, 1998 

Richard C Carpenter 



ENCLOSURE 3 
Ltr of 1/30/98 

DRAFT ENVIRONMENTAL IMPACT STATEMENT 
Finance Docket No. 33388 

"PROPOSED CONRAIL ACQUISITION" 
Volume 3B Chapter 5 

Page NJ-5 

CURRENT AND PROPOSED TRUCK TRAFFIC TO/FROM 
INTERMODAL TERMINALS IN NORTHERN NEW JERSEY 

OPERATOR TRUCKS/CONTAINERS TRUCKS TRIPS/DAY 

LOCATION CURRENT PROPOSED CURRENT PROPOSED DIFFERENT 

-CSX 
LITTLE FERRY Bergen County, N.J 

215 392 430 784 +354 

-CSX 
SOUTH KEARNY Hudson County. N.J 

410 488 820 976 + 156 

-NS 
E-RAIL Union County, NJ. 

72 407 144 814 +670 

-CSX/NS 
PORTSIDE Union/Essex, Counties, N.J. 

26 76 52 152 + 100 

TOTAL 723 1.363 1.446 2.726 +1.280 
+88.5% 

wori>ir>g 7/c)oc333e8 98 
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Figure 2.6 Low Growth Forecast Volume to Capacity Ratios - Connecticut and 
Rhode Island 
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January 28. 1998 

E N V I R O N M E N T A 

D O C U M E N T 

Attn Elaine K Kaiser 
Environmental Project Director 
Office of the Secretary 
Case Control Unit 
Finance Docket No 33388 
Surface Tr::asportation B jard 
1925 K Street, N W 
Vashington, DC 20423-0001 

SUBJECT NORFOLK SOUTHERN AND CSX FREIGHT MERGER 

Gentlemen 

The Somerset County Chamber of Commerce has been a strong proponent for 
reactivating the West Trenton Passenger Rail service 1 personally testified 
before the Congressional Transportation Committee, along with Mayor 
Kenneth Scherer of Hillsborough and Congressman Bob Franks Currently we 
are working with NJ Transit on the West Trenton study fiinded by the Surtace 
Transportation appropriations We have bsen proponents of national rail 
infrastructure improvements 

The Norfolk Southem and CSX fi-eight merger plan has been of great interest 
to the Somerset County Chamber of Commerce Our local economy relies on 
an excellent rail infrastructure system, both passenger and freight. 

We are requesting that the Surface Transportation Board make as a condition 
of approval on the merger that the West Trenton Line accommodate dual use 
of both freight and fiiture rail passenger semce and that existing passenger rail 
senice serving Somerset County not be advers-iy impacted at the expense of 
expanded freight service 

The Chamber organized a successfijl West Trenton Coalition of supporters 
reaching from Bucks County, Pennsylvania to Union County, NJ More 
recemly we are active supporters of the Rantan \al!-y Line Coalition 

K a r h i i r j ( K,„<-. I ' nM i t . nl 

|-() i<.>v K^^ . S.-„KTMIIC, Nev. Jerses (WH76-()HV^ • (908) TP.V 15.52 • [ ax (^(mI 722-782.1 
Wfhsiu- hlipV/'A v̂  vN.MimcrsetcouiiiychamlHT org 



Congressman Franks has been a strong advocate of rail infrastructure 
enhancements and an effective community leader. 

Cordially 

Barbara C. Rocs 
President 

Cc: Congressman Bob Franks 
Somerset County Planning Board 
Commissioner Haley, Transportation NJ 
North Jersey Transportation Planning Authority 
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CITY OF HOPKINSVILLE 

KENTUCKY 

42241-0707 

W I L L I A M WALLACE B B Y A N J R 

M A VGA 

January 20. 1998 

PHONE 502 887-4000 
FAX 502 885-CITY 
TOD 502 687-4287 

ENVIRONMENTAL 
DOCUMENT 

Office of the Secretary 
Case Control I 'ni t 
STB Finance Docket No. :i:i;W8 
Surface Transportation Board 
1925 K Street .WV 
Washington DĈ  20123-000] 

Attention: Klame K. i\ai.ser. PaivironnK'ntai Project Director. Knvironniental Filing 

RF: Draft Environmental Impact Statement - Recommended Mitigation for 

Kentucky 

I)e;ir Ms. Kaiser: 

This letter concerns the Draft Environmental Impact Statement (DEIS) i.ssued hy 
the Boards Section of Environmental Analvsis on Decemher 12, 1997. that directs 
CSX to consult with appropriate authorities in the Commonwealth of Kentucky 
regarding Acquisition-related imi)acts. Specifically, the DEIS directs CSX to 
consult with the City of !lo|)kins\ ill(> c(tnceriiing a grade separation at East 9''' 
Street. DOT #;M.")-2()7 \ . 

The Kentucky Transportation (\ihinet is the dc^signated. lead agency overseeing 
the.-̂ e matters. The need for grade separations is determined hy the Cahinet 
throuiih a comprehensive statewide planning process and through input form local 
official.-. This mitigation recommend'ition is best addressed through their existing 
procedure.-.. The City s position is that mitigation is not warranted at this time. 

Further, plea.̂ e note that the recommended grade separation is not approjiriate for 
this site. East 9'*' Street is located within an estahlishinl commercial and historic 
are;i and construction of a tirade separation would have minu>rous adverse 
con.se(|uences. 



Elaine Kaiser 
Surface Transportation Board 
January 20. 1998 
Page 2 

While the City appreciates the Board s intere.< t̂. we prefer not to di.srupt our 
community by grade .separating East 9'*' Street. 

Respectfully, 

w.w. Bryan.Mr. ^ 
Mayor 

cc: Jav Westbrook. CSX 
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STATE OF C O N N E C T I C U T 
.^spK^ IXPARTMENT OF TRANSPORTATION 

J yg^Ll.N TURNPIKE. P.O. BO.X 317546 

' M H N T NEWINGTON. CONNECTICUT 06131-7546 

Ottice of the 
Commissioner 

January 30, 1998 
An Equal Opportunity Employer 

Office of the Secretary 
Case Control Unit 
Finance Docket Number 33 3 88 
Surface Transportation Board 
1925 K Street, NW, Room 500 
Washington, D.C. 20423-0001 

Attention: Elaine K. Kaiser 

Ladies and Gentlemen: 

Subject: Finance Docket 33338, Draft EIS 

The Connecti.^ Department of Transportation (CDOT) 
appreciates the opportunity to comment on the Surface 
Transportation Board's (STB) "Draft Environmental Impact Statement, 
Proposed Conrail A c q u i s i t i o n " (DEIS) dated December 12, 1997. 

Based upon the discussion of the impacts that the subject 
A c q u i s i t i o n may have on the state of Connecticut (DEIS, Volume 3A, 
Chapter 5), i t appears that CDOT was unsuccessful i n f u l l y 
a r t i c u l a t i n g the nature and depth of i t s concern for an 
unconditioned approval of the Primary Application. This i s c l e a r l y 
demonstrated by a s i g n i f i c a n t l y understated categorization of the 
nature of CDOT's comments as " A i r . " 

As stated i n our August 5, 1997 sucmittal, the areas i n 
Connecticut that w i l l be d i r e c t l y affected by the A c q u i s i t i o n are 
not m attainment with the US Environmental Protection Agency's 
National Ambient A i r Quality Standards. Notwithstanding the noise 
and public safety impacts associated with the current l e v e l of 
t r a f f i c congestion i n the 1-95 corridor, vehicular emissions i n the 
corridor are what continue to seriously undermine e f f o r t s to 
achieve attainment. Clearly, t r a f f i c congestion and a i r q u a l i t y are 
i n e x t r i c a b l y linked i n t h i s region. 

Seemingly contradictory statements i n the DEIS suggest 
that a general reconsideration of the impacts of the A c q u i s i t i o n i n 
the state of Connecticut i s appropriate. For example, i t i s stated 
in the DEIS that, "CSX and NS a n t i c i p a t e that due to predicted 
t r u c k - t o - r a i l diversions, Connecticut would experience a benefit i n 
the areas of emissions, noise and safety." This assertion i s 
apparently contradicted by the statement i n the very same section 
that ". . .no r a i l l i n e segments, r a i l yards or intermodc-"' " a c i l i t i e s 
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i n Connecticut would experience increased t r a f f i c or a c t i v i t y . . . " 
R e a l i s t i c a l l y , i t i s conceivable, i f not l i k e l y , that t r a f f i c 
congestion and a i r q u a l i t y w i l l worsen i f the Primary Application 
i s approved i n i t s current form. 

In sharp contrast to CSX, NS e n t h u s i a s t i c a l l y indicated 
to CDOT (p r i o r to A p r i l of 1997) that RoadRailer-type service would 
f i g u r e prominently i n i t s business and operating plans. Should t h i s 
type of intermodal service f l o u r i s h i n southern regions, but 
terminate west of the Hudson River i n the North Jersey Shared 
Assets Area, i t must follow that a s i g n i f i c a n t number of containers 
destined f o r points east of the Hudson River w i l l complete the t r i p 
by truck on 1-95. Paradoxically, a plan which purports to reduce 
t r a f f i c congestion, as well as enhance a i r q u a l i t y and public 
safety, w i l l have quite the opposite e f f e c t i n Connecticut. 

To generally improve r a i l f r e i g h t service i n the region, 
as w e l l as to address almost c e r t a i n environmental impacts, CDOT 
recommended that the STB approve the Primary Application only with 
conditions to ensure f u l l competitive access to Connecticut f o r two 
cr more Class I c a r r i e r s ; to ensure competitive connections to 
national markets f o r s h o r t - l i n e and regional r a i l r o a d s i n New 
England; to provide true incentives for the t r u c k - t o - r a i l diversion 
of t r a f f i c i n the 1-95 cor r i d o r ; and to ensure the a p p l i c a t i o n of 
uniform, competitive rates f o r shippers i n Connecticut and other 
areas east of the Hudson River. 

The Department contends that by extending the North 
Jersey Shared Assets Area as fa r easterly as New Haven, the 
aforem.entioned conditions could be rather simply met. Obviously, 
t h i s would require great-.r use of an improved c a r f l o a t operation i n 
New York Harbor and operation of RoadRailer-type t r a i n s through 
Penn Station, as commuter operations permit. Though each of these 
service options represent a viable a l t e r n a t i v e to a ci r c u i t o u s 
r o u t i n g around the state of Connecticut, neither i s curr e n t l y 
u t i l i z e d . 

As a minimum, the STB must d i r e c t the CSX and NS to 
negotiate f u r t h e r with affected c a r r i e r s to esta b l i s h , by date 
c e r t a i n , competitive r a i l access and e f f e c t i v e gateways f o r markets 
east of the Hudson River. Then, assuming the STB retains 
j u r i s d i c t i o n as requested by CDOT and many other p a r t i e s of record, 
s p e c i f i c conditions should be imposed i f competitive access to the 
region has not been created. 

Given the l i m i t e d information contained i n the 
aforementioned section of the DEIS, CDOT i s not wholly s a t i s f i e d 
that the less obvious impacts of the Acquisition have been f u l l y 
considered. I t i s CDOT's p o s i t i o n that i n areas of nonattainment. 
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such as the 1-95 c o r r i d o r i n Connecticut, both the primary and 
secondary impacts of the Acq u i s i t i o n deserve f a r greater scrutiny. 
Further, there should be a f a r greater willingness on the part of 
the STB to exerr i se i t s f u l l a u t h o r i t y i n prescribing m i t i g a t i o n i n 
such areas. 

Therefore, we r e s p e c t f u l l y request that the Board 
reconsider the environmental impacts that the Acq u i s i t i o n w i l l have 
i n the state of Connecticut. 

1., Very t r u l y yours, 

James F. Sullivan 
Commissioner 
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JAMES R. NIMZ; P.E./P.S. 
SENECA COUNTY ENGINEER .:Qn?4?wlE^^mb 

111 MADISON ST 11>< ^ Q ^ ( f f / " * ° 111 MADISON ST 
TIFFIN OH 44883-2824 

OFFICE 
147-1011 

7 1304 

lARAGE 
19)447 3863 

January 26, 1998 

Office of the Secretary 
Case Control Unit 
STB Finance Docket No. 33388 
Surface Transportation Board 
1925 K Street, NW 
Washington, D.C. 20423-0001 

RE: Comments on Draft E. 
for Conrail Merger 

SENECA COUNTY OHIO SETTING 

Located i n North Central Ohio. One hour southeast of 
Toledo, 2 hours west of Cleveland and 1 1/2 hours north of 
Columbus. 
Rural wit h sporadic development. 
The C i t y of Fostoria i s situated p r i n c i p a l l y w i t h i n Seneca 
Countv. 

RAII,J?QAD FACILITIES IN/AFFECTING SENECA COUNTY 

Rail l i n e s 

5 separate lines 
*4 lines are Class I railrcads 

(2 lines CSX and 2 lines NS) 
*1 l i n e Short Line - Port Authority 

Ma'ior Raii Yards 

1. Bellevue (NS) e x i s t i n g f a c i l i t ' / s i t s on northeast 
County l i n e Seneca/Sandusky/Hu^on 

2. W i l l a r d (CSX) an ex i s t i n g yard that w i l l become a 
key terminal (including f u e l i n g f a c i l i t y ) i s only 
5 miles east of Seneca County i n Huron County 

Rail MiMinq Plant 

NS has j u s t begun operation at t h i s plant on the 
east side of FoGtoria. 



3. SJ^FETY CONCERNS 

A. General Comments 
The City of Fostoria i s i n Seneca County. 

Fostoria possesses many unique problems. These problem 
areas s p i l l over to the surrounding townships i n our 
County. The key item that appears to have been t o t a l l y 
ignored i n the d r a f t EIS i s that t r a i n t r a f f i c does not 
"pass through" Fostoria; switching and turning 
movements are performed here. This c u r r e n t l y r e s u l t s 
i n t r a i n s stopped, blocking c i t y s t r e e t s , county roads 
and township roads while waiting to get through 
Fostoria. I t i s not uncommon now for Fostoria, county 
and township roads to be blocked by stopped t r a i n s for 
over one (1) hour. What w i l l happen when 22 t r a i n s per 
day are added to C-075, 10 t r a i n s per day added to C-
070 and 8 t r a i n s per day to N-071? While a l l these 
t r a i n s are stopped, waiting for turni n g movements, the 
county and township roads east, north and south of 
Fostoria w i l l be blocked. This w i l l i n t e r f e r e with 
emergency, f i r e , police, FMS and t o t a l l y disrupt normal 
vehicle movement. This e n t i r e s i t u a t i o n , Fostoria and 
the surroundinci towns^^-'ps, must be analyzed and 
s a t i s f a c t o r i l y addressed before t h i s o f f i c e can support 
t h i s merger. 

B. Freight Rail Operation 
SEA has l i s t e d CSX l i n e C-075 as having a 

" s i g n i f i c a n t increase" for accident rates betv;een cars 
and f r e i g h t t r a i n s . However, SEA appears to have 
analyzed each l i n e separately and has not taken i n t o 
account the major adve.'se compounding e f f e c t that 
d r a s t i c a l l y increasing three Class I Lines (C-070 by 10 
t r a i n s ; C-075 by 22 t r a i n s ; N-07i by 8 t r a i n s ) w i l l 
have m one county. We strongly believe that q u a l i t y 
of l i f e i n Seneca County w i l l be very advp^sely 
effected by t h i s increase. 

The "extensive" c a p i t a l improvements proposed for 
Fostoria, need tc be extended to the surrounding 
townships. 

C. Highway/Rail at Grade Crossings 
.-2A hcs i d e n t i f i e d four crossings i n our County as 

ClasL - sig; i ficance. 
This o f f i c e believes that t h i s number is low. 

Seneca County has the dubious designation of 
consistently ranking i n the top f i v e (5) Ohio counties 
for grade crossing f a t a l i t i e s . An increase i n t r a i n 
t r a f f i c can only serve to increase t h i s s t a t i s t i c . 

Seneca County currently has a "hump" crossing 
problem. Over two years ago, a county-wide standard 
was developed and adopted. With our l i m i t e d funds, we 
have only been able to get a handful of the 160 plu." 
crossings up to standard. We strongly believe that as 



part of t h i s merger approval, a l l the effected 
highway/rail at grade crossings must be upgraded to oui 
County Standards, (copy attached) 

At a minimum, the CSX l i n e C-075 (increase of 22 
t r a i n s per day) should have l i g h t s and gates i n s t a l l e d 
at a l l crossings. 

Hazardous Material Transport by Rail 
SEA has i d e n t i f i e d C-070 and C-075 as being "major 

key routes" and C-070 i s also "new key route" for 
transporting hazardous materials. 

The suggested m i t i g a t i o n does not begin to go far 
enough to protect the ci t i z e n s l i v i n g along these 
routes. CSX should provide t r a i n i n g for the lo c a l EMS, 
f i r e , police on at least a six month basis since many 
of the personnel are volunteer. There needs to be 
advance communication with the EMA Director at least 
monthly on what material w i l l be moving through that 
month. 

Roadway Crossing Delay 
SEA has chosen to only look at crossings wi t h 5000 

ADT. As we stated e a r l i e r i n the Safety Concerns -
General Comments, the e x i s t i n g t r a i n t r a f f i c already 
causes unacceptaole road blockages i n and around 
Fostoria. There needs to be a detailed review of 
Fostoria and the surrounding townships to see how the 
proposed increase i n t r a i n t r a f f i c i s going to back-up 
i n t o the townships. Just because most of our lo c a l 
ADTs are less than 5000 does not mean we have 
s i g n i f i c a n t l y less safety concerns. Currently Seneca 
County consistently ranks i n the top f i v e (5) counties 
i n the State of Ohio regarding accidents at r a i l 
crossings. 

This report has generally ignored the Fostoria 
problem and t o t a l l y ignored the extended problems 
created i n the townships. Whei our County i s c u r r e n t l y 
experiencing one (1) hour blockages of roads, we 
strongly believe that the following summary statement 
i s t o t a l l y inappropriate "the proposed Conrail 
a c q u i s i t i o n would have no s i g n i f i c a n t e f f e c t on vehicle 
delay for most at-grade crossings i n Ohio. However 
seven crossings i n Butler, Cuyahoga, Hamilton and 
Lorain Counties...". 

We w i l l strongly oppose t h i s m>erger u n t i l the 
problems i n Fostoria and the surrounding townships are 
oroperly addressed. 

Seneca County Air Quality 
SEA has already i d e n t i r i e d a 29? i n NO, emissions. 

Again t h i s i s assuming t r a i n s are passing through. 
What are the real a i r q u a l i t y problems that need to be 
addressed by stopped t r a i n s and blocked roads? Just 
because we are m an attainment area, we should not be 



subjected to such large increases without m i t i g a t i o n . 

G. The general concern of the study was to evaluate the 
re s u l t s of the merger against "preacquisition" numbers 
instead of using t h i s as an arena to f i x some of the 
exis*"ing problem.s associated with r a i l commerce in a 
proactive m.anner. Also the future growth of r a i l 
commerce along these lines and t h e i r impact i n a l l of 
the ^bove items was not discussed. 

Future law w i l l allow communities to apply for noise 
reviews which disallow the t r a i n engineer from blowing 
the hour i n areas with four quadrant gates or si m i l a r 
warning devices. What w i l l happen i f and when the 
warning devices f a i l ? Based upon past h i s t o r y with 
CSX, I t i s not uncommon for them to close a crossing 
for repair work without seeking the needed permits or 
advising the proper emergency response agencies. The 
crossing may remain closed for 3-8 weeks with no 
workers i n the area for weeks on end. Only a f t e r 
c a l l i n g the PUCO do we get action. With t h i s track 
record, i s there any way to mitigate better response to 
the l o c a l agencies as well as minimizing the closure 
time of the crossing. 

Very t r u l y yours. 

R. Nimz, P.EyP.S 
a County En^rrKeer 

JRN/cam/mad 
cc: US Representative Paul Gillmor 

US Senator John Glenn 
US Senator Mike DeWine 
Senator Larry Mumper 
Representative Rex Damschroder 
Representative Randy Weston 
PUCO 
ORDC - Tom O'Leary 
Board of County Commissioners 
Regional Planning 
Cit y of Fostoria 
Cit y cf T i f f m 
V i l l a g e of Republic 
.Adams Township 
Big Spring Township 
Clinton Township 
Hopewell Township 
Jackson Township 

Liberty Township 
Loudon Township 
Pleasant Township 
Reed Township 
Scipio Township 
Thompson Township 
Venice Township 

Attachments 
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ENVIRONMENTAL 
DOCUMENT 

Stt'pht-n K. KiH'd 

MiiM.r 

Office of the Mayor 
The City of Harr i sburg 

('it> (icivfrninent C enter 

Harrisburs. I'A 17101-1678 

Januarv- 20, 1998 1 

Case Control Unit, Case # 33.̂ 388 
Surface Transportation Board 
Oftice ot'the Secretar\' 
\975 K Street, N W 
Washington, D C 20423-0001 

.Attention l laine K Kaiser, Environmental Project Director, Environmental Filing 

Subject Environmental Correction Request: Acquisition of Conrail Corporation by Norfolk-
Southern Railroad Companv 

Dear Ms Kaiser: 

The City of Harrisburg has a giave concern with an overflow drainage problem caused by lack of 
storm water accommodation along the Conrail line through the Citv of Harrisburg The periodic 
Hooding caused by inadequate drainage facilities leading trom the Conrail tracks at this vcr>' 
heavily traveled intersection in the City is a safety related issue. We request that Norfolk 
Southern Railway Company, Inc be directed to correct the situation as a condition -,f approval of 
the acquisition of Conrail 

The raii segmem idemified in Draft EIS Volume 3B Chapter 5, 5-P A 4 1, and depicted on the 
I 'SGS and Commonwealth of Pennsylv ania DER Topographic and Geologic Survey, Harrisbura 
East Quadrangle. P.\-Dai;phm Co . 7 .> Minute Senes (Topographic) 1959. (attached) is icientitled 
as the Reading Railroad running between Penn Central Rail Road and the Reading Rutheiiord 

aids to the east The track falls in elevation from the v icinity of 26th Street, Harrisburu at BM 
(eiev at.on) 403 o 13th Street, BM (elevation) 338. a ditTerence of 65 feet in a distance of about 

i I 4 miles The drainage from that large area is tunneled down the tracks to a point in the City 
where there are no facilities to transpon stoimwater runotV to the natural drainage channels 
(Pa.\ton Creek and Susquehanna River) At that point, stormwater overflows parking lots and 
private property and then nins into the City streets, causing propertv damage and accfdents One 
such incident occurred in 1905 during an unusually severe thunderstorm. Attached is an accidem 
report involving a City Fire Bureau Hook and Ladder Truck that collided with cross traftic on 
Cameron Street (the busiest truck route in the City, carrying 35,200 vehicles per day), when its 



brakes were rendered inoperable by the vast amount of storm run off flowing down the street. 
Although this is an unusually severe example, incidents of this nature occur several times during 
each spring and summer as thunderstorms pass through the area. Further, local Conrail Track 
Supervisors have reported that at times they have halted trains passing over that section of rail 
because storm runoff had accumulated to a depth sufficient to cover the tracks, rendering the rail 
road unsafe for passage. 

The City of Harrisburg respectfully requests that The Surface Transportation Board direct 
Norfolk Southem to construct proper stormwater drainage facilities to carry runoff from the rail 
road bed described above to the Paxton Creek. You may contact Mr. Joseph Link, P.E., City 
Engineer for any further information conceming this matter. (Phone 717-255-3091) 

With warmest regards, I am 

Yours sincerely, 

Step^n R. Reed 
Mayor 

attachments (accident report, phologrdph.<i aiid iiups) 

c: Joseph V Link, P E , City Engineer 
Judith Schimmel, City Solicitor 

JVL,'pmk.'cng envcor. ltr 
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CONRAIL T R A C K S 
STORM DRAINAGE OVERFLOW 

PHOTO No. 4 
.Area of Flooding-
Rearof AVIS Pkg Lot 

PHOTO No. 6 
Drainage path through 
Harnsburg Cold Storage 
Pkg Lot to Bcrryhill St. 

PHOTO No. 5 
Site of Accident-
Intersection of 
Berryhiil and Cameron Sts. 



AOOISII. 
PHODUCtB 

AUTOMOBILE LOSS NOTICE oy-TT̂ s 
PAOOUCCil PMOME (A.-C. r v . v n ) MrSCELLANEOUS I N F O m i A T t O N (S i l * 4 L o c u o n C o M ) 

POUCV N U M K R CAT. » 

INSURED 
NAUE i AOORCSS 

POixr t r r . DATE (MMWVYY) WOCY CXP. OATE (MMrt)0/YY) DATE (MM^XVYYI I TIME Of LOSS ' S ^ S f r a ' 

2 : 3 2 X X AM VES 

0 7 - 1 6 - 9 5 PM NO 

M S U f C O - S flCSCENCC PHONE (A/C. No I M S U f t £ 0 - « M M I N C S S P M O M C | A / C . no., u l I 

PCnsOM TO CONTACT HTHCIK TO CONTACT 

« H E M 

COWTACT'S MCSJOENCS PHONE (A/C. no I C O N T A C T S aUSINCSS PHONE ( A C no.. M . ) 

LOSS 
LOCATION O f ACCIDENT ,lncluClr^i ot> t i t a l O AUTHORITT CONTACTED A R E P O m NO. VK>LATK>NSrCrrATIONS 

5 e r r y h : l l and Caneron Sts., Harrisburg, ?.\ Harrisburg Police 
DtscB.PT.ON o. ».-co£NT n,-««̂) yg^. fii v h i l c t r a v e l i n g vest i n the 1100 block of 

Serryhill St. during a severe thunderstorm that had water curb to curb and 
above the curb line at Caneron St. Traveling a an estimated under 10 MPH 
applied brakes, but vehicle did not repond, turned on parking brake (OVER) 

POLICY INFORMATION 
B O 0 i l < l N j u a < POOPCRTT DAMAGE SINCLC L U i r r MEO PAV OTC OCO. OTHEH COVERACC 4 OCOUCTieLCS ( I X . n<MH/<l kXMng. x c | 

LOSS P*»EE COLLISION o e o . 

INSURED VEHICLE 
V«H NO » E A « . MA^E MODEL 

19 3v Mack Tover 
CMNCn S NAME 4 ADOnCSS 

CF658F.i.P FD-19999 PA 
PHONE (A-C. no . t n ) 

C i : y C-: - ( a r r i s b u r g , 123 Walnut S t . , Hbg, PA 17101 255-6A64 
0 « i v [ « s N » M t A i r m E S S C- '»c. < M-."* u ? - -»< ! RESIDENCE PMONE (A,C. no ) BUSINESS PHONE (A.^ . no.. • « . ) 

;• . Soulier, 1605 V.'alnut St., Camp H i l l , PA 17011 
M l - A - i C N - 0 . s » ! r ' -.-.V-,.. . l . - i r fy . i ; I DATE O f • B T X OmvER S LICENSE NUMBER PURPOSE OF USE 

Er.iployoe ^-2^-5^ 16-542-897 PA Business 
OESCnOE C » « l i i E ; , ESTIMATE AMOUNT WMCRE CAN VEMICS.E BE S U N T WHEN 7 

s h o c k S t i r e . ' 9 0 0 . 
PROPERTY DAMAGED 
DESCniBC PROPCATT a.^(o y««/ r.ioO«l. p*«i« X> 1 

193-} Djdi;e Shadov, PJE-277 PA 

255-6A6A 
USEO WTTH PERMISSION f 

X X T E S NO 

OTHER INSURANCE ON VEHICLE 

140 N. _ l 6 t h S t . . Hbg 

O T H t R VE>VPROP. MST COMPANY OR AGENCY NAME 4 POLICY NO 

YES NO 

Cheryl L. sandifor, 142 Market St., Middle town, PA 17057 

BUSINESS PHONE I K C . no . a n I RCSIOENCC PHONE I K C . n o ) 

Stee l t o n , 
BUSINESS PHONE (A/C. no. . OH.) MCSIOCNCC PHONE I K C . n a ) 

939-7160 
OrMEN DRIVER S NAME t ADDRESS (Cn«c« r( t m m . u ownw) 

S t a c y T i p p i t t , 173 W a t s o n S t . , p . -17117 
CCSCniBE DAMAGE ESTIMATE AMOUNT W H t t l E C A l / b A M X t i r B E SEEN? 

Front end damage ??? Don's Toving, 1128 Jonestown Rd., JHarrisburg 
INJURED 

NAME t ADDRESS PHONE ( A t , N o ) PED ^ ACE EXTENT O f INJURY 

Stacy T i p p i t t , 173 Watson St., Steelton, PA 939-7160 
Jon.-ith.u-i S. McN'oil, 165 Watson St., Steelton, PA 

WITNESSES OR PASSENGERS 

NAME 4 ADDRESS , PHONE (A/C. No ) 

.Xichao! Yandhniz. 403 Summit Rd ̂ p̂̂ ^ Cumb. 774.5933 

X 31 Head, Right ankle 
-x 26 Head, Neck 

n f P o P T E O 

ACORD 2 ( I . 9 I ) 

HCPOWTtOTO 

NOTE: IMPORTANT STATE INFORMATION ON REVERSE SIDE 

OTHER (Soocify) 

pnooua/« OR MsuNe»^ 

C ACORO CORPORATION 1991 



• C/^/^'^' /3/-i/^/'^/ 

O^m . 07- / - '^iS' 

^o^'. /^dciOv-E/OT L<J>(7-H //v:>^r?.i>t.S 0 ~ ) - / Q - 9 ^ C^/^JS/ZO/\J .^r 

D^^^CL MoLxSC^/qc t \)o, n F I i2 0 U S R / ^ O ^ ^ T H F i T .S. / 3 

C o-'-.- To.-iLfv.) o/v:.-^ i^eR/a-Y M/L^ Q>^cj\o<.r^ r 

I "7 Û ' ST". 



VEHICLE NLs:ir.i.;j 

COLUSIO.N ESll.MATE 
c m OFrt.ARRISliLRG 

BLXE.\l. %"E.4;CL5 .\UN.\CEME.NT 
VEHICLE .SUINTENANCE CE.VrER 

16-OSOLTH 19rriST 
H.\5jySBLRG.PA 171W 

;36-47:3 

v;.N. 

OPEKATOKS N L;C3.NSE NO-

Tit 
OCAHON OF ACC1DE.NT ACC IDEM REPORT .NO. 

ACCIDENT DVT'i )Ar:L rKOCESSEU ILLEPiiONE NO LOLO.^NOCODE APPRAISER 

REPL :<i ? DESCRjmON OF RFPA.!R 
LABOR 
HOl-RS 

REfLN 
flOL-RS PARTS 

SLBLHiiS A.ND 
NTW frpMS 

^ . ( > 

/ o 
' (' 

1 

^ 
TOTALS 

1 
.̂ C AlK CONDI I lOMNO 
.•\LION .•VLIi'.NMl'Nf 
A.ssv AS.srMiii V 
OKT HKAi Ki I s 
UK UOO!< 
E XT l ' A l l N MON 

P fKONT 
l iL I ILADLAVtr 

t. i r n 

LKg LlKil, KIND 
.^i gUALII V 

MU) MOL'LDINC 
PS i\)wrRSTr.i;RiN'G 
(OIK (,1LIARTUR ' 
K \ n KADI \T()K 
Ki." KI CIIKOMi; 
KI KLGI'LAIOK 
K,V,I KLMOVi; .V: 

KLIN.SrALl. 

K Kio i i r 
K.vR KtMOVt t 

KtrLACt 
Sl'lM"S"«.'l'lt)RT 
TL-TAILLAMI' 
WllAVIICELIIOIJSH 
W .SlKII'AVi:ATHr.K 

.STKIP 

PARTS 

SUBLCTS 

SLII TOTAL 

lOWlNC 

CRA.NU TOTAL . 7 ^ 
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4230 Industrial Road. P. Q. Box 1643 
Harrisburg, Pennsylvania 17105 

Paiti n f u m m 7t7-23S-M7i 

July 18, 1955 

Bureau of Fire 
City of Harrisburg 

ATTN: Lester McClure 

On July 17, 1995, I test drove Tower i 1, 1989 MACK, CF688FAP1317. 

Lnder normal driving and safe opp.racing conditions vehicle would stop. 

Mike Longenecker 
Shop Foreman 
Certified Inspection .Mechanic 

The Citv oV Harrisburg, Pennsylvania, Incorporated March 19,1860 
Cin r.o%ernm«nt Center. Harrisburg. Penns>hania 17101 

r r - v PC H'^f- =TEAM GENERATING t ^ A C I L I T Y 
.TvV y r . j ' -PROMPT PAYMENT W I T H I N 30 DAYS WILL 

AVOID LOSS "̂ ^̂  OUriPING P R I V I L E G E 
Q ' - I C F . HGJRS - m u - r P . l 9 : 0 0 - 4 : 0 0 ' 7 1 7 ) 2 3 6 - 5 1 9 7 

53181 
# 42823 

DATE: 07/18/95 
TIME: 16:32 

CNE •'Ti'lE D'jr-IPS 

CO'JN-Y: 2 2 DAUPHIN 

CLASS: 0 

C--Gr.5 WEIC-HT: 45600 L&S 

TAfvE'- '.-JEIGHT: 45600 LE<S 

WEIGHT: 0 LDS 

OPERATOR: KBBl 



.E = '-Av S -EE*S 

COMMONWEAL TH OF PENNS YL VANIA 
POLICE ACCIDENT REPORT 
PEP05TA3LE NON • R E = 0 P T A 3 L E ! PENMDOT USE ONLV 

POLICE INFORMATION ACCIDENT LOCATION 

|1 INCiOES' 
I NLv=E= 9 5 - 0 7 - 6 1 8 7 

2 : COUNTY 

Dauphin 
CODE 

22 
12 AGENCY 

NAVE Harrisbur? Citv Police 
21 VUSiClPALI 'Y 

Ci ty of Harrisburg 
CODE 

301 
3 STAT:CV 

PPEC^SC T r a f f i c Safetv Unit 
14 P A T = O L 

I ZONE 5 - 3 PRINCIPAL ROADWAY INFORMATION 
S I N V E S ' o i ' C -

Sereear.t Michael ButlerV 
BAOGE 
NL'VSEa 5 1 2 

22 BOUTE NO 0 3 
ST = EET NAVE 

6 AP^ = C'. ET S 
Sefgear.t Michael Butler' 

SAOGE 
NUV3E = 512 

23 S=EED 
LIMiT 

Car.eron Street 

35 
1,24 )TYP 

H I G M W A V 

:25)ACCESS 
CONTROL 

7 IN^ES^ GAT CS 
D*TE I f J .^ lv 1995 

8 A S S I V A L INTERSECTING ROAD: 

ACCIDENT INFORMATION 
26 ROUTE NO OP 

STSEET NAVE B e r r y h i i l Street 
(29j j9 ACC 

DA- 16 Julv 1995 
CAY Of V \ E £ K 

Sundav 
27 SPEEO 

LIMIT 
!(2S;TYPE 
I ^ ' M I G H W A Y 

29)ACCESS 
CONTROL 1 

j 11 TiVE 
I DA^ '.ours 

I 12 NL)M5E« 
I O*̂  UNITS Tvo ( 2 ) IF NOT AT INTERSECTION: 
I 15 P '̂I'V PCO^ 

• N Q 
30 CROSS STREET 0 -

SE3VENT V A R K E S 

EMC £2 

. s * 2 

> • N0 . B s D 

[17 ^ E I I I C L E D A M A G E 

I C • N O N E U N I T 1 

I 1 • L G'-T 
2 • VCCE = ATE 

i 3-SEVERE UNIT 2 

31 CiREGTiON 132 DISTANCE 
FRCV S.TE N S E W I FROM SITE FT 

33 D I S T A N C E V%A5 

MEASURED 

^CCNSTRJCT.O' . 
20NE 1 ^ 

• ESTIMATED • 

N S 
- 9 PENNCOT 
I e o c s E R ' Y • NEI 

igS^TRAFF.C 
CONTROL 
DEVICE 

PRINCIPAL INTERSECTING 

r 

UNIT # 1 UNIT 0 2 

' A - . ; : - p.A'E F ? I 9 9 9 9 
33 STATE 

! PA_ 
36 LEGA^L 

PARKEC 
Y N ;37 REG 

• PLA'E PJE-277 
38 STATE 

PA 

^3112339 
39 PA TITLE OR 
"1UT<D«^ STATE VIN A7891974 

C A S E -

Citv cf H.irrisburc - S'^reau cf F i r t Chervl L. Sandifer 
4- C ' . S E ^ 

1690 S. 19th Streei 
•11 O A N E R 

ADDRESS 142 M a r k e t S t r e e t 

^ 2 • • i r r i s b u r ; : . PA 17 10-:. 
42 CITY STATE 

&Z'PCCDE M i d d l e t o ' - - n . PA 17057 
i V t A " 4 4 MAsE 

Mj.ck 
43 YEAR , 4 - MAKE 

1939 ' nod^e 
'.' . . • 146 INS 

r - i r . ' T r i : c k ' Y E N Q U N K D 
45 MODEL • (NO* |46 INS 

BODY TYRE' Shadow I Y D N G UNK • 

LiSAGE 1; r ^ C v N N E - S H i P g 
47JSO0Y i43 SPECIAL M S I V E M I C L E 
^ T Y P E 0 4 ' ^ U S A G E 0 1 ^ OWNERSHIP 2 

. ; • o ' . E - C L E O 2 I T R A . E L 

^ S'4-L5 p 1 ^ SPEED OS 
,̂ •0 I'NIT'AL IMPACT 3 ' i . E - < CL.E j (52)TRAV£: 
^ P O l N T 1 2 ' ^ S T A T U S 0 1 ^ SPEEO I S 

.: • ' E - 4 CR .£.-- j ,5 i^CR. ' .ER 
— c = . - ^ r . . - c - \ 1 CONDITION 1 

3 3 J V E H : C L E >24;,DRr.ER ' 1 i s s jDR lvER 
^ G R A D I E N T 1 PRESENCE ' 1 i 1 ^ C O N D I T I O N 2 

C^ .£-^ 
NJVSCR 

|S7 STA'E 
l * o 4 2S9 7 1 PA 

56 DRIVER 157 STATE 
NUMBER 23242047 I PA 

w DR! . t -> 
NAVE D a n i e l R i c h a r d S o u l i e r 

58 DRuER 
NAME S t a c v T i p p i t t 

ADTRESS 
'•^•""C 'Y S~A^E 

\ ' "CCE 

1605 W a l n u t S t r e e t ADOR̂ESS Watson S t r e e t ADTRESS 
'•^•""C 'Y S~A^E 

\ ' "CCE Ca-.o H i l l , FA 17011 
60 CITY STATE 

iZiPCODE S t e e l t o n . PA 17113 
•:• SEK 

>!.! 1 0 
'•2 DATE O'' l63 P M O N E 

n.T.. i - : . ; - 5 4 I 23S-70Q5 (7171 
SEX 62 CA 'E C= 63 P M O N E 

F e n p l e B-R'H 8 - 3 1 - 6 3 717-939-71'^ lO 

^r^ii-' N z:' " C"ASV' C Ts".'""' 1S1--.2-7955 
C O V . ' V E H 65 : 66 D = ..ER 
Y : I ; N E 1 CLASS c i s s - 1 7 0 - 5 6 - 0 7 9 2 

. - C A a ^ J r. 67 CARRIER 
N/A 

, A ^8 CARR ER 
ADDRESS N / - \ 

• . C.;> S ' A - ; 
* zipcort s /,\ 

63 CITY STATE , 
& 2IPC0DE ^ ' "^ 

uSC'O' • i'CC • iPuC • , 
•;/A , r,7A 1 N/A 

USDOT • , i ICC • , , 
N/A i N 7 A 

PUC • 
N/A 

. ' . .•3 CAOC1O ',7* a\.v>» •2 IVEH i " ' 3 'CARG0 
" - ^COM' IG N/A I^ODYTYPE N/A 

74 GVWR 
N/A 

A. .- ' M A T t f l l A t S 0 0 1 Y • N L 3 UNK U 
•5 NO OF ir76 iMAZAROOuS 

AJtLES N / A 1 ^ MATERIALS N / A 
77 RELEASE 0 5 MAZ MAT 

Y U N H U N K U 

19^9206 PAGE CENTER TOR HWMWAY SATETV 



;CVE^^*Y sere's ® CC.V.,V,J\ ;\'EAL TH Or PENNS YL VANiA 
PAR CON!INUATION SHEET 
R^OfiTAStE O NOH-f̂ PORtABLE • use ar«.v 

I s. •̂= = = 55-07-6 137 

: : G NAME 

PA-V*" 16 J u l v 1995 Pcoor 22 | 
UtJH OFAL 

CODS 301 

ADDHESS K L 

i 

S A - - v 4 ' 

The crerator of Vnit i-2 and the front seat passenger of Vnir /I? mi.l t̂  •nr.t ̂  hP ••̂ nrol-»̂ P̂ pr 

at the scene as they had been transported via Capital Region EMS to the^ Harrisburg' Hospital 

P-̂--"' a r r i v a l cn the scene. Officer Kenneth B l t t n e r also cf the Traffic'Safety-Unit 

arrivev scene ana I directed hin to the Harrisburg Hospital to check on the Injured 

i r d i v i i u . r . i ; . REFER TL'' ATTACHED SrP?LE:>fZNT.AL REPORT OF OFFICER KENNETH '^ITTSER, 

I t ^ t • instruccod Officer LeRov Lucas of the Forensics Unit to photograph the accident 

scor.o wH-.ĉ  he did and he also assisted i-e i n taking nea<;urer-Pnrs nf rhp ffr.ai:rp.!r nf 

Unit 

Lr.it. >J1 and observed .severp frf>-^r cnr' H.TT-,T£P rn rhn v^'h^r^e^ Hpnn 

tho vehicle I observed two (2^ head strikes to fhe Inside r>f rhP 

.'w iii».Ti.̂r with .1 I j r g ^ cl^jmp ot" hair otcachodi and one .on the paaaenger 
V, , ,. V, . 4 r.dicate^ th.it neither the operator or fron t seat passenp.er sere seatbelted. 

o:-.-cU- -.M̂  tcu-v'd tzc-r. tho scene by Don's Towing to 112S Jonestown Road City.: 

d x i v a n s±de f r r . n t t i rg—alc in ; 

r l r o .T̂ d .TISO da~.ar.e to the ladder steps which the d r i v e r nŝ .s to enfpr 

t-:̂ :u-c!' Sittnor roturnod to the accident scene fron the Harrisburg Hospital 

vc checked the road surface and located rhp point nf I n i r - i a l hnrn-'art :^h^(^h w3 

-r.-..3. 

i l ^ INVKS: I.UTION IS CPNTINUING. 

l oca t t i an 

• ' , . - . A ^ , 9C StCriONNUMacaS(ONLVlFCHAPGcO) TC KTC 

. D D 
S - 2 

1 - . - J 
D 0 

r~l flCFLSC 
0 % g NK uNir 2 

WUABtE 
USE TEST 

B ^ S U L T S • NO TEST 
n REfuse 

0. 'Vo g UNK 

M INVESTIGATXX 

PAGE l_ CENTER FOa H:3MWAYSA:rrY 



( ^ ) REFER TO OvER'>>Y SHEETS 

COMMONWEAL TH OF PENNS YL VANIA 
^^3?' POLICE ACCIDENT SUPPLEMENTAL 

^ • ** - - — - - _ 
POLICE INFORMATION 

REPORTABLE K ] NC»4-RCPORTABLE • PEMOOT USE ONLY 

. INCiOtNT 
NUMBER 9 5 - 0 7 - 6 1 8 7 

2. AGENCY 

NAME H a r r i s b u r g P o l i c e Bureau 
3 STATlOf* 

PRECINCT H a r r i s b u r g 
5 IN\.ESTIGA10-1 

P11 . K e n n e t h A 

4 PATROL 
ZONE 5 - 3 

B i t t n e r 
6 APPSCVSDBY 

NUMBER 1 6 5 
' B C V S D B Y BAOGE 

NUMBER 

ACCIDENT TIME & LOCATION 
9. ACClOEMT 

DATE 1 6 J u l 9 5 
11. TIME OF 

"̂ "̂  0 2 5 1 h r s 
13. #K1U.E0 

0 
20 C O t l ' ^ ' ' ' 

14 t INJL;R:;D 

2 

10. DAY OF WEEK 

12. NUMBER 
OF UNfTS 

IS. P R I V . P R O P . 

ACCDENT •_N_Q. 

21. MUNlClPALrrY 

COOE 

COOE 
0 2 . 

O I L L 
UNIT#: COMPLETE ONLY THE INFORMATION THAT HAS CHANGED SINCE ORIGINAL REPORT 

3<5 LEGALLY Y x 
PARKED • • 

39 PA TITLE OR 
OUT OF -STATE V-N 

37 R t G 
PLATE 

« STATE 

41 OA^ER 
ADORESS 

42 CiT> STA-J 
& Z'PCOCt' 

44 MAKE 

58. DRIVER 
NAIi« 

S9. DRIVER 
ADDRESS 

60 CfTY STATE 
i Z l f C O O E 

61. SEX 

64 CO».<M VEH 
Y • N • 

67 CARfliEfl 

62 DATE O f 
BIRTH 

55 DRIVER 
CLASS 

S3 . PHONE 

66 DRIVER 
S S • 

I 45 MCCcL i N O ' 
i BOCYT>~£ 

TYPE 
50 _i.N.T.;>^ iM- 'Acr 

'po^N-^ 
[TOVEHCLE 

STATUS 

46 ISiSURANCt 
V • N • UNK • 

4 9>V£HICLE 
'OWNERSHIP 

68 CARRIER 
ADDRESS 

' ^ S P E E O 

69 CITY. STATE 
i Z1PCO0E 

70 USOOT f 

i i~^ f i ,VER 
• " ^ CONDITION 

(22>'EH)CLE 
' ^ C O N F G 

5 ' STATE 75 NO OF 
AXLES 

CC f 

K > 0 Y TYPE 

76^>IAZ AHDOUS 

P U C » 

74. GVWR 

77. RELEASE OF HA.7 M A T 
Y • N • UNK g 

8 ' h A ^ . ; A - , t iDENTiFYPRtCIPITATiNGEVENTS.CAuSATiONFACTOSS. SEQUENCE OF EVENTS. WITNESS STATEMENTS ANO PROVIDE AOOnKJNAL 

DETAifcg: „ Ji . : h r s . or, 16 J u l v 9 5 I r e c e i v e d a oh _3 Phone c a l l ar hnr^p i n rPijnarr^g 

a t r a f r i c a c c i d e n t t h a t had j u s t occured a t Ca.-nern-i ;,r.d R p - r y h i i i 

i n v o l v e d a C i t v of H a r r i s b u r g F i r e trucrk ^nd ;,r,othPr g^nglP 

a r r 1 V o < cn t h e scone a' approx C 3 2 5 Ugo; • i v i n ^ T wag 
l e r t h a t bot h o c c u pants of t h e ca: i n j u r e c ^ and wprp 

. a r r i s .rg H o s p i t a 1 

a r r i v i n g a t t h e h o s p i t a l I f i r s t i n t erv i e w e d the passengt 

c r. a t h a r. S . M c N e i l . .• o i l s t a t e d t h a t he was a t hor-.e when he r P r ^ i v p H 

p i'. one r 3 1 1 ror- Stav-ey T i p p i t a s k i n g i f he would r i d e w i t h he r t o Up-tQwn 

Harnsburg to pick-up a friend. Stacevtold hin that she was afraifl tn 

i V e a 1 c r. e i n t h e r a i n and wanted hiir. t o go a l o n g . He t h o u g h t t h a t thPy 

k?re t r a v e l i n g on Cameron S t . The l a s t t h i n g he c o u l d remerr.bar was t h a t 
Staccy w.>s a t t e m p t i n g t o get t h e w i n d s h i e l d w i p e r s t o coir.e on because t h e v 

were net w o r k i n g . McNeil d i d n o t renembei ir a n y t h i n g about t h e a c c i d e n t i t s e l f 
H o a Idea what speed t h e y were t r ^ ^ v e l i n g and he had no idea how the 

B c c i d e n t o c c u r e d . Because of h i t t i n g h i s head he was h a v i n g t r o u b l e 

r e ~ e ~ b e ;g what had occured He s t a t e d t h a t he had one beer a t a bar bef 're 

c o t T C . 

INSURANCE CC».<''Ar,Y 
if.'OPt.W.C'* ' 

Ho d i d reneniber t h a t he was i n t h e r i g h t f r o n t passenger seat 

UN: ' 
NO 

•'OL-CY 

NC 

94, INVESTIGATION COMPLETE? 

YES • NO • 

PAGE. 
C E N T E R FOR HIGHWAY S A F c T Y 



(OL)R£FERTDDs-E= :_AYS^eETS ® COMMONWEALTH OF PENNSYLVANIA 
POUCE ACaOEHT SUPPLEMEtfTAL 

REPOmAaLE P MCl»REPOWTAaLE • 

POUCE INF0RMAT10^* 
l . ^ C J D t N T 

;<JK-̂ R 95-07-6187 
ZAGCNCY 

NAIkC i r r i s b u r c Police Bureai 

PEXtCOT USE ONLY 

ACCIDENT TIME & LOCATION 
a ACCGENT 

OATE 16 Julv 1995 
U.TBCQF 

o»Y C251 

10. DAY OF WEEK 

Sunday 
I Z N U h C E R 

OF IWITS Two 
3. STAT O K 

PR^CKT T r a f f i c Safetv L'nit 
5 MVLS'i I G A ' C -

Sercean: >iich3el Eutlei ' 

. P A T H X 

5-3 
t 3 . t K U E D 

None 
BAOGE 
NLkeen 512 

zacouinr 
Dauphin 

E 
NJURED 

T-.-o 
IS- PRW.PROP. 

ACCDENT Y D N E ) 
CODE 

22 
;ichael Butle r @ BADGt 7V. MJMCPAUTY 

RamsDurg 
UNIT «: COMPLETE ONLY THE ^FORMATION THAT HAS CHANGED SINCE ORIGINAL REPORT 

36 L£GAa.Y Y N 
PARKED • n 

37 R t G . 
PUkTE 

STATE 

39 PA TTTLE 
OUT OF -STATT V S 

LORAi€R 
M U l C 

SB. DRIVER 
ADORESS 

40 owrtH e a CITY. STATE 
CZFOOOE 

41 0*S*AR 61 . SEX 62. OATE OF 
BIRT>^ 

63 PHONE 

4Z a T Y S T A T c 6 4 . a 3 w M V t H 
Y C3 N g 

iS D«JVEH 
CLASS 

6« DRIVER 
S S f 

*3 YEA^l 44 U A N E K7 CARHLR 

4S M o o t i ) N C : 

( 4 A B O O Y 

^ScVuT^AL IM- 'ACT S ' > t M C l £ 
STATb-S 

46. KSt - *UNC£ fi&CARRCP 
i t rwFss 

' ' - ^ O W » C R g * ' 
^ > U A V O . 

M T T E D 

a n r . STATE 

70 USOOT « 

"TprYvaH I 1 
I^PKfSf MCt I I 

C C f P U C f 

GRA.'^fNT ' ^ C O M m O N co r f c 
•3_)CAflGO 
'TWOY TYPE 

N" 
S7. STATE . . . .NO OF 

74. GVWR 

^b^>U2 AROOUS 77. RELEASE OF HA2 MAT 

• : NA>;.<A:.«:L 
oeiAiLS 

iTAIV»J tVtKT^. CAUS.*nON FACTORS. SEQLOKX OF EVtKTS. WnNESS STATEMEWTS. ANO PROVIDE AOOniONAL 

:-:O,-;J!,V.- , 

0:-. i s ,i.,:o .T; arproxir.ately 1000 hours, I went to \'>:C and located Unit tfl the f i r e 

apr.ir.i:u • ,!!-. ,1 rowt:r •'• 1. .At that tlrr.e I used black sprav paint and spraved around the l e f t 

: r,— : ; :;•< :ho:. h tho truck roved so that I could r.easure the contact patch l e f t by 

:h.-.: r.-r: ,̂ r. of tho t Ire th.it is i n contact with the road surface. The patch measured 12" 

wide an>i C" in lone: h and rhe t i r e s PSI i s 110 to 120 according to Les McClure the Fire 

h-;-:.-- Tho f i r e truck was also weiched at the Sewage Plant scales and showed that 

l i l h i ;5.i:0 lbs uncccunied. 

. ..0 .c infcrc-2:icn rcl.-^tivo to tho t i r o contact natch and PSI. I was able to deternin 

that i n crde r for the f i r e trucK (Unit 0\) to have hvdropltned, i t would have to of been 

t r a v o l l i n c n t n ninlmu?! speed of 79.5 ir.ph, vhich is not consistent with the statment of the 

operator 
— 1 

of .••'.It i - l .Tiid the witness, Michael Yanishak (REFER TO SUPPLEMENTAL REPORT OF 

OFFICER KFNN FTM UITl^FRK Furthorroro nt that tvpc of speed, the operator of Unit 0\ could 

J the sh.ort rndius cf the turn in which ho ncpolated. 

Ir c t-r.c ..u:; lou to t!:o Inck of braking power of Unit i"; 1, i t i s believed that due to the 

1 i r .- 0 \' .1 ] ur-c of w;\tcr over the road surface over tho curbs on both sides 1 )f the s t r e e t , that 

the braki. ':•:, jiOil br.iko shoos pot wot therefore no f r i c t i o n was made r e s u l t i n g i n the loss 
^ M'J1>LAN>;I-

»# vJMMA I n ». 
C.».i •A\y ©4. f<VESTtGATON COMPLETE? 

j m T 
N>) 

«, 
N ^ 

T 
YES 13 NO • 

AA 4 ' . r. ( I •).• 
• CEWTER FOR HIGHWAY SAFFTY 



( « ) R E F E R TOOVEBLAY SHEETS ® COMMONWEALTH OF PENNSYLVANIA 
POLICE ACCIDENT SUPPLEMENTAL 

REPORTABLE ( * } NON-REPOWTABLE • K N M M T USE ONLY 

POUCE INFORMATION ACCIDENT TIME-i'LOCATION"^ 
1.MCOENT 

NUiyeeR 9 5 - 0 7 - 6 1 8 7 
0. ACCIDENT 

DATE 16 J u l 95 
10. DAY OF WEEK 

Sun 
2. AGENCY 

Harr i sburg P o l i c e Bureau 
11.TUUCOF 

DAY 0251 h r s 
X STATKMr 

•fVECWKJ H a r r i s b u r g 
S KVESTIGATOH 

P t l . Kenneth A. B i t t n e r 

12. NUMBER 
O F U N r r s 

4. P A T ! * X 
ZONE 

13. • K L I E O 
0 

BADGE 
NUUffiER 165 

20. COUNTY 

14. ( INJURED 

2 
IS. PRIV. PROP. 

ACCOEMT Y D N B 

Dauphin 
COOE 

22 
6. APPI 

f 

BADGE 
NUMBER 512 

21 . MUNCIPALTTY 
Harrisburg 

CODE 
JSLL 

UNITf: COMPLETE ONLY THE INFORMATION THAT HAS CHANGED SINCE ORIGINAL REPORT 
36. LEGALLY Y N 

PARKED n n 
37. REG. 

PIATE 
U . STATE S8. DRIVER 

NAME 
39. PA n i L E OH 
OUT-OF -STAIT VTN 

Sfi. DRIVER 
ADDRESS 

4 a O V M R 60. CITY. STATE 
4 2IPCOOE 

41. OWNER 
ADOntSC 

61.SEX 62. DATE OF 
BIRTH 

63. PHONE 

4 i a r r . STATE 
A 7 I K X X * : 

64.COMM VEH 
Y • N D 

ss. DRIVER 
CLASS 

66. DRIVER 
S. S. ( 

43 Y l A i ) 44- MAKE 67. CARRIER 

*5 . MOOtL (NOI 
HTDY TYPt) 

( 4 / ) B O O Y 
TYPt 

^^ ' ^HOfNT 

' ^ " U S A G E 

GRADIENT 

[Sl^VEHCLE 
' ' ~^STAT l tS 
%4^Y)«IVEH 

' ^ - " ^ S E N C E 

S2jfRAVEL 
^ S P E E D 

Ni . 'H*-.; P 

46. MSUftANCE 
Y g N a U N K n 

68.CARRCR 
ADDRESS 

59VEHK;LE 
—'OWNERSHIP 

69. OTY. STATE 
tZ IPCOOE 

70. USOOT f 

'STIVER 
' ^ - ' ^ c o N D r r i O N 

57. STATE 

^ J V E H C L E 

75. NO. OF 
AXtFS 

I C C ( 

• > 3 j C A R G 0 
" B O D Y TYPE 

T T J ^ A Z AROOUS 

MATFP'.AtS 

P U C f 

74. GVWR 

77. RELEASE OF HAZ MAT 
Y • N • UNK • 

87 NARRATIVE - IDtNTTFY PREOPfTATlNG EVENTS. CAUSATION FACTORS. SEQUENCE OF EVENTS. WITNESS STATEMENTS ANO PROVIDE AOOfTIONAL 
OCT AILS 

'3 July 95 at 2115 hrs I interviewed Mr. Michael Yanishak of 403 SaT,-:iit Rd. New 

CuDberlar.d Pa 17070, phi774-5933, by phone. He stated that on 16 July 95 at approx 0250 hrs 

was standing under the railroad bridge at Car.eron and Berryhiil st on the west side-

subside be for 
* ' — ' . » - w . . . . . 

e going to his car. He heard sirens and when he looked uo he saw a Hbg Fire 

3-reau t ru ck coiT-.~,ing west on Berryhiil St. The truck had both i t s sirens and lights on. 

•He state tha t the truck was traveling at a slow rate of speed. As the truck got closer 

to Carer or. S t . i t appeared to speed up. I t did not stop but contined into the street. He 
J see tho other car until i t was struck . He also stated that i t was raining out 

verv h a rd an d the water running down Berryhiil St was very heavy. He was watching the 

f i r e t r u ck th e whole tir-.e and did not see anvothcr t r a f f i c 

f«<JH»MTK3N 
U N T 

NO 

CCAtf'ANY 

POLICY 
NO 

>-4'*S ( i ^ p ; 

04. MVESnCATCNCOMPirnE? 

YES • NO • 

PAGE: CEMTEfl FOR HIGHWAY SAFETY 
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UNITED STATES 
' c ^ ^ DEPARTMENT OF THE INTERIOR 

^''i^ GEOLOGICAL SURVEY 

COMMONWEALTH OF PENNSYLVANIA 
DEPARTMEI T OF ENVIRONMENTAL RESOURCES 

TOPOGRAPHIC AND GEOLOGIC SURVEV 

4̂7 
^ 6 ^ ^ . IV »vf 
lEMDERSI 2 270 000 FEET 



COMMONWEALTH OF PENNSYLVANIA 
DEPARir /E ' T OF ENVIRONMENTAL RESOURCES 

TOPOG'-APHIC AND GEOLOGIC SURVEY 

4̂7 

HARRISBURG EAST QUADRANGLE 
PENNSYLVANIA-DAUPHIN CO. 

7.5 MINUTE S E R I E S (TOPOGRAPHIC) 

(ENDERS 

S t 4 M i R R I S b . l f G l b Q L A D i - A N C L L 

'50 351 
AO'22'30" 



\ • 



17'30" 

I 
I 



17 30" 

.41 \ s i t E L l O l ^ I 7 H I 142 2 2 5 0 0 0 0 FEET 

v.i.-»x\: t'JitevI and published by the Geological Survey 

t» USVJS anJ USC&GS 

. t» c iotos 'a 'Timet"C metl iods f ror , ae' 

J^••s 1968 Fi^ia checked 19b9 

< i—> Mar Service map dated 19' ' '^ 

• • • ' \ . - t - A-"ei ican datum 

; •.̂ •>_- ; .- : , • .an a coordinate System. 

I i X O V ' • j - s . f f e Me'Catoi grid l icks, 

•? - r -e 
• .-js-ev! : i es ^nd>cate selected tence and field lines where 

- . . i r e 0" ae-^ai photogfcphs. This information is unchecked 

• -• a-eas m Ah.ch only landmark buiidmgs are shown 

UTM GBIC »ND 1969 MAGNtTIC NORTH 
DECLIMAIION *T CtNI tR Of SMEC1 

CONTOUR INTERVAL 20 FEET 
DATUM IS t><fAN SEA LEVEL 

THIS MAP COMPLIES WITH NATIONAL MAP A : . C U R A C V STANDARDS 

FOR SALE BY U.S. GEOLOGICAL SURVEY. WASHINGTON. D C 20242 
A FOLDER DESCRIBINC; TOPOGRAPHIC I^APS AND SYMBOLS IS AVAILABLE ON REQUEST 

PENN5>..i'. A 

QUADRANGLE LOCATION 



1 " ^ 

U ' " i l i T ' S C "ACiNCtlC NOH'M 
Pt C-iNA'iON A' C l N ' l R 01 S K l f l 

1 ' I I 1 

CONTOUR IN ILRVAI 20 FEET 
DATUM IS h'l UN Sf A I f VI L 

PENNSVLVANIA / 

QUADRANGLE lUCATION 

S mf'trt 

< ..-.••'CCM*i3 
IH IS MAP C c M f ' l If S W I I H NAI|(1NAl MAP ArCURACY STANDARDS 

fOR SALE BY U S GFOIOGICAL SURVEY. W A S H I N G I O N , D C 20242 

A f O I D E K OfSC'RIBINi i IDPOC.RAPHIC MAI'S ANO S Y M B O I S IS AVAIL AB IE ON R t Q U f S T 

Secondary highway 

hard surtace _ Uniinijrovcd rr.ad 

( ; Interstate Route ' U S Route , State Route 

HARRISBURG EAST, PA. 
bE/4 HARRISBURG IS OlJADRANGl.E 

N4015 < N J M b / 7 5 

1969 

AMS b664 IV SE SERIES V83 I 
I 

• I ' T - TnrTT;)r 



^URNPIKC'ONTE'RCHAN'GE 19' 3 'YlS TE ELTON) 
" 566^ III t^t: 

SCALE I 24 000 
i 0 

^ 4.57000,, N 

- 40° 16' 
76°46' 

ROAD CLASSIFICATION 

1 MILE 

• -aiijrzErrzrzz::: 1_ 
^ M : 3000 «000 5000 

6000 '000 FEET 

Light duty road, hard or 
improved surtace 

1 KILOMETER 

'"ONTOUR INTERVAL 20 FEET 

- . - <̂  MAP COMPI lES W i l H NATIONAL MAP ACCURACY STANDARDS 

R SAIE BY U S GEOLOGICAL SURVEY. WASHINGTON, D C 20242 
I. [ . I S ( R I B I N , ' ;t.Oi,RAPHIC: MAPS AND S Y M B O I S IS A V A I I A B I E ON REQUEST 

Primary highvi/ay 

hard surface 

Secondary highway 
hard surface Unimproved road 

,i Interstate Route f l u S Route Q State Route 

s 

PENNSYLVANIA / 

OUAD»ANr>LE LOCATION 

HARRISBURG EAST, PA. ^ 
SE/4 HARFISBURC IS QUADRANGLE 

N4015 — W 7 6 4 6 / 7 5 

1969 

A t / S b664 IV SE SERIES VBJl 

/ 

.VS7 - 2i>;3 



STB FD 33388 1-30-98 K C I T I E S 



'Pejiariment of 'Wiitt-r 

m i ) :28-2S-V̂  ih"A\» 

CNViRONMPNTAI 

City of 'flaytort 
-̂ 20 V̂ ' Muiuinu'iit .Avenue 

Davton. Ohio 4>4()2 

JanuaiN 28. 1̂ )98 

Office of tho Sccrctar\ 
C a.sc Control I nit 
1 inancc Docket No. 3.v'̂ 88 
Surface fransportaiion Board 
1̂ )25 K Street. N.W. 
W ashington. IX' 2()42.̂ -(HH)l 

.Attention: IMaine K.. Kaiser 
Chief. Section of f iu ironmental .Anal) sis 
l:n\ ironmental I iiinu 

Rc: 1 inance Docket No. 33388 - Draft F-nvironmental Impact Statement (FIS) for the 
ProposcLl .Acquisition of Conrail hy Norfolk Southern Railroad and CSX 
Railroad. 

Dear Ms. Kaiser: 

Pursuant to \our rcLiucsl. this office has re\ie\\ed the 1:IS document for the proposed 
acquisition of Conrail by NS and CSX Railroads. .After a careful review of all 
documentation, we offer the folkn\ing comments relati\e to the potential en\ ironmental 
impact that could result from the proposed Conrail acquisition. 

( urrently. both CS.X and Conrail Railroads ha\c rail line segments that run through the 
Cit\ of Dayton's delineated W ell f ield Protection .Areas. The W ell Field Protection .Area 
is a gcographicalh sensitive setting which o\erlies the sole source aquifer system that 
supplies the Cil\ "s drinking water. .A map is attached for your reference. 

.According to V olume 5.A. .Appendices B: Safety. .Attachments B 3-.̂ . Pg. 6 of 8 (in ea. 
seclion). certain posl-acquisition conditions exist with regard to hazardous material 
transport and anticipated accident inter\als which ha\e the potential to increase the threai 
to lhe f"il\"s drinking water supply. Ihe aforementioned attachments detailed many 
proposed increases in car loads and reportable mainline hazardous material releases, 
ranging Irom 16 to 58.7"o. In addition, the proposed interval between train accidents per 
mile ciHild increase b\ as much as 10 to 57''n. 



The post-acquisition changes noted in Volume 5A are of concern to the City of Dayton, 
because an increa.se in carloads of hazardous materials through the City's sensitive areas 
would create a heightened threat for ptUential releases in the W ell Field Protection Areas. 
1 urthermore. it should be noted that both CSX and Conrail ha\e a history of accidental 
releases of hazardous materials within the City's Well Field Protection Areas. .Although 
the sites where the releases occurred were properh cleaned up. railroad personnel 
responding lo the releases had no prior know ledge about the W ell Field Protection Areas 
or the importance of properly remediating the site. 

A re\ iew of X'olume 2. Safel\ and Integration Plans re\eal that a comprehensive program 
exists for mitigating potential releases. Howexer, specific training on mitigating 
contamination in groundwater sensitive areas, such as Dayton's Well Field Protection 
.Areas was not noted. I he abilitv to propc- mitigate spills requires emergency response 
personnel ti> have a heightened level of preparedeness. Proper training allows quick and 
responsive cleanup of sites before groundwater contamination occurs. Our office 
recommends that specific training be required and added to the Safety and Integration 
Plans which would cover how to handle chemical releases in groundwater sensitive areas 
for CS.X and Norfolk employees lhat are responsible for responding to accidental releases 
in the Dayton area. 

Based on the extensive i>utreach for public comments, our office is confident that the 
Surtace Iransportation Board's Section of F.nvironmental .Analvsis will address the 
concems noted above and evaluate lhe level ot preparedeness that vvould exist once the 
aquisitioii has taken place. 

I hank v ou for your cooperation and consideration. If you have question concerning the 
above comments, please contact Donna Gorbv-Lee. Fnvironmental Manager at (937) 
443-3725. 

Sineerelv. 

Donna Ciorbv - l ee. Fnv. Manager 
Citv of Dav ton. Department of W ater 

.Attachment 

cc: D Hall 
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VILLAGE OF XEW LOXDOX 
""Tree City" 

115 East Main Street 
New London. Ohio 44851-1292 

(419) 929-4091 
Fax (419) 929-0738 

lanuarv 15. 1998 

Ms Flame K Kaiser 
Fnvironmental Project Director 
Section of Fnv ironmental Analysis 
Surface I ransportation Board 
1925 K Street. NW 
Washinmon. DC 20423-0001 

DOCU?\̂ ENT 

Dear Ms Kaiser: 

1 am taking this opportunitv to make our concems known concernmg the proposed merger of 
the rail lines that go through our village 

The mam concern is for the safety and w elfare of the residents of the village Our safety 
services, except the police department, are all volunteers Thus, the fire department and F̂ MS 
are going lo be greatly impaired with an additional 50 trains passing ihrough the village on a 
dailv basis W c cannoi ha\ e these serv ices on both sides of the tracks for obvious reasons of 
lack of funding and personnel. 

Our Village Council. Village Administrator and I have disci'-.sed this situation and have come to 
a conclusion lhat an underpass must be considered to al!.)vv these emergenev vehicles access to 
the residents and territories they serve. 

We kr, V the solution will not be easy . but at the same time mandatorv We have no funds at 
the present lime or in the future lo make our needs a reality Your help with this project is 
needed 1 am looking lorward lo working with >our department in this urgent matter. 

Respectfully. 

Dorothv Shol .̂ s. Mavor 
Village of New London 
I 1 5 Fast Mam St 
New London, Ohio 44851 

Ml 
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It 'rrx Moose 
l . . i r i y S i l l o \ 

K.ircn v\ i lhe l in 

I80 .Milrtn Avenue 
.Norwiilk. Ohio 448.-7-1 
Telephone |4I«H (i«H-.»>92 

FAX (4 19) 663-3370 

Januarv ^ ^ © O U f t ^ f e ^ ^ 

Office of the Secretarv 
Ca.se Control I Inil 
Finance Docket No 33388 
Surface Iransportation Safely Board 
192^ K Streei. NW 
Washinmon. DC 2()423-tH)01 

.After the revi> w of the draft environmental impact study, vvc would like lo submit the follow ing: 

Wc are asking v ou lo consider safety ctnicems in your decision making prcKcss. Plea.se note items 
1 and II are life threaicning to the residents of southem Huron County. Ohio. 

1) Public Safetv Concems ~ 9-1-1 calls, a house fire with residents trapped inside; a student al 
South Central 1 ligh SchiK)I involved in a mulli car accident leaving the schcxil. an armed robbcrv 
in progress, or even a cardiac arrest - How do we explain we can't resp«.>nd because the railroad 
crossings are bIcKked' Plea.se do nol ask us lo put children's lives, along with manv others, in 
jeopardv 

Wc are meeting with CSX officials regarding three major access rouies for public safety 
responders in Circenwich. Willard. and New l ondon We have reached an agreement for the 
(ireenwich area wiih a grade separation replacing lw*> grade crossings I he special signals op U S. 
Route 224 and Knvu.scnd Avenue crossing may not a.ssure access by public saiety Ibrccs as staled 
aKn e This can only be resolved by grade seiwatums. 

However. Willard and New I ondon public safely access has nol been addressed to meet our 
concems for sav ing lives and propertv .As a result of the Willard yard expansion Section Fine 30 
will change from lw»> iracks to five sets of tracks and becomes part of the CSX yard expansion 
plan, this will create the verv real p«nential for an accident causing release of hazards materials 
I he need tor an overpass in Willard at SeetuHi 1 ine 30 is a major safely issue for the entire area. 

CS.X ha.s agreed K- parlicipatc financiallv in an ovcrpa-ss. but no dollar amount has been agreed 
u{x>n CSX s engineer staled that this major overpass will cost between 4 and 5 million dollars, we 
do nol hav e the funding lo ev en participate in the building of ihe overpass to correct CSX's 
crossing blockages, and feci lhey should pay 100" o 



Page -2-
iMnironmental Review Conunents 

New I ondon will be split in half with all .safety forces on the south side of CSX Conrail tracks 
Wc must have one unobsinicted access to provide public safety We hav e a-sked ("SX lo provide 
an underpass al Fuclid Road. New Fondon. Ohio, with no aaswer as ol yel. With the increase in 
projected trains per dav this is a life threatening situation. 

n) Huron Counu will see an increase of hazardous materials car loads from 16.000 per year 
to a projection of 69.000 car loads per vear due to CSX and Conrail's ea.st, west, north, 
and south lines coming through Huron County Iliis is an extremelv high exposure lo 
pt>ssible hazardous materials and a real threat lo our lives and environment We need help 
from CSX tor resp<.)nse planning, training, and exercise drills We also need additional 
hazmai response eqinpment to be prepared. 

ni) Water nmofT. culverts, bridges and fann tiles must I K addressed for additional capacity to 
avoid fioikling. 

TV) Private grade crossing to avoid loss of access fo farm fields must be offered to those 
farmers affected. 

V) Dust, noise, and vibrations will lead lo decreased proi)erty values along railroad routes: 
How do we compensate property owners? 

We still have unresolved safetv issues, which have not been addressed These must be resolved for 
the protection of our residents! We ask you to make our safetv concems a condition of the 
proposed merger 

Sincerely. 

BOARD OF HURON COUN FY COMMISSIONllRS 

l arrv ,Jifrrc*.>x, Vice Pre 

Karen Wilhclm 

Attention: F.Iaine K Kaiser 
Fnviromncntal Project Director 
Fnvironmental f iling 
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The City of Lynchburg, Virginia 

CITY HALL, LYNCHBURG, VIRGINIA 24505 • (8041 847 1443 
FAX • (804) 847 1536 

OFFICE OF THE 
CITY MANAGER 

ENV'iRGuiviiii\rAL 
DOCUMENT Januarv 29, 1998 

BY FEDERAL EXPRESS 

Office of the Secretary 
Case Control Unil 
STB Finance Docket No. 3̂ 388 
Surface Transportation Board 
1925 K Streei, NW 
W ashing.on, D C 20423-0001 

Auention: Ms, Elaine K. Kaiser 
Environmental Projector Director 
Section of Env ironmental .Analvsis 

Re: Draft Environmental Impact Statement 
for the Proposed Conrail .-\cquisition 

Dear Ms. Kaiser: 

The Cily of Fynchburg appreciates the opportunitv to comment on the Draft Environmental Impact 
Statement ("EIS") relating to the proposed Conrail acquisition. 

The City is particularly interested in the potential impact of the proposed Conrail acquisition 
because rail iransportation is vital to our region. Unlike most regions of its size, the Lynchburg area is 
not served by n̂ interstate highway. Therefore, the region is heavily dependent on both the Norfolk 
Southern and CS.X rail lines for its transportation needs. We vvould strongly oppose any aspect of the 
proposed merger that would lead to reduced rail traffic through Lvnchburg. 

.Although we have carefully reviewed the draft EIS. we hav e not been able to conclude w ith 
certainly that the proposed merger will not adversely affect rail service to Lynchburg. The draft ElS's 
narrativ e discussion of the proposed acquisition suggests that the Lynchburg area will not be affected. 
However, the Emissions Changes for Rail Yards chart at Attachment E-5 of Appendix E indicates that 



Ms. Elaine K. Kaiser 
January 29. 1998 
Page 2 

the acquisition would lead to a substantial reduction in rail cars traveling through Lynchburg. the 
sixth column, "Activity Change" and reference to a 3,402 rail car reduction). 

We request a clarification regarding the impact of the proposed acquisition on rail service to 
Lynchburg before the EIS is finalized. Again, we would be opposed to the acquisition if it would lead to 
reduced rail traffic through Lynchburg. 

If you have any questions about the above, please feel free to contact me or Terry Reid at (804) 
847-1360. Thank you again for the opportunity to comment. I look forward to your response. 

Charles F. Church 
Cily Manager 
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SURFACE TRANSPORTATION BOARD 

Waabington, DC 20423 

Section of Environmental Analysis 

January 29. 1998 E N V I R 0 N ? w 1 E N T A L 

Brenda Lee Richardson D O C U M E N T 
Consultant 
Women Like Us 
3008 24th Place. S.E. 
Washingion, DC 20020 

Re: Finance Docket No. 33388: CSX and NS - Control and Acquisition -
Conrail; Request for Community Meeting 

Dear Ms. Richardson: 

Thank you for submining your con'ments on the Draft Environmental Impact Statement (Draft 
EIS) for the Proposed Conrril Acquisition. The Surface Transportation Board's (Board) Section of 
Environmental Analysis (SE.A) prepared the Draft EIS to address the potential environmental effects of 
the Proposed Conrail Acquisition and to propose possible measures to mitigate those effects where 
appropriate. 

SEA appreciates the level of interest in your community and your request for a public meeting. 
Due to the large number of potentially affected communities, SEA's public participation process is 
designed to provide opportunity for information exchange through written comments and responses in 
the Final EIS. SEA will review your comments and incorporate them into the Final EIS. The Final EIS 
will include SEA's final recommendations to the Board on possible mitigation measures to address the 
potential environmental effects of the Proposed Conrail Acquisition. 

SEA plans to issue the Final EIS in late-May 1998. The Board intends to issue its final written 
decision on July 23. 1998. In making its final decision on the Proposed Conrail Acquisition, the Board 
w ill consider the entire environmental record, including the Draft EIS, the Final EIS, and all public 
comments. 

Thank you for your interest in the Proposed Conrail Acquisition. If you have any further 
questions, please contact SEA's toll-free Environmental Hotline at 1-888-869-1997. 

Sincerely yours. 

Elaine K. Kaiser 
Environmental Project Director 
Section of Environmental Analysis 
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SURFACE TRANSPORTATION BOARD 
Waabington, DC 20423 

Section of Environmental .Analysis 

January 29, 1998 
SENT VIA FACSIMILE DOCUMENT 

Reverend Charles J. Matthews 
Reverend David Wheeler 
United WE-CAN!, B.O.L.D., and United Pastors in Mission 
c/o Faith-Based Organizing for Northeast Ohio 
2700 F. 79'" Streei 
Cleveland, OH 44104 

Re: Finance Docket No. 33388: CSX and NS - Control and Acquisition ~ 
Conrail 

Dear Reverends: 

Thank you for your Januarv 28. 1998 letter requesting an extension of time to file comments 
regarding the Draft F.nvironmental Impact Statement (Draft EIS) for the Proposed Conrail 
Acquisition. The Surface I ransportalion Board's (Board) Section of Environmental Analysis 
(SEA) prepared the Draft EIS to address the potential environmental effects of the Proposed Conrail 
Acquisition and to propose possible measures to mitigate those effects. 

SEA recognizes the complexity of issues facing Greater Cleveland and appreciates your 
request for an extension of the 45-day public review and comment penod. The 45-day public 
review and comment period provided by SEA for the Draft EIS i^ required by the Council on 
Fnv ironmental Ouality's regulations implementing the National Fnvironmental Policy Act. 
Consistent with this requirement. SEA established Febmary 2. 1998 as the due date for public 
comments on the environmental analysis, potential environmental impacts, and preliminary 
recommended mitigation in the Draft EIS. 

Sli.\ commends your efforts to forge a consensus among the various interests in the region 
and lo pursue a Regional Rail Summit and other efforts to reach agreement with Norfolk Southem 
and CSX (Applicants). SEA encourages you to consult directly with the Applicants to develop a 
mutually acceptable, binding agreement to address the potential environmental effects of the 
proposed project, Ai: o, SFA continues lo encourage the Applicants to work with th- communities 
in Greater Clevel.md to develop such agreements. 



SEA welcomes private/public negotiated solutions. 1 want to assure you that if a timely 
negotiated agreement is reached, SEA will include such an agreement in the Final EIS. Under such 
circumstances, SEA generally would recommend that, if the Board approves the Proposed Conrail 
Acquisition, it also impose a condition requu ing the Applicants to comply with the temis of the 
negotiated agreement. SEA plans to issue the Final EIS in late May 1998. 

In making its final decision on the Proposed Conrail Acquisition, the Board will consider the 
entire envirorunental record, including the Draft EIS, the Final EIS, all public comments, and any 
agreements reached between the Applicants and affected commimities. The Board will hold an 
open voting conference on the Proposed Conrail Acquisition on June 8, 1998, and the Board intends 
to issue its final written decision on July 23, 1998. 

Thank you for your interest and we look forward to your continued participation. If you 
have any further questions, please contact me at (202) 565-1538 or Michael Dalton, Environmental 
Project Manager at (202) 565-1530. 

Sincerely yours. 

Elaine K. Kaiser 
Environmental Project Director 
Section of Environmental Analysis 
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c m ' Of" ROCKY MOUNT 

vJanuarv 22, 1998 

î pn'vVt'TNV.Nr or 

Office ot t h f Secretaiy 
Case Control Unit 
Finance Docket No. 33388 
Surface Transportation Board 
[9J5 K. Street, NW. Room 500 
Washington. DC 20423-0001 

E N VIR 0 j \i s vi il a; TA L 
DOCUMENT 

Attentioi. . Elaine K. Kaiser 
Chiei, Section o." Environmental Analvsis 
Environmental Filing 

Dear Ms. Kaiser: 

Wt' have received the draft Environmental Impact Statement for the proposed 
ac((UisiTion of Conriijl by Norfolk-Southern Railroad and CSX Railroad. We 
have the tullowmg concerns lhat we would like to have addressed in considenng 
this acquisition: 

1. Long Delavs at Downtown Crossings 

For manv vears now, we have been concemed :jt)out the length of time 
required tor freight trains to clear the crossings in the central business 
district of the City of Rocky Mount. These crossings are known locally as 
East Grand, Goldleaf Thomas. Sunset-Tarboro, Hill-Western, Nash-
Mangoid. and Bassett. The north bound freights clear these crossings in 
a reasonable time period, but the southbound freights slow to a crawl as 
the trains enter the yard on the south end of town. We have tried 
without success to encourage CS.X to make whatever improvements are 
required on the .south end so that southbound trains could clear the 
downtown crossings more timely. .According to the Environmental 
hnpact Statemenl, the merger wil l increase the number of freight trains 
signit'uantly and we believe this increase wil l exacerbate this long
standing concern over long delays at these rail crossings. 

Fhe long delavs at these rail crossings are of concem for these reasons: 

.:rolina 27802-1180 
Iclepiu 1:11 



Elaine K. Kaiser 
Page 2 
Januarv 22, 1998 

a) The City of Rockv' Mount's population of 58,000 is split by the 
railroad tracks in the ratio of one-third to two-thirds. Long delays at 
cros.sings result in delayed public saiety (police, fire and rescue) 
response to calls for help as public safety vehicles must take "the long 
way around" to get to the scene of the call. 

b) The City operates a fixed route bus transportation service. Long 
delays at crossings disrupt the service schedule which adversely 
affects the reliability of the public transit serv ice. 

c) Like many cities in North Carolina and in the US, Rocky Mount's 
central business district has sustained the loss of retail business to 
the suburban malls and shopping centers. Our efforts to revitalize 
rhe central business district are made difficult by the phenomenon of 
long delavs at crossings. Increased delays wil l increase this diff iculty 
as existing and prospective business operators reaUze that the 
railroad is a barrier to customers. It is important to realize that the 
CSX main line bisects Main Street. 

Rocky Mount has a veiy limited number of separated crossings available as 
alternative routes for pubhc safety, public transit, and general motorists. The 
Raleigh Road (Highway 97) overpass is con.sidered adequate. However, the 
Sutton Road underiiass and the Riverside Dnve underpass are completely 
inadeciuate as they are remotely situated and will handle only automobiles and 
pu kup trucks. The Sutton Road tunnel floods out very frequently and wi l l 
accommodate only one lane in one direction at a time. We have engaged a 
traffic engineering consulting firm to study alternative locations for separated 
crossings and we hope that the post actjuisition railroad wil l cooperate wi th us 
in accomplishing whatever crossing improvements we pursue following the 
completion of our consultant's work. 

2. Hazardous Materials 

Appendix .A-1 of the environmental impact study indicates a significant 
increase in the number of cars and number of tons of hazardous 
matenals through Rocky Mount (Segments C-334 and C-335). We have 
been tortunate not to h a v had an accident in the central business 
distru i . but the increase that wi l l result from t'ne acquisition is of great 
cone ern to us. 



Elaine K. Kaiser 
Page 3 
Januarv 22, 1098 

3. Passenger Rail Safetv 

Table 5 2 (pages 5-31) indicates an e.xpected increase in the number or 
•Veqaency ot" passenger train accidents in our area (Segment C-334). We 
are greatly concerned about this as we have been working to upgrade our 
AMTRAK passenger station so that travel by train wi l l become more 
attractive as a mode of transportation. The passenger station at Rocky 
Mount boards and deboards approximately 50,000 passengers per year 
from our area. 

Related to this concem is the effect of increased freight traffic on 
AMTRAK schedules. Passengers frequently complain about late trains. 
Reliability of service is important to the attractiveness of AMTRAK as a 
mode of transportation and we believe that increased freight traffic wi l l 
exacerbate the problem of unreliability of scheduled service. 

4. Crossing Safetv 

For sev eral years, we have e.xperienced problems wi th the gates at the 
downtown crossings going down randomly vvith no train in sight. We 
have kept data on this situation and a summary is enclosed. 

This mysterious and random activation of the crossing gates results in 
anger and frust ra t ion by motorists and we believe the reduced respect for 
the protection equipment increases the frequency of "gate-mnning." We 
are greatlv concerned about crossing safety and reliability of equipment 
is important to maintain respect for safety measures. We have e.xpressed 
our concern to CSX about this, but the random gate activation continues 
year after v ear. We would like to have this situation addressed before 
you allow the acquisition to proceed. 

We appreciate the opportunity to comment on the Environmental Impact 
Statement and we hope you wil l give our concerns serious consideration. 

Peter F. Varney 
Assistant City Manager 

vvea 

Enclosure 

c Lvman Cooper, CSX Transportation 
Paul Worlev, NCDOT 



CITY OF ROCKY MOUNT, NORTH CAROLINA 
SUMMARY OF DATES, TIMES, AND LOCATIONS 

WHEN THE GATES DROP AND NO TRAIN IS COMING 

D A T E TIME (HRS) S T R E E T CROSSING 

1-23-95 i 0319 MAIN & HILL 
1-27-95 ' 0700 MAIN & NASH 
8-14-95 1600 PENDER & SOUTH 
4-10-95 i 0720 MAIN & HILL 

! 
1 

1-7-96! 1011 MAIN & GOLDLEAF 
2-9-96 i 0315 MAIN & SUNSET 

3-10-96 1640 MAIN & TARBORO 
6-4-96 2123 BASSETT 

7-12-96 ' 1318 FAIRVIEW & DENTON 
7-12-96 2022 MAIN & WESTERN 

' 9-10-96 1625 MAIN & TARBORO 
9-11-96 0644 MAIN & SUNSET 
9-11-96 0805 MAIN & SUNSET 
9-1 1-96 0834 MAIN & SUNSET 
11-1-96 1624 E. GRAND 

1-7-97 1906 E. GRAND 
1-11-97 0715 E. GRAND 
1-28-97 0810 MAIN 86 SUNSET 
1-29-97 1546 MAIN & SUNSET 
2-13-97 1025 MAIN & SUNSET 
2-13-97 1041 BASSETT STREET 

3-9-97 1624 E. GRAND 
1 3-9-97 1726 E. GRAND 

3-22-97 1654 E. GRAND 
3-24-97 1106 ALL CROSSINGS DOWNTOWN 
5-21-97 1028 MAIN & WESTERN 

6-2-97 1207 MAIN & GOLDLEAF 
6-10-97 1428 E. GRAND 
6-10-97 1440 E. GRAND 
6-19-97 1812 BASSETT 
7-15-97 1303 BASSETT 
7-22-97 1330 BASSETT 
8-13-97 1228 BASSETT 

9-5-97 1221 t MAIN 86 HILL 
9-12-97 1727 j BRANCH 
9-23-97 1155 MAIN ST (BATTLEBORO) 
9-23-97 • 1239 MAIN ST. (BATTLEBORO) 
9-23-97 1620 MAIN 86 NASH 

12-29-97 i 0525 PENDER STREET 


