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January 30, 1998 

Attn Elaine K Kaiser t . i w i . •« i : .'' 

Environmental Project Director D O C U M E N T 
Seciion of Environmentai .Analysis 
Surface Transportation Board 
1925 K Streei, NW 
Washington D C 2O42.?-0001 

RL-, Finance Docket No 33388 CSX and Norfolk Souihern - Control and Acquisition 
Conrail Drari Environmenlal Impacl Statemenl 

1 am writinu in response to trie request for commenis regarding the .EIS ofC SX 
acquisition of Conrail lines wiihin Michigan 

As a comniunity currently served by CSX we have concerns regarding the policy 
o f maintenance anu service CSX will afford those communities now on the Conrail 
sysiem lhat will shortly be served by CSX Issues we fieel should be addressed include 

1. Replaced wooden ties are disposed of by simply throwing them down on the 
embankment forming the right-of-way for the track We believe that a developed 
urban area should be given more consideralion especially given the prominent and 
visible locaiion o f the rail lines as il passes in a community 

2. Cutting and iri inming of brush and junk trees is not regularly done We believe 
that a developed urban area should be given more consideration, especially given 
the prominent anJ visible location of the rail lines as it passes through town 

3. The deterioration of overpasses, bolh foi safety concenis which are probablv more 
the accepied topic ofthe railroad, and the general upkeep of usty unpainted 
overpasses as thev clearly occupy a prominent role to the community 

4. The location o f pedestrian crossings (for pedestnans onlv) in a downtown setting, 
currently requires the installation ofa fully automatic roadwav-style signalization 
totally installed al the municipality expense 

1 1 o o A T L A N T I C STREET • M I L F O R D . MICHIGAN 4 8 3 8 1 • PHONE (248) 6 8 4 - 1 5 1 5 • F A X ( 2 4 8 ) 6 8 4 - 5 t 0 2 



January 30, 1998 Page 2 

5. The continued mainienance of the track base is accomplished by raising the iracks 
by 4 - 5 inches every 2 lo 3 years At street crossings the roadways are gradually 
starting to • peak", m.aking the approach increasingly dangerous fhe approaches 
to the crossings must be corrected 

Thank you for the opportunity to air our concerns Please call i f l maybe of any 
assistance 

Sincerely 

VILLAGE OF MILFORD 

( 
/ 

Arthur Shulllebargei, Managei 

cc L Brooks Patterson, Oakland County Executive 
Dennis Powers, County Commissioner 
Nancy Cassis. State Representative 
Bill Bullard. State Senator 
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R f P t * TO 

ATTENTION 

R e g u l a t o r y Branch 

DEPARTMENT OF THE ARIVIY 
NEW YORK DISTRICT c 3 ^ P S OF ENGiNEERS 

JACOB K JAVITS FEDERAL BUILDING 

NEW YORK N Y 10278-0090 

SUBJECT: Comments t o the D r a f t Env i ronmen ta l 
Proposed C o n r a i l A c q u i s i t i o n 

twgr^^|c*^tatement f o r 

l ^ s . E l a i n e K. K a i s e r , Chief 
S e c t i o n of Env i ronmen ta l Ana lys i s 
S u r f a c e T r a n s p o r t a t i o n Board 
1925 K. S t r e e t , NW 
Wash ing ton , D.C. 20423-0001 

D e a r f^s. K a i s e r : 

ENVi.nONf̂ EivTAL 
DOCUMENT 

This i s i n response to your October 1, 1997 l e t t e r 
requesting comments on the Draft Environmental Impact Statement 
(DEIS) for the proposed a c q u i s i t i o n of Conrail's assets by 
N o r f o l k Southern Railroad and CSX Railroad. 

We have reviewed the DEIS and noted triat the map of L i t t l e 
F e r r y , Bergen County, New Jersey i n Figure 5-NJ-5, Volume 3B of 
t h e DEIS depicts wetland areas regulated by New Jersey Department 
o f Environmental Protection. Work i n these and/cr nearby areas 
may also be regulated by the U.S Arm.y Corps of Engineers. Our 
j u r i s d i c t i o n would include the discharge of dredged or f i l l 
np.aterial i n t o any wetlands, freshwater or t i d a l , on the s i t e or 
i n t o the waterway waterward of the spring high t i d e l i n e . I f such 
work i s proposed w i t h i n waters of the United States at L i t t l e 
F e rry, a Department of the Army permit from the New York D i s t r i c t 
w i l l be necessary. In order f o r us t o accurately d e t e r r m e the 
ext e n t of our j u r i s d i c t i o n on the s i t e , a wetland d e l i n e a t i o n 
would need t o be submitted for our review and approval. Once we 
receive a wetland delineation f o r the s i t e , we w i l l then be able 
t o schedule a s i t e inspection. 

I f the proposed work would not involve work w i t h i n our 
j u r i s d i c t i o n , a permit w i l l not be required and no f u r t h e r 
contact with t h i s o f f i c e w i l l be necessary. I f work i s proposed 
w i t h i n our j u r i s d i c t i o n , the appropriate a p p l i c a t i o n documents 
should be submdtted at an appropriate juncture. 

For impacts t o waters oJ the United States at the 
Gardenville Junction at the City of Buffalo, Erie County, New 
York you w i l l need to contact the US Army Corps of Engineers 
B u f f a l o D i s t r i c t at 1776 Niagara Street, Buffalo, New"York 14207-
3199, ATTN: NCBCO-S. 



I f you have any questions regarding t h i s l e t t e r , please 
contact Mr. James Cannon, of my s t a f f , at {212J 264-0184. 

Sincerely, 

Chi^f^' Western Permits Section 
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Cecil H. Underwood 
Governor 

DIVISION OF NATURAL RESOURCES 
Wildlife Resources Section 

Operations Center 
P.O. Box 67 

Elkins, West Virginia 26241-3235 
Telephone (304) 637-0245 

Fax (304) 637-0250 
John B. *fa«der 

Director 

January 30. 1998 

O f f i c e ofthe Secretary 
Case Control l init 
1- inance Docket No. 3.'?388 
Surface I ransportation Board 
1925 K Street 
Washi-xj lon. DC 2()H2.'^-0001 

ENViRONMENTAL 
DOCUMENT 

A.llcntion: 
E laine K Kaiser 

C h i e f Section of liny ironmental Analysis 
Environmental I iling 

Dear Ms. Kaiser: 

The West Virginia Division of Natural Resources (WVDNR) has reviewed the Draft 
E.nvircnmental Impact Statement forthe "Proposed Conrail .Acquisition" prepared by the Surface 
1 ransporlalion Board, i he WVDNR anticipates few adverse impacts to fish and wildlife to resuit 
f r o m the acquisition ol Conrail by CSX and Norfolk Southern. 

Sincerelv. 

.lames W. Ravvson. Superv isor 
nv ironmenlal Coordination 

-IW K sk 
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f . R I i . < I U \ I Cf l i t S l x K 

I K t H < t l U \ R U f S I 

Oitv ol T<ivlur 
• • 
2^555 ( , ( ) I)I) \RI» K O M ) 

I \ M O R . \1U HK, \ N 4XIK0 
I ' H O M . r U ) 2X--655II ,vi(r I \ \ : ( " M r X-4-1 <4A 

E( 
DOCUMENT 

Ml 

F e b r u a r y 1, 1998 

M s . E l a i n e K. K a i s e r 
E n v i r o n m e n t a ] P r o j e c t D i r e c t o r 
E n v i r o n m e n t a l F i l i n g 
O f f i c e of the S e c r e t a r y 
C a s e C o n t r o l U n i t 
F i n a n c e Docket #33388 
S u r f a c e " r a n s p o r t a t i o n Board 
1925 K S t r e e t , NW 
W a s h i n g t o n , D.C. 20423-0001 

I.KI <.()K^ K/l H \ 

M SHS \ N \ Kl l I n 

1)1 I O K I s ( H O K k \ l I K 

I ' M I I M I I K i K I 

I I W I I ) W ( , l 

m V M ^ \KI>» K M O l I 

I \ ( K n ^ M O I M K 

R e : Proposed a c q u i s i t i o n of C o n r a i l by N o r t o l k Southern R a i l r o a d 
& CSX R a i l r o a d 

D e a r Ms. K a i s e r : 

The C i t y of Taylor upon review of Chapter 5 of the Environmental 
Impact Statement (EIS) for the a c q u i s i t i o n of Conrail by Norfolk 
Southern Railroad and CSX Railroad would l i k e to address the 
f o l l o w i n g concerns. 

The average d a i l y t r a f f i c (ADT) counts u t i l i z e d i n the 
December, 1997 EIS, do not match the information the C i t y of 
Taylor hasattained from Wayne County Department of Public 
Service (WCDPS). The (WCDPS) "24 Hour T r a f f i c Volume Counts", 
dated December 1, 1996, shows s i g n i f i c a n t l y higher t r a f f i c 
counts than those shown i n the EIS. A change i n t r a f f i c 
counts w i l l a f f e c t the analysis of highway/rail a t grade 
crossings and the analysis of highway/rail crossing delays. 
We request t h a t the correct t r a f f i c counts be considered. 

W-i are also concerned th a t the additional t r a i n t r a f f i c 
through the C i t y of Taylor proposed i n the EIS may a f f e c t the 
emergency response a c t i v i t i e s of police, f i r e and rescue. 
Obviously anything that could reduce response time w i l l impede 
and threaten the health, safety and welfare of our c i t i z e n s . 



Ms. Elaine K. Kaiser 
February 1, 1998 
Page 2 

The summary of p o t e n t i a l a f f e c t s of r a i l transport of 
hazardous materials was vague. The estimated carloads of 
hazardous materials between Carloton, MI and Toledo, OH 
doubles according to the EIS, but there i s no reference to any 
increase between Carleton,;, MI and Ecorse, MI. Are a l l 
hazardous materials off-loaded i n Carleton? 

The increase i n t r a i n t r a f f i c , according to the EIS, w i l l 
increase noise. The EIS suggests various methods to m i t i g a t e 
the impact of noise. The EIS also recommends the r a i l r o a d s 
m';et with the conununities to decide how best to accomplish 
m i t i g a t i o n . To date, we have not had any contact w i t h the 
r a i l r o a d s . 

We have many concerns r e l a t i n g to the proposed a c q u i s i t i o n . 
Foremost, i s the lack of information the City of Taylor has 
received from the Section of Environmental Analysis of the 
Surface Transportation Board. Secondly, the C i t y has serious 
concerns r e l a t i n g to t r a f f i c delay problems and the associated 
le v e l of service of our roads due to the increased t r a i n 
t r a f f i c . 

Please feel free to c a l l me at (734) 374-2733 to f u r t h e r discuss 
these issues. 

Very t r u l y yours. 

Timothy Keyes, 
Special Projects Manager 

xc: Mayor Gregory E. Pitoniak 
Frank Bacha, Executive Director, DPW 
Tom Bonner, Police Chief 
Ted Swope, Fi r e Chief 
Gerald Couch,Executive Director, O.D.S 
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ENVIRUittkiilii IAL 
DOCUMENT 

City of (Cielirlanh 
Office of the Council 
Koosevelt Coats 
Councilman, 10" W ard • Ma]ont\ Leader 
(.nmmittees: I'lihln Sen-ue. (.hdirmaii • C^ommumt) i:s'I.toiiomic Development 
iiiiuthe • l'ul>//i I Il.'l lie.' * Rules 

lanuan 22,1998 

C )ff icc of the Secretan-
Surface i ransportation Hoard 
1925 K Street, NW 
Washington, IX . 2042^ 001H 

Dear Secretan and .Members ofthe Surface I ransportation Hoard: 

I am wrmng in opposition to the (;S.\/( Conrail merger that will negatively affect the residents of 
VCard 10 located in the northeast portion of the Citv of Cleveland. In light of the rese rch prepared 
bv the (Jitv presented in the enviromnental impact statemenr by the surface transportation board, 
and the concerns I hear from neighborhood residents, it is clear to ine the proposed merger between 
f ^SX and Conrail is at the cost of residents in neighborhoods i represent. 

T he proposed incrL-ase of trains comes on tracks that cut nghr through .ny ward. 1 hese tracks are 
rareiv used at present, and in sotne places run through densely populated neighborhoods. . \n 
increase in train traffic would affect manv people in profound ways. 

Delav in traffic at crossing, especiallv delavs in emergency vehicle traffic could create a lifc-
threatening problem for W ard |0 residents As the shipping of train cargo is virtually unregulated, in 
rhe event of an accident, tbe proposed train traffic is more likelv to create a significant health hazard 
ancl emergencv situation in W ard 10, for which the ( ir\ inust be constantiv prepared. 1 he value of 
real propertv for residents ad)acent to the tr.icks could plummet, as the location would be 
increasinglv less desirable. I iiiallv the quahtv of I'fe would be diminished trom such dramatic 
increases in train traffic, and the resulting loss of air quahtv and increase in noise. 

T lie i. .it\ prepared and filed a great deal ot informanon in this regard, and indicated tbat the 
neighborhoods most affected are blacii and low income neighborhoods W'.ird 10 includes rhe 
!'.uclid dreen. (olhnwood and forest llilK neighborhoods. .My communirx is among those 
proposed to receive thi' most dainage from this proposal, therefore, 1 oppose the ( >X Conrail 
merger. 

Sincereh, 

Roo'\\ elt (.ty.ix< 
< ouncilman, |o' W ard 
.Ma)C)nrv I .eader 

Residence • r'".5 Chffview Ruad • (leveland. Ohio 44! In • • 216,4S6-2323 
Ward Office • 14036 St ( l.iir Avenue • Cleveland. ()hio 44110 • i216jH51 HHKll 

C i t v H a l l • Room 220 • 60'. 1 .ikeside .\venue • Cleveland, ()hio 44114 • (216) 6̂ )4 4"43 • l ax (216) 664-3«3' 
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TOWN OF FRONT ROYAL 
PO BOX 1560 

FRONT aOYAL, VIRGINIA 22630 
(640| 635-8007 

FAX (540} 636 7475 

January 29 

O f f i c e of the S e c r e t a r y 
Case C o n t r o l U n i t 
F i n a n c e Docket No. 33388 
S u r f a c e T r a n s p o r t a t i o n Board 
192 5 K S t r e e t , NW 
W a s h i n g t o n , DC 2 0 4 2 3 - 0 0 0 1 

ENVISOiVMENTAL 
DOCUMENT 

A T T N : E la ine K. K a i s e r 
E r " i r o n m e n t o l P r o j e c t D i r e c t o r 
E n v i r o n m e n t a l F i l i n g 

D e a r Ms. K a i s e r , 

T h e Front Royal Town Counc i l , d u r i n g i t s r e g u l a r mee t ing h e l d 
J a n u a r y 26, 1998, v o t e d t o adopt a r e s o l u t i o n p e r t a i n i n g t o Finance 
D o c k e t #33388 r e g a r d i n g the CSX and N o r f o l k Southern C o n t r o l and 
A c q u i s i t i o n o f C o n r a i l D r a f t Env^ironmental Impact S ta tement . I 
h a v e enclosed t h e o r i g i n a l , p lu s t e n c o p i e s , of the r e s o l u t i o n f o r 
y o u r c o n s i d e r a t i o n -

Very t r u l y y o u r s . 

Rhonda S. N o r t h , CMC/AAE 
C l e r k of Counc i l 

RSN\ 

c c : D i r e c t o r o f P l ann ing 

w h « r « t h t s h t n « n d o a h n a t i o n a l p a r k b e g i n s 



R E S O L U T I O N iq 
REGARDING HNANCE DOCKET NO. 31386 

CSX AND NORFOLK SOUTHERN 
CONTROL AND ACQUISITION OF CONRAH 

DRAFT ENVIRONMENTAL IMPACT STATEMENT 

WHEREAS, the Town of Front Ro)'al, Virginia and V\arren Count) are 
current!)' served by the Norfolk-Southe* n Railwav; and, 

WHEREAS, in tho last decade, this coinmunitv' has experienced a significant 
increase in rail traffic as a result of express freight traffic on the line from Riverton 
Junction to Manassas; and, 

WHEREAS, the citizens of the Tow n of Front Ro\ al and Warren Countv' 
havp exfXTienced impacts due to noise, air qualitv and significant traffic conflicts at 
grade crossings during this period; and, 

WHEREAS, industrial development in the Count\, including the Virginia 
Inland Port, has occurred Kvause of the availabiiit>- of local rail service, but has not 
been the main cause of traffic increases; and, 

WHEREAS, the Environmental Report received Julv 1997 projected changes 
in the thrc^ major rail segments centered on Riverton Junchon in Nont Royal -
north toward Harrisburg, a 77% increase from Tl . l to 19.6 trains per dav; south to 
Roanoke, a 210% increase from 3.9 to 12.3 fi-ams per dav; and east to .Nlanassas, a 
22% reduction from H.3 to 8.8 trains per dav; and, 

WHEREAS, the Draft Environmental Impact Statement dated December 12, 
1997 concludes there is only minimal impact for air qualitv', noise, grade crossing 
conflicts and accidents for the Tow n of front Rov al and Warren Counts, dt>spite the 
fact that air qualitv' and noise impacts exceed the Surface Transportation Board's 
thresholds; and. 

VMII REAS, the train traffic projecfions are highlv speculative given the 
strategic kx ation of Riverton Junction for east coast and midwestem rail traffic and 
the high probabilitv' of increased through freight traffic; and, 

miEREAS, the citizens of the Town of Front Roval are alreadv coping with 
thecurrent increases in through traffic as previously noted. 



NOW, THEREFORE BE IT RESOLVED, that the Front Royal Town 
Council petitions the Surface Transportation Board to consider the high probabilitv' 
of more significant environmental impacts on this communitv due to the proposed 
acquisition; and, 

AND BE IT FURTHER RESOLVED, that tlie Final Environmental Impact 
Statement include a requirement for a five year review period from the effective date 
of the final decision for the assessment of environmental impacts and remediafion 
options. 

APPROVE: 

/ 
/ / 

' vC ( ' I 'J^l-
GEORGE E. BANKS, MAYOR 

ATTEST: 

RHONDA S. NORTH, Qerk of CouncU 

This resolution was adopted by the lown Council of the Town of Front RoyaL 
\'irginia, on the 26th day of January, 1998. 
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Januarv 2S. I'x '̂̂  

C I T Y of F O S T O R I A 
1' O Dr . u ' i H 

I ()s I UR I \ O H I O l i s in 

ff;' 

OfTice ofthe Secretan. 
Case C ĉ nlro! I ni! 
Einancc Docket No > •'588 
Surface Transporiation Beard 
I'>25 K Street. WV 
Washinuton, DC 2 0 4 2 . ; 

Board Members 

The Cit\ of Fostona is concerned that its safet\ concerns are almost compietelv ignored and 
inadequateh addressed in the Draft Hn\!ronmenta! Impact .Statement, in fact, thelack of 
comments would lea\e one to wonder if the Citv "s comments, submitted uith the State of Ohio 
during the Preliminar}, Safety and Ln\ ironmental Comment Penod. \̂ere considered 

.Mthough segments C-f'^" !Manon-Foston.-) and C- '̂-'f (Willard-Fostoria) are idemified as 
meeting the threshold foi ana!>sis by the SL.\ neither the individual nor the cumulati\e impacts of 
the increased rail traffic are considered on a communitv wide basis for safetv and urade crossinu 
delavs ~ 

The foremost item of concern remains the ingress egress issues raised in the Preliminarv Safety 
and Ln\ ironmental Comment Penod The measu.'-able delaN for emergencv responders \\\\\ be 
draniaticalK increased as a result ofthe acquisition Our e.stimates indicate that with nearh a ?'fo 
increase in rail traflic throughout the communitv. utilizing the Sl \ v formula, a at-urade crossing 
will be blocked o-.er 12 ofthe 24 hours, wh'ch is ovcr ^ ' fthe dav I nder the existing current 
V olume lev els, a train is blockinu one or more at-gradv .v-.̂ ing in Fostona nine and one quaner 
(9 25) hours out ofeach twentv-four hour da\ 

We agree thar not all ofthe crossing will be blocked at the same time, however an emergency 
v ehicle has no schedule as to w hat time of da\ the crossing it needs wi!! be blocked W ith any 
giv en rail crossinu blocked tn er half of the da\ . it becomes apparent that some alternat!\ e 
prov isiop needs to be made for the safety ofthe residents within the Iron Tnangles m particular 

It IS stronul\ recommended that the potential for tht se tw o areas to become isolated b\ rail 
niov ements. and the unreliability and unpredictability of direct emeruencv sen ice routes, be 



considered in addition to the established SE.\ criteria The constniction of grade separations in 
both areas is highly recommended 

.\s a result ofthe acquisition, the City of Fostoria stands to be significantly impacted in the 
amount of Hazardous Matenal rail car loads on an annual basis The Draf̂  EIS indicates an 
increase of forty (10%) percent, from 85.5.'̂ 0 car loads per year to ! !<J.7)0 w hen e\ aluating the 
cumulative impacts of al! three rail lines w ithin the communitv Mitigation recommendations are 
included w ithin the State of Ohio filing 

.Additional evaluation b\' SE.\ is necessary to totallv realize the impact within Fostoria, the Draft 
EIS fails to recognize that the rail systems not only intersect in the center ofthe communitv. but 
also have a interchange capability, both having a negative impact when considenng Emergency 
Responders 

The City has participated in the preparation ofthe recommendations being submitted by the State 
of Ohio and fu'ly concur with them 

Your consideration is greatly appreciated 

Sincerelv, 

' James E Bailey 
^ Mavor 

Citv of Fostoria. Ohio 

Ronald !. Reinhard 
Safet\ -Sen ice Director 
Citv of Fostona, Ohio 

JoWphE Droll 
President 
Fostona Citv Council 

C*harles L Dodge 
.\dministrativ e .\ssistant to the .Mayor 
Citv of Fostona, Ohio 
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ENvihuiViwcNTAL 
DOCUMENT 

Schuyler County Environmental 
ManagenentCouncil 

c/o Schuyler County Dept of Planning 
208 Broadway 
Montour Falls. NY 14865 
January 29. 1998 

\ T I 

Elaine K Kaiser 
Environmental Project Director 
Office of the Secretary 
Case Control Unit 
Finance Docket No 33388 
Surface Transportation Board 
1925 K Street NW 
Washington. DC 20423-0001 

Dear Ms Kaiser, 

The Schuyler County Environmental 'vlanagement Council is an advisory body 
appointea by the County Legislature to address matters of local environmental 
concern In such capacity we have received and reviewed the Draft Environmental 
impact Statement, "Proposed Conrail Acquisition", Finance Docket No 33388 

Data within this document indicates that the rail line within Schuyler County, a 15-mile 
piece of Segment ID# N-060 (Corning, NY - Geneva, NY), can expect a 500% 
increase in gross freight tonnage, should the Conrail Acquisition proceed Although 
ttie absolute increase in the number of trams per day is small (from 0 2 to 1 6/day), this 
nonetheless constitutes a significant change in the status quo for our community and 
we wish to make known concerns that we hope can be addressed in the final draft of 
tfie impact statement Our concerns are as follows 

• A rural route of such limited use may not receive the necessary line upgrades 
expected toi line segments having a comparable percent increase in tonnage 
but more heavily trafficked in numbers of trains per day 

• There is a large number of rural at-grade crossings whose traffic levels are 
below the threshold for mitigation measures as described in the impact 
statement Many of these crossings occur on secondary roads leading to farms, 
wineries and private homes Will our 500% increase be sufficient to result in 
upgraded traffic warning signals' 



• Training and equipment are needed for local volunteer emergency response 
teams who may be required to respond to accidents involving hazardous 
materials Our concern here is heightened because the rail line through our 
county will traverse farmland and vineyards Responding emergency 
volunteers must be prepared to protect themselves and effectively contain spills 
of hazardous materials should they occur To what extent would the Conrail 
Acquisitico result in such training and equipment for our local volunteers? 

There is no doubt that the increase in rail traffic as outlined in the draft statement will 
result in significant positive environmental impacts such as more efficient use of fossil 
fuels, reduced truck traffic on highways and lessened air pollution The Schuyler 
County Environmental Management Council supports this change as it stnves to 
protect our loca! environment from any adverse consequences resulting from this 
change 

We look fonward to your timely response to our concerns 

Sincerely, 

James L Murphy, Chair 
Project Review Committee, 
Schuyler County EMC 
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hetween Ivni .mJ I ' / ' /N I'opul.ition esliin.ite- tioni liu Southeast \liJii..Mr. Council ol 
> H'\ernmenls proje^ls that \\ i.vmi s populaimn ;j.iiiWil; li.>in lW(i Uni'.i will be 5'"'o. 

In addition to Ihe population, husmessc- m Wi'M^ni iiKi.ased b\ 62 (1.^ 25"o) W'e e\i>e.l 
a ! jowlli ul 1S.>"., this Ncai loi a total o| o.'s inisiiiesse^ in the sommunilv 

III an anaKsis ,if leJei.i! laihnaJ saie!\ i . .nJ- i -ev.- iep'>iiwi in ilieii Ksue of 
Decembei i w o Diai \\iv»rn, .\1I luJ the .mJ : i V' nskie-l . i 'vsin-.'s anioiiL' Ilie 
)^.>.on(i public laihitavl r̂ossins's m lhe nation . believe lha! in"v .i..uien!> are ihe 
taull III in-'lt'ii-i- and have ailempled to lower Ihe possibiliu o' .i..;.Ln!- ihiouuh lav*, 
cntoiecnieiil. education and woikiiii! v îlh the lo^al ( S\ iepicsentaii\.> Wc still have 
consents ihal ihe .(m-olidation ol rail lines will uKtease rail tratlic and these are not 
addressed in the Dralt LI.S. 

I Ihc first comment ct.'iKcnis hî 'Jiwav rail al-iM.idj .lossinsj^ in Wrvom. MI 

a. ,\ Delnjil \cws .irt;,.!e. dileJ l\.eml>ei 16. shows thai the la.*;! fralFK 
analysis ol this inlersection was done on lanuarv l'>85. ihc source is the 
1 edeial Railroad \dministration whos. d.it.ib.iv. slu vsv a dails total ol 17 trains and 
a traffk volume ol 14.700 auiomobiles iratfk sunovs used in a )W4 
1 n\iioiimenlal Vssessnient ol possible ehaiii-'es lo ih;s intersestion show a trallie 
eouni ol ; ',.7()() Irom dala solle.led in l*^-'.'^ Ihe 1' M peak lioiu results show a 
total delay ol .̂ 7.175 minutes with piobable .(wis ot S:.7.̂ S,225 lhe Lc\'cl of 
Service (l . i )S) was rated a.s F. 

1 
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Before the 
SURFACE TRANSPORTATION BOARD 

Washmgton, D.C. 20423 

ENViflOf; .TAL • 
l,#V^WWivik.i« I Finance Docket No. 33388 

CSX Corporation and CSX Transportation Inc., 
Norfolk Southem Corporation and 

Norfolk Southem Railway Company 
- Control and Operating Leases/Agreements -
Ccnrail Inc. and Consolidated Rail CorporaUon 

ERIFIED STATEMENT OF EMMANUEL ONUNWOR 

1. I am Emmanuel Onunwor. Mayor of the City of East Cleveland. I 

submit thL- verified statement on behalf of the City of East Cleveland regarding the 

environmental and safety effects of the above-captioned transaction. 

2. We have reviewed the issues facing tJie City of East Cleveland as 

addressed in the Draft Environmental Impact Statement ("DEIS") prepared by the 

Section of Environmental Analysis ("SEA"). We are deeply concemed about the 

adverse impacts the people of the City of East Cleveland wili face as a result of this 

transaction if proper mitigation measures are not imposed. 

3. Specifically, we oppose the current DEIS and AppUcation 

because they do not adequately address issues regarding safety, transportation of 

lo.xic materials and substantial increase in volume of rail traffic in and around the 

City of East Cleveland. 

4. The people of the City of East Cleveland will experience the 

sigru.ncant effects the City of Cleveland lias described in detail in their Comments 

filed October 21. 1997 and in the Comnients on the DEIS which they are fihng 

today. We are working closely with the City of Cleveland to develop altemaUve 



routing scenarios in order to diminish the environmental impacts on our residents. 

we. like the City of Cleveland, strongly believe that aggressive alternatives, such as 

re-routing trains, are necessar>^ to avoid serious adverse impacts upon our residents. 

The mitigauon proposed by the SEA in the DEIS is insufficient to address the 

environmentaJ impacts on our resid- -ts. 

5. The City of East Cleveland, therefore, urges rJie SEA to 

reexamine the en. .-onmenial impacts of the transacuon upon the City of East 

Cleveland and the City of Cleveland. Panicularly. we suggest the SEA examine 

altemauves. such as re-rouUng of trains, in order to avoid serious adverse impacts 

upon our residents. We are anxious to consider suggesUons and recommendaUons, 

including those proposed by the City of Cleveland, that adequately address these 

significant issues. 



VERTFICATlOK 

I, Enmanuel Onunwor, verify under penalty of perjury that I 

have reviewed the frr^going Verified Statement^ and that a l l of the 

facts stated therein are true and correct. Further, I certify that 

I am qualified and authorized to verify and f i l e this Verified 

Statement. Executed on this jnc day of February, 1998 . 

Enĝ Jinual Onuniiror 

Subscribed and sworn to 
before me this 2nd 
day of FePrtiary , 98, 

Notary Puj^lic! / 
B E \ ' E R L Y GRAY 

Notary Public. Suw of QMo, Cjy. Cty. 
My Comnniuisp ExpirM July 20, 2O0O 

My conunission expires: 

July 20. 2000 

^1 
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Bergen County (and placrs iike us across the nation) adaot our needs to the highway 
portions of our transportation system, our curs are overpowering the road network »nd 
threatening to sufTocste the »'conomy they smarted out serving. The Routes 4/17 interchaiige 
and the Model A were perfect technology companions in 193S. 

if. Since 1988 is the i cond "Since" theme, when Cross Acceptance One arrived on our 
doorsteps with some remarkable opportunities we saw and seized together, but with others 
more visible to us today because we can now can see the outcomes of that incredible 1980's 
bociD. 

Here is a third. .Since Cross Acceptance began in 1988, yet another transportation 
initiative landed in our laps — the 1991 Intcrmoda! Surface Transportation Efficiency Act 
of 1991, many of whose purposes for the nation's Metropolitan Areas matched those that 
New Jersey's State Development and Redevelopment Plan held for our own .Metropolitan 
landscapes--part urban, part suburban, and part rural. I S T E A . 

ISTEA and Cross Acceptance 11. 

Because the traffic we were experiencing tied so directly to the new landscape of our 
economy, ISTEA said, we had to rethink transportation, as well. The new transportation 
system we could build inside the one we already have (it's much too expensive to dismanth^ 
w ould have to be Intermodal. Then it could turn the separate pieces of our system back into 
a nctH'ork again, each of whose parts could help and ser\ e the others. 

So while the State Plan was focusing on our landscapes that were being overrun, ISTEA 
focused on the transportation system's inadequacies for sen-ing these same landscapes. 
ISTEA went a giant step further than had other trap -ortation bills before it, however. It 
instructed us to find ways to focus on land use while we focused on transportation. Cross 
Acceptance Two gives us excellent chances to revisit and strengthen the capacity based 
planning perspective we invented and applied eight years ago, starting with the capacity of 
the land to contain the buildings that our collective zoning assigns to it. 

In ISTEA, the word Interr.odal means among the modes, and the "modes" include roads — 
state , local, county and Interstate, and the cars, buses and trucks that converge on them: 
rails — for rail transit and rail freight ofthe various types; airports — for air passenger and 
a:r freight of many new types; harbors — and their transcontinental and global freight 
shipping opportunities (and impediments), along with their places where freight is 
exc'nanged to other fr ight modes; and the whole new infrastructure of information 
transmission. We work in this last vineyard, as well. 

ISTZTA also focused on the word Efficiency — among the modes, across the economy , and 
^ ithin the new land use settings described at the beginning ofthis Planning Essay. The two 
in combination, intermodal and efficiency, liberate terrific possibilities for setting up an 
intermodal netH'ork approach to integrated transportation investment in Bergen County. 

Among other things, this Intermodal Surface Transportation Efficiency Act also seized 
upon extensive Circle of Mobility planning already in place in our state, and embodied its 
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major elements into an Urban Core that brought the Secaucus Transfer and the Hudson 
Bergen Light Rail Transit line to the forefront of Northern New Jersey's and Bergen 
County's intermodal opportunities. 

Planning is first ahout something - in this case about our economy, our environment, our 
landscape pattems, and about the much too disparate transportation elements that cross 
our county frjm our region without connecting very well to any of our determinants of 
economic success. With transportation the most prominent public investment we ever 
make in our economy, the opportunities and obligations arc large here. 

Second, planning becomes/or something. Springing from the research recounted in this 
Planning Essay, what recommendations for action surface? Here are ours: 

FIRST; From the extensive research jiscussed above, we come first to the conclusion that, 
among the few modes remaining at our disposal for moving people across our economy's 
landscape, l.if-ht RaU is the logical technology of intermodal choice. It rises and bends, jump 
starts and quick-stops, glides and slides more silently and less interruptedly through our 
settled landscape than any of the other modes. Moreover, it can knit together our present 
array of pas.venger carrying roads and rails such that the people who use hoth can travel 
much moi' productively on each of them and on both of them in various combinations. 
Better than any other mode at ou. disposal, it can make a network (again) out of a 
disconnected entanglement. 

Who knows better than those who live here taat Bergen County is the place where scores of 
transportation investments have been made at different times and which, for today's needs, 
do not connect together well. Picture how Rouies 4, 46, 17, 80, the Turnpike, the Parknay 
and our commuter rail lines appear on a map like they actually meet here to ser\e one 
another's purposes. But try making the connections on the ground to actually accomplish 
such miracles. In spite of this, the state's ;'reatest economic concentration has been 
assembled here in Bergen County on but 3% ofthe state's land mass. 

So hit or miss will no longer suffice. The great preponderance of our tiansportation 
analysis and investment energy since 1988 has focused on the mismatches recited 
throughout this Planning Essay. As pointed out above, another such mismatch is between 
the sheer size ofthe 1950's commuter rail network that passes through Bergen Countv and 
the small number of people who find productive ways to utilize the ser> ice available oii it in 
1997. Two percent of Bergen's residents who get up on .Monday morning to go to work 
take the train from one of our 28 commuter rail stations. Saddle Brook is a prime example 
of a centrally located place, in the heart of Bergen County's pfoncmic core and at the 
junction of several transports-uon lifelines - none of them Intermodal - and that has not 
been able to benefit precisely because of the many disconnects. Rather, Saddle Brook and 
the towns adjacent endure the traffic that is led to and through this place. We have formed 
a multi-party partnership to tackle these issues. The goal is to add economic strength 
while reducing congestion. 
As the technology of choice: 

• Light Rail, more nimbly and with much greater fiexibility than commuter rail, 
can respond to economic change and opportunity. That is, the economy is not 

22 



forced to adapt to IT; 

• Light Rail's station sites have strong economic development and redevelopment 
capacity, offering excellent opportunities to the private sector and to 
municipalities which need to strengthen and sustain their changing economic 
base; 

With its service/information economic base already in place. Light Rail offers 
more powerful connective support than any other mode for businesses and 
residents alike; 

• Light Rail permits small stations to be added without large parking lots; 

• The Light Rail system is easily expandable. It can start with one-car trains and 
expand to two and three car trains as the market grows; 

• Light Rail's quick starts and stops do not create congestion at the center of the 
towns it passes through; 

• Through feeder bus or feeder v-;; loops, known to be effective with Light Rail, 
ridership can be increased and serv ice areas expanded; 

• .An eventual interconnection with the West Shore at the V'ince Lombardi Park-
Ride would offer excelleut potcntiai access from the ncih to the Hackensack 
Mtadowlands, the Sports Complex, and the Secaucus Transfer/Allied Junction 
siie; and, 

• Light Rail, with its 12 minute service frequencies all day long, is capable of 
competing with the automobile in convenience ô tj $peed. If wili aiso provide 
greater reliability of travel times, for our • n es and residents, than do our 
cars so often trapped in traffic with no esc. 

SECOND: Our greatest transportation needs, for Loth roads and rails, are for much 
improved EAST-WEST capabilities that tap into, protect and sustai.i the prodigious 
economic asset base in the County's Core. 

The Bergen Cross County Light Rail line, running parallel to Routes 80, 4 and 46, can 
both rescue the core of Bergen County's economy - the county's largest concentration in 
the state's largest economic stronghold - and stimulate greater economic strength, sti.y:ng 
power and redevelopment opportunities keyed to transit friendly land use choices. The 
days when we can reach onto the shelf for congestion-generating, auto dependent uses in 
such crowded landscapes are numbered and counterproductive. 

Neither of the two lines under consideration for selection as the first operable segment in 
the Major Investment st;idy being jointly conducted by New Jersey Transit and Bergen 
County can accomplish this. They bolh run north-south; neither contains the sheer volume 
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of economic assets so vital to the entire county's economic future; and neither makes 
connectable contact with so many of the county's and the region's transportation lifelines. 
Both, however, are and will be needed in the intermodal transportation network of 
transportation network of our economic future, and both can connect into the intermodal 
spine that the Cross County Ught Rail line would provide. This is to day that Bergen County 
has largely lived off of the transportation investments in place in the 1950s, as has our 
region with its huge increases in regional travelers who use and depend on these same 
lifelines. 

THIRD: This Planning Essay also shows how the Core of Bergen's economy - the state's 
most concentrated such place - is also where the worst of our congestion can be found. It is 
also the place, however, where our best transportation opportunities reside, because here is 
where our transportation links to our region also converge with the best opportunities for 
interlinkage. The Hudson Bergen Light Rail streams northward to us from Hudson 
County, with a key intermodal link in Weehawken from and fo New York City. It will 
carry regional and local travelers to and from economic destinations very attractive to us, 
ajid fhat make us very attractive to them. Bergen and Hudson hold 700.000 jobs between 
them; this represents one fifth of all the jobs in Mew Jersey. 

FOURTH: The Bergen Cross County Rail iine, better and sooner than can either ofthe two 
other lines under study, "pulls logether" the major strands of fhe transportation network 
strategy we have been pursuing for eight years since Cross .Acceptance One. As described 
above, these include the Routes 4/17 interchange, designed to permit much easier capacities 
for drivers to change directions, the Secaucus Transfer with its potenfial to connect to 100 
commuter rail stations in our region as parking and reverse commuting capabilities are 
established, and fhe Hudson Bergen Light Rail Transit line with ifs enormous inter
regional and intermodal opportunities. Without the Cross County, however, the Vince 
Lombardi is only a place from which fo fake a cab, after being dropped off by the Hudson 
Bergen, fo one of Bergen's 550,000 job opportunities. 

F i n i l : Better than can either of the other two lines under examination in fhe .Major 
Investment Study, fhe Bergen Cross County Light Raii line makes possible tht delivery of 
thousands of new passengers/customers from Bergen County's 848,000 populafion base, the 
state's largest, to the New '̂ork Waterway Ferry at Port Imperial in Weehawken. Used "in 
reverse" - wc used to call fhis "cross commuting" before travel in the serv ice/information 
economy became so multi-directional - fhe Cross County also enables fhe delivery, via fhe 
Hudson Bergen Light Rail line, of thousands of additional Hudson Bergen riders to 
Bergen's 550.000 job base from work force strongholds in Hudson County, Manhattan, and 
Newark. Today's congestion on major and "minor" highways, including fhe narrow, two 
mile, two lane strand called River Road on north Hudson's waterfront, make this 
impossible fo accomplish. 

Through well chosen interconnections, we can strengthen our roads by strengthening our 
transit senices. Intermodal Surface Transportafion Efficiency Act As well, this Planning 
Essay shows how fhe Core of our economy is also where our best transportation 
opportunities reside, because here is where tffe strongest transportation links to our region 
also converge with the best opportunities for interlinkage. 
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The results from our nine years of research since 1988, including the most recent of our rail 
analyses conducted by investing $1.5 million in county dollars into Fatal Flaw engineering 
and environmental analysis, show us the Cross County Line's unmatched integrative 
capacity to bring the three major investments described above together such that a 
network is re-established here. 

SIXTH: Once we saw fhis potential for the Cross County line, we invested $1.5 miiiion in 
county dollars to put its possibilities to a series of feasibility tests. What bridges could 
block our way? Did exisfing freight travel close ouf our Light Rail possibilities on the 
portion of the Susquehanna and Western from which this service could be extracted? Did 
we have to go into the Vince Lombardi Park Ride - with its daunting wetland problems 
and high structure costs — in order fo get started? Were tht re other environmental puzzles 
that could turn this into a typical, multi-year marathon? Would Light Rail have fo travel 
on local streets? Could if occupy a right ofway that would not tie up traffic in the center of 
towns along its path? Could it curve and bend over and around other major obstacles in 
its path (exisfing rail yards, for example)? Would it require new bridges with their typical 
delays and perplexing permit tangles? Could it merge seamlessly with fhe Hudson Bergen 
without disrupting in any way fhe impressive results of ifs Final Environmental Impact 
Statement already in hand? 

li Tierever any potential impediments were encountered in our engineering analyses, each and 
every one was solved 

SEVENTH: Using completely integrated, high speed, 12 minute frequency service ail day 
long, the Bergen Cross County Light Rail line, in combination with ihe Hudson Bergen 
Light Rail, will also link aii of these economic assets to Hoboken with ifs intermodal 
exchanges to PATH east to downtown .Manhattan and west to Journal Square and Newark, 
and fo fhe southern Jersey City waterfront with fhe same intermodal choices east and west 
bound, and as well, fo Bayonne. All of these destinations are multi-directional and reverse 
linked as well. The West Shore and fhe Northern Branch lines can contribute in these 
ways, buf nof lo fhe extent that the Cross Couniy can. 

So in ils county-wide anti-congestion, economic strengthening, and inter-regional and 
intermodal connecting capacities, fhe Bergen Cross County Lighl Rail line's cast-west 
linkage to the Hudson Bergen Light Rail Line offers the greatest mobility and benefit mix 
among fhe three lines under study in the NJ Transit/Bergen County Major Investment 
Study partnership. Its role as an integrative spine, however, offers stong opportunities, as 
well, for the West Shore and the Northern Branch as north-south connectors fo fhe entire 
regional fransit nefwork now coming our way. As fhe work already completed to dafe 
shows, a solid variety of connecting possibilities is coming info focus. For some examples: 

• As Light Rail, the Northern Branch could slip easily and seamlessly into the 
Hudson Bergen Light Rail iine; 

• The same is possible for the West Shore via an achievrbie link to fhe Cross 
County line in Ridgefield Park where, literally, one station rould serve both lines 
and, for whoever needed them, ofier transfers between them; 

25 



• The Vince Lombardi hub could also offer the West Shore line a commuter rail 
link southward to the Hackensack Meadowlands, the Sports Complex, the 
Secaucus Transfer/Allied Junction station, and Hoboken; 

• There may also be opportunities, not yet examined in detail, that could offer 
both the West Shore and the Northern Branch, through the utilization of 
Multiple Unit Light Rail Vehicles, compatible access to both the Weehawken 
Tunnel and fhe Secaucus Transfer using trackage aiong fhe west side of the 
Palisades; 

• It would be possible as well, for both the West Shore and the Northem Branch 
to start up Light Rail service af their southern ends where job opportunities, 
residential concentrations and congestion levels are highest, with stations added 
northward as passenger market condifions and transit friendly land usc 
beckoned; and, 

• Were commuter rail lo emerge as the rail technology of choice for either the 
West Shore or the Northern Branch, the informafion available in the Major 
Investment Study fo dafe suggests that fhis ser>'ice would likely have to originate 
in Rockland County. 

Several regional maps are incorporated into fhis document which show where and how ail 
of these interconnections are located and can function in integrated fashion. And ali of 
fhese travel opportunifies will grow more valuable and will gain higher and higher usc as our 
highway network, formerly the key to this portion of our region's economic success but now 
largely maxcd out in its possibilities, grows more congested as the outer region around this 
inner region grows and expands. So fhese strategies are focused jointly on protecting and 
sustaining the region's center. 

As the many costs c operating densely settled landscapes rise, attacking congestion 
involves more than modeling, inventorying and counting fhe traffic. We have certainly 
done that here as prelude. It also involves understanding fhe new congestion's new 
economic, demographic and land settlement determinants. They, too, have been 
investigated on the way to making fhe recommendations you see here. 

The twin ideas that new roads generate more fraffic and fhat new ratable pay the costs of 
dealing with it are too dismissive on their face for the hard thinking wc have ahead of us. 
Women didn't enter the work force in droves in the 1980s because roads were bui'.t. 
Transit, too, provides new opportunities for its new users. So do new restaurants, new jobs 
and day care centers. Are we to avoid ait of these in the name of avoiding the symptoms of 
fhe transportation pickle we are in? The pickle we're in covers 40 years of growing in new 
ways and at unprecedented speed without giving enough thought fo fhe transportatioa 
consequences. 

In Bergen County, where location, location, and location have earned us a traffic jam, it's 
clear fhaf Light Rail transit carefully chosen and carefully captured in its opportunifies is 
now fhe prime remedy of choice. It doesn't end there, however. ISTEA and fhe State 
Developmeni and REDEVELOPMENT Plan are a couple of pretty good dance partners for 
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the Cross Acceptance work ahead of us. Transit friendly land use can be pursued very 
profitably in this setting. Matching the two to other infrastructure scales, iike sewers and 
water supply, is a pretty good idea, too. At the base of these questions is one we asked each 
other in 1988: What does the zoning of available land and redevelopable land portend for 
the infrastructure systems that help deliver us or deny us a quality of life? 

The "riswords" will aiso come into play in the planning that we are all called upon to 
consider doing next - words like redevelopment, re-use, rethinking, recreating, and 
remembering. Redevelopment, for example, need not only be about bigger or better 
buildings on land cleared of their former structures. It can also be about recouping open 
spaces, at those wonderful smaller scales at we also know how to work, and that also got 
overiooked in the eight business cycles we experienced since Worid War IL 
Redevelopment this time around can and ought to be about how we can link together the 
land usc friendly transit on our near horizon with transit friendly land use ideas. The way 
land is developed next will be central to how well these new transportafion network 
improvements, should we be fortunate and passionate enough to get them funded, can last 
and can serve us. 

We wiii be suggesting some approaches to redevelopment in these contexts at the Cross 
Acceptance regional meetings coming up. 
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COUNTY OF BERGEN 
.•\.iiiiim-rr,i!h.ji BuilJin^- • ( ,ur! I'l r. i ii,,li • 21 M.iin "-t. • [<• v 

(ICl I (-if V s. 

\Vil l i .mi P. Schuhcr 

ENVIRONfiilENTAL 
DOCUMENT 

Januarv M\. 1998 

Ol fice of the Secretary 
( ast ( onfrol I nit 
Surface I ransportation Hoard 
1M25 K Strict WN 
Washington, IK 2042.̂ -(IOOI 

.Attn.: Ms. Llaine K. Kaiscr. Fnvinmmental Project Director 

Kc: Finance Docket No. 33388 

l>car Ms. Kaiscr: 

Accordinji to the Naiional .Ambient Air Qualit> Standards(N A AQS) set by 
tlu' ( lean Air Act AnicndmcntsjCAAA), Bergen ( ountv. N.l is designated as severe 
nnn-atfainnunt for both O/ont and ( (). A major objective ofthe (ounty is fo 
achieve healthful levels of air qualitv lo hoth improve the qualitv of life for Hergen 
(ountv residents and advance the important tioals ofthe (AAA. lhe (ountv has 
recentlv rev iewed the Draft Knv inmmental Impact Siatement (DKIS) for the 
"Proposed ( onrail Acquisition." We arc taking this opportuniiv to comment on 
tw it issues. 

After rev icvv ing the New .lersev section of I olume .̂ h: .State .Settings, Impacts 
and Proposed .Mitigation wc concluded that section 5-NJ9 New Jersev Air Qualitv 
could he V iolating the deneral ( onforniitv Rule. I he deneral ( <mformilv Rule was 
esiahlished in re>̂ ponsc l(< Seetion 17() oflhe (AAA. I he denenil ( onformilv rule 
includes emissions thresholds. If thev arc exceeded hv isnv Kederal aelion. Ihc 
(iencral ( onformily Rule is triggered. Kor Hergen ( ountv. a severe non-attainment 
area, anv action that emits more than 25 tons of NO^ annuallv. triggers Ihc (•eneral 
( Onformilv rule. Kor Hergen ( ountx an increase in 20S tons of NO^ annuallv vvill 
occur as a result ofthe ( imrail acquisition. 



Ms. Llaine K. Kaiser 
Januar\ M), 1998 
Page 2 

For Bergen ( ounf> w ith a populafi(m of 848,1(0(1 and a private sector 
workforce of 420.(100. any increase in harmful pollutants - such as NO, will bt felt 
by our residents and workers. 

After review .ng the Ntw .lersev stcfi<m of I olume .̂ h: .State .Settings, Impacts 
and Proposed Miligalion wc conei.. Ud that section 5-N.I9 New .lersev Air (Quality 
could bt violating tht (.tntral ( onformity Rule. I ht (.tntral ( onfi.rmity Rult was 
established in response to Section 176 ofthe (AAA. fhe (.tntral (onformity rule 
includes tmissi(ms thrtsholds. If these thresholds art txctcdtd by any Ftdtral 
action, fhe (.entral ( (mformifv Rult is tnggtrtd. For Htrgen ( ounty. a stvtrt non-
atfainmtnt area, any action that emits more than 25 tons of NO, annuallv triggers 
tht (.tntral ( onformity ruic. For Bergen ( ounf> an increase in 208 tons of NO, 
annuallv will occur as a result of the (onrail acquisition. 

,Addifi«mallv, the rule indicates fhat an emissions off-set must occur within 
fht samt non-atlainmti.1 arta lhal Iht increase occurred. The way Ihc analysis is 
prtstnltd in Iht DKIS. it looks likt thtv used the cntin 26 state acquisifi(m area fo 
calculate the cniissiims off-set. I his seems to he in direct violation ofthe (.eneral 
( onformilN Rule. 

Issue 2: the Kcimomv 

Our second major arta of concern relates to Htrgen ( ount> "s transportation 
capacitv to move people and goods. In n»ad and rail, hoth within our highlv 
C(mgcsled landscape and between if and fhe region surn»unding us at all compass 
points. 

As described in detail in the enclosed i'lanning Kssav, our six-vcar analvsis of 
our economv and its transpctrtation assets has pn)duetd fht foHow ing conclusions 
All art diseusstd in detail in our Planning Kssav, enclosed. 

Hergen ( ountv is New .lersev \ cccmomie engine. Inside our boundaries on 
but 3% ofthe states land mass arc found Ihe state's highest and dtnstst 
eonecntralions of populalion, people in tht work force, number of businesses, 
numlter of jobs - all generating Ihe states highest total value of real estate, ifs 
highest total of state inconie tax dollars, and total of retail sales tax dollars. 

Futihci, the great preponderance ofthis economic power is squee/td into 
40"/., of our countv *s land mass. Shown on Kigurt 28 ofthe Planning Kssav, that 
core is also the place where the counfv "s highest Itv els of congestion are 



concentrated. I his congestion relates not onlv to the concentration of economic 
assets just described, but fo the fact that the preponderant volumes of regional 
Ms. Klaine K. Kaiser 
Januarx 30, 1998 
Page 3 

traffic we experience aiso travel the regional roads that cross fhat core. Figure 26 
shows that the number of trips taken within the countv \ ecimomic core each day is 
three times larger than tht number in the balance of the county. 

Our research also reveals the near impossibilitv of expanding exisfing mad 
and 'lus capacitv to sustain the core's present economic strength inlo the future, 
rhcrefore new rail transit capacitv has become ahsoluttiv tsstnfial. Thrtt critical 
rail lines cross that core - the Susquehanna and VVestern. the West Shore and the 
Northern Branch. All three were examined in dei ail in the Planning Kssav, and all 
three <ifftr important rail transit opportunities, (i e are concerned that the large 
increases in freight traffic contemplated in the Impact issessment will also generate 
the capacity lo undercut our direly needed rail iransit relief. 

Of these thrtt corridors, however, (me - the Susquehanna and Western 
currying Lighl Rail eastward from the l-HII's junction with the Carden .State Parkway 
- best addresses tht following critical t cmomic c(mditions. Of fht thrtt rail 
corridors, tht Susquehanna and VN estern contains: 

o 48".. ofthe population found in all three: 
o (A"/„ ofthe employment found in all three: 
o 51"/. of all the households found in all ihree; 
o 45"/.. ofthe real estate value found in all three; 
o 64'/.. ofthe office space found in all three; 
o 51"/.. of all vvork trips taken cach da> in all three. 

As well, tht work trips taktn insidt tht Susquehanna corridor arc 51 Vo 
higher in number than those taken in fhc other fwo corridors combined. 

In sum. then, hoth areas of our concern - air quality and economic ~ are 
intportant to our county's capacity to continue to serve the key roles it plays in our 
metropolitan region and state. 

We stand rcadv lo discuss anv of thtst issuts with vou. 



Ms. Flaine K. Kaiser 
January ^0, 1998 
Page 4 

Sincerelv i*mirs, 

William "Pat" Schuber 
Hergen ( »»unfy Execufive 

/cm 
enclosure: Planning Essay 



Bergen County Department of Planning and Economic Development 
1997 State Development and Redevelopment Plan 

Cross Acceptance Planning Essay 

Back in 1988, Bergen County and its 70 municipalities conducted a "Cross Acceptance" 
process as our substantial input to the new State Development and Redevelopment Plan as 
drafted for our response Oser a 14 month period, we held 210 meetings with you, and 
several other joint sessions among municipal and business leaders. To help guide our 
deliberations, we also shared a "straw poll" with each other that took the temperature of our 
planning sentiments, preferences and needs. 

In fhe heat of what would turn out to i>e an unprecedented burst of growih in our county's 
and state's history, wc invented, together, a câ tacity based approach to planning — the first 
attempted in our state. It was designed to anticipate future growth in Bergen County by 
measuring, together, how much open land remained fo be developed according fo the zoning 
in piace in each municipality. 

With each municipal delegation, we also took a crack at a "20 year capital plan" — another 
first — in which we estimated together, using cosl criteria culled from conversations with 
municipal engineers and public works managers, such municipal items as fire engines, back 
hoes, ambulances, street maintenance, replacing roofs on public buildings and the hke. 

We also made lists, together, of what we called "environmental treasures" fhat our sentiments 
told us to try fo protect, if only ways to do this could be mustered as our landscapes were 
crowding while filling in and closing in. Wc could see redevelopment already faking hold, 
popping up lof by lot, often in the form of large houses rebuilt in place next to small ones. We 
knew it would take new zoning and planning tools fo keep the best pockets remaining in our 
natural landscapes, fo find ways fo capture the redevelopment phases instead of being 
captured and that it would be expensive to buy land in fhe path of devel'̂ iment driving up 
acquisifion costs. 

These data became a supplement fo fhe already prodigious body of information describing 
each of our county's six, planning "suhregions" over time in our traditional and detailed, 
yearly Bergen County Data Books. 

From that effort. Figures 1 and 2, on the following pages and sampled from Volume H of our 
1989 Cross Acceptance Report, show Hackensack's land capacity for population and 
employment growth as estimated then, along with Ihe fofal of such sampliup,s for all 14 
municipalities in its Central Bergen subregion. These would become known as the "pink 
charts." 

This is a Planning Essay, similar in form fo fhe one we w rote back in 1988 at fhc beginning of 
fhat Cross Acceptance effort From our discussions, if became part of fhe Introduction lo fhe 
Report w e w rote back then. Its purpose here is to show how and where we have sustained and 
expanded this capacity based approach to planning since then. So this chance to revisit and 
update the New Jersey State Development and Redevelopment Plan provides an excellent 
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GROWTH CAPACITY 1970 
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opportunity for us to revisit these topics over the next few months. 

This 1997 essay opens with many of fhc insights from our County's first Cross Acceptance 
Report fo the State in 1989. It oufUned the emergence of suburban counties in major 
metropolitan areas as the major locus of the US economy. Coming at the end of the "go-go-
1980s" Bergen County's response was dominated by a concern with fhe "consequences" of 
this growth on our scarce infrastrucfural and environmental capacity. So, in a straw poll 
conducted with our mayors and planning board member in each one of our 70 municipalities 
we identified major concerns witb: 

• Environmental Planning and loss of open space (71*/o); 
• Traffic congestion (90%), especially the potential impact of opening 1-287 on 

northwest Bergen; and 
• Fiscal capacity fo pay for growth (82%) as the supply of vacant developable land 

began fo dry up. 

Vet, almost while we were working, New Jersey entered a period that turned out to be fhe 
most profound economic recession since the Great Depression of fhe 1930s. Many of the 
service sertor jobs created during the 1980s were lost, compounding fhe effects of a shrinking 
manufacturing base. Although New Jersey is still in a long economic expansion and has 
regained the same number of jobs back, they are different in nature. So, today, we face fhe 
challenges of sustaining economic performance in New Jersey's single largest economy w hile 
erecting fhe land use and infrastructure foundation for fhe 21* Century economy. 

This draff essay also expands fhe framework established in Cross Acceptance-1988 to take 
info account the new economic, land use and transportatior. investment context fhat has 
emerged more clearly since then, and particularly bow this new context is refiected in several 
new transportation initiatives we have taken since then in response. 

Planning Context 1997. Some of if is the same. .And some has changed. The Future Isn't 
What It Used To Be. 

Forty years ago, little more than a generafion, Bergen County and our geographic 
counterparts in metropolitan areas across the nation were predominantly low-density 
suburban, cradled in pleasant natural settings, and growing energetically. The nation's 
economy was expanding on a strong industrial base, its big cities were places of manufacture 
and trade, freight moved predominantly by rail, open Und was referred to as "un . -:veIoped," 
and an air})lane trip was a big adventure. 

Most all commuting occurred betn'cen suburbs and cities and within cities, families were 
"headed" by a father who worked and nurtured by a mother who stayed home, and big 
storer, called "department stores," were a relatively quick trip fo fhe city away (the mall had 
not yet been invented). The big Interstate Highways were under construction but not yet in 
use. "Someday,'" people said, 'Svhen all fhis construction is ovcr with, we'll be able to drive all 
fhe way from Boston to San Francisco without hitting one traffic light" Imagine. 



And oh yes, back then "country" air was "fresh," drinking water was clean and plentiful, 
abundant bind was over the next ridge, poison ivy, treafid with calamine lotion, was what you 
got while playing in vacant lots and nearby woods, and Norman Rockwell was memorializing 
ail these vignettes in the Saturday Evening Post 

Can this snapshot of an economic past be only a generation 
removed from the plans we now set out to make? Fes it can. 
For momentous changes over the intervening 40 years have 
made the future for today's parents something ii didn't used to be 
for theirs. Put most simply, and still surprising to many io the 
enormity of its dimensions, the nation's economic geography — 
where we place our buildings and the roads, rails, pipes and 
wires to support them — has changed steadily into something 
remarkably different from what it used fo be. So have our 
lives. 

Looking back, and assisted mightily by a broad body of new 
information, we can now see post-World War II New Jersey in 
new retrospect Wc were, indeed, growing rapidly info a 
collection of "bedroom" suburbs and small cities just a short 
drive lo the fwo large cities just beyond our borders. (People 
still repeated Ben Franklin's quip fhaf New Jersey was a "keg tapped at both ends.") The 
same land pattem characterized many other such places across fhe nation. Spurred by 
returning soldiers starting families, and by federally supported home mortgages, then by 
sewers, and then by revenue sharing dollars fo local governments, our state's economy 
bounded ever morc exuberantly into the countryside Bergen County grew morc and if grew 
faster than any county in New Jersey, and among fhc fastest in the nation. 

A powerful new idea started to take hold - that this kind of growth opportunity would have 
tremendous staying power, and even that its capacity fo create new wealth fo divide up was 
becoming a "tide to lift all boats". It might even bless generations yet to come with higher 
standards of living than their parents had had. The words "A New American Century" crept 
into the language. "If wc can go to the moon," people said morc frequently, 'Svhy can't we 

(you fill in the blank). 

Across fhc country in places like ours, population and employment forecasts were neariy 
impossible fo make Schools were built and filled in waves. As all these new families grew, 
the many segments of the economy grew to meet, absorb and incorporate them into it 
Somewhere along the line, the kids would come to be called Baby Boomers. Hula Hoops. 
Woodstock. Employment Life Insurance. With the first of fhe Boomers having reached age 
50 on Jaiiuary 1,1996, pensions and social security are next 



The State Pian and the Emergence of a Suburban Economy, 1950-1990: Three Trends. 

The first round of "Cross Acceptance" in 1988 occurred against the backdrop of major 
structural shifts in the US economy. These were fhe outcome of three national trends, each 
with its own momentum but with their coUective effects awesome in combination, that came to 
dominate a rapidly changing economic landscape. Over these last 40 years: 

• The nation's job base has been 
shifting inexorably from 
manufacturing to services. In 1943, 
New Jersey's manufacturing jobs 
numbered 961,200, our high wafer 
mark, and constituted 55.4% of fhe 
state's employment base. By 1990, 
two huge shifts had occurred. Total 
manufacturing jobs statewide had 
decreased by almost half (to 
500,000), and service jobs had 
grown so rapidly fhaf manu
facturing's share of total em
ployment inside our state's borders 

had dropped steadily from one out 
of every two jobs to one in sesvn. 

Rat io o f Mfg Jobs to To ta l Jobs 
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As fhe national economy grew fo absorb fhe Baby Boom's unprecedented 
numbers, both jobs and population wen moving to and growing side by side within 
suburbs in such increasing numbers that a land use and nationwide economic 
revolution has become the cumulative effect The Interstate Highway system did 
get fo San Francisco from Boston, buf its second phase of "rings," built outside fhe 
cities within fhe nation's metropolitan areas (Rte, 495 outside Boston, Rfes. 287 
and 295 around Trenton, etc.), ended up feeding the suburban land use revolution. 

Our New Jersey Turnpike and Garden Sfafe Parkway run pretty much north -
south, but today, the majority of their daily users are not traveling from New Vork 
to Philadelphia. They carry north-south and cast-west regional and local travelers 
who jump on and off to get fo hundreds and hundreds of disparate destinations. 
To illustrate fhese changed patterns, Bergen County gathers 200,000 of ifs daily 
work force of 550,000 from 330 municipalities outside Bergen and in four states. 
The Ben Franklin anecdote died along the way to this momentous change. 

And American as apple pie, the car would become how 85% of our much larger 
work force now commutes - now mostly between suburban homes and suburban 
jobs rather than between suburbs and cifies or within cifies. UTiile the total 
number of Americans who take transit to work has grown hardly at all over this 
entire, 3 7year period, the number who now uvrk has more than quintupled 
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The consequences of three trends merged to :reafe a massive new land form called fhc 
"metropolitan area" - ofTering yet another new word for planners to use. They also became 
fhe basis for new formulas for the Federal Govemment to use in distributing and 
redistributing the nation's wealth. In great surges and migrations of population and 
employment the largest of these metropolitan areas formed and grew outward from the 
country's rims - on our East and West coasts, and along fhe shores of the Great Lakes and 
the Gulf of Mexico. 

Back in fhe 1960s, the Interstate Highways were popping up all over the country. But their 
consequences for land development had not yet taken hold. The economy and its 
transportation support systems, and fhe land settlement patterns that are fhe 
consequences of both in combination, were focused predominantly af fhe region's center. 
All three were centralized. The further one traveled from the center, fhe lower the 
population densities and the more rural tbe landscapes became. Transportation, with 
common and central destinations, could pursue economics of scale with considerable 
efficiency and ease of choice. 

But note these statistics: VVhile New Jersey was losing 850,000 acres of farmland between 
1950 and 1990, the entire state was gaining 2.7 million in population, and 1.7 million in jobs. 
And Newark, our largest city, was experiencing a population loss of 163,555 (from 438,776 fo 
275,221); and a job loss of 83,915 (from 201,067 to 117,152). Newark's 1950 total was 14.8% 
of all jobs in New Jersey; by 1990, it represented 3.9%, Our state's remaining five largest 
cities (Jersey City, Camden, Paterson, Trenton and Elizabeth) saw their combined 
employment drop by 170,120, from 274,559 in 1950 fo 188,354 in 1990. 

The bigges'. surprise has been that, of fhe two reciprocally pulsing expansions of population 
and of jobs, the relocation of where business is ctmducted has had much fhc more felling effects 
on the new suburban futures we were inventing back then in fhe 1950s and 1960s with such 
gusto. Companies to which employees had traveled to center cities were deciding not to stay 
put. In a growing swarm, fhey were choosing, instead, to pick up and move to where the 
expanding numbers of their customers nvre choosing to tive (See Figure 4 on the next page ) 

Entrepreneurs from the retail sector became the first many to respond to this rising 
suburban market .Alexander's was fhe first free-standing mall built in fhe United States, 
landing in 1957 as if dropped by helicopter onto Paramus' smooth fiowing, largely local 
Routes 4/17 interchange. The new store had a big parking lof easy to get lo. HTio would have 
pictured here the nation's nughtiest retail concentration 20years later? And ifs multi-purpose, 
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HACKENSACK COMMUTERSHED'S TRANSIT OPTIONS 
Bergen County residents who work in Hackensack live in these towns. 
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muhi-direcfioniil, all day, regional traffic jam. 

.lust outside Bo<'on, a rube back then in 1957's Massachusetts was someone who still thought 
Jordan Marsh was a swamp. Becoming famous in suburb falk fhe nation over were the new 
subdivisions named for the ecosystems fhey were displacing. Hickory Acres. 

As fhe full dimensions ofthis population and real estate explosion became visible — 76 million 
children were born between 1946 and 1964, comprising fhe largest such event in our history — 
other businesses picked up and followed fhe retail pioneers in ever more expansive waves. 
Stiil other start-up companies chose this expanding suburban market 1 hey all saw fhis rising 
tide of new residents as not only constituting a new and rapidly expanding customer base. It 
w ould become their new work force, as well. And as the baby bi>omers have grtrwn up and 
entered the work for"e, nutst have chosen to live, work, and then to start families in the suburbs 
(LS their parents had done. Their children are now dot.tg the .same. 

Meanwhile, the suburban schools built to acconunodate ail these new families became 
magnets for more homeowners, helping to drive upward Ihe new spirals of real estate 
development. The people who were building fhe new stores and homes in farm and wood lots 
would become known as "real estate developers." lliose that inhabited them would become 
the economy. 

To accommodate fhese sorges, zoning was re-invented by municipal leaders, in ever more 
ingenious ways, fo ".uftract" the "best" mix of burgeoning op|:ortunities fhat each fown 
decided it wanted to assemble. Jeffcrsonian democracy in action. Some got their way — 
particularly in places where fhe booming markets were strongest Others didn't. Rural 
towns engaged in the very same exercise, but fewer things came their way — fo start with. 

The Federal Government, urging each municipality fo fashion its own n>enu of residential and 
commercial "sectors," sweetened the advice by sending money to each town fo do its own 
".Ma.sler Plan" to shape its own destiny. To read those master plans today is to discover that 
they all looked and sounded pretty much alike. They are probably part of the origin of tht 
term "cookie cutter suburbs." As the economy grew and new markets developed, each town 
could always adjust the z/>ning of remaining land to capture Ihe best of the expanding markets. 
An apt comparison is this: corporations expend their financial assets in pursuit of their 
economic goals; municipalities "spend" their land. 

.And as the need for new and expanding municipal services grew — police, road repair, 
libi iries, schools, parks, hospitals - local Master Plans were adjusted lo alfract businesses 
with high tax potential. As this became more common, if became known as "fiscal zoning." 
As well. State governments grew, sup|K)rted by national taxes sent back to the states from 
Washington, to provide "regional" services — sewage treatmenl, reser\oirs, colleges, high 
capacity regional roads, regional parks and nature preserves. In fime, these and other 
regional facilities would com/iete wilh one another for scarcer (and more expensive) sites in 
morc crowded landscapes. The same competition arose inside the changing master plans of 
more crowikd municipalities. 



As these powerful changes developed momentum, single municipalities evolved into clusters of 
municipalities who came to share similar fates and fortunes. An example of fhc former is 
Edison, whose employment growth symbolizes this enormous economic/spatial shift across 
New Jersey and many metropolitan areas like our own. By 1990, the township of Edison's 
employment (62,935) had eclipsed the job bases of four of tbe state's six largest cities, 
approached that of Jersey City's (63,412), was more than half again that of Elizabeth (39,117), 
was neariy double that of Paterson (34,568), was more than double that of Camden (28,028), 
and neariy triple that of Trenton (23,225). In higher density suburban and metropolitan 
landscapes like these, transportation planners and investors have new clusters of customers to 
serve, and more diflicult decisions to make. 

As jobs and population dispersed into some 25 large, metropolitan areas, travel patterns 
shifted away from the traditional suburb to city fiow, towrrds the morc familiar — and 
more perplexing - overlapping rivulets and streams of traffic, many of which do not lead to 
major cities. So a great many more trips are now being taken across our metropolitan 
transportafion networks and in hundreds of different directions in each one of them than 
was the case in 1960. 

Yet, our investments have not kept up with fhe great surges of growth between 1950 and 
1990. In 1960, investment in public infrastructure was 2.5% of Gross National Product 
By 1990, after a period of national growth unprecedented in our history , fhat number had 
dropped to 1%. So, we are challenged fo find transportation solutions to the 
unprecedented growth in demand on a network designed for a different economic 
geography and with rising costs for maintenance and rehabilitation in a difficult 
investment climate. As the current debates about reauthorization of ISTEA clearly show, 
the stakes arc high and the competition deadly. 

In sum, over fhe past forty years we have seen a number of dramatic shifts in: 

• w hat our economy now produces; 
• who now pro» uces it and where; 
• who purchases fhe goods and services wc produce; 
• where and af what densities wc now live and work; 
• how wc travel about the landscape of our work residence and recreation; and 
• what we import and what we used to export. 

We discover ourseives inhabiting a transformed economy on a transformed landscape and 
in need of a transformed transportation system. Bergen County has been an active 
participant in fhc creation ofthis new economy and as the next sections show is developing 
an investment agenda to protect the economic power we have in place while preparing for 
the new rounds of grow th and re-use that lie ahead (See Figures 5, 6, 7 and 8 following ) 
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Bergen County is New Jersey's Economic Engine: 
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Figure 7. STATE OF 
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Figure 8. 

Comparative Tax 
Analysis for 
NJ Counties 

BERGEN TOPS 
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County Property Retail Charoed TRUE 
Tax Sales NJ Income Value 

Tax Real Estata 

BofQen 13 5% 13 9% 14 9% 15 1 % 
Essex 9 4 % 7 . 1 % 9 5 % 7.3% 

Middlesex 8 6% 9 0 % 7 4 % 8 6% 

Monmouth 7 8 % 7 9 % 8 5 % 8 2 % 

Morns 6 9 % 7 0% 9 3 % 8 3% 
Union 6 6 % 5 8 % 6 3% 6 3 % 
Hudson 5 7 % 5 3 % 2 8% 3 9 % 

Ocean 5 4 % 5 3 % 3 8% 6 3 % 

Passaic 5 3 % 6 1 % 4 4 % 4 6% 

Camden 4 9% 5 6% 4 5 % 3 9 % 
Mercer 4 0% 4 2 % 4 9 % 3 8% 

Somerset 4 0 % 3 9% 5 9 % 4 9 % 

Burlington 4 0% 5 2% 4 4 % 4 0% 

.Atlantic 3 8% 3 2% 2 1 % 3 5%; 

Gloucester 2 2% 3 1 % 1 8% 2 3')' 

Cape May 1 8% 1 5 % 0 8 % 2 6% 

SbSseK 1 8% 1 2 % 1 7 % 1 7% 

Hunterdon 1 7% 1 5% 2 3% 2 0 % 

Wanen 1 1 % 1 1 % 1 0 % 1 1 % 

Cumtwrland 0 9% 1 5% 1 1 % oar 
Salem 0 5% 0 6% 0 5% 0 6% 
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The New Service/Information Economy: Bergen County's Ali Day Economic Landscape. 

As our nation's life was unfolding like this, so was our state's. By 1990, New Jersey, the 
nation's fifth smallest state, had become the eighth largest economy among fhe 50 states. 
Were we a nation, our economy would constitute the world's 18fh largest. But among these 
eight, New Jersey possesses the most compact economy of them all And within New Jersey, 
among the 21 counties, Bergen County continues to constitute the state's largest single 
economic concentration, and on but 3% ofthe state's land mass. 

Bergen County's economic geography was 
transformed in much the same way as 
was fhe nation's, but with greater intensity 
and spet iL Between 1950 and 1996 our 
populafion increased by more than half to 
848,000 while our housing stock doubled 
to 324,000, and while total employment 
and vehicle miles driven within our 
borders more than quadrupled to 550,000, 
and 5.0 billion, respectively. 

640,000 

320,000 

1990 

No other county in fhe Sfafe of New Jersey contains economic concentrations fhis large, or 
endures more miles driven in and through if. (See Figure 9 on the next page ) .And we are 
still growing. The 1996 Census esfimafes put Bergen's populafion up by 1,00(1 since the 
825,000 recorded in the 1990 Census. 

T h t Off ice B o o m in B e r g e n County 
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The office boom in Bergen County that occurred 
between 1982 and 1989 came at the tail end of this 

30-year economic revolution and 
concentrated its dynamics Over that 
short, unprecedented spurt Bergen 
County's stock of rental ofFice space 
increased by 308% from 8 million 
square feet to 26 million square feet, 
also the highest in the state This 
yields a strong economic base, but it is 
the land use that generates the most 
traffic all day long 

This burst, representing fhe embedding of fhe service/information economy into our 
already crowded landscape, would upset and came close to overturning the present 
transportatitm netn ork's now-limited capacities to handle the nen- traffic flows. During the 
most rapid interv al of fhis transformation, between 1970 and 1995, the number of trips per 
day inside our county shot upward from 2.8 million fo 3.2 million. In highway ferms, this 
increase would have required us to build 248 new lane miles of road to keep up with fhe 



Figure 9. 

NEW JERSEY IN THE TRAFFIC ZONE 
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onslaught - enough fo add a lane stretching from Hackensack to Atlantic City and back. 
We did not. 

This Is the radically changed metropolitan landscape, designed specifically for the 
automobile but now being overpowered by it, for which nen'ly conceived forms of transit are 
needed. In metropolitan regions like ours the nation over, this has become a matter of 
substantial economic urgency. As we come to grips with these changes, and with the 
service economy now generating heav̂ , mixed fraffic all day long, wc discover that different 
balances of different mixes of transit service are necessary in different landscapes - urban, 
suburban, and rural. 

From Growth Management to Sustained Economic Performance: Cross Acceptance 1997. 

Back in 1988, during our first Cross Acceptance marathon, wc knew we were in an unusual 
economic expansion. Buf we didn't know how if would turn ouf. Now wc do. The results 
would be eye-popping. This section describes these changes and shows fhe way in which 
key themes of congestion, economic performance and stretched transportafion capacity 
come together in Bergen County's economic core. The critical role of transportafion in 
sustaining the economic heart of New Jersey's largest county economy is idenfified as a 
prelude fo fhc new array of intermodal transportation investments identified below. 

New Jersey's 1989-1992 recession, our worst and most painful in fhe 60 years since fhe 
Great Depression, would stop dead in its tracks fhe astonishing, six year employment boom 
fhaf had just preceded if and fhaf had crystallized our planning during Cross .Vcccpfance 
One. The largest and longest since >Norid II, our extraordinarv 1980's boom had 
contributed 621,500 new jobs fo the state's economy af an unprecedented rate of 90,000 
new jobs per year. This contrasts with fhe annual average rate of job growth, across eight 
business cycles since 1950, of 50,000 nen-jobs per year. 

Then, and af a comparably dizzying pace, the recession saw the st!»fe abruptly lose 242,000 
jobs o\er the next 3 years - more than 4 ofevery 10 added during the boom Having added 
jobs at 90,000 per year over 7 years, we then lost jobs at 80,000 per year over 3 years. The 
ones we lost would nof all come from fhe huge increment we had added, however. The 
other, morc tenacious economic forces described here were still at work-
Finally, in September of 1997, fhe sfafe would finally have gained back the number of jobs -
- 242,000 - lost betH-een 1989 and 1992 - making fhis five-plus year recovery cycle our 
longest on record, as well, since fhe Great Depression. .Again, these would not all be the 
same jobs we lost - powerful forces still af work and expected to remain af work. This is to 
say fhaf, beyond fhese wild swings in fhe business cycle, fhe clear imprint of the major 
economic trends since 1950 remains in place. The '80s speeded them up, and fhc '90s 
slowed them down. 

Now we're back on fhe job creation track. And fhc congestion of fhe late 'SOs is back and 
growing. If contributes fo fhe thinking we must do about expanded roles for transit. The 
future isn't what it used fo be. 



Bergen County's Targeted Response to Cross Acceptance in 1988. 

Open .Space Initiatives 

In 1990, after a period of intense analysis of land devlopmcnt and growth capacity 
launched with our 70 municipalities during Sfafe Plan Cross Acceptance in 1988, and in 
response to straw polls we took of this entire delegation, Bergen County launched a 5,000-
acrc open space crusade. Over these nine years, we are closing in on doubling all fhe 
acreage we had assembled in county parks and natural ai-eas in all fhe years prior to 1988. 

Capital Planning Capacity 

As an extension of the land and zoning capacity calculafions we performed with all 70 
muniripalifies during Cross Acceptance in 1988, we then developed a series of computer-
based models to help us anticipate fraffic growth lurking in land available as zoned, and 
fraffic fo anticipate with fhe upcoming (1992) completion of Interstate 287's "missing link" 
and its interchanges in Bergen County in Oakland (af Route 208) and i." .Mahwah (af Route 
17 and Infersfafe 84 in New \oi k State). 

We also launched an associated analysis of our transportafion network's present and future 
condifions and needs. Wc began by determining fhc central relationships between our 
economic assets and fhe capacities ofthe regional and local roadway and fransit systems fo 
sustain them info fhe future. Our investigation incorporated a careful look at the economy 
of the county and its ecimomic distribution - fhe density of its key land uses for defining 
transit opportunifies. We discovered fhaf we had, and have, new and growing 
transportation needs to address for our transformed landscape. 

Bergen County's Five Major Transportation Investment Initiatives Since Cross .Acceptance 
in 1988. 

.Ml of fhe changes discussed here - economic, geographic, spatial and demographic - have 
contributed mightil) to the massive changes in fhc make-up of our fransportation needs -
for moving people and goods ~ by road and rail, by car, fruck and bus, and by train, plane 
and ship. Most of these facilities, local and regional, do not match up verv w ell today, w ith 
fhc major elements now in place having been built in a difTerent era for a different 
economy in a different competitive atmosphere. 

In Bergen County, cars, buses and frucks compete for limited space on roads. One of our 
recent studies showed us fhaf Bergen County draws 40% of ifs our daily work force from 
330 municipalities outside of Bergen County in 4 states. In 1990, frucks now handle some 
part of their trip fo market for 9Q'o of what we manufacture, import, grow and sell They 
are e> ery where. Jusf as compef if iveiy, rail freight, commuter rail and Light Rail compete 
for limited track and terminal capacity. Close by in our region, air freight competes for 
ground and runway space with air passenger space, shipping competes for landside space 
w ith new urban waterfront-oriented homes and jobs, and all of these compete with each 

10 



other and with natural ecosystems for precious waterfront space. IntcrmoAil planning as 
compared with //trramodal planning is urgent stuff. 

Every one of these competitors is supported by major interest groups pursuing economic 
strength, and each has a competing vision for what the "balance" should be. Those who 
plan in order to forge a compatible mix of all of these have their hands more than full. 
That includes us. We have thought hard about all of these in the preparation of fhe five 
major transportation initiatives described here. 

Improving the Efficiency of the Existing Highway Network 

On the highway side, depicted in Figure 10, we saw fhe vital importance of expanding the 
Routes 4/17 Interchange — both in its future capacity fo absorb larger fraffic flows from the 
surrounding region, and of greater importance, tr nelp attack East-West congestion by 
expanding the ease and speed with which of all o its users can change direction to gain 
access to more destinations. We began our work to design ifs future for fhe mix of local and 
regional travelers whose thousands of separate paths converge here daily. At county scale, 
nearly ail of Bergen County's 37,000 private sector businesses — the largest concentration 
in fhe state — find some members of their work force dependent on this congealing 
interchange in their journeys to and from work To expand and re-align it, then, is also a 
decision fo strengthen the business climate in our county. 

Pretty much fhe same number of people pass through this interchange daily — fhe number 
hovers around 250,000 — as cross fhe Hudson River from all of New Jersey every morning 
by bridge, frain, tunnel and PATH. Its present loop system was built with pride in 1934, but 
for Model A's puff-puff putting through a landscape of homes amidst celery farms. We 
formed a partnership of mall owners, municipal officials, county engineers and NJ 
Department of Transportafion engineers, rolled up our sleeves and turned on the 
CompL;vr Aided Design software. The preliminary design was complete and acceptable to 
all parties in 14 months and in funded in the Transportation Improvement Program. See 
Figure 11. 

Enhancing the Capacity of the Existing Commuter RaU Transit System 

Or. fhe trar de, we discovered first fhaf while buses now carry the majority of our 
transit u**"̂  ŷ, their ability to sustain our economic and transportation future is seriously 
limited bj ncoln Tunnel, its crowded Exclusive Bus Lane on Routes 3 and 495, and by 
the congested roadways leading to both. In short, buses traveling our 124 routes are trapped 
in the fraffic fhey seek fo displace, including the large, long distance complement of them 
that passes through Btrgen County with "closed doors." 

This ied fo our concentration on advocating for fhe Secaucus Transfer and its ability to 
induce more rail riders as parking can be assembled at upwards of 100 New Jersey stations 
along all of its connecting lines. Three — the Main, Bergen snd Pascack Valley lines — 
currenfiy carry commuter rail traffic southward across Bergen County fo Hoboken. Rail 
frtriglif grow s steadily on two of them. 

To best prepare ourselves for the benefits fhis magnificent new rail facility will deliver to 
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Figure 10. Regional Highway Network 
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Bergen County and our entire region, wc joined NJ Transit's ambitious effort to double the 
parking spaces aiong the Bergen, Main and Pascack VaUey lines - from 4,000 fo 8,000 - in 
fime for its opening. The Secaucus Transfer/Allied Junction project, a public/private 
partnership with enormous potential for helping induce transit friendly land use, will also 
increase substantially the number of destinafions our raii riders can reach along these three 
lines. Put simply, the greater fhe number of riders, the better and more frequent, and thus 
the morc attractive the service can be. 

The Bergen, Main and Pascack lines could potentially be joined at the Secaucus Transfer 
by a fourth and or fifth — the West Shore and/or the Northem Branch - as future 
products, not yet tested, from another, ongoing Bergen County/NJ Transit partnership. In 
fhis partnership formed in September of 1996, Bergen County and New Jersey Transit are 
conducting, together, a Major Investment Study of fhe comparative mobility strengths 
offered by various combinations of three potentially new rail transit services in Eastern and 
central Bergen County — along all or portions ofthe West Shore, fhe Northern Branch, and 
of what we call fhe "Cross County Line" from central Bergen fo Weehaw ken on half of fhe 
existing Right of Way ofthe Susquehanna and Western iine. (See Figure 12, following.) 

Both the Routes 4/17 interchange and fhe Secaucus Transfer have been funded, with fhc 
Secaucus Transfer under construction and scheduled to open in 2002. The Routes 4/17 
interchange, along with other nearby components adjusted fo fif ifs design, is scheduled for 
construction in 1998, 1999 and 2000. 

The Hudson Bergen Light RaU Transit line: It can tie Bergen County's residents, workforce 
and economy to Hudson County, its Waterfront, Weehawken's Sew York Waterway Eerry, 
Hoboken (to downtown Manhattan via Ferry and Path); Jersey City's Journal .Square and 
ScH'ark by PATH from Hoboken, Sewport and Exchange Place; Liberty State Park, and 
Bayonne 

Since Cross Acceptance in 1988, a third major, regional transportation initiative has also 
entered our planning landscape - the Hudson Bergen Light Rail Transit line. .As was the 
case with the Routes 4 and 17 projects which we initiated, and fhe Secaucus Transfer which 
we advocated strongly for, the Hudson Bergen Light Rail immediately becimc another 
major investment opportunify for us fo study, fo infiuence in its configuration, and join in 
its funding advocacy. Figure 13 shows fhc route fhaf was chosen, in 1993, from eight 
alternatives studied and evaluated over its seven year gestation period. 

This major new Light Raii project, whose first funded segment was chosen for construction 
between Bayonne and Hoboken, named the Vince lombardi Park-Ride in Ridgefield as its 
final and northernmost destination, and Bergen County's only stop on the 32-stop line. Us 
arrival dafe was estimated, by NJ Transit, for fhc year 2010. As was the case with fhc 4/17 
interchange, wc have worked strenuously in many forums over fhe last four years fo bring 
ifs final design, funding and construction much closer to fhc prej.ent. 

This choice for ifs northern terminus was not a good place for us. People coming in on its 
trolleys from Hoboken and Weehawken to the south will step cff info a Park-Ride nestled 
between fwo spurs of the NJ Turnpike. So they will have no easy way to get fo our offices, 
homes, hospitals, colleges and ali the other aufo-atfractive destinations listed in Bergen's 
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Figure 12. 

The Bergen Cross County Light Rail Adds 
Two Extensions to The Hudson Bergen Light Rail 

To Hoboken li 1 an \s««o_ wk\i«g3 
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\ellow Pages. As configured, then, if effecfively carries passengers in only one direction -
southbound — and from a point hard to reach for our 848,000 residents. 

So while this station helps the rest of the line with ridership derived via Park-Ride from 
Interstate 95 drivers — a positive feature ~ the whole system's ridership is not increased in 
its strength by rail riders from fhc south, including cross commuters from New York City. 
So an addifional consequence is financial. Without much "reverse commuting" capacity, it 
loses customers w hose fares could heip support its operating costs if only northbound users 
could be accommodated, and southbound passengers could be substantially increased in 
their numbers. Further, the loss of Light Rail access to Edgewater and to the Hudson River 
Waterfront southward to Weehawken, now booming along a two lane (l^evel of Service F) road 
was a substantial one 

To correct these deficiencies without disturbing its standing in the Urban Core as a 
completed FEIS project with a full funding agreement for ifs first, Bayonne to Hoboken 
stage, we have devised and tested fhe engineering and environmental feasibility of the 
project we call the Cross County Line. More on fhaf below. 

Missing iMobilit\ Options: New Transit Investments and Economic Performance. 

There has always been a close connection between transportation capacity and land use and 
economic dc\elopmcn( in Bergen County. The transit connections along our commuter rail roads 
and bus network have linked Bergen County's residential values to Manhattan's high-wage jobs 
sustaining local tax bases and schools. The highway connections to the nation have been the 
pathways along which the explosive growth in jobs outlined earlier have grown, '̂et, as growth has 
matured, and regional investment lagged the explosive growth in regional commuters headed to ~ 
and through — Bergen County four new investment principles have emerged. 

1. Our transportation investments must be targeted to areas where the outcomes for 
economic performance are hishest. Here we must always balance the need to protect the 
results of past growth and the need to liberate the possibilities for the new high value 
service economv emerging in our midst. We must consider: 

• where our needs and our opportunities most strongly merge in the rail choices 
available to us; 

• who our most productive economic partners in the region are; and 
• which rail transit linkages offer us the he%t opportunities to link together our 

most important, shared assets. For example, our strongest linkages are to 
Hudson County and Manhattan, and not to Rockland County (See Figures 14 
and 15 on the next pages). 

2. Wc need to think in terms of a single integrated multi-modal transportation 
network that can accommodate fhe competing needs of its many customers that 
have different needs </( different fimes of fhe day. .Although investment has 
lagged behind demand in Bergen Count, the in-place investment in roads and 
rail has a replaccinenf value in excess of 525 billion - more than fhe entire 
projected federal funding for north Jersey over the next 20 yoars. So looking for 
places where we can increase the productivity of the existing system by 
connecting its disparate pieces, filling serv ice gaps, or providing for easy changes 
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Figure 14. 
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Fiyyire 15. 

Transit Investments Should be Targeted to High density areas first 
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between modes (rail to bus, bus to Light rail, auto to light rail) will not only 
provide new capacity but increase the retum on investments already made. We 
can no longer afford to make investments without regard to their implications 
for the efficiency of the overall network both in terms of existing facilities and 
services and other investments they may induce. 

3. We need to tailor solutions, both in terms of their scale and timing, to the 
available funding sources. Despite fhc heroic efforts of ISTEA to reverse the 
decline in spending identified above, if is likely that that the flow of federal and 
state funds to transit and other transportation projects in northem New Jersey 
will lag behind the rising needs for system maintenance and capacity expansion. 
So in developing transportation investments we must think not only in terms of 
the "ultimate" or "perfect" solution, but also in terms of a "phased approach". 
In some cases it might be possible to advance the goals of a specific 
fransportation investment by beginning with a "critical component" or by a 
more limited service configuralion, or lower cost technology that can be 
expanded as fhe market grows and/or funding becomes available. Even when 
this might increase fhe overall cost of fhe project these costs must be weighted 
against fhe benefits fhaf are delivered earlier. There is nothing more futile than 
developing the perfect solution for which funding is not available. 

In doing this we must consider new sources and partnerships. Ultat private sector 
assistance can be enlisted? Bergen County has already established a record of 
success in integrating our own planning and investment with the planning and 
investment of others — very much at fhe heart of the State Development and 
Redevelopment Plan's major goals. Examples are Routes 4/17, the Edgewater 
Waterfront, the Hackensack Medical Center, our Essex Street initiative, which 
includes fhe redesign ofthe Essex Street interchange with Route 17, and others. 

4. Investment choices must be suppttrted by our municipal partners who are keen to 
take advantage ofthe economic benefits of transit investments through matched 
land use and transportation investments. For a transit system to be truly .successful, 
the design process must encourage active participation from those who will help 
determine its outcome 

These themes come together m Bergen County's economic and transportation core, 
described in the next section. 
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Investing in Elconomic Performance in Bergen County's Economic & Transportation Core. 

Our investigations of the key relationship; between the pattems of economic devciopment, 
land use and transportation countywide led us unerringly to the identification and detailed 
description of Bergen County's economic and transportation core. In a 98 square mile, 
centrally located core — several illustrations follow - are concentrated, first, our county's 
highest concentration of population per square mile and employment per square occurring 
in combination with each other (Figure 16). 

Figures 17 and 18, foliowing, show how a much broader and related series also occur 
cotcrminousiy here. For example, this economic core is also fhc county's financial core, 
including ifs capacity to generate our highest concentrations of assessed value, offices, 
income earned and taxes ~ sales, property, and income - generated. As Bergen County is 
the State's economic engine, fhis is fhc county's. 

IS 



Figure 16. 
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Figure 17. 
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Figure 18 - Features of Bergen County's Economic Core 
CATEGORY Core Core as a% 

ofthe 
County Total 

Balance of 
County 

POPULATION IN 1990 526,361 64% 299,011 
COVERED EMPLOYMENT IN 1980 245312 72% 94,984 
COVERED EMPLOYMENT IN 1990 300,216 69% • 136̂ 484 
RESIDENT COMMUTJiRS IN 1990 219,944 64% 122,893 
DAYTIME POPULATION IN 1990 606,640 66% 312,602 
CHANGE IN DAYTIME POPULATION *^S0,272 99% 
NIGHT TIME POPULATION 526369 64% 299,011 
SQUARE MILES 2̂ 98 40% 148 
POPULATION DENSI FY IN SQ MILES 5371 73% 2,020 
HOUSEHOLDS 1970 189318 68% 90,407 
HOUSEHOLDS 1990 202,023 65% 106,857 
DWELLING UNITS 1970 191,531 68% 91,780 
DWELLING UNITS 1990 212344 65% 112,473 
RESIDENTS COMMUTING 25 TO 29 MIN 13326 62% 8300 
RESIDENTS COMMUTING 30 TO 34 MIN 32,844 65% 17399 
RESIDENTS COMMUTING 45 TO 59 MIN 18,792 60% 12,523 
rIOUSEHOLDS WITH NO CARS IN 1990 21373 79% 5,786 
HOUSEHOLDS WITH ONE CAR IN 1990 78,516 72% 29,971 
HOUSEHOLDS WITH 2 CARS IN 1990 72,123 61% 46,700 
HOUSEHOLDS WITH 3 CARS IN 1990 29,811 55% 24.400 
TOTAL FLOOR AREA IN 1991 970 66% 489 
WHITE 168,819 64% 96,532 
BLACK 11,832 92% 1,000 
ASIAN 8,775 57% 6,583 
HISPANIC 12,164 82% 2,670 
UNEMPLOYED 14,508 72% 5,746 
COMMUTERS 267,719 64% 150,121 
PLACES OF WORK 24,126 64% 37.854 

Other of the Core's features - showing its sustained role in these categories — are also 
displayed (Figures 19 - 24). Also depicted are such relationships as: 

• Population Distribution by Municipality, past, present and future ; 
• Population Density by Municipaiify, past, present and future; 
• Employment Distribution by Municipality, past, present ai.d future; and 
• Transit Densify (Population Plus Employment per Square Mile) by Municipality, 

past, present and future. 

Displayed, as well, here, is the mismatch between rail commuter ridership w ithin this core 
as contrasted in contrast with the remainder ofthe county (Figure 25). 
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Figure 19. 

Population has and will concentrate in our Core 

1990 

Population By Town 

• 14.000 to 47,000 
• 8.500 to 14,000 
L Oto 8.500 



Figure 20. 

Population Density has and wiil concentrate in our Core 

1990 

Population Density Per Sq. Mile 
• 10,500 to 24,300 High Frequency 
H 5,000 to 10,500 Medium Frequency 
'3 0 to 5,000 Low Frequency 



Figure 21. 

Employment has and will concentrate in our Core 

Buildout 

Employment 
• 1C,000to61,700 

, M 5.000 to 10,000 
• Oto 5,000 



Figure 22. 

Employment Density has and will concentrate in our Core 

Buildout 

1990 

Jobs Per Square Mile 
• 5,000 to 12,500 
B 2 500 to 5,000 

Oto 2,500 

Year 1970 1990 Buildout 

Land Area in Sq Miles 

Cofe 94 94 94 

Res! Of County 141 141 '41 

County 234 

Percent in Core 40% 40% 40% 

Emplovment Density Pef Sq 

Core 2.327 3.206 4 131 

Ret' Ot County 53i 971 ' 239 

County 1 249 ' l 865 2 396 



Figure 23. 

Transit Density has and will concentrate in our Core 

Buildout 

Population + Jobs Per Square Mile 

• 10,500 to 28,000 
Ei 5,000 to IC 500 
L : 200 to 5,000 



Daytime & Nighttime Population In Bergen County In 1990 

Daytime population 
refers to who's in 

town after the resident 
commuters leave and daily 
workers to the town arrive. 

DAYTIME POPULATION IN 1990 

• 14.000 to 67,000 
O 8,500 to 14,000 
• Oto 8.500 



Figure 25. 

Number of Rail Commuters in Bergen County, 1990 

Number of Rail Riders 
By Ccntua Block Group 

15lu 110 
10 lo 2S 
I t u 10 
Oto I 



I'nrelicved Congestion as Consequence. 

in our search lo find where and how fhese land uses in the Core best reinforce one another 
in fhe transit opportunities fhey are capable of spawning, we have also disco\cred and 
catalogued the foiiowing: 

• Ihree limes Ihe car trips per square mile in the core than wc find within the 
remaining 60% ofthe county (Figure 26); 

Ihe core contains Ihe most highly congested portions of Ihc county, because here is 
where the worst traffic entanglements in fhe couniy occur all day long belween 
regional travelers streaming into the count) from without to work, shop or pass 
through to more distant destinations, and the local wyages of our residents to 
places of work and other ilestinatitms inside the county and beyond (Vi^urt 27). .As 
noted, this fraffic, an earlier signal of economic success, has now become a 
suffocating force. A series of graphics illustrates these points; 

• the preponderant growth capacity of Ihc core, measured in land available as 
zoned, and in terms of Iransportation capacity unavailable lo support that 
growth; 

• Ihe relatively small Nhare of in-core commuting that commuler rail transit 
carries loday/ntm Ihe core lo Ihe region beyond and the negligible share from 
Ihc region inf<» Ihe core. Only 2% of Bergen's 420,000 residents who leave for 
work each ni. tning take the commuter rail service offered at today's 28 ̂ tHtions 
on Ihe Main. Hergen and Pascack N'alley lines; 

• the near impossibility of etpanding existing road and bus ciipacity to sustain the 
core's present economic strength info lhe future: fhe long standing absence of 
east-west roadway AND transit capacity in the core, within the county al large, 
and within the region whose transportation facilities extend us the possibUities that 
are ours to use, injluence. and to adapt to in the transit-friendly development and 
redevelopment planning we are capable of putting into place; and of great 
significance; and, 

• realizable rail capacity within the core that can fdl key transportation stdds to 
highly positive results using existing raU rights-of- way. Our findings about this last 
characteristic are described below 

Three Rail Transit Options l'nder Study for Fastem Bergen ( ounlv. 

As snmmari/ed above, Ihe County's Core was idenfified and evaluated in Ihe contrast of iti 
key features with the remaining 60% of Ihc County's land mass. 

Al this point, the inquiry becomes finer grained. Thr following maps, charts and graphics 
(Figures 28-33) summariie Ihis evaluative process as applied lo each of Ihe three rail lines 
under fhe joint Major Invesfnieni Sludcy being conducted by New Jersey Transit and 
Bergen C ounty: 
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all or part of the West Shore Line; 
ail or part oflhe Northem Branch Line; and 
a ponion oflhe New York Susquehanna line from I-80/Garden Stale 
Parkway to the Vmcr Eombardi Park Ride in Ridgefield, with an additional 
leg northward from the Weehawken Eight Rail TerminafNY Waterways 
Ferry on Ihe Hudson Bergen Lighl Rail Transit line, lis name is Ihc Cross 
Couniy Line. 

II 



ongcstiolu and Rail Service 

T*» ftirt II •'»/•» Iht klfhnt n^ittliam ll fimij Thu pkplM 
«hf»t th« Iht nufnbvf of woft inpi <fd<t>' nui* j 4tti 

11^iTMt CMMOrtwe'f rf̂ r* >t 

I Shfet »it4 Sitrthtm Hmn.-tt ci-itSmtJ 
I It true nf 4\$ If m. «rMi tureeuKAmf rht r»%f*flt 

\ (t..*<M Irifimtlft ptr If im.) t t j Tltt t^ergen mil 

;! > u !vrc tiK count> s htglKM conceniratictvi ofconpcMK̂ n 
!.t UIKTC Ihc highest emplov men! and pcipul.iiuMi 

v> iKcn!: tti.>i\v ;irc .ilso loc.iicd This graphic shows iK,ii lhc mimhct 
ilf inps per sqiwrc mile m^u/i- ihr c„iv .!'*•.( is three limes Ltrgcr 
tiun the number m Ih,- /'.j/.inrf .if'r^r countx 



Figure 27. 

ROADWAY CONGESTION INTENSITY 
BERGEN COUNTY 

Traffic 
From Outside 
Bergen County 
Collides mth 
Traffic 
From Within 
Bergen 
To Congest The 
Road Network 

\ y 

Bcrscn Counij [)q>artin<!nl ot Pliiuung & t̂ .-onomic elwpmcnt 
Dl .151 in of Growth Muu^cmcnl 
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Figure 28. 

Rail Transit Network Serving The Core 



Figure 29. 

!' 

/ 

Bergen County 

^ IJackensacji 
^"^"^Bogota/l / 

V Ridgefield Pai-k 

Hudson CgjTniy 
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/ 
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Bergen County's Economic Core occupies 40% of the county '.v land base. Traversed by 
the Cross County Line's 3 segments, tliis core contains: 

• 70% ofthe County's 420,iiOO residents in the work force 
• 72% of the Count>'s 550,000 jobs 
• 64% of the County's population of 845,000 
• 65% ofthe County's 310,000 households 
• 64% ofthe County's 417,840 commuters 



FEATURES OF BERGEN COUNTY'S RAIL CORRIDORS: 
CROSS-COUNTY, NORTHERN BRANCH & WEST SHORE 

CATEGORY CROSS- AS % OF NORTHERN AS % OF 
f COUNTY:, COUNTY BRANCH COUNTY 

] CORRIDOR TOTAL CORRICOP TOTAL 

Population in 1990 ,183,942 22.29 81,606 9,91 
Covered Employment in 1990 96,599 24,38 32,586 8,22 
Covered Employment in 1980 87,995 2586 28,858 848 
Resident Commuters in 1990 79,163 23.09 30.727 8,96 
Daytime Population in 1990 2''2.173 25.71 86,551 10.49 
Square Miles ' 25 10.33 16 6,61 
Population Density in Sq. Miles ; : 7.456 215,66 5,181 149,85 
Households in 1970 23.21 28.141 1006 
Households in 1990 74,738 24.20 30,4'3l 9.87 
Dwelling Units in 1970 67,336 23.77 28.575 10.09 
Dwelling Units in 1990 79,667 24 53 32,487 10,00 
Residents Commuting 25 to 29 mm 4.932 22 81 2.264 10,47 
Residents Commuting 30 to 34 min. ' 11,441 22.77 5.538 11.02 
Residents Commuting 45 to 59 min. 6.053 19.33 3.757 12.00 
Residents Commuting 30 to 8S min. ^ 6,991 17.71 4,326 10.96 
Households w/no Cars 1930 9.268 33.88 3,931 14.37 
Households w/1 Car in 1990 :v32,098 29.59 12,307 11.34 
Households w/2 Csrs in 1990 : -"24:206 2037 10,722 9.02 
Households w/3 Cars in 1990 ' ' 9,160 16.90 3.890 7.18 
No. of Places of Work -1996 * , , 6,939 18.33 3.629 959 
No. of Employees - 1996 * ; 82,160 17,37 33.501 7,08 
Tax Contnbution $13,599,486,961 16.73 $8,904,822,202 10.96 

sWF.STj...f AS%OF 
H O R E ' ^ V C O U N T Y 

B5B'RIDOR TOTAL 

1^9.733 
29.995 

I25;850 
i!52i459 
y)1>i51 
'W^ 

|i6,873 
1*2.640 
'43,697 
&2.680 

5̂,2:00 
•2.989 

Ii7,733 
15,963 
§,174 

|(5,6€il 
116:975 
iiB,887 
?3,378 

108,956 

14.51 
7,57 
7.60 

15 30 
12,29 
7.30 

198.80 
15.25 
14.15 
15.06 
13.92 
13.82 
15.39 
15,74 
15,10 
15.26 
14.44 
14.29 
12.7C 
8.92 
6.89 
9.92 

O 

* Based on 1996 Equ'fax 
Source: Planner's Data Book for Bergen County: Vol 1, 1987,1995 
3/17/97 



Figure 31. 

THE THREE RAIL CORRIDORS 
IrtiJde the Core an<3 among the 3 1 
Ra* Comdors and study area m 
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Figure 32. 

THE THREE RAIL CORRIDORS 
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Figure 33. 

Hergen County ".s 
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Intelligent Transit Systems Link Roads to Rails. 

A fifth initiative, one which some of you have seen (I«di, Hackensack, Rochelle Park, 
Mfij-wood, leterboro, South Hcckensack, Bogota, Teaneck, p4ri,mus, River Kdge and 
Saddle Brook in some exploratory public outreach), is something we cat! the Community 
Commuter. 

Designed as an integral part of this multi-faceted transit solution, Bergen County's concept 
for a demand-responsivf, 16 hour per day, customer generated van service has now been 
fleshed out as rart of a simultaneous research pffon funded by the Noilh Jersey 
Transportaiioi fiai "'ng Authority, the Metropolitan Planning Organizaiion for our 13-
count/ regie .. Because expan** d transit carries wiih it an Appropriately scaled sel of 
parking opportunities for its new customers, and because we present this idea as a way to 
provide access lo the Light Rail dll day long as a wsy to minimize the need for new parking, 
we sce the benent of advancing Ihe two companion prujevts together MI integrated fashion 
for simultaneous impU-nienlation. The on-drniand van sysiem uses slale-of-lhr-an (>lobal 
Positioning lechnolog)', on-board computer access, and adapts existing software already 
developed for rail freighi dispaiching r.nd for package delivery systems like those utilized 
by UPS. We are currently seeking fui dinp. for the firil phase. 

We see this kind of serv ice as a superb comp>emeia to the Lighl Rail Iransit opportunities 
advanced here, and for greater commuter rail access wiihout having to rely compUlHy cn 
e.\pandcd parking lots at or near the center of lown. .4s narrated in our study (see Figures 
34 to 36 beginning on the next page), this on-demand van system, utUizing small loops or a 
large network we picture as oivrlay'ng much oftke Count}''s core, has dozens ofothcr 
applications as welL 
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Figure 3A. 

THE COMMUNITY COMMUTER^ 
TRANSIT FOR SUBURBAN AMERICA 
BERGEN COUN FY TRANSIT ENHANCEMENT STUDY 

F-2215 
EXECUTIVE SUMMARY 

Prepared for 
Bergen County 'Jopartnien! ot Planning and EconomicDevelopment 

hy 
A Nelessen Associates. Inc. 

in J'ssociation with 
SG ..csociates, Inc., 

HNTB. Inc. 
Ociober. 1996 





Figvire 36. 

Service Area 

Hackensack was selected as the "center " of the study area because of it s high ratio of |obs to fiousmg. 
From there, an initial markel area for the sen/ice was selected by driving liftocn minutes from the 
county courthouse in all directions during weekday and weekend peak hours, as well as the mid-morn-
ing, midday and evening hours The map below indicates the extent of the area 

In ordor to further contain the scope of this experiment and the costs for start-up service. »;̂ is initial 
market area was further reduced to a first phase service area shown b -̂low 

Eleven (11) towns are included m the first phase service area Of these eleven towns, «»ight are totally 
withm the service area and three are partially withm in the service area. The first phase service are.i 
contains 
• an 18 square mile area 
• 123, 945 residents: 
• over 62,787 jobs; 
• 28.904 AM work trips made by people who live and work in first phase service area; 
• 57,808 total work trips: 
• 371,835 total trips (assuming that work trips arc approximately 16'o of total trips). 

1.80 V Saddle 

\ 
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Tetottxxu 
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Economic Performances Influences the Choice of Technology . 

In selecting a rail transit technology which provides the best match to the new aV-day 
economy? 

Hhich inwstment choices, considered in combination, offer us the best oppttrtunities to 
connect productively together, for the fmt time, the now separate and distinct elements of our 
present transportalion netn-ork ~ our highways and Interstates? 

Ithich raU transit tillernative is the best choice in this arena as the first buildable stage ofa 
larger netsvork of choices not foreclosed but advanced in their possibUities by such a choice? 

Summ.irv und Conclusions 

There are two "Since" themes in this plai ning essay: 

1. .Since 1950, when tlicy used Ihe parts of the today's transportation system that were 
available then, bul for different purposes and lo Iravel lo different destinations than we 
travel to today. So it was a netnork back then. The linebackers, safeties, and inlenor 
linemen functioned as a unit. 

Back Ihen. ihr Inlerslale Highways were popping up all over the countr). But Iheir 
ion.sequences for land development had nol >el taken hold. The ectmomy and its 
transportation support systems, and the land settlement patterns that are the consequences of 
both in combination, were focused predominantly at the region's center. \ l l three were 
centralized. The furlher one traveled from Ihe cenler, the lower Ihe populalion densities 
and Ihc more rural the landscapes became. 

Transportation, wilh common and central destinations, could pursue economies of scale 
with considerable efficiencs and ease of choice. 

No longer. 

Belween 1950 and 1990. our economy and its geography have changed enormously, 
converting yesterday's network inlo a series of pieces lhat do nol work well loday for most 
of Ihe trips most of us now take across mosl of the day. 1 hese prodigious changes were 
laking place over a 40 year period during which, save for the Interstates, inveslmeni in 
public infraslruclure, including in transportation, was dropping from 2.5% of GNP in 1950 
to l.0*» in 1990 during a period of unprecedented population and employment growth in 
the nation and in our slate. 

The automobile, with which we are said to have fallen irrationally in love, solved Ihese 
economic and transportation mismatches for awhile. .And it has also helped create the 
other mismatches we face today. But along with the buses and trucks lhal have helped 
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CLrk , (Ifftcr 

•2U>.'M>7-'i2'>} 

fi<f<ird llj IrutUtt llj 

l^ermilivn. (jkiv 

.ianuar\ 2%. IWX 

ENVtRONMEiS TAL 
DOCUMENT 

()lTici.- of the Sccretarv 
C ase t. ontiol 1 nit 
I inance Dockei No 'v̂ v'̂ SX 
Surlace I ransportalion Bt)ard 

k Siicet. NW 
Vv asliinylon. DC 2(M2;^-(MU)1 

/Xticniion I,lame k kaiser 

I in (ronmental Projecl Dire.lor 
I rnir*>niTicntal I IIMIL' 

13car Sir or Mad;'in 

W c are urilinL; to express our cone, ms regarding; the pritposed acquisition t)rc;onrail h\ Norlolk 
und Southern Kaiiroad and (. S.X Kailroad 

\ crmii ion iounship is targeted lo recei\e a proposed conneclion lhal will loin Conrail and 
Nor fo lk and .Soutiiern rail lines on C oen Koad I his connection ui l l cause added congeslion lo 
tratf ic m the Vermilion Cit\ and Vennilioh I ounship areas I his increased acliv i l \ u i l l have an 
•normous impacl on crossings being blocked lo emergencv vehicles, pedestnans and other 
mo les u! iransponalion I la/aidous m.ilenal is also a concern lo all aflected In the increased 
usc ot the rail svslem in this area C rossing gales and lights are a pnontv in this area for anv neu 
intersection that u i i l '. e added becauv C oen Koad is a heavilv traveled roaduav to bv pass 
Vermi l ion 

X'criniiion Iounship has experienced severe seasonal diamage problems in the area tariieted for 
the neu connection .A large area lo the Muilh is drained bv the culverts under the railroad and 
the si/c ol (hese culverts uould need to be increased to prov ide adequate drainage 

Vermi l ion iounship also has luo railroad crossings not prolecled hv crossing uales and lights 
lust west ol the neu merge area, uhich are on the Norfolk and Souihern iine^ I hev are thJ 
Staniev Ko:id crossing and the Barnes Koad crossmg I hese luo crossings u i l ! need gales and 
liuhls because ol lhe proposed increase of i.ain traffic 



OfTice ofthe Secretarv 
.lanuar> 28, IWX 
Page 2 

To sum up our concerns, safetv and drainage are a priority and unless these concems are 
resolved to our satisfaction, we must oppose the merger 

['reservation of public p.,ace. health and safetv have always been a priority in Vermilion 
1 ownship. and one in which we wist. '-n to compromise 

Sincerely, 

Iioard of Trustees 
Vermilion I ownship 

Charles W Kishman. Chairman C l ^^-&,^^£joJ VAJ) [ ^ L ^ V ^ S A ' - A J ^ - ^ . ^ 

.lanel I kniltle. I rustee J ^ ^ ^ ^ - ^ ^ ^ .x^^^^^-v^^!^^^ 

i:)onald J. Kishman. I rustee ^ v . C \ U S - d ^ ^ ^ L - M i - ^ ^ l !• L^- v 

cc I n e Counlv Commissioner s Office 
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ENVIRONMENTAL 
DOCUMENT 

PENNSYLVANIA TURNPIKE COMMISSIQM 
COMMONWEALTH OF PIFNNGYLVANIA 

Post Office Box 67676 
Harnsburg PA 17106-7676 

January 30, 1998 

O f f i ce of Secretary 
C a s e Comrol Unit 
F inance Docket No 33388 
Sur face Transportation Board 
1925 KStreet NW 
Washington, DC 20423-0001 

A t t n : Ms Elaine K. Kaiser 
Environmental Project Director 
Section of Environmental Analysis (SEA) 

D e a r Ms Kaiser: 

RE Environmental Filing 
Proposed ConraU Acquisition 

The Pennsylvania Turnpike Commission is grateful for the opportunity to comment on the 
December 12, 1997. Draft Environmental Impact Statement (DEIS) for the Proposed Coorail 
Acquisit ion. For the past eight years, the Pennsylvania Turnpike Commission has been planning 
improvements for the regional transportation system for Southwestern Pennsylvania The result is a 
multi-billion dollar exp''nsion program that consists of more than 90 miles of new roadway vvhich 
includes a program of seven independent projects that comprise tlie Mon/Fayette Expressway and 
Southern Beltway Projects (see attached regional map) Attached to this letter as part of our 
comments, we have included testimony presented by the Pennsylvania Turnpike Commission to the 
Pennsylvania State House Transportation Committee on Conrail Acquisition. 

The Mon/Fayette Expressway and Southem Beltway Projects have been authorized and 
funded through three acts of the Pennsylvania General Assembly (Act 61 in 1985, Act 26 in 1991, and 
A c t 3 in 1997) All of the seven projects compnsing more than 90 miles of toll road expansion in 
Southwestern Pennsylvania have been approved in accordance with the Federal Joint Planning 
Regulations which were oromulgated subsequent to passage of the Intermodal Surface 
Transportation Efficiency Act (ISTEA) In particular, the Mon/Fayette Expressway project from PA 51 
t o Pittsburgh, which has the most involvement with existing Conrail and CSX rail lines, is included on 
t h e Long Range Plan for ihe Southwestem Pennsylvania Regional Planning Commission (SPRPC) as 
vi/eW 33 the Regional Transportation Improvement Plan (TIP) In addition, a combined Congestion 
Management Study (CMS)/Major Investment Study (MIS) for this project has been completed in 
accordance with 23 CFR 450.318 (and related regulations) Both the CMS and MIS have been 
approved by SPRPC with input from the Pennsylvania Department of Transportation and the Federal 
Highway Administration in accordance with applicable Federal Regulations In summary, this project 
is well along in the planning process and has roceived all required Federal, State and Local planning 
approvals at this stage of proi°ct oevelopment We have invested considerable time and money in 
th is process and would hope hat our plans could be coordinated with your plans for the benefit of 
Southwestem Pennsylvania. 



Ms Kaiser 2 . January 30, 1998 

The Mon/Fayette Expressway and Southem Beltway projects have continued support from tne 
Federal Highway Administration (FHWA) The following are our comments on the Proposed Ccnrail 
Acquisition, and the anticipated changes, as they relate to the Mon/Fayetie Expressway ana Southem 
Beltway Projects. 

1. Pitcaim Intermodal Facility - The increased activity at the Pitcaim Intennodal Facility and its 
effect on the existing highway network and our proposed Mon/Fayette Expressway has not been 
addressed As written, Chapter 5-PA.10 Pennsylvania Transportation: Roadway Effects from 
RaU Facility Modifications of the D£/S does r ..i address impacts to the proposed roadway 
network 

2 Increased TrafTic on Cb>' Line - Attachment ES-B, Master Table of Ml RaU Line Segments 
provides infonnation on rail lines that appear to be involved under the Proposed Conrail 
Acquisition. Six of these rail segments (C-082, C-086, N-263, N-268, N-269, and N-270) are 
directly affected by tne PA 51 to Pittsburgh Mon/Fayette Expressway Project Rail line segments 
C-082 and C-086 are projected to increase by 74 and 77 percent (million gross tons), respectively 
The preliminary design for the Mon/Fayette Expressway, spedfically the PA 51 to Pittsburgh 
project, proposes the relocation of up to eight miles of this CSX track The potential inability to 
relocate this track because of the increase ir use of the line caused by the Proposed Conrail 
Acquisition may require us to reevaluate this highway alternative We are concemed that this 
impact to our planned project was not considered in this 0£/S and therefore mitigation for this 
impact may not be included in your potential approval of the Conrail Acquisition 

3. Early Coordination - As discussed above, there are six rail segments that appear to be directly 
affected by our PA 51 to Pittsburgh Mon/Fayette Expressway Project Wori< will include bndging 
over, and the relocation cf numerous railroad tracks, signals, communication, and other railroad 
facilities Attachment ES-B indicates that all six rail segments are expected to remain in use after 
the Proposed Conrail Acquisition Eariy coordination with Conrail, Norfolk Southem and CSX 
during the Preliminary Design phase of our project is necessary for its successful completion In 
some cases, the railroad involvements are so substantial that the proposed highway altematives 
may not be feasible without total commitment for cooperation by the owners of the railroad 
facilities We request that this issue be described along with SEA's recommendation for mitiga 
in Chapter 5-PA.16 Pennsylvania Area of Concerns 

The Tumpike Commission would like to acknowledge that initial coordination with Conrail and 
Norfolk Southem took place during a meeting on January 20, 1998. In addition, there has been 
contact between the Turnpike Commission and CSX. While the Tumpike Commission has raised a 
few of these comments of concern to Conrail, CSX and Norfolk Southern, these issues have not been 
totally resolved. We request that the SEA consider these issues dunng their review of State and 
Agency Comments on the DEIS and their discussion of mitigation measures The success of the 
Mon/Fayette Expressway and the improvements to the regional transportation --ystom in 
Southwestem Pennsylvania which would also support efficient railroad operations^ depend on the 
successful coordination of all parties If you have any questions regarding the issues we have raised, 
or require additional information, please call me at (717) 986-9688. 

Sincerely, 

David E Zazworsky ' ? \ - r ^ 
Special Assistant to i*ie 
Tumpike Commissioners 

DEZ/lrs 
Attachments 
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Testimony lo the 
Pennsylvania House Transportation Committee 

Concerning the Acquisition of Conrail 
by CSX and Norfolk Southern 

Chairman Geist, and other members of the Pennsylvania Hou.sc Transportation 

Committee, I want to thank you for the opportunity to come before your 

Committee today with testimony concerning the proposed acquisition of Conrail 

by CSX and Norfolk Souihern railroads. 

The five-member Pennsylvania Turnpike Cominission v/as created in 1937 with 

powers to construct, finance, operate and maintain the Pennsylvania Turnpike 

System. Since opening in 1940 wiih 160 miles of road, the Turnpike System has 

been continually growing, building and expanding. Currently, the Turnpike 

Sysiem consists of 506 miles of limited access highways. 



In the mid-80's, the Turnpike Commission began an ambitious, multi-billion 

dollar expansion program. Authorization for these improvements came through 

three acts of the Penasylvania General Assembly. In 1985, the General 

Assembly passed Act 61. This Act, the Turnpike Organization, Expansion and 

Toll Road Conversion Act, directed the Pennsylvania Turnpike Commission to 

construct and enhance the existing 1 urnpike and to expand the toll highway 

system. In 1991, Act 26 allocated 14 percent of a 55 mill increase of the Oil 

Company Franchise Tax t.) the Turnpike Commission which provides 

approximately $40 million annually for the construction of Act 61 and Act 26 

projects. In 1997, Acl 3 provided the Commission wiUi an additional $28 million 

per year for Act 61 and Act 26 projects. 

Among the projects authorized by these Acts are the Mon/Fayette Expressway 

and the Southern Beltway projects. Co.isisting of seven independent projects, the 

planned improvements stretch from the West Virginia bo.rder in the Soulh to 

1-376 in Pittsburgh to the North, and from Jefferson Borough in the East, to the 

Pitt.sburgh International Airport in the West. These seven projects are shown on 

the iiUached color-coded man. 



The.se transportation projects will bring much needed highway capacity, 

congestion relief, and highway access improvements; will siimulate economic 

development efforts; and will provide employment opportunities for Southwestern 

Pennsylvania. When all these projects are completed, the Commonwealth will 

have made a multi-billion dollar investment in the economic prosperity of 

Southwestern Pennsylvania. 

A project critical to making the Mon/Fayette Expressway a reality, and the 

subject of our concern here today, is the proposed expressway from Route 51 in 

Jefferson Borough to 1-376 in Pittsburgh and Monroeville. This highway will 

carry the most traffic of all the proposed projects, will provide an expressway 

alternative around the Squirrel Hill Tunnel, and will be a key component ofa 

potential beltway south of the City of Pittsburgh. Currently, a Draft 

Environmental Impact Statement is being developed and is scheduled to be 

circulated in the Spring of 1998. 



However, another equally important component of redevelopment and economic 

vitality for the region is efficient and effective rail ser\'ice. Both highway and 

rail facilities are needed to provide the flexibility in transportation options needed 

for the movement of freight and people in the region. We wish to start working 

together now with the current or future owners of the railroads so that we can 

complete this needed improvement to the region's transportation network. This is 

our prime motivation for appealing before your Committee at this hearing today. 

Construction of the Mon/Fayette Expressway from PA 51 to 1-376 in Pittsburgh 

and Monroeville will require the bridging over and relocation of numerous 

railroad tracks, signals, communications and other railroad facilities. In order 

for the Pennsylvania Turnpike Commission to proceed toward construction, we 

need the involvement of tlie owners of these railroad facilities now during the 

Environmenlal Impact Siatement and Preliminary Design phase of our project. 

Usually, final approvals by railroad companies come at the final design .stage ofa 

highway project, when very specific engineering details are available. In this 

particular silualion, ilie railroad relocations are so subslantiai that some ol tiie 

hiiihw ay alternatives may not be lea.sible withoui a lolal commitmenl of 

cooperation by lhe owners ofthe railroad laciliiies. 



Cooperation, as well as timely coordination, to accommodate rail and highway 

needs in this severely restricted, narrow corridor is paramount to the achievement 

of our goals. Without appropriate review and approvals from the railroads 

during this Environmental Impact Statement phase, the alternative selected may 

be invalidated, which would cause a significant delay in project development and 

substantially increase the cost of the proposed transportation improvements. 

Our project will have direel effects on Conrail, CSX and Union Railroad tracks 

and related facilities. Our initial estimate indicates that approximately 10 miles 

of railroad tracks belonging to Conrail. CSX and Union railroads would have to 

be relocated. In addiiion. numerous grade-separated crossings over existing 

tracks and yards will need to be constructed. This construction can be potentially 

disruptive to railroad operations if not thoroughly coordinated. These railroad 

relocations may also affect other facilities located in the railroad right-of-way. I 

have provided copies of maps that show the general locations where these 

relocations would be required. 



Because ofthe number of parties involved and the complexity ofthe issues to be 

resolved, it is imperative that the Pennsylvania Turnpike Commission get early 

and full cooperation from the affected railroad companies - especially Conrail, 

Norfolk Southern and CSX - so that a mutually satisfactory resolution - on a 

timely basis - can be achieved for both the highway and railroad facilities. 

Immediate cooperation is needed so that the Commission can proceed in a timely 

manner to complete the Environmental Impact Statement and obtain a Record of 

Decision for this major project. By working through these issues at this time, we 

can develop an alignment that will mutually accommodate and benefit both 

transportation modes - highway and rail - and serve the residents and businesses 

ofthe Commonwealth of Pennsylvania and our interstate clients. 

We have begun the necessary coordination with Conrail. CSX and Union 

Railroad. We have provided preliminary plans of our project lo tlie Engineering 

Department of each Railroad. We are concerned that the pending acquisition will 

limit Conraifs ability and willingness to work with us. 



Summary 

Allow me then to summarize the needs of the Pennsylvania Turnpike Commission 

related to the effect of the acquisition of Conrail on our plans for the 

Mon/Fayette Expressway Project from PA 51 in Jefferson Borough to 1-376 in 

Pittsburgh and Monroeville. 

1. We need a commitmenl from Conrail, CSX and Norfolk Southern to 

coordinate, cooperate and accommodate our highway. Unless we have 

such a commitment, our plans for a multi-billion dollar investment in the 

Mon Valley will be significantly delayed. 

2. We need to expedite coordination with the current and future owners of the 

railroad facilities. This coordination musl take place prior to completion of 

our Draft Hnvironmental Impacl Statement so that we can be assured ofthe 

feasibility of our ailernatives. 

3. We musl be assured that any agreemenis we make now with Conrail 

regarding relocation or reconstruction of their facilities will be honored by 

the eventual owners of these facilities (CSX and Norfolk Southern). 

4. We need the timely review and approval of our proposed plans by all 

appropriate railroad officials, before the sale of Conrail is complete, to 

asuid delavs and atlendanl increased costs. 



5. We would appreciate the support o/ this Committee before 'the Surface 

Transporiation Board (formerly the Interstate Commerce Commission) to 

achieve the four needs I have just enumerated, and to incorporate 

appropriate conditions in any Surface Transportation Board Order 

approving the acquisition of Coiuail. 

Thank you Chairman Geist, for providing the opportunity to testify on behalf of 

the Pennsylvania Turnpike Commission for this very important project that is 

extremely important to the future of the Cily of Pittsburgh and Southwestern 

Pennsylvania. 

Mi/./r \»pfiles\moiv/fay\miirt'no lst 
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CHARTER TOWNSHIP OF HIGHLAND 
205 North John Street • P.O. Box 249 • Highland, Michigan 48.)57-0249 • (248; 887-3791 

Januarv 28. 1998 

ENVIRONraEi>iTAL 
DOCUMENT 

Ms. Elaine K. Kaiser 
1925 K Street. N NV. 
Washington D.C. 20423-0001 

Dear Ms. Kaiser: 

I have been informed that Highland Townsh T wiii b<; affected by a recent joint 
acquisition ot C onrail Incorporated b\ ( SX C orporation and Norfolk Southem Railwav. 
It is my understanding the merger v. ill resuh in a 20% increase in tonnage shipped per 
day requiring longer trains and ai: average of 1.2 additional traias daily. 

These increases are a source of concem and 1 think it"s reasonable to expect assurances 
that all safety issues associated with this increased rail traffic w ill be addressed by CSX 
prior to its impltmentation. .̂  letter to that etfect would be appreciated. I look tbiAvard 
lo hearing trom you. 

Sincerelv. 

/ 
/ 

John P. Stakoe 
llighland lownship Supervisor 

SUPERVISOR John P Stakoe. ( LERK William E Brian . TRE.ASURER Patricia L Woods 
TRI STEES Ritliard Grubcr. Ronald Colasanti. Nana E Sharp, Kenneth G Hum 
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CD^J^I Ohio•Xmtuck.ij^Indiana 
'Jie^ionat Councif of Cjovcrntnetits 

Larry ('ru^c-fifry. 'rrt'. ulent 

.latrm Q. 'Jiuane, 'L^ecutn'e 'Ihrector 

January 29. 1998 

Office of the Secretary' - Case (Control Unit 
Finance Docket No. .33.388 
Surface Transport<->tion Beard 
1925 KStr.-et NW 
Washington. D C. 20423-0001 

ATTENTION: ELAINE K. KAISER 

ENVIRONiVIENT 
DOCUMENT 

Dear Secretary: 

We have reviewed the Draft Enviror-nental I:npact Statement "Supplemental Errata" and offer 
comments on Table 5-OH-l 1 (dated 1 20 .̂ 9) 

For Hamilton County. Ohio, the grade crossings listed at Winton Road (Segment No. C-063) 
and Mitchell Avenue (Segment No. C-063) do not exist anvniore. The track which crossed these 
roads was used as an industrial spur track until a few years ago before ' I was abandoned and 
the track taken up. The mainline CSX tracks w hich run parallel to this line (see map) are the line 
which yru refening to. This iine. however, does not cross Winton Road or Mitchell Avenue. On 
the map. the mainline CSX line is shown in pink and the abandoned CSX industrial spur is 
shown in yellow. 

We have enclosed tlie original plus ten copies as you requested. If you have any questions 
regarding the above information, please call me at (513) 621-6300. 

Enclosur es 

Reginald G. Victor 
Transporta '̂ion Engineer 
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A RFSOl I H O N OK TMK Z^^' / 
W ARRFN COI NTY BOARI) OF Sl PKRMSORS W . ^ 

R¥. : I INANC F D(K KFT NO. 33388 - PROPOSFD AC Ql ISITION OMONRAJL BY 
NORFOLK S O n H F R N RAII ROAI) ANi) C SX RAILROAD: ^ VF I 

FNV IRONMFNTAI IMPAC T STATFMFNT -̂  u 

W hereas. Warren County. Virginia is currentiv served by the Norfolk-Southern Railwa; 

Whereas, in the last decade, this communitv has experienced a significant increase in rail traffic as a 
result o f express freight traffic on the line from Riverton Junction to Manassas, and 

W hereas, the citizens of Warn :i County have experienced impacts due to noise, air quality and 
significant traffic conflicts at grade crosst; is during this period, and 

VV hereas. industrial development in the countv. includinu the Virginia Inland Port, has occurred because 
of the availability of local rail service, but has not been the main caû e of traffic increases, and 

VV hereas. the Fnvironmental Report received Julv. 1997 projected changes in the three major rail 
segments centered on Rivenon Junction in Front Roval north toward Harrisburg a 77% increase from 11 1 to 
1 '> trains per day. south to Roanoke, a 210% increase from .1 9 to 12 .1 trains per day. and east to Manassas, a 
22% reduction from 11 .Uo 8 8 trains per day. and 

W hereas. the Draft Environmental Impact Statement dated Decembei 12. 1997 concludes there is only 
minimal impact tor air quality, noise, grade crossing conflicts and accidents for Warren Countv. despite the fact 
that air equality and noise impacts exceeded the Surface Transportation Board". thresholds, and 

VV hereas. the train tralTic projections are highlv speculative given the stiategic location of Riv erton 
Junction for east coast and Midwestern rail traffic and high probability of increased freight through traffic, and 

W hereas, the citizens of Warren ( ountv are alreadv coping with the current increases in through tratTic 
as previouslv noted. 

N()V\ . THF.RF.FORK. BE IT RFSOL\ FD the Warren Countv Board of Superv isors petitions the 
Surface Transportation Board to consider the high probabilitv of more significant environmentdi irnpacts on this 
community due to the proposed acquisition, and 

BK IT FINALI.V RFSOIA'FD that the Final Fnvironmental Impact Statement include a requirement 
for a five vear reviews period from the effective date ofthe final decision tbr the assessment of environmental 
impacts and remediation optn)ns 

.Adopted January 20, 1998 

^airfnan. Board of Superv isors 
Countv of Warren, \ irmnia 

Clerk. Board of Su.)er\isors 
Countv of W arren. \ iruinia 

ENVIRONMENTAL 
DOCUMENT 
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DEPARIMENT OF TKET^RMY 
JACKSONVILLE DISTRICT CORPS OF ENGWEERS 

P 0 BOX 4970 
JACKSONVILLE. ,-LORIOA 32232-0019 

Rei-i.y TO 
ATTEMTIOMOf 

R e g u l a t o r y D i v i s i o n 

ENV 
O f f i c e of the S e c r e t a r y 
A t l t e n t I r-r,-. Ms. E l a i n e K. Kaiser 
Ca.se Cor . t ro l U n i t 
F i n a n c e Docket No. 3 3 388 
S u r f a c e T r a n s p o r t a t i o n Board 
192 5 K S t r e e t , N.W. 
W a s h i n g t o n , D.C. 20423 -0001 

D e a r Ms. K a i s e r : 

DOCUMENT 

Thank you f o r r r i a i i i ng t o us a copy o f the D r a f t E n v i r o n m e n t a l 
I m p a c t Statement (DEIS) f o r the proposed a c q u i s i t i o n o f C o n r a i l , 
I n c . , by N o r f o l k Southern R a i l r o a d and CSX R a i l r o a d . 

We note t h a t t h e d e s c r i p t i o n o f t h e ana lys i s methods used m 
t h e prep.- ' .ration o f the DEIS, at pa ragraph 3.15.3, s p e c i f i c a l l y 
i n c l u d e d c o n s i d e r a t i o n of U.S. Army Corps of Engineers p e r m i t t i n g 
requirp-.r .ents under Sec t ion 10 of t he R ive r s and Harbors A c t and 
S e c t i o n 404 of t h e Clean Water A c t . Phis o f f i c e , the R e g u l a t o r y 
D i v i s i o n of t he J a c k s o n v i l l e D i s t r i c t o f the U.S. Army Corps o f 
E n g i n e e r s , a d m i n i s t e r s the p e r m i t t i n g program f o r a c t i v i t i e s 
o c c u r r i n g i n F l o r i d a . 

The E x e c u t i v e Summary, at page ES-24, and the s p e c i f i c 
d i s c u s s i o n f o r F l o r i d a , at page F L - 2 , r e p o r t s no c o n s t r u c t i o n 
a c t i v i t y i n F l o r i d a . There fore , an a p p l i c a t i o n f o r a p e r m i t i s 
n o t r e q u i r e d t o be submit ted t o t h i s o f f i c e . However, i f t h e r e 
a r e any changes t h a t r e s u l t m work m F l o r i d a , p lease a d v i s e 
t h i s o f f i c e a t t h e address above. We w i l l a s s i s t i n d e t e r m i n i n g 
v / h e t h e r t.he c o n s t r u c t i o n i s 
t h a t r e q u i r e s a p e r m i t 

the l o c a t i o n and of the -.re 

Feel free t o 
by telephone at 

contact Bob Barron at the letterhead address or 
,904,) 232-2203. 

)incer 

A t t e n t i o n : Ela- ; . -
E:.-.-. - r.mental P r o j e c t 
E:. . r.mental F i l i n g 

- 4 . .:er 
D i r e c t o r 
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c*4 ̂  . .̂ ^r4MEHJAL 
CITY QF MONROE DQCUMgNT 

January 30,1998 ' f l '' ' ^ ^ ^ 

M s Elaine K. Kaiser r3j 
Environmental Project Director 
Section of Environmental Analysis 
Surface Traiisportation Board 
1925 K Street NW 
Washington, DC 20423-0001 

RE: DRAFT ENVIRONMENTAL IMPACT STATEMENT 
ON THE PROPOSED ACQUISITION OF CONRAIL 
BY NORFOLK SOUTHERN RAILROAD AND 
C S X RAILROAD 

Dear Ms. Kaiser; 

The City o' Monroe wishes to express two concern* requiring the 
environmental impact of the acquisition of Conrail by Norfotî  Southern Railroad and 
the CSX Raiiroaa. 

Due to the City of Monroe's proximity to Detroit much of the freiyht traffic 
generated by the greater Detroit Area travels through the City of Monroe bound for 
the rest of the county. The rail portion of this freight utilizes five main line tracks, 
two Conrail tracks, two CSX tracks and a Canadian National (Grand Trunk Western) 
track. The southbound Conrail track traverses a residential area in the east-central 
part of Monroe, and closely abuts a City street, Kentucky Avenue. In this area, some 
of the rail track lies less than thirty feet (30') from residences. The track prevents 
vehicle access to homes by eliminating the possibility of driveways and parking, and 
lies within a few feet of pedestrian sidewalks with no barrier protection. Besides the 
potential safety concerns, noise and vibration generated by daily rail operations 
(thru and yard movements) negatively impact local residents and a nearby school 
and playground Residential property values in this area are adversely affected and 
all manner of daily living activities are worsened by the close proximity ofthis rait 
line. 

The Norfolk Southern Railroad has expressed strong support for the Monroe 
Area Rail Consolidation project which would lead to the elimination of the 
southbound Conrail line. We believe that their strong commitment to safety will lead 
to the eventual abandonment of this track either by the full implementation of the 
Monroe Area Rail Consolidation or by their use of northbound Conrail as a bi
directional line through the Monroe area. 

.N:?OE, MICHIGAN 48161-9986 ;Jl3j 243-0700 FAX 243-8683 



Ms. Elaine K. Kaiser 
Environmental Project Director 
Page Two 
January 30,1998 

The City of Monroe requests that the Surface Transportation Board support 
the need to eliminate the southbc nd Conrail track thru the Monroe Area and 
encourage the Federal Highway Administration to fully fund the Monroe Area Rail 
ConscUdation plan as approved June 2,1997 by the FHWA. 

The second concern involves the reports indication of increased train 
movements, including hazardous materials, on the existing CSX tracks in the 
western part of the City of Monroe. Table 5-MI-6 of the Draft Environmental Impact 
Statement indicates an increase in trains per day of 11.2 on this line and Table 5-MI-9 
indicates an increase in annual hazardous material car loads from 14,000/year to 
31,000/year as a result of the acquisition of certain Conrail lines by CSX. 

The existing high level of train movements on the CSX track already causes 
the residents and motoring public much aggravation. The residential properties 
abutting these tracks will be negatively impacted by the increased traffic and the 
property owners have a right to be concerned by the significant increase in 
hazardous cargo being transported. The City Council was concemed enough by the 
blockages caused by the existing train movements along CSX tracks to commission 
a feasibility study for a grade separation on a selected street (see attached report). 
With an anticipated increase of train movements of approximately fifty percent 
(50%), the problem will be even more acute. 

The City of Monroe request.s that every effort to divert unnece -
"hazardous material" freight around the Monroe Urban Area be made and adeq. 
measures to safeguard the public be taken. We also ask the CSX Railroad be 
directed to grade separate Elm Avenue in the City of Monroe. 

Sincerely, 

Robert A. Hamilton 
City Manager 

CC: C D . Cappuccilli, Mayor 
D. Link, City Engineer 
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MONROE COUNTY 
EMERGENCY MANAGEMENT 
DIVISION 

JAN b G 1998 

January 30 1998 

EN 
Mr Royce Maniko, Director 
Monroe County Planning Department 
125 E Second St 
Monroe Ml 48161 

DOCUMENT 

Dear Mr Maniko: 

I would like to offer some feedback from the members of ttiis department in reference to the 
proposed acquisition of Contrail by CSX Transportation and Norfolk Southern Railros j Pursuant to recont 
public information, we hav„- some concerns reference the environmental impact and emergency 
preparedness issues 

1 Current transportation loads are approximately 14 000 cars annually With the proposed 
acquisition the load will increase to approximately 31 000 annually As many of these rail cars 
transport hazardous materials, this will increase the potential for an accident involving ihvse 
matenals and ultimately the safety of the public. 

2 With the increased potenl)ai for accident emergency management will have to pro ode 
planning, training and exercising to respond to these types of occurrences In addre ssing this 
emergency response plan the following is necessary 

a Training for emergency responders (police, fire emergency mbnagemerit. etc. 
b Specialized equipment for this type of response 
',. Exercise evaluators 
d Specialized emergency planning support, with expertise/guidance, if needed 
e Assisiance and suppori wrth puoiic information and education 
f .Additonal public warning capabilities (sirens alert monitors, etc ) 
g. Support for exercises and dnlls that must take place Because Monroe County is 

mandated by the federal government to participate in a very costly senes of full-scale 
exercises on a biannual basis (large expense in personnel resources and suppliesj 
Additional full-scale exercises would be extremely difficult to accomplish without 
suoport. 

In reading the section of Environmental Analysis (SEA) we notice that railroads are encouraged to 
develop a hazardous materials response plan and exercise this plan biannually v^h local governments In 
respect to the stateme.it volunteer what level of commitment will be made by CSX to communities affected 
by the increased hazard. 

Thank you for considenng our concerns 

Very truly yours. 

Mitchell Y g d ^ ' ' Jr p i ^ 
Emergency Management Director 

MVY/pal 

,3 i 241 -64; 1.' • f.-. • (3 I ? 1 241 - 7 1 3o • ; 
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^ Fl.ANNINc: DfT'ARTMKNT & COMMISSION 

ENVIRONIVIENTAL 
DOCUMErvT 

January 30, 1998 

Ofiice of the Secretary 
Case Control Unit 
Finance Docket No.33388 
Surface Transportation Board 
1925 K Street NW, Room 500 
Washington DC 20423-0001 

Attn; Elaine K. Kaiser 
Chief, Section of Environmental Analysis 
Environmental Filing 

We would like to list issues of concern 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 meeting held at Monroe County Community College 
on January 21, 1998. 

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

annually to 31,000 carloads annually on CSX line 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 
materials, thus endangering public safety. 

b) 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. In addressing this emergency response plan, 
the following is necessary: 
i) Training for emergency responders (police, fire, 

Emergency Management, etc.) 
ii) Specialized equipment for this type of response 
iii) E.xercise evaluators 



iv) Specialized emergency planning support, with 
experiise/guidance, if needed 

v) Assistance and support with public information and 
education 

vi) Additional public waming capabilities (.sirens, alert 
monitors, etc. 

vii) Support for exercises and drills that must take place. 
Monroe County is presently mandated by the federal 
govemment to participate in a very costly series 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 
$15,000, and ongoing expenses would be $8,000 
annually. 

c) According to the Section on Environmental Analysis (SEA), 
railroads are encouraged to develop a hazaidous materials 
response plan and carry out biannual exercises according to 
this plan, in cooperation with local govemments. 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 cosls for emergency 
preparauons. We would be willing to work with CSX to 
negotiate a plan for this. 

2. Impact on Nuclear Plant Emergency E>iracuation: 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. We do not find 
statements in the EIS regarding impacts on evacuation routes. 

3. Nuclear 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 rail, what is the increased likelihood of an 
accident involving these items? 

4. Monroe Rail Consolidation Project: 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 
planning stages for more th.m fourteen years, and preliminary-
engineering studies are being completed. Partial funding from the 
federal govemment has been secured, and phase one of the 
project, an underpass at the Conrail/North Dixie Highway grade 



crossing is scheduled to get underw-'ay 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 Grand Trunk CNNA lines 
through the City of Monroe, and Frenchtown and Monroe 
Townships, and construct the needed crossovers in order to 
abandon the redundant Conrail lines. Many years of planning for 
the project are just now beginning to result in implementation. 
Continued support from Conrail's successor is necessary for this 
project to be successful. 

5. Trafflc 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 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. 

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

7. Noise Mitigation: With 11.2 more trains per day projected on the 
CSX line, railroads must continue efl'orts to mitigate noise impacts 
on local communities, especially residential areas. While this issue 
was addressed with regard to the line from Ecorse to Carleton, we 
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, 

Mary K. Webb; Chairman 
Monroe County Planning Commission 

cc: Honorable Cari Levin, United States Senator 
Honorable Senator Spencer Abraham, United States Senator 
Honorable John D. Dingell, IĜ '̂ District U. S. Congressman 
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DOCUMENT 

i ; s ia l . l i^ l i . i l in I T ' f t 

^ 1̂ 1̂  County of Prince Williain" 

Novcmlvr 21. I'W? 

Ms. I laiiic K Kiiiscr 
Surtacc Iransportation Board 
1 K Sircc;. \ \ \ . R(v,)ni >(I4 
W ashiiiuu.n. !)( 2(t42.V()()() 1 

Rc: 1 inance Dockci \ (v VVi8X 
( S.\ Norfolk Souihern ( onrail 

I 

I )car Kai .>cr. 

I write .'sthc Ma\or oi lhc Incorporaled lown oT 1 Ia>niarkel. v irginia. apnr'v\iniaicl> 4.'i miles 
\s .-xt ol A asliington. I)( . ()ur xiiiali historic iMwn ix uansccled h\ the "B I inc" ot'the Nortolk 
Souihern railroad lhat transportx trciiiiil to and trom the Hampton Road̂  port and points wcsl. 

V\ c are e\lremel> concerned ahoul '.he satct\ oi our area rcsidenis and the Hitiire impacl ot" 
Norlolk Soulhcrti's use ol the M l ine. 1 his Ireiijht rail line travels through a densel> populated 
residenlia! iK'iuhhorhood in Ha\marke!. ak>ni: a lecdcr stream I'or a major puhlic water source, 
pasl a prc-Ci^il War cliuich and a.ross I .S. Route 2'/. one ofthe mo-t hca\il\ tr i\eicd hiuh\\a\s 
alony the I asi ( oa^i and alreadv lhc niosi tianecrous rail puhlic hî 'hwav crosxinij in \ irginia. 

In the last \car alone there ha\e heen Uso major rail accidents and ouc death in our immediate 
area On \la\ 2. 1M';7. a freieht irain derailed al Route 2'>. narro\\l\ missing an occupied dav care 
center, a propane storage >ard and .\ g.is staiion ()n .lul\ 11. 1947. a train struck a tractor trailer 
nc.ir the -anic crovMni' s.idl_\. nn Nmcniher 21. l'^>fi. .i local resident uas killed when her car 
was struck h\ a train at .m unguarded crossing. 

I he poicnlials tor CM\ ironmental and puhlic salct\ di>asters are great along the H i me. Ncarl> 
Iwo \c.irsag<i N(iri*olk Souihern aiinoimccd il inlended to grealiv increase Ireight tratlic along this 
line, which provoked Siihsianlial puhlic oulcrv and expressions ol concern bv local 11.̂ ' and rescue 
agencies. However Norlolk Southern's organi/.ition plan tiled belore vour agencv in conneclion 
wilh ihc ( vMirail acquixition shovvx Ireight tralVic nol mcrcaxing. bu! in tacl. slightlv decreasing. 

On hchaH'itrihc I ovvn. I sironglv appeal tor vour assistance in ensuring Nortolk Si>ulhcrn is held 
to its plan for nol incrcaMiig lreighl trallii. on the B ! inc alter il^ acquisition ot (. onrail lines. W e 
believe this commilincn! must K' rcllcclcd as pan ol'iis salelv micg;- lUi'ii plan -- ordered bv vour 
at̂ encv on Novenilvr -- exactiv K'causc ihis is a sis^nilieani salelv i .̂ uc for our communiiv. 

Tos t ( )iricv Bo.x • Hayinarkct. Viiiiiiiia 2()l(i<S • (70^) 75;^2(>()0 lax (70;^) 75;i--£800 



7 
Ms. ITaine K. Kaiser 
November 21. 1997 
Page 2 

f urther, we request that the Surface I ransportation Board retain jurisdiction over Norlolk 
Southern's future use ofthe B I ine afier its decision on the acquisition to assure the health and 
v\ ell-being of our local residents. 

Thank you for your kind consideration. 

Sincerely. 

John Kapp 0§ 
MayoT 

cc: Ms. .lolene M. Molitoris 
Administrator, f ederal Railroad Admini.stration 
400 7"" Streei. SW ROA-l 
W ashingion. DC 20.590 

Steven Kalish. I:su. 
McCarthv Sweenev llarkawav 
1750 Pennsylvania Ave. N'W 
Washington. DC" 20006 
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csx 
CORIK^ATION 

EN i ," i . . . . - . . . . i ^ ^ i . 

-— D0CUL1ENT— 

Suite 560 National Place 
•ISSl Pennsvlvania Avenue, N W 
Washington.DC _'0O04 
(2021 783-8124 

November 24, 1997 

E l a i n e K. K a i s e r , Chief 
S e c t i o n o f Environmenta l A n a l y s i s 
Sur face T r a n s p o r t a t i o n Board 
1925 K S t r e e t , N.VJ. 
Washington, D.C. 20423-0001 

Re: Finance Docket No. 33388/CSX 
Post-Transaction hazardous Materials Volumes 

Dear Ms. Kaiser: 

Pursuant to a request from the Section of 
Environmental Analysis ("SEA"), CSX provided ."̂EA w i t h 
information r e l a t i n g to the volumes ard routing of 
hazardous materials on the pre-transaction CSX and 
Conrail systems. CSX also attempted to i s o l a t e the 
volum.es and routings of hazardous materials on the post-
t r a n s a c t i o n expanded CSX system w i t h i n the t r a f f i c 
studies conducted for the Application, and pro-.'idtd SEA 
with these r e s u l t s . 

When one compares the base and the estimated 
post-transaction volumes of hazardous materials provided 
by CSX, one finds some s i g n i f i c a n t increases cn c e r t a i n 
l i n e segments. This increase was surprising to CSX as 
CSX does not anticipate d i v e r t i n g s i g n i f i c a n t volumes of 
hazardous materials from truck to r a i l , and does not 
a n t i c i p a t e major rerouting of e x i s t i n g t r a f f i c over the 
l i n e segments where the greatest increases appear. 
Consequently, CSX undertook f u r t h e r analysis of the 
data. 

Our reanalysis of the hazardous materials 
movements expected to be transported on the expanded CSX 
system a f t e r the transaction has revealed that the pcst-
t r a n s a c t i o n num.bers we provided to the SEA are 
overstated. Although our reanalysis i s not yet 
complete, the overstatement appears to be m the range 
of 20 percent, or even greater. This overstatement 
appears t o have resulted p r i m a r i l y from the fa c t t h a t 
a l l movements of certain categories of commodities were 
presumed t o be hazardous, even though only a small 
percent.-^ge of the movements were a c t u a l l y hazardous. 



Elaine K. Kaiser, Chief 
November 24, 1997 
Page 2 

For example, a l l mr .ements of motor vehicle body parts 
(STCC Code 37-14790, were counted as hazardous i n the 
post-transaction t r a f f i c volumes, even though only a 
very small percentage of such parts are a c t u a l l y 
haza- •'ous. 

This overstatement occurred because the t r a f f i c 
f i l e s used f o r the t r a f f i c studies that estimated the 
post-transaction movements underlying the Operating Plan 
characterized movements according to t h e i r STCC 
commodity code, and not by t h e i r STCC transportation 
hazard code (STCC codes 48 and 49). This i s the f i r s t 
time t h a t SEA has required applicants to conduct a 
det a i l e d analysis of post-transaction movements of 
hazardous materials, and the t r a f f i c studies that 
support the App l i c a t i o n and the CSX Operating Plan were 
not designed w i t h a l l of the information required f o r 
t h i s purpose. 

CSX i s reviewing i t s hazardous materials analysis 
using a more r e f i n e d miethod f o r t r a n s l a t i n g STCC 
commodity codes i n t o STCC t r a n s p o r t a t i o n hazard codes. 
We a n t i c i p a t e that another two to three weeks i s 
required t o reanalyze the data and t r a n s l a t e the 
information i n t o t r a f f i c volumes by l i n e segments. We 
regret t h a t t h i s overstatement occurred and w i l l su^ "z 
the revised information to SEA as soon as i t i s 
completed. 

Sincerely, 

Peter J.̂  Shudtz 
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SURFACE TRANSPORTATION BOARD 
Washington, DC 20423 

Section of Environmenta Analysis 

October 31, 1997 

Honorable Michael R White 
City of Cleveland 
City Hall 
601 I^eside Avenue, NE 
Cleveland, Ohio 44114 

Re Finance Docket No 33388 ~ CSX and Norfolk Southem ~ Control and 
Acquisition — Conrail 

Dear Mayor White; 

I would like to take this opportunity to acknowledge the concems you raised in your 
comments regarding the proposed Conrail acquisition Also, I would like to thaiJc you for makiag 
your staff available to meet with members of our Cleveland Team on Thursday, October 30, 1997 
I understand that your staff was very knowledgeable, committed, and helpful I am interested in 
working with you and your staff in the coming months in order to fully understand the potential 
enviromnental impacts that the project could have on your City We also welcome any specific 
environmental mitigation you might suggest 

As you know, the Surface Transportation Board (Board), as the Federal entity that 
approves, disapproves, or approves with conditions railroad mergers, is conducting an 
independent review ofthis proceeding The Board's Section of Environmental Analysis (SEA) is 
charged with preparing an Environmental Impact Statement (EIS) to evaluate potential 
environmental effects ofthe proposed transaction The City of Cleveland has been a major focus 
of our review Our independent third-party contractors have visited Cleveland numerous times 
and have established a special Cleveland Team for the region Our goal is to assess the potential 
environmental impacts that the project might have on Cleveland and identify possible mitigation 
measures 

SEA will release a Draft EIS this winter for public review and comment After SEA 
assesses the public comments and conducts further environmental analyses, we will issue a Fmal 
EIS For your reference, I have included a Fact Sheet on the proposed transaction and the Scope 
ofthe EIS 



In order to ensure proper and continued attention to Cleveland's concems we would like 
to maintam an on-going dialogue with you and your staff to effectively gauge local enviromnental 
concems and provide helpfUl infonriation to you Ifyou have any questions, please feel free to 
call me at (202) 565-1538 I look forward to speaking with you in the near future Thank you 
and we appreciated the opportunity to meet with your staff 

Sincerely yours. 

Elaine K Kaiser 
Chief 
Section of Environmental Analysis 

Enclosures 

-2-
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SURFACE TRANSPORTATION BOARD 
Washington, DC 20423 

.Section of Environmental Analysis 
CENTRAL ADMINISTRATIVE UNIT 
REC'D: /o/Jo/f? 

October 24. 1997 DOCUMENT # ^^^19 / T ? j / b ^ . 

Ms. Patricia Haman 
U.S. Environmental Protection Agency 
Office of Federal Activilies 
Ariel Rios Building. Roon. 7235 
1200 Pennsylvania Avenue. NW 
Washington, DC 20044 

Re: STB/EPA October 9th Meeting on Air (Quality Analysis for Proposed 
Conrail Acquisition Draft EIS 

Dear Ms. Haman: 

My staff appreciated the opportunity to meet with you and FPA Repion 2 staff ir. New 
York on October 9ih to go over the approach we are developing to assess potential air quality 
impacts in the DxdXt EIS for the proposed Conraii Acquisition The meeting was ver> helpful, 
and I would like in this letter to summarize my understanding of what was discussed and 
where we stand now. 

At the nieeting. staff from the Surface Transportation Board's Section of Environmental 
Analysis (SEA) provided an overview of the air quality analysis being undertaken in the Draft 
EIS for this 44.(X)() mile rail system project, and explained that our assessment encompasses 
local, regional, and systemwide air quality impacts. SEA staff also explained that tram 
emissions from rail line segmenis and other facilities (rail >ards and intennodal facilities), 
where traffic thresholds for air quality analysis in the Board's environmental rules would be 
triggered, have been used to detemiine which counties might have emissions increases above 
100 tons per year (50 tons per year or 25 tons per year for NOx in serious or severe 07X)ne 
nonatlainment areas). NOx is the main pollutant of concem since other pollutants do not 
exceed emissions thresholds in the Board's environmental rules except for carbon monoxide at 
a few locations. Based on the ShA staffs description. EPA Region 2 generally viewed our 
approach to air quality analysis as reasonable and conser\'ative. EPA staff also agreed that no 
impacts modeling is feasible in this case. 

SEA and EPA statT then discussed different ways in which emission credits could be 
calculated to take into acccint the benefits of truck to rail diversions. SEA staff explained that 



the agency's imtial analysis had been done on a county-by-count>' basis, as provided in the 
railroads' environmental documentation, and expressed concem that approach did not 
accurately reflect potential truck to rail diversions because major highways do not always 
coincide with where train emissions arise. EPA staff agreed that a broader approach than a 
county approach would be appropriate in this proceeding Specifically, EPA stated its 
concurrence with the Ozone Transpon Assessment Group's (OTAG ) findings that ozone 
formation is a large-scale process involving NOx emissions over the entire eastem half of the 
United States. EPA staff indicated that, given OTAG's findings. EPA was revising its view of 
ozone formation issues to broaden the geographic areas that may be considered as offset areas. 
EPA statf added that a regiona! or state-by-state approach might be appropnate in this case. 

In addition, EPA ̂  aff noted that EPA has granted NOx waivers to certain areas 
including those that might be affected by the proposed Conrail Acquisition EPA staff 
suggested that the Draft EIS could rely on these NOx waivers to show that NOx emissions 
above the 25, 50, or 100 ton thresholds discussed above are not significant. In response, SEA 
staff indicated that it would contact EPA regional offices to detennine what nonattainment 
areas have NOx waivers and incorporate that infonnation into the analysis in the Draft EIS. 

Finally, SEA staff stated that it would contact you after they have ascertained where 
there are NOx waivers, and fine tuned the air quality analysis based on EPA's suggestions and 
the discussion at the meeting so that you are kept up to date. 

If you disagree with my understanding of what transpired at the meeting please let me 
know as soon as possible. Again, we thank you for taking the time to come to New York and 
coordmating the meeting with EPA Region 2 staff and my staff. SEA appreciates the 
opportunity to go over these matters, consult with you. and clarify issues. We are looking 
forward to continuing to work with you as the EIS process progresses. Thank you again. 

Sincerely yours, 

Elaine K. Kaiser 
Chief 
Section of Environmental Analysis 

cc: M Arthars. EPA 
R Kapichak. EPA 
R Kelly. EPA 
J, Walsh, EPA 
E. Liebsch, HDR 
M WoUschlager, HDR 

-2-
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Er ie County D e p t . of Planning & Deve lopment 

Er ie Regional Planning Commission 

CENTRAL ADMINISTRATIVE UNIT 
September 11, 1997 ^ , / ^ 

Mr. Cannen Gilotte 
Del̂ euw, Gather &. Compaay 
1133 I5tb Sireet N W. 
WasfiingtoQ, D.C. 20005 

Dear Mi. Gilolte: 

As per my telephone conversation with Jeff Johnson of your 
department, we have reviewed your proposal for coa«aruction ofa rail line betveen 
Coen Road aad Risden Road. A5 mdicated to Mr. Johnson, the Conqjreheiisrvc plan and 
zonizLg resolution for VenmhoD Township designate the area between Coen Ro id and Risden 
Road as industrial and the area east of Coen Road is zoned Agnicuturd and it is noted that this 
area is not in designated a coaxal management area and is not located in a floodplain; 
therefore, we are of the opinion that the construction ofthis line is consistent with our 
long-term and short-term planning documents A copy ofthe Township Zovmg Map is 
enclosed. 

Sincerely, 

Alex MacNicol 
Director 

AM^jlk 

2<?O0 Columbus Avenue, 
Erie County - Lake Ene's Port of Opportunity 

Sandusky . Ohio 44870 (419)627-7792 



DEKALB COUNTY PLA.N COMMISSION 
QOxcc o( the BmidinRCcniyni'agonq- 301 S Unioo St -Aufaom. £N 46706 

August 25, 1997 

Mr. Cannen Gilotte 

CENTRAL ADMINISTRATIVE UNIT 

DcLajw, Calber & Com ^CIJM£NT#^ 
1133 15th Su«an, N W. 
WE-shington DC 2000!> 

RE: Finar..^ Docka No 333SS CSX & Norfolk Southerr. Control and Acquismon - Conraii 
Agcuc)' Consiiliatior. on Con.structions 

Dear Mr. Gilotte, 

I received lhe above rcfcKrced docu.-ncnts Srora your dcpanxneirf las: Fridav. Augus: 12, 1997 
As requested, I have r«-vic-wed c.hc proposed :<iil segment connecting the cxisung NS and CorL'̂ !! 
lines cas: of BvjJJcr, ES' /»j a result of this rrvicw. I have dctenniried thar rhe project lies v^.tk.-: 
the corporate luiuts ofthe City of Butler. Note thai the City of Builer has estabiishad 2 City Pldr. 
Commission which exercL-ses zoning control vwihin the ut\- limits of Hurler and as the jurisdiction 
ofthe DeKalb Comity Pian Coinra:s.Sion .cops at those city liniits, I fed that the Butler Gt>' 
Planner, Mr. Joseph HiSE; should be coa'actcd for addihoiul common ca this project Mr Iliff 
can be reached at the folIov,-ma address. 

J O S E P H H J f F 
City Planner 

701 Sn-.ith B.-T»odv.3> 

P.u'J.>r. IN \i,T.\ 

F«x £66-5362 

With regards to the temtory under the jurisdiction cf the DeKalb Cou:it>- Pian Commission, I 
believe that the tntercounecTio- for between the NS ind Con.-ai] lines v.-ill substantiaily benefit the 
growing local indusTnai base ui eastcTi DeK^b Coun:>' bv- aUowmg tnmsshipmer.t from the NS 
aiong the CSX line to which there is an exjsrir^ connecrion and aiong the Conrail line to which 
this project will irtakc a new connection Additio.naliy. there is curreatly a large fdinief s 
cooperative whivh rdjss on tbe existing Conrail line for shi^racir.s of gram ro the ezitcrr. ports. 
For several years, indrviduaLs inthe aiea have discussed cxpionng so.uc way that the CotL'aU and 
NS lines could be connected Lhenebv' ailowtr.g local produrts more dircxJ access to the southem 
pou-s and STTun markers Pi^as had p.-ogrwscd so t i r ds lo spur a feaabiiity study for a short luic 
raiiroad operating as a switdiing yard betv.-eca tnc C o c i ^ and NS Imcs as wcU as servmg the 
gfOw:ng industrial comdor locutted Southwesi of BirJcr aJo.ng the NS line. The substanaai 



_30l S Union St -Altera. IN 46706 

DEKAUB COUNTY FLAN COMMISSION 
Qffi<g cf the ptiflding Cqronmaong-

progrtts of the acquishion of Conndl by CSX and NS had placed tfac fhort line project on hold 
im&l the fina! impacts ofthe aoquiihon could be determined. It is my bdief that the connecuna 
rail aegmcnt between the Conrail aad NS lines co-uld reduce the immediate need fcr tbe shoirtfoe 
projea if not dinanatc it crrtirdy. Once NS has acquired the costing Conrafl line and the new 
segrottit 13 in pUcc, rail trsffic from the existmg Conrail line could possibly t^tcb more casflv lo 
the NS hne ' 

This project is consistent «aih the comprehensive land use plan for the county as it should suppon 
and fiirthrr the present and future industrial grô t̂h m the area The picsent and future zoninr of 
the land involved is stnctly the purview ofthe City of Butler 

The location oflhis project docs not directly affec! acy pnme sgricuitura] lemds The land is 
within tVu: Corporate Urn̂ ts of Butler, is not used as agnculluraj land, is of such a size and sanpc 
that Its agncultural usc is cxtroncly unlilrdy. ar.d contains scvcriJ existing structures. 

The site is not within a designsred coastal zone. 

Respectfiilly. 

Brad Stump 
Zoning Adrrunistratcir 
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OTTAWA REGIONAL PLANNING COMMISSION 

COUNHY COURTlK»USf - P«XTi 208 - 315 MAD(30N STREI - P C ^ 
Phone (419) 734^780 - 898-7731 - 862 3232 85S«134 - FAX 7ia<i898 

August 26 , 1997 

CENTRAL ADMINISTRATIVE UNIT 
K t l D: _voX2 

Mr. Carmen G i l o t t e 
DeLeuw, Gather S Company 
1133 ISth Street, 
Washington, D.C. 

RE: 

N.w. 
20005 

Finance Docket No. 3338S 
CSX and Norfolk Southern Control i Acaui s i t i o n 

Dear .Mr. G i l o t t e : 

You have requested information from .Tiy o f f i c e r e l a t i v e to the 
environmental impact statement for che above referenced p r o j e c t . 
Please be advised that the following facts are submitted for your use 
i n the preparation of said statement. 

l a . 

l b . 

l c . 

2. 

3. 

The future land use plan for Salem Township 
i d e n t i f i e s the area of the new construction 
fo r extensive type uses. Extensive i s defined 
as a g r i c u l t u r e , woodlots, and low density 
r e s i d e n t i a l houseiots on 2/3 of an acre oc more 
of land. No s p e c i f i c reviev/ or recommendations 
are included i n the plan for transport:ation. 

The proposed new construction would not be 
p o t e n t i a l l y inconsistent with the land use plan. 

The applicable zoning d i s t r i c t i s a g r i c u l t u r a l . 
I n Ohio, Section 519.21.1 p r o h i b i t s township 
zoning from regulating the lo c a t i o n , erection, 
construction, reconstruction, change, a l t e r a t i o n , 
maintenance, reir.oval, use or enlargement of any 
buildings er structures of any r a i l r o a d . 

The area involved i n the proposed construction 
l.s I d e n t i f i e d as prime a g r i c i i l t u r a l lands. I t 
would appear that cnly a very small amount of 
land w i l l be removed from p r o d u c t i v i t y by Che 
proposed construction. Larger amounts would be 
removed i f Lhe land area were developed 
r e s i d e n t i a l l y . 

The proposed construction l o c a t i o n i s not w i t h i n 
a designated coastal zone nor would the construction 
adversely impact any e x i s t i n g land or water resources. 



Should you have a d d i t i o n i l conments or questions, please do not h e s i t a t e 
t o contact my o f f i c e . 

Sincerely, 

Walter C. Wehenkel 
Director 

cc: f i l e 
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Cily of Butler 
201 South Broadway 
Butler, Indiana 46721 

Wednesday, Scptembei 3, 1997 

Cannen Gilotte 

Clerk Troasu.'or 
(219)868^200 
Oepertraant of 

Water & Sanitation 
<219) 86fr5a8i 
Cily Plamier 

(719)86»-5200 
Fax 

(219) 868.58S2 
E-mail 

joc@butler.iii. us 

Cannen Gilotte CEMTPJf /irs 
DeUuw, Gather & Company Drp ' ^"^^/DM/W/STRAT/VE Ij'N/T 
1133 Fifteenth Street North^ea^^ ^- --^^^^^^.lA 1 1133 Fifteenth Street. Noithw 
Washington, DC 20005 

Dear Mr Carmen Gilotte, 
This letter is in response to your reque?̂  for re\iew bv the Citv of Butler, Indiana on the 

construction plans ofthe Norfolk Southern Railroad, pending their ownership of both rail lines that 
cross in Butler I appreoate the information you have provided tor us, and the corrversation T had 
with Jeff Johnson to answers my questions I would like to prdace this by saying that 1 requested 
additional informalion on the protected traffic changes through town, but those have not anived. 
With your deadline for my response so soon. I will have to base my review solely on the information 
you initially provided, but I would still like to receive additional details on the changes in trafRc 

The last complete revision ofthe zoning map for the City of Butler was performed in 1991, 
and thai map zont \ the areas immediately adjacent to the crossing of the railroads where the 
construaion wiii take place as Local and General Busines,s, Lighl Induslnal, and a small amount of 
1 wo Family Residential and Mobile Home Residential Today, the land uses at the crossing are 
similar On the northwesi side of US 6 and the NS iracks is city property, used by the utihties 
department On the Northeast side is Evan's Equipment a trucking company and heavy industrial 
use On the westside of the NS Tracks, from US 6 to the Conrail tracks are .3 single family detached 
dwelling unit, and a bowling alley. On the ea.«aside ot the NS tracks from US 6 to the Connul tracks 
is a small commerdai site. On the westside of the NS tracks south of the Conrail tracks is railroad 
property, mainly unused, and a small unpaved access road trom Beech Street to a few homes located 
on the eAstside of the tracks, called Erie Street 

The Butler Plan Commission and 1 are in the process of de\'e!oping new land use and zoning 
maps foi the aty. The maps drawn by me and reviewed by the plan commission so fer show only 
TTrinor changes. The house cunently localed between the bowling alley and the NS trades would be 
zoned i wo Family Residemial rather than commerdaliy The two commerdally zoned properties 
would bolh be General Busmess The property zoned Mobile Residential would be changed to Singje 
Family Residential, allov-ing single femily deiacl cd dwelling units, but not mobile homes All of these 
still proposed changes are minor, and are not inconsi.stenl with the NS construction proposal 

Butler has no prime fiirmland or coa.stal zone areas to be affecied by this construction. 
Thf other concem of the City of Butler with the construction and projected traffic changes is 

with the saft^fy equipment at nvo of our foui lailroad crossings in the dt\- The aossing of US 6 and 
the NS tracks is currently only one track, but the con.struction will make it double tracked The safety 
equipment musl satisfy- the needs of a double tr?-k, and the projected inrrea.se in frain trafhc from 15 
to 17 trains d^ly The crossing of the cunent Co'̂ rail line and Federal Sireel on the westside ofthe 
ciry is the only one wilhoul the safety arms which block vehicular traffic during a train crossinp Tt 
has only constantly Hashing yellow lights Although the projected level of trâ îs at that crossing is 



J l ^ 1- c o • 

City of Butler 
201 South Broadway 
Butler, lndiar\a 46721 

Clarlc Treasuw 
(219)8G&S20O 
Oepartin»«rt o» 

Water & Sanitatfcyi 
<219)86a«68l 
Qty Planner 

(219) 868-5200 
Fax 

(219)868-5882 
E-mail 

ioe@batler.uius 

expected to drop from 51 to 40 trains daily, the pedestrian and vehicular traffic is expected to increase 
along Federal Street as properties to the south and west ofthe city our developed iirto residential and 
recreational uses Federal Street is an important collector street for the southwest comer ofthe city, 
and the safet\' equipment at that crossing needs to reflect the increased traffic along it 

In conclusion, I have found no inconsistendes between the proposed construction of Norfolk 
Southem, and the currenl and proposed land u.se plans of the City of Butler T have enclosed copies 
of our zoning maps dated 1991 showing the two areas T have addressed. As T mentioned, I would 
still like to receive more detailed projections showing the changes in train traffic in every direction 
into and out ofthe dty Please contact me if you have further questions or concerns on this matter. 
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CITY OF PORTAGE 
Department of Planning 

CTTYHAU. 
6070 CESTRM. AVENUE 

PORTAGE, INDIANA 46368 
762 7607 

CENTRAL ADMINISTRATIVE UNIT 
REC'D: / ft^2 7A 7 
nnriiMFNT^ //13 ol ^ 

Septerier 11, 199? 

Mr. Carmen G i l o t t e 
DeLeuw, Gather & Coinpany 
1133 i s " " Street, N.W. 
Washington, D.C. 20005 

RE: Finance DocKeL No. 33388 - CSX and Norfolk 
Southern Control and Acquisition - Con r a i l : Agency 
Consultation on Constructions 

Dear Mr. G i l o t t e : 

This l e t t e r i s in response to your request f o r a review c 
the proposed i a i i l i n e construction m Portage. The 
e x i s t i n g r a i l lines are included i n the land use map fo r 
c i t y . The railway i s zoned I - l , L i g h t I n d u s t r i a l . The 
property to the north i s zoned Recreationai/Open Space, 
property to the south i s zoned C-2, Community Business, 
area to the west i s z/̂ ned R-2, Single Family and the 
property to the ea.st i s zoned C-1, Local Business, and R 
Single Family. There are r.o plans by the c i t y to change 
tn a t zoning. 

There i s a h r s t o r i c s i t e and landmark on the north side of 
the r a i i r o a d proparty i n the c i t y park. 

the 

The 
The 

The increase 
through the 
adjacent nei 
crossing whi 
Porter Road, 
i s a change 
i n t e r s e c t i o n 
than the t r a 
approximate! 
Park i s loca 

i n the number of t r a i n s which 
r e s i d e n t i a l areas w i l l present 
ghbors. There i s a v i s i b i l i t y 
ch crosses Samueison Poad j u s t 

This i s a dangerous intersec 
i n the elevation of the read a 
i s on the north side of the t 

cks. There i s another danger 
y \ of a mile to the ea-St. Oa 
ted cn the south side of the t 

w i l l be t r a v e l i n g 
a problem to the 
problem w i t h the 
south of Old 

t i o n because there 
t that p oint. The 
rack and lower 
us i n t e r s e c t i o n 
k Tree Mobile Home 
racks. The onlv 



ppp'!? '̂- ^̂ '̂ 'NISTRATIVE UNIT "̂"̂  PORTAGE, INDIANA 

DOCUMENT # 
• ̂  PL^NNIN<VajlLD»NG DOVJfTMENT 

entrance from t h i s Park i s across the tracks. Most of the 
residents of the mobile home park are senior c i t i z e n s and an 
increase i n the number cf t r a i n s t r a v e l i n g at the permitted 
speed l i m i t s create a dangerous combination. The crossing 
at the mobile home park has f l a s h i n g l i g h t s but there are no 
gates. 

There i s no a g r i c u l t u r a l lend w i t h i n t h i s construction area 
i n the C i t y of Portage. 

This property i s not w i t h i n a coastal zone managemert area. 

We understand the need to improve the r a i l l i n e s . However, 
the permitted speed and the increase i n the number of t r a i n s 
going through the c i t y w i l i create safety problems f o r 
residents i n that area. The noise l e v e l i s so high i n the 
c i t y park t h a t conversation must stop when a t r a i n i s 
passing through. Would i t be possible f o r you to plant 
evergreen trees along your r i g h t of way to help screen out 
.some of the noise? We would also l i k e to request that you 
reduce the maximum speed allowed f o r passenger and f r e i g h t 
t r a i n s i n a r e s i d e n t i a l area. 

Thank you fo r any consideration which you may be able to 
give to our concerns. I f you have any questions you may 
contact me at 219-762-7607. 

Sincerely, 

/Janet K. Barkowski 
Portage C i t y Planner 



P A G E 

QTY or Dmsoir 
ftAtomra & DeveuurMarr DVAJITMIWT 

2300 CMSLLAoTom 
Denoar, MnoEMi 4SZ26 
PtiaNe3(3*224<fi3ta 

tiOMmcAMAvc 
I>exaa(T. MioacAM 4Q26 

CENTRAL ADMINISTRATIVE UNIT 
REC'D: /O/:LIA-7 
DOCUMENT # /J'.SS OS September29.1997 

Mr. Canncn Gilotte 
Dclcuw, Gather & Cotapany 
1133 I5lh Street. N.W 
Washiogton, DC 20005 

Dear Mr. Cilottc: 

The C!jty of Detroit Planning & Developmeat Departmeat has levtewed the 
environmoilal impact of the proposed rail line segmenl consXructioa of Ecorse Junction, 
Based on our review, below arc answers to the questions raised; 

1) The pioposed plan is consisleat with the future land-use plan and current 
zoning. 

2) The proposed plan has no effect on prime agricultural land. 

3) The proposed plan has no effect on any land or water resources. 

Ifyou have any questions, plcase cxjntact myself or Thomas Welters, Executive 
Manager of our Planmng Sectiwi al (313) 224-1421. 

Sincerely, 

; E P « ^ V A S S A L L O 

'IntdiffBiroctor 

JJV/vb 

ce; Thomas Walters 

OcMa W. Arcnes, MAYOR 



t V - Jt r - ^ / l u i o i r . W l l U i , i . i _v . , . . i _ « i , i i „ r /-.•••w ..s^ 

ATmnnCN: Carmen G i l o t t e 

HXtAR CX30rinf BCftBD 

SEPnSHBER 30/ 1997 

^* S L I ^ ^ ? * ^ raiJroad i t i s o c n s i ^ t with the land use p lan . 

2 . I t v a O ^ have no e f f e c t o r pc ix^ farm l a i ^ . 

3. Coastal zone does not pe r t a in t o t ^ i a area. 

4 . At t h i s torne u« are not interested i n <7ettijic 
" j v o l v e d With construct ing anything i n place of 

Adnrnna Bennett 
Edeyac County Board ChaLirmtin 

TOTfiL P.81 
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COUlSnY - X PORTER 

P L A N COMMISSION 

ISS Induou Avesne • Suite 304 
Valpcniso. ladinu 463S3 

DOCUMENT 

(219)465-3540 

UNIT 
Augu.sl 25. 1997 

M r . Carmen Gilone 
£>eLeuw. Cather &. Company 
1133 i5thSum,N W 
Washington, DC ?0005 

Re. Fuiance DocLtt No, 33388 - CSX and Norfolk Southem 

Dear Mr. GUotte, 

I n response to the Suriace Transponation Board Letter for the raxJ line constmcUon in Willow Creek. Tliis 
con.<;truction is noi wiihin ibc imincoqxiratcci jurisdiaion of the Poner Couniy Plan Commission. Tl>c proposed 
cx>nstruction is within the Cltv' of Portage, following; is the Portage City Planner's name and r.Jarcss 

land Barkowski 
Portage City Planner 
6070 P Cenrral Ave 
Portage, IN 46368 

(219) 762-7607 

I f could be of fuitbet hdp please contaa my office 

Robtal W. TLompsoa, Jr. 
Executive Director 

oc file 
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Robert W Sante 
Exocajtivc Director 

Area Plan Commission of S t Joseph County 
1140 County-City Building 

Soulh Bend, Indiana 46601 
John W Byomi 
AssLStant Diredtor 

PtXJOe 219 23S-9571 Fax 219 235^13 

August29. ,997 S.^^^^^^^'^^'^^ UNIT 

Mr Carmen Gilotte 
Del^uw, Cather & Coinpany 
1133 15th Street, NW 
Washington, DC 20005 

Re: Proposed South Bend 'o DUlon Junction Rail AbandonnieDt 

Dear Mr. Gilotte; 

Thank you for the opportunity to review the proposed abandonment of the above referenced 
rail line. Unfortunately, the time frame in whicn you need to have our response doe<; not 
allow the staff sufficient time to fully re\"iew the proposed abandonme it 

Based on a cursory review, it does not appear that the proposed abandonmenl would hâ 'e any 
effect upon adjacent land uses or prime agricultural lands. It does appear that some, if not all 
of the lme, would be suitable for a rails to trails corridor. Our agenĉ  o not directly invclved 
in rails to u-ails planning. Some of the agencies that should address this issue woula be ihe 
Michiana Area Council of Governments (MACOG), the Cily of South Bend Community 
Developmeat Department, aud die St. Joseph Couniy Park and Recreation Departmenl. It is 
my unaerstanding that MACOG has already been notified of this pioposai. 

I f you have any questions, please feel free to contact me. 

Sincerely, 

( ^ J ^ W. ByomiCJ 

s a v i n g South B.nd. Ukevn.e Cffcte. Noih L*«ty. OsceoU. RaseUnd and St J«eph Cot̂ .ry. lr.di«„ 
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SURFACE TRANSPORTATION BOARD / —>^< ^fl^'y 
Washington, DC 20423 

Section of Environmental Analysis 

October 27, 1997 

Henr>' Kinsel, Chairman 
La Porte County Commis.sion 
813 Lincoln Way 
La Porte. Indiana 43650 

Re: Finance Docket No. 33388 (AB 290 Sub 195X) - CSX and Norfolk Southem ~ 
Control and Acquisition - Conrail: Proposed Action on the Dillon Junction to 
Michigan City. Indiana Branch Line 

Dear Mr. Kinsel: 

Thank you for your inquiry' of October 13. 1997 on bel-alf of your constituent:; in l a 
Porte County, Indiana. This letter is in response to your concei-ns about Norfoll- Southern's 
proposed abandonment ofthe branch line between Dillon Junction and Michigar, City in La 
Porte County, Indiana. 

On June 23, 1997, CSX Corporation and CSX Transportation. Inc. (CSX), Norfolk 
Southem Corporalion and Norfolk Southem Railway Company ('NS), and Conrail. Inc. and 
Consolidated Rai! Corporation (Conrail) filed a consolidation application with the Surface 
Transportation Board (Board) under 49 U.S.C. 11323-25. NS, CSX, and Conrail are jointly 
seeking authority for NS and CSX to acquire coniroi of Conrail and for the subsequent division 
of Conrail s assets. In the Environmental Report (LR) submitted by the applicants with the 
application (Environmental Report Volume 6C, pages 45-98), NS proposed and discussed the 
potential environmental impacts of two abandonment projects: 

• Dillon Junction to Michigan City (21.5 miles) 
• South Bend to Dillon Junction (21.5 miles) 

On Augusi 28, 1997, NS informed the Board in a Supplei.ienlal Environmental Report 
(SER) ofa change in plans for the proposed Dillon Junction to Michigan City, Indiana 
abandonment. NS no longer pians to abandon the 21.5 mile branch line from Dillon Junction to 
Michigan City, and plans to sell the branch line to Chicago, South Shore & South Bend Railroad. 
On October 6, 1997, NS filed with the Board a Notice of Withdrawal of Related Petition for 



Exemption, requesting that the Boar'̂  consider this new plan. Board Decision No. 48, issued on 
October 23, 1997, acknowledged this request and ordered the discontinuation of the 
abandonment proceeding (AB 290 Sub 195X). NS, however, still proposes to abandon the 
branch line from South Bend to Dillon Junction. 

The Board's Section of Environmental Analysis (SEA) is conducting an environmenlal 
review ofthe potemial environmental impacts associated with the proposed Conraii acquisition 
and will prepare an Environmental Impact Statement (EIS). As part of its environmental review, 
SLA will address the potential environmental impacts of all proposed rail iine abandonments, 
including safety, transportation syslv ms, land use. energy, air quality, noise, biological resources, 
water resources, environmenlaljustice, and cultural and historic resources. 

The Fii. ' Scope ofthe EIS was published on October 1, 1997 in the Federal Register. 
On September 30, 1997, this Scope was mailed to 1,950 public agencies, interested parties, and 
official parties of record to this proceeding. A copy ofthe Final Sci.pe ofthe EIS, the relevant 
portions ofthe ER, SER (pages 40-50), Notice of Withdrawal of Related Pelilion for Exemption, 
and Board Decision No. 48 are enclosed for your reference. 

Under the current proced u^l schedule adopted by the Board. SEA plans to issue the Draft 
EIS in November 1997, with a forty-five day public review and comment period. After 
conducting an independent environmental analysis, reviewing all environmental information 
available to date, consulting wilh appropriate agencies, and fully considering all public 
commenis, SEA plans to issue a Final EIS in April 1998 for consideration by the Board. In its 
final decision, the Board will consider the entire environmenlal record, including all public 
commenis, the Draft EIS, and the Final EIS. The Board will issue ils final wri'ten decision in 
June 1998. 

Ifyou have additional questions conceming the environmental review process, please 
contact Mike Dalton, SEA Project Manager for the Conrail Acquisition, at (202) 565-1530. 

Sincerely yours. 

Elaine K. Kaiser 
Chief 
Section of Environmenlal Analysis 

Enclosures 

cc: Tim Janatik (all enclosures) 
Jim Kmse (all enclosures) 
Clay Tumer (all ewciosures) 
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SURFACE TRANSPORTATION BOAJID 
Washington, DC 20423 

.Section of Environmental .Analysis 

October 23, 199: 

Dr Brent D Cilass 
State Historic Preservation Officer 
Pennsylvania Historical & Museum Commission 
3rd & North Streets 
Harnsburg. PA 17108 

Re Finance Docket N;. 33388 - CSX and Norfolk Southern - Control and 
Acquisition - Conrail National Historic Preservation Act, Section 106, 
Pennsylvania SHPO Reference Numbers ER 97-0776-042-1, 
ER 92-1607-(J03-.A, ER 97-1017-101-A, ER 97-0776-042-D, 
ER 97-0776-042-B, ER 97-0/76-042-A, S-R 97-0837-007-A 

Dear Dr Glass 

On June 23, \9<-)l. CSX ( orporati'^" and CSX Transportation, Inc (CSX), Norfolk 
Southern Corporation, and Norfolk Southern Railway Company (NS), and Conrail Inc and 
Con.solidated Rail Corporation (Conrail) filed a consolidated Railroad Control Application 
(RCA) with the Svjiface Transportation Board (STB) under 49 USC 11323-25 CSX, NS and 
C"onrail {coliectivel^ the Railroads) are jointly seeking authority for CSX and NS to acquire 
control of Conrail. and for the subsequent division of Conrail's assets (the .Acquisition ) The 
RCA IS the action lhat formally initiates this proposed undertaking and our role as the Federal 
lead agency 

The purpose of this letter is to initiate consultation with your office in accordance with 
Section 106 nf the National Historic Preserv ation .\cl as amended (Section 106, 16 U S C 4700 
and its implementing guidelines (36 CFR Pan 800) Consequently, the Section of 
Ln\ ironmental .Analysis (SE.A) is seeking your comment regarding those proje: iS within our 
jurisdiction lhat may have the potential to affect historic properties ' This effort is being 
coordinated with preparation of an Environmental Impact Statement (EIS) to comply with the 
National Environmental Policy Act (NEPA) 

STB may impose conditions on rail line abaiidonnicnts and new construction, but h?s limited 
jurisdiction over the acquisition-related a tivitics Sec 4'» CFR Part 1105 *< 



A copy ofthe Environmenlal Report (ER) submitted with the RCA was sent to your 
office by the railroads SEA has received copies of the following letters from you 

• January 22, 1997 requesting information on boundaries and scope for increa.ses in 
traffic in rail yards in Beaver County nonhwest of Pitt.sburgh 

• Januarv' I H . 1997 requesting survey of historic stmctures adjacent to new rail line 
connections in Philadelphia and Pittsburgh 

• January 3 !, 1997 suggesting likelihood of historic resources adjacent to rail I.ne 
segments expected to experience traffic increases 

• Febmar> 13, 1997 suggesting likelihood of historic resources adjacent to projects 
in Allegheny, Dauphin. Lehigh and Philadelphia Counties 

• Febmarv' 24, 1997 stating adjacency of Nationa! Register properties to J & L Tunnel 
constmction projects in Pittsburgh 

• March 24, 1 '97 stating adjacency of National Register propenies to Greenwich 
Intermodal Facility in Philadelphia and lo the Enola Yard in Harnsburg 

• July 31, 19'j7 stating ER fa-Is to account for National Reuister listed propenies 
including the Pennsylvania N âin Line and lhe Rutherford ^ ard which are patentially 
affected by the merger 

SEA s review ofthe ER indicates that only two of the proposed acquisition-related 
activities in the Cominonueallh of Pennsylvania may impact historic stmctures oi sites The 
first project is the proposed expansion of the exi.sting intermodal facility at the yard in 
Allentown (CR to NS) The other project is the expansion of the hnola Yard in Harrisburg 
(CR to \S) SEA has requested additional detailed information from NS regarding the proposed 
work at these two yards so that a final determination of potential impacts can be made 

In addition. NS is considering a proposed 6 25 mile realignment of its right-of-way 
through Erie .At the present time, it is unclear whether this proposed realignment is part ofthe 
acquisition The present C onrail and NS mam lines mn close and nearlv parallel to each other 
from Cleveland, OH to Buffalo, NY, and separate for a few miles through Erie The Conrail 
mainline runs thiough Erie -̂ n an elevated nght-of-wav constmcted as pan of a grade separation 
project completed in the late I920"s The NS (formci Mckel Plate) mainline mns down the 
niiddle ol Nineteenth Street on an alignment dating to March 1882 Under the proposed 
realignment. NS trackage would cross over onto the Conrail (future CSX) right-of-way within 
the shared rights-of-way al each end ofthe realignment This vvould eliminate the slow and 



hazardous train movements mnning on Nineteenth Street for NS 

The existing Conrail right-of-way originally contained four to nine parallel tracks and 
now contains only three tracks, so it can easily accommodate another single line where the 
former track has been removed There are no impacts to cultural resources along the exisling 
Conrail right-of-way If NS ultimately abandoned the Nineteenth Street line, the historic 
crossing guard shanties and traffic control systems along the street would be the only potentially 
histonc resources under STB jurisdiction If it is determined that this proposed realignment is 
part ofthe acquisition, STB will make a determination of effect and consult with you 

CSX has also proposed the constmction of a new 4,900-fool connection at Grays Ferry 
Bridge and the 25ih Stree: Viaduct in Philadelphia called the Eastwick Connection lhat may be a 
component ofthe acquisition If it is determined that this proposed connection is a pan oflhe 
acquisition, STB will make a determination of effect and continue consultation with vou 

SEA requests your concurrence with its finding that the acquisition will have no effect on 
historic resources in the Commonwealth of Pennsylvania except for the expansion ofthe 
intermodal facility at Allentown, expansion of the Enola Yard in Harrisburg. and the two above-
described projects which may become part oflhe acquisition 

We look forward to your response on this matter as rapidly as your schedule will allow 
Ifyou have anv questions, please call SF.A's cultural resources technical team leader for the 
acquisition, Barr>' Wharton of HDR Engineenng, Inc . at (813) 287-1960 for assistance 

Sincerely yours. 

e K. Kaiser 
L i . . . ( 

Section of Enviro.imental Analvsis 

Enclosure: Pennsylvania Railroad Map 

cc: Pau! McGinley, MHA 
John Morton. HDR 
William Novak, DCCO 
Barry Wharton. HDR 

-3-



L;' will. 

Pennsylvania 
Conrail 
CSX 
NS 
Acquisition Projects 
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SURFACE TRANSPORTATION BOARD 
Washington, DC 20423 

.Section of Environmental Analysis 

October 23. 1997 

Mr H Alexander Wise. Jr 
State Hi.s*onc -'Reservation f^fficer 
Virginia bepartment of Historic Resouices 
221 Crovcrnor Streei 
Richmoid, VA 23219 

Re Finance Dockel No 33388 - CSX and Norfolk Southern - Control and 
Acquisition - Conrail National Histonc Preservation Acl, Section 106 
Virginia SHPO Reference Number 97-0190-F 

Dear Mr Wi.se 

On June 23, 1997, CSX Corporation and CSX Transportation, Inc (CSX), Norfolk 
Southern Corporation and Norfolk Souihern Railway Company (NS), and Conrail Inc and 
Consolidated Rail Corporation (Conrail) fiied a consolidated Railroad Control Application 
(RCA) with 'he Surface Transportation Board (STB) under 49 U S C 11323-25 CSX, NS and 
Conrail (collectively the Railroads) are jointly seeking authority for CSX and NS lo acquire 
control of Conrail, and for the subsequent division of Conrail s assets (the Acquisition) Tho 
RCA is the action that formally initiates this proposed undertaking and our rc'e as the Federal 
lead agency 

The purpose ofthis letter is to initiate consultation with your office in accordance with 
Section 106 ofthe National Histonc Preservaion Acl as amended (Section 106. 16 U S C 470f) 
and its implementing guidelines (36 CFR Part 8C0) Consequently, the Section of 
Environmental Analysis (SE.A) is seeking your comment regarding those projects within our 
jurisdiction that m̂ ŷ have the potential to affect hisioric properties ' This effort is hemn 
coordinated with preparation of an Environmental Impact Siatement (EIS) to comply with the 
National Environmental Policy Act (NEPA) 

' STB ma> impose conditions on rail line abandonments and new construction, but has iimited 
jurisdiction over the acquisition-rclalcd activ ilics Sec 49 CFR Part 1 lo.S 8 



A copy ofthe Environmental Report (ER) submitted with the RCA was sent to your 
office by the railroads SEA has received copies of the following letters from you: 

• Febmarv' 19, 1997, to Burns & McDonnell requesting maps with boundaries of 
projects in the Commonwealth of Virginia 

• Febmary 19, 1997, to Dames & Moore requesting maps with boundaries of projects in 
The Commonwealth of Virginia 

• March 5, 1997, to "̂ ames & Moore requesting maps locating projects along right of 
way from Richmond to Doswell 

SEA's review oflhe ER indicates lhat acquisition-related activilies are limited in the 
Commonwealth of Virginia to traffic increases on rail line segmenls between Riverton Junction 
and Randolph Street (Roanoke) and between Harrisburg, PA and Riverton Junction, VA 
Increased traffic is limited lo the moving and handling of more rail cars on the existing trackage 
Increased traffic does not have the potential to affect histonc or cultural resources since the 
railroad iraffic is pan ofthe historic selling and does not involve ground disturbance or phvsical 
alteration of the existing facilities 

No rail lines are proposed to be abandoned and no other acquisition-related activhies are 
propo ied except a potential expansion of a passing track of approximatelv 6,000 linear feet 
betweer mileposts 380 5 and 379 3 on the former Norfolk & Western main line in Glade Spnngs 
between Roanoke and Bristol, VA Our review indicates the Glade Spnngs Hisioric Disirict 
(NRHP Eligible) is bisected by this rail line and a prenistoric site and a NRHP stmcture abut the 
existing railroad right of way SEA has requested additional infonnation from NS to clarify 
whelher this proposed proiect is pan of the acquisition and to define the nature of the 
improvements As soon as the railroad provides the requested info..nation. SEA will detennine 
whether the proposed parsing track extension in Glade Springs is part ofthe acquisition and if 
so, will evaluate the potential lor effect on historic and cultural resources under Section 106 and 
will continue consultation with your office 

Except for the proposed passing track extension in Glade Spnngs, SEA requests your 
concurrence with its finding that the acquisition vvould have no effect on histonc resources in the 
Commonwealth of Virginia and lhat Section 106 consultation vvith vour office has been 



completed We look forward to your response on this matter as rapidly as your schedule will 
allow Ifyou have any queslions, please call SEA's cultural resources lechnical leam leadei for 
the acquisition, Barr>' Wharton of HDR Engineenng, Inc . at (813) 287-1960 for assistance 

Sincerely yours. 

Elaine K Kaiser 
Chief 
Seciion of Environmental Analysis 

Enclosure Virginia Railroad Map 

cc: Paul McGinley, MH.A 
John Morton, HDR 
William Novak. DCCO 
Barry Wharton, HDR 
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SURFACE TRANSPORTATION BOARD 
Washington, DC 20423 

.Section iff Environmental -inalvsis 

October 23. 1907 

Ms Bernadette Castro 
State Histonc Preservation Officer 
Parks, Recreation & Historic Presenation 
Agency Building #1, Empire State Plaza 
Albany, NY 12238 

Re Finance Docket No 33388 - CSX and Nortolk Southem - Control and 
^'.cquisition - Conrai! National Historic Pre'̂ ervation Act. Section 106, 
New York SHPO Reference Numbei y7PR0090 

Dear Ms Castro 

On June 23. 1997. CSX Corporation and CSX Transportation, Inc (CSX,. Norfolk 
Southern Corporation, and Norfolk Southem Railway Company (NS), and Conrail Inc and 
Consolidated Rail Corporalion (Conrail) filed a consolidated Railroad Control Application 
(RCA) with the Surface Transportation Board (STB) under 49 USC 11323-25 CSX, NS 
and Conrail (collectively the Railroads) are jointly seeking authontv for CSX and NS to 
acquire control of Conrail, and for the subsequent division of Conrail's a.ssets (the 
Acquisition) The PCA -, the action that formally initiates this proposed undertaking and our 
role as the Federal lead agency 

The purpose of this letter is to initiate consultation with your office in accordance with 
Section 106 ofthe National Histonc Preservation Act as amended (Section 106, 16 U S C 
4700 and its implemei.jng guidelines (36 CFR Part 800) Consequemly, the Section of 
Lnv ironmental Analysis (SEA) is seeking your comment regarding those projects within our 
jun.sdiction that may have the potential to affect histonc properties ' This effort is beimi 
coordinated '.vith preparaticn of an Environmental Impact Statement (EIS) to comply with the 
National Environmental Policy Act (NEP.A) 

' STB may impose conditions on niil line abandonments and nev* constmction. but has limited 
junsdiction over the acquisition-related activities Sec 49 CFR Part 1105 8 



A copy of the Environmental Report (ER) submitted wiih the RCA was sent lo your 
office by the railroads SEA has received a copy of your March 11. 1997 letter slating that it is 
the SHPO s opinion that the project will have No Effect upon cultural resources eligible for 
inclusion in the National Register of Historic Places 

SEA's review of the ER indicates that acquisition-related activities in the Stale of New 
York are limited to (1) constmction of a 5,200-foot connection of the NS Erie Line from 
Gardenville Junction to the Conrail Mam Line at Blasdell. New Y rk (NS). (2) a 1.700-foot 
connection at Gardenville Junction from the Conrail Buffalo Line to the Conrail Ebenezer 
Secondary Line at West Seneca, New York, and (3) increased rail traffic at the Buffalo 
Junction Intermodal Yard (NS) m Cheeklowaga, New York 

SEA's review oflhese three acquisition project sites indicates lhat there are no historic 
or cultural resources present except for an abandoned, two-span riveted Pratt ihrough-tmss 
bridge at the proposed connection at Blasdell, New York The proposed connection is a re-
eslnblishment ofa previously removed rail link and the existing bridge is in relatively good 
condition The proposal will reactivate the use of this resource as a railroad bridge and ensure 
ils preservation In our opinion, the proposed aclion will have no effecl on this resource 

Based on this information and in acordance with the mles and regulations found in 36 
CFR Part 800 5b. SEA requests your concurre.ice with its finding that the acquisition would 
have no effect on histonc resources in the State of New York and that Section 106 
consultation with your office has been completed We look forward to your response on this 
matter as rapidly as your schedule will allow If you have any questions, please call SE.A's 
cultural resources technical team leader for the acquisition. Barr>' Wharton of HDR 
Engineering, Inc , at (813) 287-1960 for assistance 

Sincerely yours, 

Elaine K Kaiser / 
Chief 
Section of Environmental Analysis 

Enclosure Nevv ̂ 'ork Railroad Map 

cc Paul McGinley. MH.A 
John .Morton. HDR 
William Novak. DCCO 
Barry Wharton. HDR 
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SURFACE TRANSPORTATION BOARD 
Washington, DC 20423 

.Section of Envinmmental Analysis 

October 23 1997 

Mr Robert Shinn 
State Historic Preservation Officer 
Department of Environmental Protection 
CN-402. 401 Ea.st State Street 
Trenton, NJ 08625 

Re Finance Docket No 33388 - CSX and Norfolk Southern - Control and 
Acqui ;ition - Conrail National Historic Preser-ation Act. .Section 106. 
New Jersey SHPO Reference Number HPO-C97-33 

Dear Mr Shinn 

On June 23. 1997, CSX Corporation and CSX Transportation, Inc (CSX). Norfolk 
Southern Corporation, and Norfolk .Southern Railway Company (NS). and Conrail Inc and 
Consolidated Raii Corporation (Conrai!) filed a consolidated Railroad Control .Application 
(RCA) with the Surface Transportation Board (STB) under 49 U S C 1 1323-25 CSX. NS 
and Conrai! (collectively the Railroads) are jointlv seeking authonty for CS.X and NS to 
acquire control of Conrail, and for the .sub,sequent division of Conrail s a.s.sets (the 
Acquisition) The RCA is the action that fonnally initiates this proposed undertaking and our 
role as the Federal lead agency 

The purpose ofthis letter is to initiate consultation with your office in accordance with 
Seciion 106 ofthe National Historic Presenation .Act as amended (Section 106. 16 U S C 470f) 
and its implementing guidelines (36 CFR Part 800) Consequently, the Section of Environmental 
Analysis (SEA) is seeking your comment regarding those projects within our jurisdiction that 
may have the potential to affect hi.storic properties ' This effort is being coordinated with 
preparation of an Environmental Impact Statement (EIS) to comply with tlie National 
Environmental Policy .Act (.\EP.A) 

' STB mav impose conditions on rail line abandonments ;md nevv consiruction. but has limited 
jurisdiction ovcr the acquisition-related activities. Sce 49 CFR Pan 1105 8 



A copy ofthe Environmentai Report (ER) submitted with the RCA was sent to your office 
by the railroads SEA has received a copy of your letter of .March 5. 1997 stating that it appears 
unlikely that the acquisition will directly affecl histonc properties 

SEA's review ofthe ER ind;cates that acquisition-related activities in the State of New 
Jersey are Iimited lo constmction of 480-foot and OOO-foot connections in Ridgefield (CR 
Shared Asseis Area) and improv.-menls within Conrail s E-Rai! Intermodal Facility in Elizabeth 
The shops ofthe former Central Railroad of New Jersey (CNJ) are located at E-Rail There are 
no hisi. 'IC resources that will be affected by the two proposed conneclions al Little Feny. 

In addition, NS may be considenng the constmction ofa i2,500-fbot passing siding at 
Flemingion Junction as part of the Conrail acquisition This siding may impaci an historic 
district, 'i depot and archaeological sites 

SEA has requested additional information from NS lo clarify whelher the proposed 
projecis at Elizabeth and Flemington Junction are part oflhis acquisition and to define the nature 
ofthe proposed improvements As soon as the requested information is received from NS, SEA 
will detennine the area of potential effect on historic and cultural resources under Section 106 
and will continue consultation with your office 

Except for the proposed projects at Elizabeth and Flemington Junction, SEA request: 
your concurrence with its finding ;hat the acquisition would have no effect on historic resources 
in the State of New Jersey, and that Section 106 consultation with your office has been 
completed in accordance with the mles and regulations found m 36 CFR Part 800 5(b) We look 
fonvard to your response on this matter as rapidly as your schedule will allow If you have any 
questions, please call SEA's cultural resources technical team leader for the aco in, Bany 
Wharton of HDR Engineering, Inc , at (813) 287-1960 for assistance. 

Sincerely yours. 

Elaine K Kaiser 
Chief 
Sect ion of Envitonmental Analysis 

Enclosure New Jersey Railroad Map 

cc: Paul McGinley, MHA 
John Morton, HDR 
William Novak, DCCO 
Barry Wha.lon, HDR 
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SURFACE TRANSPORTATION BOARD 
Washington, DC 20423 

.Section of Envinmmental Analysis 

October 23, 1997 

Mr David A Shorr 
State Historic Preservation Officer 
State Departmenl of Natural Resources 
205 Jefferson, P O Box 176 
Jefferson City, MO 65102 

Re Finance Docket No 33388 - CSX and Norfolk Southern - Control and 
Acquisition - Conrail National Historic Preservation Aci, Section 106 

Dear Mr Shorr 

On June 23, 1997, CSX Corporation and CSX Transportation, Inc (CSX), Norfolk 
Southern Corporation, and Norfolk .Southern Railway Companv ^NS), and Conrail Inc and 
Consolidated Rail Corporation (Conrail) filed a consolidated Railroad Control Application 
(RCA) with the Surface Transportation Board (STB) under 49 U S C 11323-25 CSX, NS 
and Conrail (collectively the Railroads) are jointly seeking authonty for CSX and NS to 
acquire control of Conrail. and for the subsequent division of Conrail's assets (the 
Acquisition) The RCA is the action that fo.m-.ally initiates this proposed undertaking and our 
role as the Federal lead agency 

The purpose of this letter is to initiate consultation wiih your ofTice in accordance w nh 
Section 106 ofthe National Histonc Preservation .Act as amended (Section 106. 16 U S C 
4700 and its implementing guidelines (36 CFR Part 800, Consequemlv, the Section of 
Environmental Analysis (SEA) is seeking your comment regarding those projects within our 
jurisdiction that may have the potential to affect historic properties '• This effort is beinu 
coordinated with preparation of an Environmental Impact Statement (EIS) to comply wtth the 
Nationa' Environmental Policy Act (NEP.A) 

A copy ofthe Environmental Report (ER) submitted with the Railroad Control 
Application (RCA) was sent to your office by the Railroads SEA's review oflhe ER indicates 
lhat in the State of Missouri there are no proposed changes to rail line segments, rail yards, or 

STB mav impose conditions on rail line abandonments and nevv construaion. but has limited 
junsdiction ovcr tlic acquisition-related activities Sec 49 CFR Part 1105 8 



intermodal facilities, and no new constmction projects No rail lines are proposed to be 
abandoned, and no other acquisition-related activities are proposed 

Based on this information and in accordance with the mles and regulations found in 
36 CFR Part 800 5(b). SEA requests your concurrence with its finding that the Acquisition 
would have no effect on histonc resources in the State of Missoun and that Section 106 
consultation with your office has been completed We look forward lo your res- mse on this 
maner as rapidly as your schedule will .-̂ Ilow If you have any questions, please call SEA s 
cultural resources technical team leader for the acquisition, Barry Wharton of HDR 
Engineenng, Inc , at (813) 287-1960 for assis.ance 

Sincerely yours. 

Elaine K Kaiser 
Chief 
Section of Er vironmental Analysis 

Enclosure Missoun Railroad Map 

cc: Paul McGinley, MHA 
John Morton, HDR 
William .̂'ovak, DCCO 
Bany Wharton. HDR 
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SURFACE TRANSPORTATION BOARD 
Washington, DC 20423 

.Section of Envinmmental .Analysis 

October 23, 1997 

Ms Anne Haaker 
Deputy State Historic Preservation Officer 
Illinois Historic Preservation Agency 
I Old State Capitol Plaza 
Spnngfield. IL 62701-1512 

Re: Finance Docket No 33388 - CSX and Norfolk Southern - Control and 
Acquisition - Conrail National Hisioric Preservation Act. Section 106 
Illinois SHT»0 Reference No 12062497, 970107004P -S 

Dear Ms Haaker 

The purpose ofthis letter is to continue consultation with your office in accordance with 
Section 106 of the Nationa! Histonc Preserv ation .Act as amended (Section 106, 16 U S C 
410i) and its implementing guidelines (16 CFR Part 800) This effort is being coordinated vvith 
preparation of an Envi onmental Impact Statement (ELS) to comply w ith the National 
Environmental Policy Act (NEPA) 

A copy ofthe Environmental Report (ER) submitted with the Railroad Control 
Application (RCA) was sent lo your office by the railroads The Section of Environmental 
Analysis (SE.A) has received copies of the following letters from 

• January 14, 1997 requesting photos of standing stmctures in rail yards and intermoual 

facilities 

• January 29, 1997 stating requirement o:" Phase ! archaeological sur\ ey at Exermont 

• Febmary 4, 1997 stating no effect for rail line traffic increases 

• February 21. 1997 stating requirement of Phase I archaeological surv ey along 
abandonment from Pans to Danville 

Mav 28 199 7 statinu no etTect for constmction at Sidnev 



• July 16, 1997 requesting map, descriplion and photos of bridge at MP i44 59 
Indicates possibility of cultural resources near projects in Tolono and Kankakee. 
Repeals request for Phase I archaeological survey at Exermont 

SEA and its independent histoncal consultants, together with a representative of CSX, 
met with your staff on August 5, 1997 to present the requested information and to review our 
identification of historic resources ̂ nd our assessment of effects A summar/ of this meeting 
was transmitted to Ms fracey Senile of your staff on Augusi 15, 1997 Two issues remain 
outstanding '••u the State of Illinois 

• The potential archaeological effects of the proposed railroad conneclion near the 
Cahokia Mounds histonc site at Exermont in Caseyville 

• The potential efTect on the interlocking tower at the CSX 75* Street Rail Yard in 
Chicago 

In accordance with the results of the August 5, 1997 consultation meeting, SEA has 
authorized a Phase 1 Archaeological Survey of the general alignment ofthe proposed Exermont 
Connection m Caseyville This survey is being undertaken under the direction of Dr John E 
Kelly ofthe Central Mississippi Valley Archaeological Research Institute As soon as 
preliminary results are available, we will contaci you to arrange a a)nsu!iation meeting for your 
review and input 

SEA has requested additional information from the railroad on the project that may 
affect the interlocking lower at the 75"' Sireet Rail Yard W.- are awaiting additional 
infonnalion from the railroad on this project to determine if it is part ofthe Conrail acquisition 
so that any potential historic resources can be identified and evaluated for a determi- i> (̂ 
effect 

SEA appreciates the assistance and cooperation of your staff and looks fomard to 
continuing our Section 100 consultation as soon as the above information is developed If you 
have any questions, please cal! SEA s cultural resources lechnical team leader for the Conrail 
acquisition, Barry Whanon of HDR Engineenng, Inc , at (813) 287-1960 for assistance 

Sincerelv 

Elaine K Kaiser 
Chief 
Section of Environmental .Analvsis 



cc: Paul McGiniey. MHA 
John Morton, HDR 
Wilham Novak, DCCO 
Barry Wharton, HDR 
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SURFACE TRANSPORTATION BOARD 
Washington, DC 20423 

.Section of Environmental Analysis 

October 23, 1997 

Mr J Rodney Little 
Stale Hi.storic Preservation Officer 
Maryland Historical Tmst 
IOO Community Place, Third Floor 
CTownsville. MD 21032-2023 

Re Finance Docket No 33388 - CSX and Norfolk Souihern - Control and 
Acq uisition - Conrail: National Histonc Preservation Acl. Section 106, 
Maryland SHPO Reference No MD970i 14-0021 

Dear Mr Little 

On June 23, 1997, CSX Corporation and CSX Transportalion, Inc (CSX), Norfolk 
Southern Corporation, and Norfolk Souihern Railway v t)mpanv (NS), and Conrail Inc and 
Consolidated Rail Corporation (Conrail) filed a consolidated Railroad Control Application 
(RCA) with the Surface Transportation Board (STB) under 49 U S C 1 1323-25 CSX. NS 
and Conrail (collectively the Railroads) are jointly seeking authonty for CSX and NS lo 
acquire contro! of Conrail. and for the subsequent division of Conrail s assets (the 
Acquisition) The RCA is tl e action that formally initiates this proposed undertaking and our 
role as the Federal lead agency 

The purpose oflhis letter is to initiaie consultation with your office in accordance wiih 
Seciion 106 oflhe National Historic Presenation Act as amended (Section 106, 16 U S C 4700 
and Its implementing guidelines (36 CFR Part 800) Consequentiy, the Section of 
Environmental Analysis (SE.A) is seeking your comment regarding those projects w ithin our 
jurirdiction that may have the potential to afTect historic properties ' This effort is being 
coordinated wit.i preparation cf an Environmental Impact Statement (EIS) to comply with the 
National Environmental Po!icv .Act (NEP.A) 

STB mav impose conditions on rail line abandonments and new construction, but has Iimited 
jurisdiction ov cr tlie acquisition-related activities See 49 CFR Pan 1105 8 



A copy oflhe Environmental Report (ER) submitted with the RCA was sent to your 
office by the railroads SEA has received copies of the following letters from you: 

• Febmary 10, 1997, to Dames & Moore requesting detailed information and maps of 
all projects in the stale and noting a wide vanety of histonc resources in the project 
areas 

• Febmarv 14, 1997, to Dames & Moore repeating comments of Febmary 10, 1997 

• Febmary 14, 1997, to Burns & McDonnell requesting detailed information and maps 
of all projects in the stale and noting the possibility of a wide variety of histonc 
resources in the projecl areas 

SEA's review ofthe ER indicates that acquisitioii-related activities in the Slate of 
Maryland are limiied to two NS constmction projects in Baltimore (1) expansion oflhe Conrail 
Intermodal Facility and the constmction of a new Triple Crown Services Facility on existing 
railroad property, and (2) constmction of 800 feet of connecting track on exisling railroad 
property at the NS/CR intersection in Hagc.-stown The Baltimore project is unlikely to effect 
historic resources SEA has determinr d that the Hagerstown project is located immediately 
adjacent to the Hagerstown City Park Historic District, which is a historic distnct listed in 
National Register of Historic Plat es. and on land oreviously used for railroad activity. 

SEA has requested NS to cianfy the above projects so that an area of pott-ilial effecl cau 
be established and a determination of effecl on any potenlial historic resources c r be .iefined 
SEA ' loks fonvard to continuing our Section 106 consultation as soon as the above information 
can be developed Ifyou have any questions, please call SEA's cultural resour es technical team 
leader forth: acquisition, Barry Wharton of HDR Engineenng, Inc , at (813) 287-1960 for 
assi.uance 

Sincerely yours. 

Elaine K Kaiser 
Chief 
Section of Environmental Analysis 

Enclosure Maryland Railroad Map 
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cc: Paul McGinley, MHA 
John Morton, HDR 
William Novak, DCCO 
Barr>' Wharton, HDR 
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