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Foreword 
With the submission of the Final System Plan 

(FSP), the United States Railway Association 
(USRA) meets its most important obligation under the 
Regional Rail Reorganization Act of 1973. The FSP is 
the culmination of many months of intensive study and 
planning, involving not only the Association but organi
zations and individuals throughout the general public, 
private industry, labor and federal, state and local gov
ernment's. Publication of the FSP is a major step in 
the intricate process prescribed by the Act for reorganiz
ing and restructuring bankrupt railroads in the North
east and Mid west. 

The FSP has been built upon the Preliminary Sys
tem Plan (PSP) issued by the Association on Febru
ary 26, 1975. It reflects USRA's consideration of the 
information, data and commentary submitted in re
sponse to the PSP. In developing the FSP, the Associ
ation carefully considered the results of the Rail Serv
ices Planning Office (RSPO) hearings and its evalua
tion of the PSP, as well as continuing efforts of the 
Association's staff. USRA also has collected and refined 
relevant data to develop more fully the aspects of the 
rail service plan which were still tentative on Febru
ary 26. The FSP takes into account all the information 
received since publication of the PSP and provides a 
more specific resolution of the major issues involved in 
restructuring the rail system in the 17 state Region. 

FSP Service Recommendations 

The FSP establishes a program for providing an ade
quate and economically self-sustaining regional rail sys
tem for the Northeast and Midwest, for maintaining 
the benefits of railroad competition to the public and 
for creating a ConRail System to consolidate many of 
the operations of the railroads in reorganization into a 
new railroad operating in the private sector. One of the 
goals of the Act, the retention and promotion of com
petition in the Region, was difficult because virtually all 
the smaller carriers in the eastern part of the Region 
are bankrupt. The preservation of competition required 
specific steps either to bring other carriers into the area 
or to create two carriers out of the bankrupt railroads 
to provide that level of completion. 

The Association found the best system could be devel
oped by (1) establishing a Consolidated Rail Corpora
tion (ConRaill comprised of the Central of New ,Jersey, 
the Lehigh Valley, the Lehigh & Hudson River, the Ann 
Arbor and the principal properties of the Penn Central 
and (2) inviting one or both of the major solvent carriers 
in the Region (the Chessie System and/or the Norfolk & 

w·estern) to provide competition to ConRail in many 
markets formerly served by the Reading, Erie Lacka
'vanna and the Central of New Jersey. Alternative 
through service between New England and the west and 
the south could be provided effectively by extensions of 
the Delaware & Hudson to junction points served by one 
of these two carriers. 

Since publication of the Preliminary System Plan, 
the Association has held many discussions with these 
carriers in efforts to achieve the PSP's recommenda
tions. It is hoped that agreement can be reached with 
the Chessie System to bring that carrier into the eastern 
part of the Region on the schedule mandated in the Act. 
Similarly, USRA hopes that the Delaware & Hudson 
will accept offerings which ·would extend it to appro
priate route junction points with both the Chessie and 
the Norfolk & "'Western. Competition and senice als0 
will be enhanced throughout the Region by scores of 
joint industry projects and other route changes ap
prm,ed in the FSP. Thus, the regional system will con
sist of three large carriers, ConRail, Chessie and the 
Xorfolk & ·w·estern, supplemented substantially by the 
services of the smaller carriers. The new ConRail System 
will be the largest carrier in the Nation, as was Penn 
Central. 

Finance 

ConRail can be developed into a financially self
sustaining corporation provided certain preconditions 
are met. 

• It must be relieved of extensive losses from un
profitable passenger and light density line oper
ations as well as from the carriage of certain 
commodities which do not pay their way. 

• Its pricing policies must be granted a greater 
degree of flexibility than has existed in the past. 

• Government financing must supplement the private 
sector financing and internally generated funds 
necessary to fund ConRail's rehabilitation pro
gram, its early operating losses and its working 
capital requirements. 

• Repayment of federal funding and the payment of 
interest or dividends on government financing must 
be related to ConRail's cash flow and cannot be a 
burden during the early years of its reorganization. 

If these underlying conditions are met, a revitalized, 
profitable company can be brought into being. ConRail 
will be ready to provide efficient rail service essential 
to the economy of the Region and the Na ti on. 



ConRail's ultimate self-sufficiency depends on federal 
capital assistance of at least $1.85 billion. rSRA's finan
cial analysis concludes that financial self-sufficiency 
cannot be achieved if ConRail is required to carry any 
form of federal funding which requires it to make 
cash payments of interest or dividends in the earlier 
years. 

The PSP did not discuss the issues of a ConRail 
capital structure or the valuation of the assets of the 
railroads in reorganization. The Association now pro
poses a capital structure that provides for federal in
vestment of $1.85 billion in Debentures and Preferred 
Stock as well as additional equity securities for the 
bankrupt estates. FSRA also proposes that $250 million 
be appropriated to USRA as a financing margin of 
safety for ConRail and an additional $400. million be 
authorized to be used in the discretion of the Secretary 
of Transportation to further the purposes of the Act. 
This financial participation should permit an income
based reorganization of the bankrupt railroads. 

In this regard, the Association reiterates that Con
Rail should be able to achieve a lernl of profitability 
about equal to the average for the larger carriers in the 
industry. That average, however. is substantially below 
the level of profitability achieved by American industry 
generally and below the level required to compete effec
tively in the private money markets. 

The Act contemplates implementation of the FSP if 
neither House of Congress passes a resolution rejecting 
it within 60 calendar days of continuous session. As 
noted above, the FSP requires financial assistance be
yond that currently provided by the Act and, there
fore, additional legislation will be necessary for its full 
implementation. It also will be necessary to submit 
other amendments to the Act to meet essential objec
tives in the reorganization process. For rxamplr. FSRA 
is now persuaded that to ensure competition in the 
eastern seaboard markets, it will be necessary to protect 
the Chessie System from any possible court judgment 
retroactively increasing the compensation it gives the 
estates in return for its major acquisitions. 

Light Density Lines 

Among the most sensitive issues raised during the 
planning process was that of light density or branch 
lines. The Act and its legislative history clearly obli
,irated the Association to test the contribution of those 
lines to the regional rail system. Under the Act, those 
lines determined as excess to the svstem could be con
tinued in service for up to 2 years through the offer of 
a rail service continuation subsidy. 

Following the issuance of the Preliminarv Svstem 
Plan, RSPO held hearings throughout th

0

e Region 
which focused primarily on the light density line issue. 
Also. since publication of the PSP. the Association has 
reevaluated that report's recommendations on light-

density lines completely. In the course of that reevalua
tion, USRA carefully and methodically considered the 
RSPO evaluation of the Preliminary System Plan and 
the information submitted in testimony before RSPO 
or directly to USRA by shippers, members of Congress 
and other public officials, groups and individuals. The 
changes made in the Fina.I System Plan in large measure 
reflect this in nut. 

Some criticism has been directed at the analytic proc
ess used by the Association. Many witnesses proposed 
that all light density lines remain in service for another 
2 years to permit a further refinement of the study 
methods. USRA believes, however, that a compelling 
rebuttal is embodied in the summary results of the re
evaluation. The Final System Plan calls for the exclu
sion of 6.918 miles of road from the system. These lines 
comprise 31 percent of the mileage of the railroads in 
reorganization but handle only 2.2 percent of the freight 
traffic carried by the railroads involved. These statistics 
support the analytic method used to evaluate light den
sity lines. The Association is satisfied that further re
finement would be of little value. 

FuturP seITice on light density lines, however, is by 
no means a closed issue. For example, service on the 
lines not included in the FSP can be continued in several 
ways. First, there are the operating subsidy provisions 
of the Act; implementation in this case rests primarily 
with the states and local communities. Second, states 
have an opportunity to purchase many light density 
Jines and arrange for continuing service on that basis. 
Third, light density lines may be acquired by solvent 
carriers whose proximity and traffic flows may permit 
viable service. 

Context for Review of the FSP 

The Association strongly believes that the FSP pre
sents an adequate, efficient and economically se1f
sustaining rail system consistent with the goals of the 
Act. Not all interests will be satisfied by this plan. Testi
mony of public witnesses at the RSPO hearings on the 
PSP demonstrate the difficulty of balancing certain 
goals against the others. It would be impossible to meet 
all claims and demands on the rail system in the Region 
and unwise to give disproportionate attention to any 
single set of claims at the expense of other interests. 
The Association believes that the FSP detailed in this 
report is a fair and reasonable resolution of the pur
poses and goals of the Act. Most important, USRA be
lieves the FSP is desirable from the perspective of 
overall tran!3portation policy. 

If ConRail is to be successful it must be launched 
with the determination in all quarters that it will be 
just that. No enterprise can succeed unless those re
sponsible for its future are dedicated to achieving the 
goals set before them. The Association has had to pre
pare a plan heavily dependent on future projections of 



uncertain events. USRA projections must be studied 
with the awareness and understanding that broad under
l:ving assumptions concerning economic conditions, 
competitive relationships and government policies are 
crucial to the validity of the forecasts. Detailed imple
mentation of these plans constantly must reflect and 
respond to changes in the economic environment. Those 
charged with the responsibility of implementing thr 
plans must be ready to recommend modifications. includ
ing such further restructuring and mergers as may be 
in the public interest. 

There are no simple ways to revitalize the railroads 
in reorganization. The regional rail system described by 
the FSP will be wholly successful only if the economic 
environment of the entire rail industry improws. ,\s 
stated in the PSP : 

"The Association can only plan a system and rec
ommend methods of financial assistancr. Others will 
ha Ye to share in the creation of an em·ironment favor
able to an economically Yiable rail svstem for the 
nation. The industry itself collectivelv'must do these 
things which bring about a major i'mprovement in 
utilization of cars, facilities an cl equipment. Future 
profitability of the industry also will depend in part 
on increases in productivity of people: organized rail 
labor must find a way to contribute to that increased 
productivity. Existing relationships of the Region's 
railroads to their customers and to the goYernment 
will han~ to be altered. Shippers and passengers will 
have to bear a larger share of the costs of pro,-iding 
rail services. A smaller number of communities and 
shippers will ham to be prepared to forego rail serv
ice where the provision of such senice is no longer 
economical and subsidy funds are not forthcoming. 
In general, a vigorous effort must continue to identify 
those transport markets which rail senes best and to 
adapt rail servicP and operations to such optimal eco
nomic functions. 

"In addition to the individual and local responsi
bilitv described abon, federal. state and local go,-ern
menis must be prepared to change their policies to
ward transportation. Ultimately, economic viability 
for all transportation is a function of a realistic recog
nition of the necessity for the industry. and those who 
use it, to pay its costs and permit it to obtain a reaso~1-
able profit. If fundamental changes are not made m 
these factors. and those enumerated above. an alter
native is nati~nalization. a solution no more desirable 
now than it has been in the past." 

ConRail's Future 

The Association continues to believe that nationaliza
tion of the rail industry must and can be tn-oided. Con
Rail is a test case supporting this belief. Its continued 
existence in the private sector can be ensured only 
through strong management and the existence of gov
ernmental policies which encourage innO\·ation and 
adaptation. If federal and state gonmments bnnlen 
C'onRail and other railroads with unprofitable opera
tions or create additional advantages for rail competi
tors, the effort to create a firnmcially self-sustaining 
railroad will be stifled. 

The Association believes ConRail can succeed as a 
viable prirnte enterprise and is optimistic that the in
dustry itself 'vill remain in private operation. The pub
lic attitude tmvard the rail industry is changing from 
one of hostility or indifference to one of encouragement. 
\Vith the resurgent use of coal to supply more and more 
of the Nation's energy needs, rail transportation will 
become e,-en more important. \Vith society concerned 
about the fragility of the environment, excessive con
sumption of petroleum and use of additional land for 
highway construction, greater recognition will be given 
to the railroad as a fuel-efficient, land-conserving and 
low-polluting method of transportation. 

Thus, the ~\ssociation's optimism for ConRail's futurp 
is not based solely on go\·ernment support or new man
agement. There is a changing public attitude to,rnrd 
regulatory policies, energy and the em-ironment, a shift 
of attitudes that portend a fundamental turning point 
in the historical relationship between the X ation and 
its railroads. 

ConRail can succeed. The Region can have an ade
quate rail system. The Xation can han' the benefit of a 
rail industry which, operating in the private sector, 
serves its full and efficient role in the national trans
portation system. The Final System Plan is a single, 
but highly significant step toward achieYing these goals 
for the benefit of the citizens of this Nation. 

For the Board of Directors, 

~~ 
ARTHUR D. LEwrs, Chairman. 
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Introduction and Summary 

Railroading ·was the first modern transportation 
technology and the nation's first big business. Railroads 
were the dominant form of intercity transportation, 
both freight and passenger, for about a century. Over 
the last 30 years, however, a far different industry has 
evolved. Railroads continue to be the largest carrier of 
intercity freight. measured by ton-miles, but they no 
longer dominate intereity transportation. 

Among the causes of the relative decline of railroad
ing are the development of efficient competing systems 
of transportation and the failure of rail cost perform
ance and service quality to improve relative to competi
tive modes. Thus, the industry has not been able to hold 
its share of the transportation market. The traffic re
maining on the railroads is not always profitable; rail
roads often are caught in a competitirn squeeze between 
lower-cost waterway transport and faster serYice bv 
trucks. 

Today, large parts of the industry face financial diffi
culties. Railroad earnings are only three-quarters of 
their 1947 level, after adjusting for inflation. In recent 
years cash generated by the industry has been insuffi
cient to meet capital requirements and rates of return 
on investment are so low that railroads have been un
willing or unable to raise new equity capital. 

The railroads' declining market share and accom
panying financial problems are most severe in the 
Northeast and Midwest Region of the country~ Revenue 
ton-miles carried in the ICC's Eastern District (an area 
roughly equivalent to the Region defined by the Act) 
actually declined by 16 percent from 1947 to 1974; dur
ing the same period total U.S. rail ton-miles showed 
small absolute growth. Eight carriers in the Northeast 
and l\Iidwest are bankrupt; outside the Region only the 

Chicago, Rock Island & Pacific is bankrupt but several 
others are in precarious financial condition. 

Causes of the Decline of Railroading 

The financial problems of the railroad industry are 
due to a number of interrelated factors. 

• Railroad facilities are old by the standards of other 
industries-often poorly located, physically run
down or simply obsolete. A large portion of rail
road costs is related to fixed facilities, which makes 
adaptation to changing circumstances difficult and 
often contributes to inadequate allocation of fixed 
facilities costs to specific commodities or move
ments. Costing difficulties contribute to problems 
of managing and marketing rail services. Railroad 
cost structures differ sharply from those of compet
ing modes, a circumstance ,vhich poses difficulties 
in achieving balanced public policy toward all 
transport modes. 

• The rapid rate of technological development in 
rival forms of transportation since 1920 radically 
changed the competitive position of the rail indus
try. Large-scale public support has promoted devel
opment of the newer auto, truck, barge, pipeline 
and airline technologies. Innovations in trucking 
and the development of modern highway systems 
have enabled motor carriers to capture 23 percent 
of total intercity freight ton-miles. The water car
rier industry has matured with the development of 
extensive waterway improvements and modern ef
ficient barge technology. Pipelines now move fluid 
petroleum and natural gas, and development of 
coal slurry (particles of coal suspended in water) 
pipelines may permit this mode to penetrate an-



other key railroad market. The emergence of the 
automobile and bus and the development of the 
high-speed, pressurized airplane for medium and 
long distance travel effectively eliminated the train 
as a competitor for long distance passenger 
services. 

• Basic changes have taken place in underlying mar
ket conditions, such as shifts in the location of in
dustrial activity and changes in types of freight 
normally suited to rail transportation. Railroads 
in the older eastern production centers have heavy 
investments in fixed facilities oriented toward these 
centers. As manufacturers relocate plants to newer 
growth centers, rail traffic at the old locations de
clines and excess rail capacity results. Industries 
which consume bulk raw materials from the agri
culture, mining and forestry sectors of the econ
omy, historically the basic generators of railroad 
freight, have been declining as a share of GNP 
as service-oriented, high technology industries 
advance. 

• Railroads were the first large business to be regu
lated by the federal government and few other 
industries are regulated so pervasively. Regulation 
of railroads is related to the industry's technology, 
industrial organization and financial structure. 
Railroads are big businesses, ordinarily, because 
railroad operations are most efficient when con
ducted on a large volume, mass production basis; 
the high fixed investment associated with rail tech
nology likewise implies large enterprise. The rail
roads' large scale of operations and a cost structure 
that enabled them to price some services monopolis
tically while engaging in "predatory" competition 
for other business led to regulation of the industry. 
Regulation, in turn, has contributed to the inflexi
bility of rail operations and investment, principally 
with respect to setting rates, abandoning costly 
routes and services and changing the corporate 
structure of the industry. In addition, public policy 
has restricted the rail industry from taking ad
vantage of different methods of moving goods, ex
cept in the case of "grandfather" trucking rights 
owned by certain railroads. 

• For a variety of reasons, there have been insufficient 
internal funds to maintain and upgrade facilities 
which, coupled with the lack of private capital or 
public funds, has resulted in deferred maintenance, 
further weakening the competitive position of the 
lines involved, thus completing the vicious cycle. 

All these problems must be attacked if satisfactory 
rail freight service is to exist in the future. Progress 
can come from within the industry through improve
ment of operations and general management. Burdens 
imposed by public policy can be lessened and intermoclal 
transport policies made more fair. If these changes are 
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accomplished, the railroad industry will be able to over
come its current infirmities and become a more dynamic 
part of the American industrial economy. 

Goals and Issues Underlying the FSP 

In enacting the Regional Rail Reorganization Act of 
1973 (Act), Congress provided a means for revitalizing 
rail service in the Northeast and Mid 'vest Region.1 The 
declared purposes of the Act are : 

• Identification of an adequate rail service system for 
the Region, 

• Reorganization :>f the Region's railroads into an 
economically viable system capable of providing 
adequate and efficient service, 

• The establishment of the United States Railway 
Association and the Consolidated Rail Corporation. 

• Assistance to the states and local and regional au
thorities for continuation of local rail services 
threatened with cessation and 

• N ecPssary federal financial assistance at the lowest 
possible cost to the general taxpayer. 

The statutory goals guiding preparation of the Final 
System Plan (FSP) are outlined in section 206 of the 
Act. These goals complement the purposes of the Act 
and offer further direction to the United States Railway 
Association (Association or USRA) and those who re
view the Association's work. The Act stipulates that the 
restructured regional rail system should: 

• Be financially self-sustaining, 
• Meet regional rail transportation needs adequately, 
• Promote improved high-speed rail passenger serv

ice in the Northeast Corridor and reflect USRA's 
identification of other corridors in 'vhich major up
grading of track for high-speed passenger opera
tion would yield substantial public benefits. 

• Preserve, as much as possible, existing patterns of 
service, 

• Preserve facilities and service for coal transport 
and conserve scarce energy resources, 

• Retain and promote competition, 
• Attain and maintain desirable environmental 

standards, 
• Achieve efficiency in train operations and 
• Minimize unemployment and adverse effects on 

communities. 

In accordance with its statutory duties, the Associa
tion has engaged in extensive studies on a variety of 
subjects in order to develop an adequate factual back
ground necessary for an appropriate balancing of the 

1 The Assoclntlon has Identified various desirable changes In this 
unusually complex and detailed Act. Many of these will be discussed 
In the body of the plan In connection with related subject matter. 
Other technical amendments w!l! also prove useful. The Association's 
legislative proposals will be forwarded to Congress In the near future. 



goals of the Act. Many of these studies were discussed 
in the Preliminary System Plan (PSP). The data and 
conclusions of the studies have been carefully consid
ered and carried forward, as appropriate, into the de
cisions of the FSP and are reflected throughout the text. 

The Association has attempted to meet the challenge 
of converting the broad purposes and goals of the Act 
into specific recommendations for the FSP and has 
made every attempt to resolve conflicts and balance com
peting interests. The Association believes the Plan will 
ensure the preservation of an a<leqnate and finanC'ially 
self-sustaining rail service system, via a combination of 
coordinated service opportunities, rehabilitated facili
ties and improvements in operations. 

The Regional Rail System (Chapter 1) 

The Association recommends a rail structure for the 
Region made up of these key components: 2 

• ConRail, which combines most of the services of 
the Penn Central_ Transportation Co. (PC), the 
Central Railroad of New Jersey (CNJ), the Le
high Valley (LV), the Lehigh & Hudson River 
(LHR), the Pennsylvania-Reading Seashore Lines 
(PRSL) ,3 a limited section of the Ann Arbor Rail
road (AA) and small portions of the Erie Lacka
wanna (EL) and Reading (RDG); 

• The Chessie System, which is offered most EL 
freight services east of Sterling (Akron), Ohio, 
most Reading services, access to some CN J traffic 
in the Greater Newark, N.J. area and the PC mar
kets in the Charleston, '\V. Va. area; 

• The Norfolk & Western Railroad (N&W), which 
essentially will continue in its present configura
tion but which is offered a few route extensions to 
improve connections with its own or affiliated lines; 

• The Delaware & Hudson (D&H), with route ex
tensions necessary to provide it with direct connec
tions to the South and "\Vest; 

• The other smaller railroads in the Region essenti
aUy maintaining their existing route structures; 

• Southern Railway (SOU), which is offered the PC 
main lines on the Delmarva Peninsula and the car 
float from Cape Charles to Norfolk; and 

• Amtrak, 'vhich is designated to acquire the North
east Corridor from Boston to Washington for the 
development of high-speed passenger service. Most 
through freight service is expected to be provided 
over a bypass route, as described in Chapter 2. 

The Association believes the indicated industry struc
ture recommendations offer the best approach to revers
ing the financial plight of the Region's rail industry, 

•Property nnd trncknge rights acquisitions necessary to Implement 
these recommendations are displayed In the color fold-out map which 
accompanies this Report. A second fold-out map shows the ConRall 
freight service network. 

• PRSL Is not In bankruptcy but has been Included In USRA's plan
ning process. 
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while ensuring adeqnate competition. The Plan contem
plates nltimate restoration of the Region's rail system 
to efficiency lew ls enjoyed by most railroads in the coun
try. It can also sen-e as the basis for fort her evolutionary 
changes in the rrgional rail system as may be required. 

This basi(' strnetnrr will offer competition between at 
least two railroads in major markets of the Region, sup
plemmtNl by the services of the smaller railroads. It 
'vill enable such major r~tilroadfj as Chessie and N&W 
to continue as solvent carrirrs, without undermining the 
chances for CenRail to attain solvency in the private 
sector. It also should serve to stabilize and in several 
instances enhance performance of the smaller solvent 
railroads. 

Arriving at the Plan 

In addition to performing studies and analyses man
dated by the Act, the Association took several basic 
steps in arriving at the recommended FSP structure. 
First, USRA reviewed the record of public hearings 
conducted by ICC's Rail Services Planning Office 
(RSPO) on the PSP and considered comments from 
other outside sources. Second, a number of alternative 
structures were reexamined in detail. Third, the Associ
ation undertook negotiations with major solvent carriers 
in the Region, Chessie and X&'\V, in particular, to 
determine what role those lines would play in the 
restrnctnring. 

Public Response.-Witnesses at the RSPO hearings 
presented a wide range of views relating to the industry 
structure recommendations in the PSP. A common con
cern was the need to retain competition between rail 
carriers, both to insure good service to shippers at fair 
rates and to assist in maintaining the economic self
sufficiency of existing solvent railroads. A number of 
witnesses expressed fears that the Consolidated Rail 
Corp. ( ConRail), as a carrier of great size and market 
power receiving aid from the U.S. Government, would 
harm other railroads, shippers or localities. Some wit
nesses, therefore, thought that two or more carriers 
rather than one should be formed from the properties 
of the Region's bankrupt railroads. Other witnesses sup
ported USRA's recommendations, saying they represent 
a, proper balance of the Act's goals of regional rail sys
tem viability, maintenance of existing service and mini
mum cost to taxpayers~all within a competitive indHs
try structure. 

RSPO, in its own analysis of the PSP, found the 
structure recommendation less desirable than the forma
tion of two carriers from the present railroads in re
organization. One system, identified as the "Mid
Atlantic Rail Corporation/Erie Lackawanna (MARC/ 
EL), would be made up of lines of the LV, RDG, CNJ, 
LHR and the eastern portion of the EL. MARC /EL 
would feed traffic to the existing solvent carriers, 
thereby providing competition to a second ConRail, 



w·hich 'rnuld be made up of a restructured PC plus a 
small part of the AA. 

These many comments, pro and con, \rnre given care
ful consideration in USRA's preparation of the FSP. 

Alternatives Oonsidered.-In addition to its recom
mended alignment, the Association considered several 
other operating strncture options.4 

• The Association studied the possible establish
ment of a ConRail comprised of all the bankrupt 
carriers in the Region. USRA determined that such 
a solution is less desirable than the recommended 
FSP structure. The "Fnitied ConRail'' structure, 
despite potential for improved efficiency in the long 
term, is not as responsive to the goals of the Act 
relative to competition, quality of service and 
preservation of existing routes and service patterns 
as the recommended structure. The "Unified Con
Rail" structure vmuld be a less desirable precedent 
for other regions of the country. The Association's 
Board decided, however, that if Chessie does not 
accept the package of properties offered in the FSP, 
"Unified ConRail" would be the next preferred 
industry structure. 

• USRA reernluated the desirability of creating a 
"::\fARC/EL plus ConRail (PC-AA)" structure. 
Despite the well-stated arguments of RSPO, the 
Association found the l\fARC/EL plus ConRail 
(PC-AA) System option wanting on two basic 
grounds. First, it would not materially improve 
financial performance compared to the recom
mended structure. Second, creation of not one 
but two new and publicly aided institutions, for the 
purpose of providing competitive rail service on the 
eastern seaboard, would be both risky and un
necessary. In the place of achieving competition 
through the active participation of an existing fi
nancially strong and geographically dispersed car
rier such as the Chessie, creation of the MARC/EL 
plus ConRail (PC-AA) System would mean that 
competitive service would be provided by a govern
ment sponsored company of limited on-line service 
capability and market penetration. The Association 
did not believe that government funded competi
tion to ConRail could provide a sensible solution. 

• After publication of the PSP, USRA restudied the 
possibility of transferring all lines of the railroads 
in reorganization (except nonviable light density 
lines) to solvent carriers. The Association's Board 
concluded from this study that the implementation 
of such a transfer program before establishment of 
the ConRail structure would not be feasible. On the 
other hand, USRA recognizes that after ConRail is 
established, further restructuring of the rail sys-

•A Consolidated Fac!l!tles Corp. (ConFac) also was studied, but 
was rejected as an undesirable solution. USRA wlll provide additional 
discussion of this subject in a supplemental report. 
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tern may be feasible and appropriate. The Associ
ation recommends, therefore, the particular mecha
nism controlling ConRail which is described in 
Chapter 1. This mechanism will enable further 
sales of properties and/or mergers with other 
carriers, should public policy call for further 
restructuring. 

The FSP includes recommendations for conveyance 
to solvent railroads, in accordance with procedures 
established in the Act, of a substantial number of prop
erties now operated by the railroads in reorganization: 
major portions of Reading and Erie Lackawanna and 
the PC markets of Charleston, ,V. Va., Saginaw-Bay 
City-Midland, Mich. and the Delmarva Peninsula. In 
addition. the Association has reduced the size of Con
Rail's plant through joint use of facilities and trackage 
where feasible. The Association believes, as stated in the 
PSP. that the recommended structure allows for similllr 
transfrrs and coordinations in the future. 

Discussions with Solvent Oarriers.-The key to 
successful achievement of the preferred structure was 
the willingness of either or both Chessie and N & W to 
participate in the recommended structure. Discussions 
began even before the PSP was published. Since then, 
Chessie has tentatively agreed to buy portions of EL 
and RDG and PC lines in the Charleston, ,V. Va. area 
for $22.1 million in ca:oh and $82 million (face value) in 
Baltimore & Ohio i) percent bonds. Chessie need not 
indicate its final acceptance of the transaction until 30 
days after Congress has approved the Final System 
Plan. Within the time provided by the Act, USRA has 
been unable to reach an acceptable agreement with the 
N&W. 

The Act mandates USRA to determine in the FSP 
which property designations shall be made to ConRail 
in the event a profitable railroad fails to accept an offer. 
In accordance with those provisions, USRA recom
mends that, with minor exceptions, all the property 
designated for offer to Chessie will be acquired by Con
Rail if the offer is not accepted. 

Structure in Detail 

Under the FSP, ConRail will account for about 37 
percent of the Region's total net ton-miles yearly, the 
expanded Chessie System 32 percent, N & W 21 percent 
and the smaller solvent lines 10 percent. Besides the 
major transfer of EL and RDG properties, USRA 
proposes a number of trackage-rights exchanges and 
projects aimed at coordinating facilities and services 
among railroads. The aim is to reduce needless duplica
tion and improve traffic routing patterns without 
reducin~ competition in major markets. 

USRA recommends that the Region's rail system con
sist of service by three major railroads and several 
smaller solvent carriers, as follows: 

OonRail.-The Consolidated Rail Corp. will be a 
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dominant east-west carrier between New England-New 
York/Newark-Philadelphia-Baltimore and Chicago-St. 
Louis. Its major north-south routes will connect Cincin
nati to Detroit and Chicago and Washington, D.C. to 
Newark, upstate New York and New England. 

Ohessie.-Chessie's acquisition of most of the Reading 
and the Erie Lackawanna and access to some CNJ traffic 
would give Chessie a strong base in the Newark, Phila
delphia and Allentown markets and would allow it to 
provide single-line service between Newark-Philadel
phia-Baltimore and the Chicago-St. Louis markets. In 
conjunction with D&H and the Boston & Maine, it 
would become a major carrier between New England 
and the "\Vest and South. It will remain a significant 
carrier of '\Vest Virginia coal to the Virginia Tidewater 
and the Great Lakes and a major merchandise carrier in 
the North Central states. 

Norfolk & Western.-N&W will continue to be a main 
conveyor of Pocahontas coal from the West Virginia 
fields to Norfolk in the east and Lake Erie in the north. 
Its Lake and ·western Regions (former Nickel Plate 
and Wabash railroads) provides it ·with a comprehensiYe 
merchandise route structure in the Midwest. 

The system also would be strengthened by the acqui
sition of two key connecting routes, one internal to its 
own system and one permitting through routing with 
the Delaware & Hudson. The former acquisition would 
enable N & W to link its lines via New Castle, Ind. 
through the purchase of PC lines, thereby shortening 
its route from Norfolk to St. Louis and Kansas City. 
The latter would provide trackage rights over PC lines 
from Hagerstown, Md. to Harrisburg, Pa., allowing it 
to connect with its subsidiary Delaware & Hudson (see 
below). 

N&W, by not purchasing key lines of the bank
rupt carriers, may lose some of its east-west merchan
dise traffic. It was apparent to the Association from its 
discussions with N&W that the carrier had fully con
sidered this possibility. ~&"\Y still has a uniqne route 
structure by virtue of both connecting to and bypassing 
Chicago and St. Louis, and by reaching beyond to the 
Kansas City and Omaha gateways. 

The Smaller Sol,oents.-The Delaware & Hudson
Boston & Maine route will have adequate connections 
with all three of the Region's major carriers. D&H is 
being offered the opportunity to acquire the line from 
Wilkes-Barre to Sunbury, Pa., with trackage rights to 
Harrisburg and trackage rights from "\Yilkes-Barre to 
Allentown. These extensions will give D&H direct con
nections with Chessie principally at Binghamton 
and Allentown, with ConRail at Harrisburg and Allen
town, and with N & W at Harrisburg. 

The Richmond, Fredericksburg & Potomac will con
tinue as the principal north-south connection between 
the Seaboard Coast Line at Richmond and ConRail and 
Chessie at Potomac Yard outside Washington, D.C. 

5 

The Bessemer & Lake Erie will maintain its Pitts
burgh to Conneaut, Ohio (Lake Erie) line. Another in
<kpernlent line, the Pittsburgh & Lake Erie, is being 
offered access to the coal and ore facilities at Ashtabula, 
Ohio, through trackage rights over lines designated for 
ConRail and certain other lesser markets in addition to 
p• o\·i<ling its present senices. "CSRA is offering the 
Grand Trnnk ·western an opportunity to acquire the 
prespnt PC senicrs in the ~Iidland-Bay City-Saginaw, 
Mich. areas. The Toledo, Peoria & "\Yestrrn is being 
offered an opportunity to acquire trackage from its 
prrsent junction with PC at Effner, Ind. eastward 
so it can connect directly with ConRail in north-central 
Indiana. The Detroit, Toledo & Ironton will gain direct 
access to Cincinnati, allowing it to provide single-line 
service between Detroit and Southern District carriers 
at the Cincinnati gateway. 

Sonth('rn Railway is being offered PC properties on 
the Delmarva Peninsula including the carfloat across 
the mouth of thr Chesapeakr Bay, Edgemoor Yard in 
'\Yilmington and the Reading floats on the Delaware 
River. 

Conclusion 

A task so complex as the restructuring of the rail 
system in the Region must be evolutionary. The Ameri
can ~conomy owes its essential dynamism to the ability 
of individual firms to shift, to adjust, to adapt, to give 
incentives and to test new ideas and new markets. Other 
parties and interests must take this view of the restruc
turing plan. '\Yhat is important is that economic forces 
be allow·ed to work themselves out within an established 
framework of fairness and guaranteed continuation of 
essential services. The very nature of the competitive 
market place requires flexibility so that corporations 
may adapt to changing conditions. 

The major soh-ent carriers in the nation earn rates 
of return on investment that are low compared to most 
other industries. ConRail will be neither better nor 
worse than the major solvents and like them obviously 
will be vulnerable to economic fluctuations; thus, a 5-
year plan for rehabilitation during an economic down
turn may become a 7 or 10 year plan. 

The Association has made no attempt to define pre
cisely how Chessie might integrate operations of the 
Erie Lackawanna and Reading, or how N&"\V might 
adjust to changes in traditional connecting patterns. 
USRA's outline of ConRail's operating plan, similarly, 
is just that-an outline. It represents a best estimate of 
how the Association believes the system initially should 
be set up, although 10 years from now it easily could 
look very different. Indeed, the Association co.uld not 
make such final determinations, for shippers and other 
carriers in the Region, acting on their own business 
instincts and exercising their transportation options, 



continually \vill make <lecisions that will altPr any "de
finitive" plans USRA might adopt at this time. 

The Association believes lbe rPcommended strncture 
offers the best opportunity to achieve a revitalize<l, prof
itable and competitive rail service syskm in the Hegion 
under private management. l~SHA believes its rPcmu
mendations meet ancl where nec<>ssa1·v balancP the vari-
ous goals of the Act. • 

In the longer tPrm, aftPr tlw ConHail :-ystcm is estab
lished, further sales, mergers. and consolidations of fa
cilities may be desirable. ConHail shonld not be strnc
turecl so as to preclude future changes in the industry 
structure of the Hegion, if such future changes 
ultimately are found desirable. 

Passenger Services (Chapter 2) 

The ~\ct reqnires that the Association provide for 
improved high-speed rail passenger SPrvice in the 
~ ortheast Corridor and safe and efficient intercity and 
commuter passenger InO\'ement in the Hegion. FSRA 
also must identify short to nwdinm distancr <'orridors 
in which upgrading to provide high-speed passrngrr 
service would be benrficial. Thl' Association is required 
to coordinate its activitirs closPly with thr Xational 
Hailroad Passengrr Corporation (Amtrak) and it has 
done so. 

In the PSP, USRA studied the scope and quality of 
passenger service in tlw Hrgion inclrnling recommenda
tions for: 

• Identification of short to medium distance intercity 
corridors with the potential for successfu 1 devl' 1-
opment of modern to high-speed service, 

• Identification of areas of possible operational and 
financial conflict between passenger and freight 
interests and 

• Restructured operation of thl' heavily travelled 
Northeast Corridor, including a program for sepa
rating freight and passenger services. 

USRA has held discussions \vith various passenger 
interests to advanee implementation of the PSP's 
reeommenclations and to provide for property convey
ances necessary to accomplish these recommendations. 

The Association supports the establishment of a dis
crete high-speed passenger route in the ~ ortheast Cor
ridor consonant with the reeommendations of the Secre
tary of Transportation's report of September 1971. The 
Corridor improvements should be completed by the 
earliest practicable date. FSHA recornnwrnls that Con
Rail shift its through freight oprration to parallel 
Reading/Lehigh Valley routes north of Philadelphia 
and acquire and improve the Chessil' proprrty be
tween ·washington and Philadelphia if satisfactory 
terms for such a transfor <'an hP nrgotiatr<l. l 'SH.\ has 
worked closely with ..:\..rntrak, the FPderal Hailrnad Ad
ministration and Chl'ssie System in cleve loping ell'-
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tail<>d plans for this alkrnatin· rnut<~. ConHail should 
not lwar any ac<ptisition arnl npgrnding costs of this line 
in Pxcess of thosp \\·hich would bP incmTPd by ConHail 
in aequiring and rehabilitating th<> PC rout<>; costs 
a born that lrn• l should be borne by an entity other 
than ConHail. lTSH.\ <·ontrmplates continued through 
frpight 01wrations 011 thr Coni<lor passengt>r routl' until 
:meh se1Tices can lw t rnnsfrn·pd to t lw pa rn llPl rout<>. 
Local fn•ight s<•n·i<'rs "·ill lw 111aintai1wd on tlw 
Coni<lor. 

In th<· PSP. l~SH.\.. iclPntifie<l n nnmber of short to 
nwdimn <fo;ta!l('l' rnut<>s outside tlw Coniclor where up
gnuling for pass<>ng·pr s<'tTiee might rrturn substantial 
brnefits. \Yith only minor n•yisions. the FSP rrnffinns 
t hosP i(lPntifications. 

OutsidP t hP X ort hrast Corridor, ConHail should own 
all linPs on•r which .\mtrnk operates. rxcept for those 
al rracly mnwd m· ll'aSPd by state m· loeal transporta
tion authorities arnl thn•e lines that USRA proposes 
~\mtrak or state agl'n<'ies purchasp m· lrase beeause of 
dominant 01· <'xclusive passrnger use: Philadelphia to 
Harrisburg·. Pa .. Xew Ha\·en. Conn. to Springfield, 
)fass. and Portl'r, Ind. to Kalamazoo, ~Iich. Amtrak 
awl thl' states also should lrn\·e the option to purehase 
or lrase passenger relate<l facilities outside the North
rast Corridor. Tnrnsfrrs to .Amtrak of propl'rtirs ont
siclP the Xortlll'ast Corridor \voulcl re<1uire an1endments 
to tlH' .\ct and rSH.\ rPCOllllllrlHlS that SUCh amPrnJ
!llents be made. 

FnrthPr discussions with ~\mtrak have been aimed at 
assuring uninterrupted intercity passenger service and 
to coordinate ConRail's acti \·ities with improved passen
gPr sl'nice. FSR.\ also has lwl'n in close contact with 
state and local transportation authorities to ensure 
orckrly and contirnwd operation of Yital commuter serv
ices in the Hegion. 

Financial Analysis (Chapter 3) 

~\ eentrnl goal is that ConRail beeome a part of a 
financially SP lf-sust aining rail systl'm providing acle
qnatP rail SPrvicr to the Hegion. The .\ct mandates that 
pro for11111 ran1ings for t lw corporation be presented in 
the FSP and that they take into aeeount restruetured 
S<'nicP p·tUPms in t lw Hl'gion. Tlwse pro forma pre
sPntations arr <lrsig1wd co facilitate evaluation of 
ConHail's financial prnspPcts. The financial forecasts 
appearing in this chaptrr also 1wrmit estimates of the 
amount of frdPral assistanc<' nl'cessary to implPmPnt 
the plan. Clrnptl'r :~ prrsl'nts snch financial foreeasts 
for ConHail for thr iwriod 1fl76 through 1fl8ti. 

Approach to the Financial Forecasts 

The Association developed a financial plan for Con
Hail in tlw form of a complete 10-year financial forecast 
ineorporating the operating, marketing and capital iill-
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provement plans made by the Association for ConRail. 
Revenue and tonnage forecasts were prepared by con
sultants under contract to USRA. These forecasts are 
based on 10-year projections for the American economy 
which show a minor recession in 1978 followed by steady 
growth through 1985. The Association adjusted the 
revenue and tonnage forecasts for the 10-year planning 
period to include traffic diversions and selective rate 
increases. Traffic flows were simulated to determine the 
best operating network for ConRail. Estimates of an
nual expenses were prepared to reflect new operating 
efficiencies and improvements of roadbed and other new 
facilities. 

Capital expenditures for equipment were determined 
from freight car and locomotive purchases, after con
sidering the condition of the existing fleet and future 
requirements. Capital expenditures necessary for re
habilitation of ConRail's roadbed were determined from 
the simulated traffic flows and an inventory and estimate 
of the condition of present road facilities and equip
ment. Although the total amount of expenditures on 
road property would be the same under any accounting 
method, USRA turned to depreciation accounting as the 
most satisfactory way to present ConRail's earnings. Of 
the two other alternatives examined, USRA concluded 
that betterment accounting masked financial reality and 
modified betterment accounting would be difficult for 
ConRail to implement and therefore might not receive 
unqualified acceptance from the accounting profession. 

Since a realistic analysis requires consideration of 
anticipated increases in general price levels, the Asso
ciation developed inflation indices for each major ex
pense factor in the ICC accounting system. These 
inflated financial forecasts are the most relevant set of 
estimates for projecting ConRail's cash requirements. 

A computerized financial model was designed to gen
erate pro forma financial forecasts for the various in
dustry structure optionE= studied by the Association. The 
model uses forecasts of uninflated revenues, expenses, 
capital programs, inflation indices and interest rates 
to calculate financial forecasts in accord with conditions 
specified by USRA. These conditions include: specifica
tion of the debt and equity configuration, rate increases 
estimated to be permitted by the regulatory agency 
(ICC) in recognition of increased costs, the value of 
assets to be connyed, payment of dividends and alterna
tive accounting methods. 

The model then forecasts results directly in proforma 
statement format. The generated statements fall into 
four general categories : 

• Statements of net income (loss), 
• Statements of financial condition (balance sheets), 
• Statements of sources and uses of funds and re

quired financing, 
• Supplemental financial and statistical information. 
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Summary of Results 

Figures 1, 2, and 3 summarize the financial forecasts 
and portray the financial condition of ConRail for the 
years 1976 throv.gh 1985. 

Figure 1 illustrates projections that: 

• ConRail will realize positive income from opera
tions beginning in 1979 and 

• ConRail will generate positive cash flow from opera
tions beginning in 1979 and each year thereafte.r. 

Figure 2 illustrates projections that: 
• Government funding will total $1.85 billion and 

no new cash funding will be required after 1980. 

To achieve improvements in operating efficiency and 
in earnings, ConHail must make very large expenditures 
to rehabilitate the existing road facilities and to pur
chase additional freight equipment. 
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FIGURE 1-Anmwl Income and F1tnd Flow From Operations 
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FIGURE 3-Annual additions to operating assets and equipment financing 
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NOTE: 1976 property and equipment additions shown above Include 
the assets conveyed from the railroads in reorganization and are re
flected in the initial balance sheet as follows: 

Figure 3 shows that : 

• Road property expenditmes capitalized will total 
$4.2 billion during the period 1976 through 1985, 

• Equipment additions will total $1.8 billion from 
1976 through 1985 and 

• New equipment financing will total $1.3 billion 
from 1976 through 1985. 

Detailed financial forecasts and a discussion of the 
forecasts appear in Chapter 3. 

Capital Structure and Financial Programs 
<Chapter 4) 

In formulating ConRail's capital structure USRA 
sought to achieve five primary goals: to maximize fi
nancial flexibility; provide security for the public's in
vestment; minimize the cost to the taxpayer; preserve 
private enterprise incentives and create a fair and 
equitable securities package as compensation for rail 
properties received from the predecessor railroads. 

1981 1982 1983 1984 1985 

1) Road properties of $334 million which Includes $44 million 
for land and 

2) Equipment of $340 million. 

The capital structure is based on the projections of 
ConRail's operating performance. According to the pro 
f orrna financial statements, ConRail's needs for funds 
during the first 5 years of its operation will exceed 
its internally generated funds and funds from identi
fiable external sources, other than the government, in
cluding private sector equipment financing. The total 
needs are projected to be $1.85 billion. These funds will 
be required for rehabilitation and other capital improve
ments, equipment purchases, working capital needs and 
to make up operating losses. 

Private sector financing is not available to provide 
these funds and therefore this funding requirement 
must be met by the federal government. It is proposed 
that the government finance ConRail through the pur
chase of the company's Debentures and Series A Pre
ferred Stock. The $1.85 billion funding requirement will 
be met through the issuance of $1.0 billion of Debentures 
and $0.85 billion of Series A Preferred Stock to USRA. 
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The Delwntures will pay interest at 7.:i</t an<l 
the Series~\. Preferred Stock will pay diviclPwls at the 
same rate. C'onRail will be anthorize<l to pay interest 
on the DP hen tu res and dividends on the Series ~\. Pre
ferred in the form of additional shares of Series .A 
Preferred Stock during the years when cash is not avail
able for these purposes. 

USRA also proposes that an additional $250 million 
of budget authority be provided to USRA for pos
sible purchase of additional ConRail securities. This 
amount will provide a reasonable margin of safety for 
ConRail to meet potential contingencies, possibly ex
ceeding the projected requirement of $1.85 billion. The 
additional funding 'rnuld be made available to ConRail 
at the discretion of the Government Investment Com
mittee of the USRA Board, comprised of the Chairman 
of USRA and the Secretaries of Transportation and the 
Treasury. The Committee would operate in consultation 
with the USRA Board. The Association also supports 
the authorization of $400 million to be used in the dis
cretion of the Secretary of Transportation fo1· ConRail 
or otherwise to further tlw pmposes of the Act, as 
amended. 

USRA proposes that thr Pstates of the railroads in 
reorganization rpceive Series B Prefnred Stock, Com
mon Stock and Certificatrs of Yalue. The Certificates of 
Value would be redeemable by tlw Association within 
12 years under certain circumstances should the Series 
B Preferred and Common Stock fail to represent fair 
and equitable consideration for the rail properties 
acquired by ConRail. 

Valuation (Chapter 5) 

In fulfilling its valuation responsibilities, "GSRA was 
guided by the Act, its legislative history, principles sug
gested in the decisions of the Special Court and the 
Supreme Court in litigation involving the .Act, Section 
77 reorganization doctrines and other relevant legal 
principles. 

The Act requires the Association to value all rail 
properties to be transferred to ConRail under the FSP. 
It also must certify that such transfers, in exchange for 

, securities of ConRail and '"other benefits," are fair and 
equitable and in the public interest. In reviewing the 
determinations of ""CSRA, the Special Court is to be 
guided by the public interest and fair and equitable 
standards, and is further instructed to decide whether 
the transfers are more or less fair and equitable than 
is required as a constitutional minimum. The Act also 
requires the Association to formulate offering prices for 
conveyances of rail properties from railroads in reorga
nization to profitable railroads. In making such deter
minations the Association has been guided by its under
standing of the standards that will be applied under the 
Act to such transactions by the Special Court. 
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The basic touchstones of the valuation process are the 
public interest, fainwss arnl Pquity arnl constitutional 
111ini11111111 staJHlanls. Tlw chapter <lisensses the meaning 
of tlwse standards in fop context of the ~\.et and the FSP, 
and sets forth the rationale behind the .Association's 
adoption of earning power and net liquidation as the 
appropriate methods for determining value. 

Other portions of the chapter discuss the St>ction 
77 valuation process, USRA's determination of net 
liquidation value and the special valuation problems 
posed by the transf~r of assets from nonbankrupt enti
ties. The chapter addresses the identification and valu
ation of "other benefits" and the valuation and alloca
tion of ConRail securities. 

~Utached to the chapter is an appendix describing in 
detail the net liquidation valuation process. 

Manpower (Chapter 6) 

The economic impact of the FSP on individual em
ployees is minimized by the employee protection pro
visions contained in Title V of the Act. The Act au
thorizes $250 million to fund tlw program. 

In projecting manpower requirements for ConRail, 
l:TSR~\. sought to match existing personnel with pro
jected staffing needs as carefully as possible. This effort 
began with a thorough inquiry into all aspects of the 
restructuring process. Five factors were critical in de
termining ConRail's manpower requirements: industry 
structure, transactions with solvent carriers, volume 
projections, efficiency improvements and rehabilitation. 
ConRail's manpower requirements were determined by 
assessing the impact of these factors on several cate
gories of employment: maintenance of way and struc
tures, maintenance of equipment and stores, transporta
tion and executive, professional and clerical staff. 

Under the Act, ConRail will offer employment to ap
proximately 90,000 employees of the railroads in reorga
nization at the time of conveyance. In addition, USRA 
estimates that approximately 8,100 employees will be 
offered jobs with solvent railroads acquiring properties 
from the railroads in reorganization, although this fig
ure could vary. 

USRA projects that during Hl76 ConRail will re
quire approximately B,400 additional employees. The 
bulk of new manpower requirements is in maintenance 
of vrny and communications and signal due to the 
planned ConRail rehabilitation program. USRA pro
jects a surplus of B,300 employees in other crafts. These 
employees are protected by the displacement allowance, 
separation allowance, termination allowance and mov
ing expense benefit provisions of the Act. Surplus em
ployees will be offered an opportunity to fill the esti
mated 5,400 rncancies per year to be created by attrition. 
USRA expects, however, that many employees will 
choose not to accept a vacancy that requires a change in 
residence and instead will take the separation allowance. 



It is not possible to determine precisely how many 
employees will be offered and accept jobs with the ac
quiring carriers and how many will elect to separate 
from ConRail rather than accept employment in a new 
location. There is uncertainty inherent in predicting job 
decisions to be made by individual employees and as a 
result USRA has come up with a wide range of esti
mated employee protection costs. Depending on initial 
assumptions, cumulative employee protection costs 
could range from $162 million to $200 million. The 
range of expenditures, given the current assumptions, 
indicates that the $250 million fund provided in Title V 
may be adequate. Should there be an unforeseen contrac
tion of economic activity, however, the manpower re
quirements for ConRail would decline and employee 
protection costs could increase. If this does occur and 
costs exceed the $250 million fund, an amendment to the 
Act should be sought to increase the authorization. 

Marketing (Chapter 7) 

The railroads in reorganization, whose properties are 
subject to transfer under the FSP, are now losing more 
than $500 million annually, ConRail's first priority 
must be to reduce this loss and move towards profit
ability. An aggressive marketing program, including 
improvements in service, equipment use and pricing, 
holds much of the promise for achieving this goal. 

In the short run, USRA believes, ConRail should 
focus on improving the profitability of present traffic. 
Efforts then can turn to identifying and developing 
new markets for rail service. 

By 1985, ConRail's annual revenue should reach ap
proximately $2.1 billion (measured in 1973 dollars)
an increase of $283.8 million over 1973. Between con
veyance date and 1980, however, ConRail's revenue and 
tonnage will dip below the 1973 level, due to the cQrrent 
recession and an expected slow rate of economic growth 
through 1979. Revenue and tonnage should return to 
1973 levels in 1980. 

Designations (Part II/Chapter 8) 

Part II of the FSP (Chapter 8 and an appendix) 
provides a description of the process of designating 
properties of the railroads in reorganization to Con
Rail, Amtrak, solvent railroads and other entities. The 
chapter details the specific actions USRA recommends 
in the disposition of those properties. The chapter lists 
present owners of rail property in the Region, includ
ing the railroads in reorganization, their subsidiaries 
and affiliates and the solvent railroads. 

Chapter 8 describes the entities which will acG.uire 
the properties of the railroads in reorganization: Con
Rail, other railroads, passenger service entities and 
other agencies which could acquire property for public 
purposes other than rail transportation. The chapter 
examines the rail properties to be conveyed, including 
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road properties (railroad lines, facilities, etc.) , rolling 
stock equipment (freight cars. passenger cars, locomo
tives, other roadway related equipment and nonroad
way related equipment), materials and supplies and 
general and administrative assets. 

Light Density Lines and Community Impact (Part 
Ill I Chapter 9) 

Light Density Lines 

Part III of the FSP deals with several specific is
sues under this general heading. Since publication of 
the PSP, USRA has reviewed testimony from the 
RSPO hearings and reevaluated every facet of the 
branch line analytic method and data base. The issues 
raised in the testimony concerned mainly the study 
method employed, descriptions relating to the individ
ual lines, traffic volumes in 1973 and anticipated future 
growth, size of crews required to operate certain branch 
line services, frequency of service and time required per 
round trip, freight revenue calculations and USRA's 
processing of information. 

Light density lines are an important part of the total 
economic problem of railroads in the Region. Overca
pacity and overlapping service, poor physical condi
tion of the lines, operating deficits and high upgrading 
costs make continuation of service on many light den
sity lines a costly proposition. 

USRA has reaffirmed its basic line analysis method 
and the policy that only financially self-sufficient lines 
should be included in the system. Such lines have at 
least one of the following characteristics: 

• They have the capability of generating sufficient 
revenue to cover the cost incurred on the light den
sity line and the cost of serving branch-line-gener
ated traffic beyond the branch itself. 

• Although not currently self-sustaining, they can 
be made viable by reasonable rate adjustments. 

• Although not currently self-sustaining, they can be 
made so because of identifiable traffic growth in the 
near future. 

All other lines automatically become available for 
participation in the Act's subsidy program. If a line 
is not designated for inclusion in ConRail, and if the 
state and local interests fail to provide the subsidy, the 
Act permits the discontinuance of service and abandon
ment of the line. 

FSRA believes subsidies can ease many of the nega
ti Ye effects of the abandonment of light density lines. 
Rail service continuation subsidies can be used to cover 
the "cost of operating adequate and efficient rail serv
ice, including necessary improvement and maintenance 
of track and related facilities" (section 402 ( j) ) . The 
frdPral share of the snbsidy for any light density line 
is 70 percent, "·ith state and/or local government con
tributing the remaining 30 percent of the cost. 

s 
t 
a 
n 
s 
0 
,;; 
k 

S! 

n 
n 
bi 
b, 
Ii 

R 

CE 

ti 
m 

fl< 
01 
se 
lC< 

th 

se 
so 
th 

Cci 

de 
lat 
ac< 
Or 
rec 
lll 

pk 
cee 
ch1 
tot 
Inc 
tie1 
in I 

1 
ere 
sho 
as~ 



The restructured rail system for the Region 'vill 
serve 97.8 percent of the freight rnrrently carried by 
the railroads in reorganization. Excluded from the FSP 
are about 6,900 miles of roadway, of 'vhich about 5,7;"iO 
miles are currently in service and 1,150 miles are out of 
service. In 1973 these lines carried only about 2.2 percent 
of all freight carried by the railroads in reorganization. 
Service on these lines may be maintained under the 
Act's service continuation subsidy program. 

The total operating loss resulting from rontinuing 
service for the first year on all acti \"e light density lines 
not included,in ConRail will he about $38 million. This 
means the federal share of the required subsidy would 
be about $27 million, with about $11 million being borne 
by state or local authorities. The cost of upgrading thrse 
lines to meet Class I safety standards (HJ m. p.h.) is 
estimated to be at least $51 million. 

Railroad Marine Operations 

Car-ferry or barge-float service is more expensive 
than train operation on a per-mile basis. ·with the ex
ception of certain New York Harbor locations, alterna
tive and less costly all-rail routes exist. lTSRA reeom
mends that the Ann Arbor ferry, thr PC Cape Charles 
float service and the Reading Delaware Rin~r Float 
operations not be transferred to ConRail. The two latter 
services are offered to Southern Railwa~·. Excluded serv
ices would be eligible for subsidy under Title IV of 
the Act. 

USRA recommends that the New York harbor float 
service be continued, but that all operations br con
solidated at Greenville Yard on the New ,Jersey side of 
the Harbor and the floating services be provided by the 
independent dock carriers (Brooklyn Eastern District 
Terminal Railroad and the New York Dock Railway). 

Community Impact 
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Abandonment of rail service on individual light
density lines not included in ConRail will have iso
lated or relatively small impacts on communities, 
according to studies prepared uncler contract to rSRA. 
Only seven counties of the total 279 having lines not 
recommended for inclusion in the PSP faced a change 
in employment exceeding 2 percent of total county em
ployment. In 15 counties, the 1-percent level \"VRS ex
ceeded. In only seven counties was the percentage 
change in income generated greater than 2 percent of 
total county personal income. The estimated change in 
income generated was greater than 1 percent in 22 coun
ties. Only a single county was estimated to sustain a loss 
in real income close to 2 percent. 

Net increases in employment and incomes from in
creased maintenance expenditures and rehabilitation 
should offset any negative impacts which might oecur 
as a consequence of line abandonments. 

FSRA investigated the extent of inereasrd employ
ment and income that 'rnuld result between 1976 and 
Hl85 from the large nrw investment program envisioned 
in the FSP. A full report of these studies 'vill be pub
lished subsequently. The following summary findings 
reprrsent nationwide totals although obviously the bulk 
of the effects will be felt in the Region. It should be 
noted that the employment impacts reflected in this 
table include not only employees involYed directly in 
the rehabilitation and maintenance program but also 
indirect and induced employment in the rail supply 
industries and elsewhere in the economy. 

Summary of Employment and Income Effects of 
Rehabilitation 1 

Income (thousands of 1973 dollars) 

Employment Salaries Proprietary 

Item (man-years) and wages Incomes• 

Totals _________ 913, 127 $9, 140, 054 $2, 559,215 

Annual_ _____________ 91, 313 914, 005 255, 922 
Base year (1973) ______ 66,470 672, 414 188, 276 

Annual incre-
ment ________ 24, 843 241, 591 67, 646 

10-year increment _____ 248, 430 2, 415, 910 676,460 

1 Sum of direct, indirect, and induced employment and income. 
2 Derivod from salaries and wages using a factor of 28 percent of salaries and wages 

In 1973 from national income accounts. 

Source: Jack Faucett Associates, "Employment Effects of the System Plan, July 
1975," prepared for the U.S. Railway Association. To derive indirect and induced 
man years of employment and incomes, the multi-regional input-output (MRIO) 
model of the United States was used. Use of MRIO insures consistency between 
industrial and regional effects. 

Supplemental Reports 
The three part, nine chapter report summarized above 

constitutes the Association's FSP, required by law to 
be completed by .July 26, 1975. USRA plans to issue 
a supplemental report or reports after July 26 which 
will examine in more detail various general issues bear
ing directly on the establishment of a profitable and 
efficiPnt rail system in the Region. 

A supplemental chapter on operations and facilities 
planning "-ill contain USRA's recommendations for 
improving the efficieney with which rail freight is 
moved on ConRail. Mm·ing trains, switching and re
lated expenses consume about half the revenues on the 
railroads in reorganization and improved efficieney in 
this area will relate directly to ConRail's financial self
sufficiency. The chapter also will detail USRA's recom
mendations for restoring the facilities and equipment 
of the railroads in rrorganization to a level that will 
enable ConRail to service the Region with the efficiency 
envisioned in the Act. 



Another chapter will discuss the Act's financial as
sistance programs, updating Chapter 15 of the PSP. 
These programs provide federal aid to the railroads 
in reorganization to provide coverage of unpredicted 
cash requirements and to allow for rehabilitation work 
prior to conveyance of the properties. The chapter will 
contain a description of the assistance agreements, the 
rehabilitation planned for the period prior to convey
ance, as well as the federal funds which have been com
mitted to these programs. 

Three other chapters will discuss in detail the im
pact of the restructured system on communities, the en
vironment and employment, amplifying USRA's de-
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termination that adverse effects in these areas will be 
minimal. 

In the course of USRA's efforts to prepare a suc
cessful plan, the Association has encountered a num~ 
ber of public policy issues of broad significance which 
will be treated in this or a second supplemental report. 
Public policy issues relate to financial structure and 
~ssistance, transport regulation and railroad operating 
improvements. These areas are at the heart of the na
tion's transportation policy and must receive the at
tentio:1 of Cor:gress, the Executive Branch, regulatory 
agei:cies, the mdustry and the general public, if full 
efficiency of intercity freight transportation is to be 
achieved. 



1 
Regional Rail System 

All issues facing the Association have been subsidiary to 

the central goals of how best to restructure the services and 

properties of the Region's railroads so as to achieve adequate 

and efficient rail service and a self-sustaining private sector Con

Rail at minimum cost to the taxpayer. 

The structure the Association recommends would be built 

around three major integral systems: ConRail, with the Penn 

Central as its core and including elem.ents of the smaller rail

roads in reorganization; an expanded Chessie System that would 

absorb major parts of some of these carriers; and Norfolk & 

Western and smaller solvent carriers operating in existing con

figurations with some new trackage rights and services. 

Implementation of this structure depends on the Chessie 

System's final acceptance of its conditional agreement with 

USRA to acquire certain properties and services, an accept

ance not required by law until after Congress allows the Final 

S11stem Plan fo go 1:nto effect under the statutory terms and 

timetable. 

In the event Chessie does not accept the Plan's offer, 
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the Association recornrnends that ConRail acquire most of the 

properties and services of the railroads in reorganization, with 

the solvent railroads continuing in essentially their present 
con figurations. 

The Association urges adoption of the recommended struc

ture as the best achievable balance among the principal goals 

of the Act. This structure not only can help the Region's carriers 

to function more efficiently and economically than they have been 

able to in the past, it also can serve as a basis for further 

changes that may become necessary as the industry evolves. 

The Association recommends a rail structure for the 
Region made up of: 

• ConRail, which combines most of the services of 
the Penn Central (PC), the Central Railroad of 
New Jersey (CNJ), the Lehigh Valley (LV), the 
Lehigh & Hudson River (LHR), the Pennsyl
vania-Reading Seashore Lines ( PRSL), a limited 
section of the Ann Arbor Railroad (AA), and 
small portions of the Erie Lackawanna (EL) and 
Reading (RDG) railroads; 

• The Chessie System, which is being offered most 
EL freight services east of Sterling (Akron), Ohio, 
most Reading services, the Charleston, W. Va. 
market of the Penn Central and access to some 
CN,T traffic in the Elizabethport/Perth Amboy, 
N .• T. area; 

• The Norfolk & Western Railroad (N&W), which 
will continue, essentially, in its present configura
tion; 

• The Delaware & Hudson (D&H), with certain 
route extensions that will provide it with direct 
connections to the south and west; 

• The other smaller solvent railroads in the Region 
essentially maintaining their existing route struc
tures; 

• Southern Railway, which is being offered the PC 
lines on the Delmarva Peninsula and the car float 
from Cape Charles to Norfolk, Va., and 

• Amtrak, which is being designated for acquisition 
through ConRail of the Northeast Corridor from 
Boston to 1Vashington for development of high
speed passenger service. 

The Association believes that this alignment offers 
the best approach to reversing the financial plight of 
the Region's rail industry and restoring it to levels of 
efficieney enjoyed by most railroads in the countrv. This 
basic structure would offer competition by at le~st two 
major railroads in almost every major market (origin-

destination pairing) in the Region. It would make it 
possible for such major railroads as the Chessie System 
and Norfolk & "\Vestern to continue as solvent carriers 
without undermining the chances for ConRail to attain 
viability in the private sector. It should serve to stabi· 
lize and in some instances enhance performance of the 
smallPr solvent railroads. It also can serve as the basis 
for further evolutionary changes, should they become 
desirable in the future. In these and other ''mys, this 
structure best meets the goals of the Regional Rail Re
organization Act of 1973. 

Implenwntation of this structure depends on Con
gressional acceptance and the Chessie System's final 
agreement to acquire the properties the Association has 
offored it. Chessie has agreed in principle to acquire 
major portions of the Erie Lackawanna and the Read
ing, Penn Central's Charleston market and access to 
some CN J Newark traffic at the offering price of $62.5 
million which Chessie contemplates satisfying with 
$22.1 million in cash and $82 million (face amount) of 
long-term bonds.1 Chessie is not required, howewr, to 
accept the USRA offer until 30 days after Congress 
approves the Final System Plan. 

Should Chessie decide not to accept the offer or 
should Congress reject the recommended alignment, the 
Association proposes as an alternative a "Unified Con
Rail" to which would be designated essentially all of the 
properties being offered to Chessie. 

The Association, in addition to the recommended 
structure and a Unified ConRail, considered: 

• A ConRail system (PC-AA) comprised of the 
Penn Central and a small part of the Ann Arbor 
in competition with a second system, MARC/EL, 
comprised of the Erie Lackawanna, Lehigh Valley, 

1 ThP market value of the bonds will vary from time to time based 
upon market conditions, interest rates and other factors. At this time, 
CSRA inyestment advisors estimate the present Yalue of these bonds 
to be approximately $39 to $41 million. 
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Reading, Central of New Jersey and the Lehigh 
& Hudson River railroads. 

• The controlled transfer of properties of the rail
roads in reorganization to solvent railroads both in 
and outside the Region, making creation of Con
Rail unnecessary. 
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The Association determined that controlled transfer 
of properties of the railroads in reorganization beyond 
those substantial conveyances to solvents already in
cluded in the recommended plan could not be accom -
plished in an orderly manner prior to the establishment 
of ConRail. The recommended structure of ConRail, 
however, has been fashioned to allow future transfers 
that may become desirable. And, as described later in 
this Chapter the Association is recommending to Con
gress amendments to the Act which would facilitate 
further restructuring of ConRail as a continuation of 
the process of reorganizing its rail properties. 

The Association found the "MARC/EL plus ConRail 
(PC-AA)" option wanting on two grounds. First, es
tablishment of not one but two publicly aided institu
tions for the sole purpose of retaining traditional com
petitive patterns, meanwhile passing by the opportunity 
for substantial financial and operational participation 
of the major solvent lines, would be risky and unneces
sary. Second, it would not materially improve financial 
performance compared to the recommended structure. 

In its Preliminary System Plan, the Association rec
ommended a structure based on acquisition of the bank
rupt properties by ConRail, the Chessie System and 
Norfolk & Western. In subsequent negotiations, N&W 
and the USRA were unable to agree on terms for N & W's 
participation, while Chessie and the USRA did reach 
an accord. In addition to these negotiations, the Asso
ciation, in arriving at the Final System Plan, undertook 
an extensive review of earlier studies, initiated new 
analyses, considered the public comment on the PSP 
made in hearings held by the ICC's Rail Services Plan
ning Office and in direct communications to the USRA, 
and took into account the ICC's determinations under 
section 206 ( d) ( 3) of the Act. 

Under the Final System Plan, ConRail will account 
for about 37 percent of the Region's total net ton miles 
yearly, the expanded Chessie System 32 percent, N&W 
21 percent and the smaller solvent lines 10 percent. Be
sides the major transfer of EL and RDG properties, 
USRA proposes a number of trackage rights exchanges 
and projects aimed at coordinating facilities and serv
ices among railroads, some of which already are being 
negotiated. Their aim is to reduce needless duplication 
and to improve traffic routing patterns without reducing 
competition in major markets. 

The recommended route structure for ConRail was 
deri.ved from. estimates of the most efficient routings of 
pro1ected ~re1ght traffic. From this, yard and through 
route reqmrements were determined and a recommended 

rehabilitation program established. First priority would 
be given to those lines that connect major traffic centers 
and key yards, and the tracks in those yards. Special 
attentio1: also will be given to major "piggyback" routes, 
The mam through routes carry over 66 percent of the 
traffic projected for ConRail. Bringing track on these 
routes up to 50 to 60 m.p.h. speeds for freight operations 
is cost-effective in terms of ConRail's competitive status. 
Lighter through traffic and feeder routes, carrying 27 
percent of the traffic destined for ConRail, will be the 
next priority. The Associations studies indicate that 
once these lines and key yards are rehabilitated, there 
should be an annual reduction in costs from reduced 
train accidents, fuel consumption and labor expenses 
associated with slower speeds. 

Lighter tonnage lines will receive attention as neces
sary and as justified by cost and revenue studies. Criti
cal need for materials on other routes may make it neces
sary for carriers to use each other's routes to reach some 
lesser markets wherever feasible. 

The Association believes the recommended structure 
~ffers the best opportunity to achieve a revitalized, prof
itable and competitive rail service system under private 
management in the Region. Other configurations would 
have been possible, but none held as much promise for 
achieving the Act's purposes and goals as does the 
recommended plan. 

Arriving at the Final System Plan 

In the Preliminary System Plan, the Association rec
ommended a three carrier system that would have 
included: 

• A ConRail consisting of the present PC, most of 
the RDG and LV, CNJ, LHR, AA and PRSL; 

• Norfolk & Western, expanded to include operation 
of the present Erie Lackawanna from Buffalo into 
Newark, N.J. via Binghamton, N.Y.; 

• Extension of the Chessie over present Reading 
lines through Harrisburg to the Philadelphia and 
Allentown markets; 

• Acquisition by Delaware & Hudson of trackage 
rights over the existing Lehigh Valley line from 
'Vilkes-Barre to Allentown, thus providing D&H 
a direct connection for its north-south and east
west traffic and 

• The continued independent status of the Boston 
& Maine, the Maine Central. the Bangor & Aroo
stook, the Detroit, Toledo & Ironton, the Pitts
burgh & Lake Erie and the Grand Trunk Western. 

The Association determined that this structure best 
met the goals of the Regional Rail Reorganization Act 
of 1973. It also had several other distinct advantao-es. 

'"" First, it maintained competition in major East Coast 
markets by line haul carriers, thereby avoiding the hap
hazard division of carrier responsibility which often af-



fects service quality. Second, it minimized track and ter
minal duplication, thereby achieving a competitive sys
tem at the lowest possible federal cost. Third, it merged 
smaller properties with larger roads, historically the 
easiest way to effect a merger. Fourth, it maintained the 
existing major traffic flows and minimized the possible 
disruption of service which could occur under a more 
radical restructuring process. 

Implementation of this structure depended on partici
pation by the Norfolk & \Vestern and the Chessie Sys
tem. A very real possibility existed, however, that one or 
both carriers might not seek participation in the restruc
turing process. The PSP. therefore, outlined a preferred 
alternative structure based on partiripation by only one 
of the two major solvent carriers. That alternative en
visioned acquisition of both the Reading and the Erie 
Lackawanna properties by the one participating solvent 
carrier. This, the Association beliend, would maintain 
the integrity of the desired structure. The PSP also took 
into account that implementation of this alternatin~ 
might require granting additional operating rights 
needed to integrate the EL and Heading systems. 

In preparing the PSP, the Association had studied 
seven other alternatives. These were: 

• Unified ConRail-a merger of all the railroads in 
reorganization; 

• ConRail I/Neutral Terminal Companies-merger 
of the lines of the railroads in reorganization with 
concurrent provision of solvent carrier access to the 
major eastern markets; 

• ConRail East and \Vest-ConRail East as a large 
eastern terminal district railroad with the western 
lines of Penn Central as a ConRail \Vest; 

• ConRail North and South-essentially a breakup 
of the Penn Central along the lines of the former 
Pennsylvania and New York Central railroads; 

•:MARC/EL plus ConRail (PC~AA)-a ConHail 
consisting of the Penn Central and portions of the 
Corporation/Erie Lackawanna consisting of the 
RDG, LV, EL and other smaller bankrupt lines; 

• ConFac-a Consolidated Facilities Corporation to 
hold fixed plant assets for ConRail and 

• Controlled Transfer "-distribution of the assets 
of the railroads in reorganization to solvent car
riers either \vithin or outside the Hegion, making 
creation of ConRail unnecessary. 

Public Response to the p5.p 

Publication of the Preliminary System Plan pro
duced a large amount of public comment in extensive 
hearings held by the ICC's Rail Services Planning Office 
( RSPO), in communications directly to the Association 
and in the press. 

Comments came from shippers, railroad executives, 
labor, state and local government officials and private 

2 Referred to as "controlled liquidation" In the PSP. 
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citizens. A large majority accepted the three system 
structure and there was no consensus on a preferrPd al
ternative. Shippers in particular agreed that the struc
ture met the goal of maintaining rail-rail competition 
in the Region. A joint statement by a numbrr of corpo
rations predicterl that the structure would provide a 
financially so11nd rail system. 01w corporatP executiw 
noted that the structure \Yould minimize g-overnmental 
involwment and would provide quality service-two 
common themes among the favorable rPsponscs. Others 
notPd how the recommended structurr balanced the 
goals of the Act and maintained existing service at mini
mum cost to the taxpayers-all \vithin a competitive 
framework. 

Most of the negative comment focused on concern that 
ConRail, as a carrier of great size and market power 
receiving financial aid from the federal government, 
might weaken thc- solvent carriers in the Region. par
ticularly the smaller ones, and also harm shippers and 
localities. Some individuals, therefore, thought that two 
or more carriers, rather than one, should be formed. 
RSPO, in its evaluation of the public response to the 
PSP, found the structure recommendation less desirable 
than creation of the MARC/EL-ConRail (PC-AA) 
proposal. 

These many comments. pro and con. were given care
ful consideration in USRA's preparation of the Final 
System Plan. 

Final System Plan Alternatives Considered 

The substantial amount of public response and other 
factors prompted the Association to reexamine in depth 
three of the seven alternative structures discussed in the 
PSP-linified ConRail, MARC/EL-ConRail (PC
AA) and controlled transfer. First, the Nation's eco
nomic recession produced significant changes in some 
PSP financial and traffic estimates. Second, the Ad
ministration and others indicated great interest in the 
controlled transfer alternative. Third, the RSPO, in its 
evaluation of the Association's plan, gave strong sup
port to a MARC/EL solution. 

Unified OonRail.-The PSP found that this option 
offered the greatest potential to rationalize facilities, 
increase efficiency and minimize government cost. Out
weighing this, however, was the finding that such a 
structure would eliminate competition in a large and 
important area in the eastern part of the Region and, 
thus, would compromise one of the basic goals of the 
Act. The reevaluation indicated that a Unified ConRail 
would fare somewhat better financially and require less 
federal funding than would a competitive structure 
based on solvent carrier participation. USRA believes, 
however, that such a structure almost certainly would 
lead to more government regulation than would exist 
under a competitive structure. Also, public policy in 
other ways might not be as favorable for the larger 
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Con Rail. Should more restrictive regulatory practices 
and adverse public policies prevail, the projected earn
ings might not be realized fully. Similarly, quality of 
service might be harmed and Pxisting routes and service 
patterns might be changed substantially. 

MARO/EL-OonRail (PO-AA).-PSP consideration 
of this alternative necessarily was circumscribed be
cause the Erie Lackawanna did not ask to be included 
in the reorganization planning process until only a few 
weeks before the PSP's publication. A subsequent in
depth study indicated that 'vhile MARC/EL 'rnuld have 
potential for success, it would be at the expense of Con
Rail (PC-AA) and the solvent carriers. Total perform
ance of all the lines of the railroads in reorganization 
would be worse and government financial requirements 
greater than under the recommended FSP structure. In 
addi_tion, creation of two relatively weak but competing 
earners out of the railroads in reorganization-with no 
financial or operational participation of the major sol
vents-probably would result in more rather than less 
government involvement over the long run. Finally, in 
the place of active participation on the eastern seaboard 
b! an existin!?", financially strong and geographically 
dispersed earner such as Chessie, creation of a MARC/ 
E_L would mean that competitive service 'rnuld be pro
vHled through government funding of a company at 
best capable of limited, on-line service capability and 
market penetration. 
. Controlled Tran.~fer.-The PSP considered this op

t10n because of the large amount of federal aid that 
might be necessary to rehabilitate the facilities of the 
railroads in reorganization and the possibility that e,·en 
a Unified ~onR:ail might not be profitable. Following 
further review, it was the consensus of USRA's Board 
of Directors that the time required to effect a controlled 
transfer of all of the properties and routes of the bank
rupt carriers would prevent its being accomplished in 
an orderly manner prior to the establishment of 
ConRail. The Association continues to recommend the 
establishment of ConRail and the start of rehabilitation 
of its properties before any broad program of controlled 
transfer is undertaken. A coherent transportation sys
tem for the Region must be developed, facilities should 
be rehabilitat_ed and new management must take charge 
of the operat~on to create a profitable railway system in 
accordance with the recommendations in this Final Sys
tem Plan. The Association recognizes, however, that 
after ConRail is established further restructuring of 
the rail system may be feasible and appropriate. 

The proposed structure does include recommenda
tions for the conveyance to solvent carriers of most of 
the Reading and Erie Lackawanna railroads and im
portant markets of other railroads in reorganization. 
In addition. the Association has reduced tlw size of the 
recommended ConRail system through joint use of fa
cilities and track, where feasible. 
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The Association recognizes, however, that the estab
lishment of ConRail may not necPssarily mark the con
clusion of restrnctming the rail system and completing 
the reorganization of the bankrupt carriers. It has con
cluded that fort her steps in the rrorganization of the 
bankrnpt estatrs under exprdited procedures should not 
be fort>elosed and is recommending amendments to the 
Hail .\et that "·ould permit such further restructurin~ 
and rrorganizing under processes \d1ich would employ 
many features of the present Act. 

Discussions With Solvents 

During restudy of thrse alternatiws, the Association 
began negotiations with the Region's t'vo major solvent 
railroads, Chrssie and X orfolk & \Yest em. to trv to 
implement the PSP's recommended thrre ca;Tier 
structure. Subsequently, Chessie agreed in principle to 
acquire most of the Erir Lackawanna and the Heading, 
the Charleston. \V. Va. lines of the Penn Central an.cl 
aecrss to the Elizabeth port/Perth Amboy area traffic of 
Crntral Railroad of Xew .Jrrsey. 3 Chessie would acquire 
these assets and other rights at the offering price of $62.5 
million through compensation consisting of $22.1 mil
lion in cash and $82 million (face value) in long-term, 
Baltimore & Ohio 6 percent bonds.4 Chessie does not 
haw. to accept the offer described in the Plan until 30 
days after Congress has approved the Final System 
Plan. 

The Act permits USRA to make ConRail the second
ary designee in the event a solvent railroad fails to 
accept an offer. The Association recommends that, with 
minor exceptions, the properties and rights designated 
for offrr to Chessie be acquired by ConRail if the offer 
is not consummated. 

Under the terms and conditions proposed and within 
the time constraint of thr Act, the Association 'vas un
able to reach an agreement 'vi th Norfolk & \Vestern 
for participation of that railroad in major industry 
structure acquisitions. 

The Association held many discussions with solvent 
carriers in arriving at its Final System Plan structure. 
These discussions arc ckscribed in a later section of this 
ehapter. The characteristics of the recommended re
gional rail service plan are outlined in the next section 
and displayed in a large fold-out map accompanying the 
FSP Heport. 

Recommended Structure for the Region 
The Association recommends for the Region a rail 

transport structure built around three major integral 

3 USRA recommends that all industries in the CNJ Terminal District 
of Northern New Jersey should be made available to Chessle on an 
open switching basis. 

•If N&W does not accept the offer of trackage rights between Hagers
town. l\fd. and Harrisburg. Pa., and the D&H does not accept the off<'r 
of lines and trackage rights between Wllkes·Barre and Harrisburg, 
USRA would require Chessie to provide an additional $10 million (face 
amount) in B&O bonds, having a present value of about $5 million. 
See also footnote 1. 



systems: ConRail, with the Penn Central as its core and 
including elements of the smaller railroads in reorgani
zation; an expanded Chessie System which would in
clude most of the Erie Lackawanna and Reading and 
with access to portions of the Central of New Jersey, 
and Norfolk & ·western operating its existing route 
structure. These services will be supplemented by the 
smaller solvent carriers. 

Con Rail 

Altogether, ConRail would have about 38 percent of 
total freight revenues in the Region and will account 
for approximately 37 percent of total ton miles. Ap
proximately 15,000 system route miles will be operated, 
excluding light density lines which will remain with the 
estates but which may be operated by ConRail under 
subsidy provisions of the Act. Actual mileage owned 
will be less because of proposed acquisitions by Amtrak 
and the use of other carriers' lines by ConRail. The 
ConRail configuration is shown in Figure 1. 

ConRail would be a major carrier for east-west traf
fic flows in the eastern part of the Region. It will be a 
significant north-south carrier between Cincinnati and 
Cleveland-Detroit-Chicago. and along the eastern sea
board from Potomac Yard (outside 'Yashington. D.C.) 
to Newark. New England and upstate Kew York. As 
was the PC, ConRail "·ill be the largest railroad in the 
Nation. 

ConRail would consist of most of the present Penn 
Central, Central Railroad of X ew ,T ersey, Lehigh Valley 
and Pennsylvania-Reading Seashore Lines, plus a small 
portion of the Ann Arbor and several Reading and Erie 
Lackawanna viable light density lines, less certain mar
kets which have been recommended for conveyance to 
solvent carriers (e.g., Charleston, ,V. Va., Saginaw-Bay 
City-Midland, Mich. and the Delmarva Peninsula lines 
of PC). Under recommendations detailed in Chapter 2, 
the Northeast Corridor lines (Boston to Washington) 
of PC would be acquired by Amtrak for the develop
ment of high speed service. Alternate arrangements for 
through freight service will be made; local senice on 
the Corridor will continue. In addition, arrangements 
will be made to offer to Amtrak these other line seg
ments: Philadelphia to Harrisburg (via Lancaster) ; 
Xew Haven to Springfield, and Kalamazoo, Mich., to 
Porter, Ind., plus certain passenger terminals, yards 
and other exclusive passenger facilities. Implementa
tion of these arrangements will require amendments to 
the Act. 

Chessie System 

Chessie, already the second largest carrier in the Re
gion, would increase its share of regional ton miles from 
26 to 31 percent and would account for approximately 
30 percent of the Region's freight revenues. Total 
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Chessie System route miles would be approximately 
12,000, making it only somewhat smaller than ConRail. 
Chessie will remain a significant carrier of West Vir
ginia coal both to the Virginia Tidewater and to the 
Great Lakes, and a major merchandise freight carrier 
in the Region. Figure 2 shows the Chessie configuration. 

The acquisition by Chessie of almost all of the Read
ing and present Erie Lackawanna lines between Ster
ling, Ohio (just west of Akron) and Newark via James
town, Hornell (with connecting lines to Buffalo) and 
Binghamton would allow it to provide single line com
petition to ConRail between east coast markets and the 
Midwest, as well as competitive connecting service be
tween the Midwest and South and New England via 
the Delaware & Hudson and the Boston & Maine. 
Chessie also has been offered the Charleston, W. Va .. 
market of the Penn Central. This includes the PC lines 
south of Point Pleasant Bridge, W. Va., through 
Charleston to Swiss, including the Hitop and Peters 
Creek branches. In addition, it is proposed that Chessie 
acquire trackage rights over CN J to the Elizabeth port 
Yard and access to certain CNJ stations switched by 
ConRail in the Elizabethport/Perth Amboy, N.J., 
area. It also is proposed that Chessie acquire trackage 
rights on the LV bebveen ·Wilkes-Barre and Greenville 
Yard, N .• J. 

Reading Ewceptiows.-The offerings of Reading 
properties and services to Chessie include all trackage 
and related facilities, yards, shops and specified rolling 
stock and locomotives, etc., except for: 

• Lines northwest of Reading (Belt Line Junction), 
serving the general area of Pottsville and 'Vil
liamsport, Pa. The viable portions of this trackage 
will be designated to ConRail. 

• Non viable light density lines except for the Wil
mington & Northern, Stoney Creek and Gettysburg 
branch lines, acquisitions which are part of the 
the total Chessie offering price. These lines, while 
nonviable for local service, are required by Chessie 
for through freight services. 

• All viable freight lines over which passenger serv
ices are operated. These lines will be conveyed to 
ConRail. Chessie will provide freight services 
through trackage rights and ConRail will operate 
passenger services under contract with the local 
commuter authorities. 

• The viable light density line between Lancaster 
Junction and Columbia. It will be designated to 
ConRail because of the existence of a nonviable 
section between Lancaster Junction and Akron, 
Pa. 

ConRail will acquire trackage rights for the opera
tion of through freight trains between Harrisburg and 
Allentown and between Philadelphia and Reading, ex-
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eluding traffic which originates or terminates in Allen
town and Bethlehem proper. ConRail also will have 
rights between Philadelphia and Bound Brook, includ
ing access to the U.S. Steel Fairless Works and the 
Port Reading Yard (excluding the coal dumper). 

Erie Lackawanna Exceptions.-The EL offerings to 
Chessie include all trackage and related facilities, in
cluding yards, shops and specified rolling stock and 
locomotives, etc., except for: 

• All lines from Sterling, Ohio, west. 
• Nonviable light density lines except for the lines 

from Pittston to Avoca, Pa., ·washington, N .• T. to 
Phillipsburg, N.J., North Alexander to Caledonia, 
N. Y., the N ewCastle branch, the Montgomery 
branch and the extention to Bath, Pa. These lines 
are needed by Chessie for through route service. 

• All viable freight lines in the New York-Ne"· 
Jersey metropolitan areas on which passenger serv
ices are operated. These lines will be transferred to 
ConRail. Chessie would have trackage rights to pro
vide through and local freight service. ConRail, 
under contract with commuter agencies, will pro
vide the passenger services. Chessie would acquire 
the EL line from Cleveland to Youngstown over 
which a nonsubsidized commuter train is operated. 

USRA proposes that ConRail acquire trackage rights 
for the operation of through freight trains on the EL 
between ·waverly and Buffalo, N.Y. and have trackage 
rights between East MQ Tower and Montgomery, N.Y. 

Norfolk & Western 

The Norfolk & Western, despite possible loss of some 
of its east-west traffic now handled in conjunction with 
the smaller eastern railroads in reorganization, will re
main a very significant carrier with approximately 18 
percent of the revenues and over 21 percent of the Re
gion's ton miles. It will remain an important carrier of 
Pocohantas coal from the "\Vest Virginia fields to Nor
folk in the East and Lake Erie in the North. Its Great 
Lakes and "\Yestern Region routes (former Nickel Plate 
and Wabash railroads) will remain major carriers in 
the midwestern states of Ohio, Indiana, Illinois, ~fichi
gan, Missouri. Iowa, and reaching to Omaha, Nebr. The 
N&W will remain the only major solvent in the Region 
which can bypass the Chicago and St. Louis gateways 
and provide direct service to the Kansas City and 
Omaha gateways.5 It was the most profitable railroad in 
the Region in 197 4 with a pretax net income of $171 
million. Potential traffic losses as a result of the restruc
tured system are not expected to affect its earning power 

•In this regard, Its midwestern lines (Lake and Western Region) 
resemble the operation of the Frisco ( SLSF), which has maintained Its 
profitability by serving as a bridge carrier between the West and South. 
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significantly. The N&"\V configuration is shown in Fig
ure 3. 

Some N&"\Y services should be improved by the pro
posed acquisition of two key connecting routes, one in
ternal to its own system and one permitting through 
routing with its independent subsidiary, the Delaware 
& Hudson. The former acquisition would enable N&"\V 
to link its lines via New Castle, Ind., through the 
purchase of Penn Central lines. The latter would pro
vide trackage rights over PC lines from Hagerstown, 
~fd. to Harrisburg, Pa. 

The New Castle acquisition would enable N&"\V to 
save almost 140 route miles for traffic dispatched from 
St. Louis to Norfolk. Va., a reduction of 11.2 percent. 
The Harrisburg extension would allow N & W to route 
traffic over its Shenandoah Valley line for connection 
with the extended Delaware & Hudson. This route 
would enable those carriers to compete with Chessie 
and ConRail for traffic between New England and the 
South. 

The Smaller Solvents 

The Final System Plan does not guarantee that the 
Region's smaller carriers will retain all the traffic flows 
they now enjoy, nor can it assure that these carriers will 
survive all the competitive pressures in the Region. The 
Association believes, however, that its restructuring 
proposals will improve the economic prospects of the 
smaller carriers. In fact, the restructuring process in 
a number of instances will strengthen these lines di
rectly. Most of them have route structures and/or on
line traffic generating capability which should enable 
them to withstand traffic shifts caused by the restruc
turing process. Implementation of the recommended 
structure, moreover, will begin to restore a level of cer
tainty to rail services and routes in the Region which 
has not existed since the Penn Central bankruptcy. This 
will allow the smaller carriers to plan service and capi
tal activities with a greater degree of confidence. A list
ing of the significant offerings to the Region's smaller 
solvents :follows. 

Delaware & Hudson.-D&H is being offered trackage 
rights over the Lehigh Valley between Wilkes-Barre 
and Allento,Yn, Pa.: ownership of or trackage rights 
over PC between Wilkes-Barre and Sunbury, Pa., with 
trackage rights to Harrisburg, and trackage rights over 
the Erie Lackawanna between Binghamton and Buffalo, 
N.Y. in the event that Chessie does not acquire and op
C'rat(' thesC' EL properties.6 D&H also is being offered 
ownership of the Erie Lackawanna between Northum
berland and ·Wilkes-Barre, Pa. and ownership of the 
Penn Central Crescent Industrial Track between Green 

o The Association will propose an amendment to the Act to resolve 
any doubts concerning whether this form of alternate designation to 
profitable railroads Is currently authorized. 
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FIGURE l.-Proposcd ConRail route system undrr Final System Plan 
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PROPOSED Con Rail ROUTE SYSTEM 
UNDER FINAL SYSTEM PLAN 

Lines do not necessarily mdicate ownership 
but refer to routes where ConRail 1s to be 
the prmc1pal freight carrier. Dashed hnes 
indicate overhead trackage nghts. 

The final d1spos1ton of properties 1s subject 
to change. Scale of map does not permit 
full detail of light density Imes. This map 
should be used as a guide only. 
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FIGURE 2.-Chessie System proposed route system under Final System Plan 

CHESSIE SYSTEM PROPOSED ROUTE 
SYSTEM UNDER FINAL SYSTEM PLAN 

Lines do not necessarily indicate ownership 
but refer to routes where Chessie is to be the 
principal freight carrier. Dashed lines indicate 
overhead trackage rights. 

The final disposition of properties is subject to 
change. Scale of map does not permit full 
detail of light density lines. This map should 
be used as a guide only. 
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July 1975 
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FIGURE 3.-NorfoUc & Western Railway proposed route system under Final System Plan 

ST LOUIS 

NORFOLK AND WESTERN RAILWAY PROPOSED 
ROUTE SYSTEM UNDER FINAL SYSTEM PLAN 

Lines do not necessarily indicate ownership but refer 
to routes where N&W is to be the principal freight 
carrier. Dashed lines indicate overhead trackage rights. 

The final disposition of properties is subject to change. 
Scale of map does not permit full detail of light density 
lines. This map should be used as a guide only. 
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FIGURE 4.-Propo8ed market c.rten8ion,~. Dclau:are & Hudson 
Railwn.11. Southern Rail1ca11 Systrm 

Island and Crescent, N.Y. 7 Figure 4 shows the proposed 
D&H System. 

In the New England market, as a result of these offer
ings the Delaware & Hudson-Boston & Maine route 
would have Chessie as a connection at Binghamton and 
Allentown and will connect directly with ConRail and 
N&·w at Harrisburg. Thus, D&H's connections for both 
north-south and east-west traffic will be maintained. The 
Wilkes-Barre to Sunbury to Harisburg extension would 
give D&H a better operating connection with ConRail 
and a new direct connection with N & ·w. The Association 
also recommends that ConRail consider using D&H 
from Wilkes-Barre to Albany for certain north-south 
flows, which will increase traffic over its main line tracks 
and provide D&H with additional revenue. Before es
tablishing such a route, however, ConRail must consider 
several alternatives which would use its own trackage. 

Grand Trunk lV estern.-GTW is being offered Pe1m 
Central trackage and traffic in the Sagina"·-Tiay City
Midland (Tri-Cities), Mich. area; PC lines between 
Fuller (Grand Rapids) and MuskPgon and betwePn 
Muskegon and Muskegon Heights and other lesser srg
ments of the PC and Ann Arbor railroads. The offering 
of the Michigan Tri-Cities sen-ices should strengthen 
GTW's position in that major market. The GT'V route 
is displayed in Figure 5. 

The Detroit, Toledo & honton.-DT&I is being of
fered direct access to Cincinnati and gains single carrier 
service capability between Detroit and Southern Dis
trict carriers at that gateway. It will, in addition, re
tain its existing status as a major originator of auto
motive industry traffic. Figure 5 shows the DT&I routes. 

Pittsburgh & Lake Erie.-P&LE is being offered ac
cess to Penn Central's Ashtabula, Ohio coal and iron 
ore transload facilties via trackage rights behYeen 
Youngstown and Ashtabula and joint use of PC's Ash
tabula Docks. This would allow it to prO\·ide single line 
service between Lake Erie and the important steel-pro
ducing Pittsburgh area. It also is being offered PC track 
and traffic on the line between Shippenport and Kobuta, 
Pa., and at vValford, Pa., and is recommended to ha ,-P 
access to Wierton and Follansbee, W. Va. The P&LE 
routes are shown in Figure 5. 

Other Railroads 

Two railroads that have some traffic in the Region but 
which operate predominantly outside the Region also 
are being offered some acquisitions. 

Southern Railway System.-SRS is being offered 
Edgemoor Yard (Wilmington, Delaware), to which 
ConRail will continue to have access, and all lines of 

7 USRA has also approved and the ICC has concurred In the granting 
of trackage rights to Delaware & Hudson to the Potomac Yard Gateway 
to protect Its vital north-south flows should Chessle withdraw from this 
market as a part of the Northeast Corridor restructuring. 
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FIGURE 5.-Proposed market extensions, Grand Trunk Western Railroad, Detroit Toledo & Ironton Railroad, and Pittsburgh & Lake 
Erie Railroad 
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Penn Central east and south of Edgemoor to Cape 
Charles, Va., including the car float operation across 
the mouth of the Chesapeake Bay. Southern also is 
being offered branch lines on the Delmarva Peninsula 
and properties in the ·Wilmington area, including the 
RDG marine operations. This proposed transfer is 
shown in Figure 4. SOU also is being offered a portion 
of a PC line brhveen Evans\·ille, Ind .. and Mt. Carme1. 
Ill. 

The Toledo. Peol'ia & lVestern.-TP&\Y is being 
offered a portion of the Prnn Central Effner secondary 
track between Kenneth and Effner, Incl. and trackage 
rights over PC between Krnnrth and Logansport. This 
would allow TP&\V to connect directly 'vith the Con
Rail main line in north-crntral Indiana. It also would 
allow the TP&\V to maintain its traditional role as a 
bypass route around the Chicago and St. Louis gateways 
for east-west traffic flows. 

Recommended Structure if Chessie Does Not 
Acquire the Designated Properties 

The possibility Pxists that the Chessie s.vstem may 
not :wcPpt the offer for thr acquisitions described. 

Should this occur, the Association recommends as 
the structnre for the Region a Unified ConRail integrat
ing into a single system most of the properties of the 
railroads in reorganization. That is, Unified ConRail 
would include all properties designated to ConRail in 
the FSP plus those EL, RDG and PC Charleston area 
properties that otherwise would have gone to Chessie 
under these designations. The property designations to 
Chessie include secondary designations to ConRail 
should Chessie decide not to participate. 

Final terms and conditions for Chessie's proposed ac
quisitions still are being discussed. Chessie is not re
quired to accept thr offer until :rn days after Congress 
approYes the Final System Plan. 

One major condition considered not negotiable by 
Chessie is that it be protected against possible deficiency 
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judgments for the acquisitions involved. USRA sup
ports this position and urges that Congress enact an 
amendmrnt making such protection possible. If Con
grrss does not, the proposed structure cannot be imple
mentrd, unless Chessie were to change its view. There 
arr other factors which conld affect Chessie's position 
betwren now and the deadline for a binding agreement. 
~\n rxample is failure to implement agreements under 
section 508 of the Act relating to the transfer of per
sonnel. 

ThP ~\ssociation wrighed hvo alternative structures, 
<lrsc1·ihrcl earlier in this chaptrr, should the agreement 
in principlr with Chessie not be consummated-Unified 
ConRail and M:ARC/EL-ConRail (PC-AA). 

In selecting the recommended structure, a critical fac
tor was that a solvPnt. private sector railroad would 
prm·ide competition with private funding. Chessie not 
only would absorb certain lines and services, but also 
would !war the cost of reha:bilitation and would be re
sponsible for integration of services. 

If Chessie does not participate. that competitive fac
tor no longer applies. The Association's determination 
of the prrferred alternative structure, therefore, focust<l 
on whethrr eompetition on the eastern seaboard is 
worth hot h the estimated additional federal funding 
re<p1i red (due to loss of efficiency) and the higher fed
era I 1·isk inherent in creating a competitive system with
out prirntr sector financing. 

FSR,\ concluded that it is not. Creation of two 
public entities. ConRail and l\fARC/EL, would reduce 
the economic \·iability of one or both. In addition it 
would raise tlw risk that, in the final analysis, neither 
competition nor adequate rail service would be 
maintained. 

Establishment of a Unified ConRail alone, on the 
other hand. would permit maximum efficiency and re
tl'ntion of adequate rail service-at the minimum cost 
to the taxpayer. 

DISCUSSIONS WITH SOLVENTS 

Following USRA Board approval of the structure 
proposed in the PSP, the Association began discussions 
with both the Chessie and X&\Y.8 

The Preliminary System Plan indicated that the proj
ects essential to the development of the proposed indus
try structure would not impair materi~lly the profitabil
ity of ConRail or any other carrier operating in the 
Region. In addition, the ICC approved all such projects, 
making the necessary determinations pursuant. to section 
206 (cl) ( 3) of the Act. 

8 The USRA also held discnssions with the Delaware & Hudson on 
other aspects of the proposed industry structure and with other car
riers on a large number of coordination projects related to industry 
structure. 

BPcause of the limited time available between the pub
lic~l1 ion of the PSP and the submission by USRA's 
Executin Committee of Final System Plan materials to 
the ICC on .Tune 26, the Association developed tentative 
offerings concurrently for the N&\V and Chessie of the 
same EL and Reading properties. An additional offering 
of the Penn Central Charleston, W. Va. market was 
made to the Chessie.9 

These tentative offerings took into consideration the 
estimated worth to a particular solvent of acquiring 

n I "SRA also is rt>commending various other offerings as part of the 
Association's effort to improve regional rall system efficiency. Other 
examples include the proposals regarding the Delmarva Peninsula and 
the Tri-Cities area of Michigan. 
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specified rail properties of bankrupt carriers (going 
concern worth). This figure included the following key 
assumptions: 

•The solvents would acquire all lines of the bank
rupt carriers involved, except non-viable light 
density and commuter lines. 

• ConRail would acquire the commuter lines to insu
late the solvents from the possibility of having to 
provide money-losing commuter service. (As set 
forth elsewhere, the Plan assumes that subsidies 
will insulate ConRail from losses on this service.) 
The solvents would operate freight service in the 
commuter areas. 

• Consideration ·was to be given to the opportunity 
cost for the solvents in each project; i.e., the net 
income impact on the solvent if the solvent did not 
make the acquisition. 

The net liquidation values of the various bankrupt 
properties then were compared with the going concern 
worth figures. The initial offering price of each of the 
properties was determined by net liquidation value or 
going concern worth, whichever was higher. 

The USRA Board authorized use of the tentative of
fering prices developed on this basis. These figures then 
were presented to each of the solvents and replies sub
sequently were received from both the Chessie and the 
N&W. It is worth noting that these two companies serve 
different markets and have different traffic flows and, 
therefore, the long term impact on earnings of acquir
ing the bankrupt lines offered could be expected to be 
different for N & W and Chessie. The responses made by 
each company reflected their individual perceptions of 
the value of the properties offered. 

Chessie expressed willingness to acquire the EL, the 
Reading and PC's Charleston market at a price above 
net liquidation value. Chessie's offer did not propose 
the use of any federal financial aid for acquisition, re
habilitation or operating deficits. The N & "\V response 011 

the EL was far below that of the Chessie and involved 
substantial federal funding. N & "\V's response on the 
Reading also was considerably below USRA's tentative 
offering price and, in addition, would have required 
federally guaranteed loans. 

While transfer of the L V to the N & vV was not one 
of the original offerings, USRA held discussions with 
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the N&W concerning such a transaction. The N&W in
dicated it would be interested in acquiring trackage 
rights only on the L V between Allentown and Oak Is
land and that this would be contingent upon its acqusi
tion of the Reading. It expressed no other interest in 
the LV. 

Because the Chessie presented USRA with basically 
affirmative responses on both the Reading and the EL 
and because the N&W did not present USRA with an 
acceptable response on either, the Final System Plan 
makes offerings of portions of the Reading, the EL and 
PC's Charleston, W. Va. market for sale to Chessie, 
subject to the acceptance of satisfactory terms and con
ditions. LV will not be offered to the N&W because the 
Reading is designated to Chessie rather than to the 
N&W. 

Chessie has indicated that for the above package, it 
would be prepared to pay $22.1 million in cash and $82 
million in principal amount of B&O bonds. The 
proposed bonds will bear an interest rate of 6 percent 
and will mature in 50 years with a sinking fund com
mencing in the ninth year. The Association believes 
this offer represents fair and reasonable compensation 
for the properties involved. 

Chessie has conditioned its offer on a legislative 
change, which TTSRA recommends Congress enact. 
This change would provide Chessie with deficiency 
judgment protection on the acquisitions covered above.10 

The offering excludes nonviable light density lines, 
except those requested by Chessie, and trackage where 
commuter services are operated. ConRail will acquire 
this trackage and run the commuter services. Chessie, 
using trackage rights would provide freight operations 
on viable lines in commuter territory. The Chessie 
has agreed to undertake and maintain rail service on 
the acquired properties, subject to continuing ICC 
jurisdiction. 

L" nder section 206 ( d) ( 4) of the Act, the Chessie will 
have until 30 days after Congress accepts the Final 
System Plan to decide if it desires to acquire these 
properties. 

io Chessle also would want labor protection for Its employees which 
would be adversely affected If the B&O line between Philadelphia and 
Washington Is acquired by ConRall. 

RESTRUCTURING SERVICE THROUGH COORDINATION 

A principal tool for improving rail efficiency, mini
mizing public sector funding and serving other goals of 
the Act is the coordination of facilities and services 
among railroads. The proposed coordination projects 
outlined in the PSP are described in some detail in 
Chapter 8 and its appendix (Part II). There are several 

projects deserving special mention because of their 
scope and significance for future improvements in 
efficiency. 

In the work leading to the PSP, a critical problem 
was identified in the north-south lines radiating from 
Chicago to Southern Illinois and Indiana. These lines 



provi<le ConRail with access to significant traffic and 
are necessary for the direct routing of freight. They 
are, ho,vever, in a terrible state of repair. Programed 
rehabilitation could not be achieved for a number of 
years because of priority needs on other lines. This 
fact, couplerl with the existence of alternate, well
maintained routes of solvent carriers, led USRA to 
extensively study rerouting possibilities for points in 
Southern Illinois and Southern Indiana. Discussions 
were held with the Illinois Central Gulf ( ICG), Chessie 
System, Chicago & Eastern Illinois ( C&EI), Chi
cago & Western Indiana (C&"\VI), Milwaukee Road 
(CMStP&P) and the Louisville & Nashville (L&N). 
These discussions led to the follmving recommendations 
for route restructuring. 

ConRail would route all of its Southern Illinois 
through traffic via Lawrenceville, Ill., thence eastward 
on the Chessie System (B&O) to Vincennes and then 
up the Louisville & Nash ville/Chicago & Eastern Illi
nois to the Chicago area. L&N will be offered trackage 
rights into the Southern Illinois mines on lines desig
nated for ConRail for the movement of south-bound 
coal, and USRA will support L&N's petition for these 
rights before the ICC. (Since this project was not 
approved under section 206 (cl) (3) as an acquisition by 
a solvent carrier, the project must go through normal 
Commission procedures). 

Between Indianapolis and Chicago, ConRail will re
build its line as far as Lafayette (as was proposed in 
the Preliminary System Plan) and will then obtain 
trackage rights over the Louisville & Nash ville (for
merly 1\Ionon) into the Chicago area. 

In the Southern Indiana coal fields, it is proposed that 
Louisville & X ash ville obtain trackage rights over lines 
being designated for ConRail between Straight Line 
,Junction (just north of Evansville) and Oakland City 
and between Buckskin and Lynnville. The portion of the 
former proposal betwern Oakland City and Straight 
Li1w ,Junction already has been approved by the Com
mission in Docket 293 (Sub. X o. 4). However, USRA 
recommends under section 206(g) that L&N be granted 
trackage rights over the ConRail Lynnville Branch. 
This 'vill give Louisville & X ash ville access to the Al
giers, Winslow & ·western Railway and certain on-line 
mines for coal movements to the south. In addition, 
ConRail will obtain trackage rights over the Chessie 
(B&O) from a point just west of ·washington, Ind. to 
Vincennes, thence over the L&X/C&EI to Chicago. 

The ConRail System 

This section describf's ConRail's routes~ secondary 
lines (or feeders) and major yard facilities. It also dis-
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Thus, ConRail can consolidate its coal flows from South
ern Illinois and Southern Indiana to the Chicago area 
onr an existing high ca pa city and wr 11 maintained 
railroad. 

There will be significant advantages to both L&N 
and ConRail from the recommended reroutings. The 
Louisville & X ashville would receive additional pay
ments from ConRail for use of its tracks, thereby spread
ing the fixefl ownership and the fixed portions of mainte
nance costs over a larger traffic base. ConRail will avoid 
the expenditures required to bring its presently deterio
rated track (operation at 10 to 20 m.p.h.) up to a stand
ard necessary for efficient movement of through trains. 
Inasmuch as these are not priority lines for ConRail 
rehabilitation, operating efficiency and shipper service 
would be improved more rapidly. 

Amtrak will benefit, as its Cincinnati to Chicago serv
ice now is being detoured over the Chesapeake & Ohio 
and is missing the key market of Indianapolis. Without 
the proposed project, it would be three or more years 
before Amtrak service could be rerouted through In
diana polis. \Vi th the mileage required for rehabilitation 
sharply reduced through this coordination project, serv
ice improvement could be advanced by several years. 

As a longer term project, USRA believes the Louis
ville & Nashville and ConRail should explore the pos
sibilities of establishing a single high standard route 
between Louisville and Chicago for joint use. There are 
several possible alternatives. One would be to use the 
Penn Central from Louisville to Lafayette, thence the 
Monon to Chicago. Another would be to use the present 
Louisville & Nash ville (Monon) with access to Indian
apolis from Louisville over the PC line from Gosport.11 

Included in these studies should be the joint use of yards 
in the Louisville area-specifically, the Louisville & 
Nashville's rebuilt Stra wherry Yard (scheduled for 
completion in 1977). 

This is but one of the coordination opportunities iden
tified for future implementation. It is recommended that 
ConRail pursue this project and other possibilities ag
gressively so that improvements in service will not 
depend totally on the speed with which it can rebuild 
its own lines and so that the total cost to the taxpayer 
can be reduced to the absolute minimum. 

11 USRA has already recommended and the ICC has made the necessary 
favorable determination concerning L&N trackage rights over properties 
designated to ConRall between Greencastle, Ind. and Indianapolis, 
thereby providing It with a more direct route for Its traffic from 
Indianapolis to the South. Using the ConRall line through Martinsville 
would further reduce the L&N circuitry. 

cusses USRA's recommendations with respect to the re
habilitaition of key routes and terminals. 

USRA performed many studies preparatory to deci
sions on the recommended routes and yards. Many of 
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these studies were described in the PSP. Subsequent re
ports describing operations and facilities activities in 
greater detail will be published by USRA within a few 
weeks of this Report's publication. In sum, USRA: 

• Analyzed all traffic of the ConRail system, 
• Made forecasts of future traffic flows, 
• Addressed terminal capabilities, 
• Simulated existing and projected traffic flows over 

the ConRail network, 
• Compared projected switching requirements at clas

sification yards with existing capabilities and made 
blocking adjustments where necessary, 

• Compared train movements over the major routes 
to line capabilities and made routing adjustments 
where capacity constraints were encountered, 

• Made estimates of track and roadbed condition and 
rehabilitation costs and decided on a rehabilitation 
strategy and 

• Adjusted line capacities where the routes used were 
not to be rehabilitated in the first round or where 
rehabilitation efforts at some future date would 
necessitate re-routing or cause some other con
straints in normal line speeds. 

ConRail Route Requirements 

The ConRail freight routes with planned traffic den
sities of at least 5 million gross ton-miles per route-mile 
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are listed, by density grouping, in Table 1. These are the 
routes which connect major terminals on the system. On 
a significant number of these routes, trackage rights on 
other railroads may be used for all or part of the dis
tance. 

Table 1 also shows the rehabilitation category for 
each line. The PSP incorporated maintenance and re
habilitation estimates based on restoring and maintain
ing all lines selected for inclusion in the consolidated sys
tem. Since the PSP, substantial changes have been made 
in rehabilitation estimates for the FSP by refining 
roadway improvements and maintenance more precise
ly to ConRail's operating and service needs. These re
finements strike the appropriate balance between main
tenance costs, operating efficiency, and the Act's goal of 
limiting overall costs to the taxpayer. Thus, USRA's 
financial projections are based on cost estimates for re
habilitation of selected lines, as follows. 

• First Priority Line Haul Rehabilitation.-A 10-
year program for those lines proposed to carry 20 
million or more gross tons per track mile annually, 
plus those lines on which a freight train operating 
speed of 60 m.p.h. is desired. 

• Rehabilitation of l1f ajor Classification Yards. 
• Second Priority Line II aul Rehabilitation.-An ex

tended program for those lines not included above 
but which carry in excess of five million gross tons 
per track mile annually. 

TABLE 1.-Projected Traffic on GonRail Routes-1985 Planning Assumptions 

(Freight Tonnage Only) 

From To Via 

Over 60 million GTM/yr: 
Chicago, Ill ______________________ Cleveland, Ohio ___________________ Toledo, Ohio ___________________ _ 
Cleveland, Ohio ___________________ Albany, N. y ______________________ Buffalo, N. y ___________________ _ 
Cleveland, Ohio ___________________ Pittsburgh, Pa ____________________ Alliance, Pa ___________________ _ 
Johnstown, Pa ____________________ Harrisburg, Pa ____________________ Altoona, Pa ____________________ _ 
Pittsburgh, Pa ____________________ Johnstown, Pa ____________________ Greensburg, Pa ________________ _ 
Indianapolis, Ind __________________ Union City, Ohio __________________ Anderson, Ind __________________ _ 

40 to 60 million GTM/yr: 
Harrisburg, Pa ____________________ Phillipsburg, N.J __________________ Allentown, Pa.' 2 •---------------

Bucyrus, Ohio ____________________ Alliance, Ohio _____________________ Mansfield, Ohio ________________ _ 
East St. Louis, IlL _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ Indianapolis, Ind__________________ Effingham, IlL _________________ _ 
Dayton, Ohio _____________________ Cincinnati, Ohio ___________________ Middletown, Ohio ______________ _ 
Conway, Pa ______________________ Yellow Creek, Ohio _______________________________________________ _ 
Union City, Ohio _________________ Crestline, Ohio ____________________ Bellefontaine, Ohio _____________ _ 
Youngstown, Ohio ________________ Ashtabula, Ohio ___________________ Mann, Ohio ___________________ -
Perryville, Md ____________________ Baltimore, Md ____________________ 3 •---- _________________________ _ 

30 to 40 million GTM/yr: 
Pittsburgh, Pa ____________________ Johnstown, Pa ____________________ Kiski Jct., Pa _______________ - - - -
Reading, Pa ______________________ Philadelphia, Pa ___________________ Pottstown, Pa.1 2 • ___________ - - --

Toledo, Ohio _____________________ Detroit, Mich _____________________ Monroe, Mich ______________ - -- -
Albany, N. Y _____________________ Springfield, Mass __________________ Pittsfield, Mass _____________ - - - -
Phillipsburg, N.J __________________ Newark, N.J ______________________ Flemington Jct., N.J. 2 ___________ _ 

Columbus, Ohio ___________________ Dayton, Ohio -------------------- Xenia, Ohio ___________________ _ 
Alexandria, Va ___________________ Baltimore, Md ____________________ Washington, D.C.3 •----- _______ - -

Ridgeway, Ohio ___________________ Toledo, Ohio ______________________ Findlay, Ohio ___________________ _ 
Yellow Creek, Ohio _______________ Mingo Jct., Ohio _________________________________________________ _ 

See footnotes at end of table. 

Rehabilitation prioritv 
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TABLE 1.-Projected Traffic on ConRail Routes-1985 Planning Assumptions-Continued 

(Freight Tonnage Only) 

From To Via 

30 to 40 million GTM/yr-Continued 
Safe Harbor, Md __________________ Parkesburg, Pa __________________________________________________ _ 
Crestline, Ohio ____________________ Cleveland, Ohio ___________________ New London, Ohio _____________ _ 
Harrisburg, Pa ____________________ Perryville, Md ____________________ Safe Harbor, Md _____ - _________ _ 
Yellow Creek, Ohio _______________ Alliance, Ohio _____________________ Bayard, Ohio __________________ _ 
Perryville, Md ____________________ Philadelphia, Pa ___________________ Wilmington, Del.a'- ____________ _ 

20 to 30 million GTM/yr: 
Keating, Pa ______________________ Harrisburg, Pa ____________________ Newberry, Pa __________________ _ 
Jackson, Mich ____________________ Detroit, Mich _____________________ Ann Arbor, Mich _______________ _ 
Columbus, Ohio ___________________ Pittsburgh, Pa ____________________ Weirton, Pa ___________________ _ 
Philadelphia, Pa __________________ Newark, N.L _____________________ W. Trenton and Bound Brook, 

N.J.' 2 

Columbus, Ohio __________________ Crestline, Ohio ____________________ Ashley, Ohio ___________________ _ 
Dayton, Ohio _____________________ Bellefontaine, Ohio ________________ Springfield, Ohib _______________ _ 
Wilkes-Barre, Pa __________________ Allentown, Pa _____________________ Lehighton, Pa __________________ _ 
Union City, Ohio _________________ Columbus, Ohio ___________________ Urbana, Ohio __________________ _ 
Elkhart, Ind ______________________ Three Rivers, Mich _______________________________________________ _ 
Union City, Ohio _________________ Middletown, Ohio _________________ New Madison, Ohio ____________ . 
Springfield, Mass __________________ Framingham, Mass. _______________ Worcester, Mass _______________ _ 
Phillipsburg, N.J __________________ Selkirk, N. y ______________________ Warwick, N.J __________________ _ 
Buffalo, N. Y _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ Niagara Falls, N. Y _______________________________________________ _ 

10 to 20 million GTM/yr: 
Columbus, Ohio ___________________ Ridgeway, Ohio _________________________________________________ _ 
Clearfield, Pa _____________________ Keating, Pa _____________________________________________________ _ 
Parkesburg, Pa ___________________ Philadelphia, Pa ___________________ Paoli, Pa.1 2 _____________________ _ 

Conway, Pa ______________________ Youngstown, Ohio ________________________________________________ _ 
Three Rivers, Mich _______________ Jackson, Mich ___________________________________________________ _ 
Three Rivers, Mich _______________ Kalamazoo, Mich _________________ Homer, Mich __________________ _ 
Union City, Ind __________________ Goshen, Ind ______________________ Marion, Ind ___________________ _ 
Framingham, Mass ________________ Boston, Mass ____________________________________________________ _ 
Niagara Falls, N. y ________________ Detroit, Mich _____________________ St. Thomas, Ont.1 ______________ _ 
Syracuse, N. y ____ ---------------- Philadelphia, N. y _________________ Watertown, N. Y _______________ _ 
Albany, N. Y _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ New York, N. Y _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ Poughkeepsie, N. Y _____________ _ 
Bucyrus, Ohio____________________ Chicago, IIL _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ Fort Wayne, Ind .. ______________ _ 
Carothers, Ohio ___________________ Toledo, Ohio ______________________ Tiffin, Ohio ____________________ _ 
Newberry, Pa ____________________ Lyons, N.Y ______________________ Corning, N.Y __________________ _ 
Sheff, Ind ______ -------- __________ Chicago, IIL ______________________ Schneider, Ind.1 '-- _____________ _ 
South Bend, Ind __________________ Streator, IIL _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ Schneider, Ind __________________ _ 
Indianapolis, Ind __________________ Chicago, IIL ______________________ Lafayette, Ind.1 '----------------

Kalamazoo, Mich _________________ Jackson, Mich ____________________ Battle Creek, Mich _____________ _ 
Louisville, Ky ____________________ Indianapolis, Ind __________________ Columbus, Ind _________________ _ 
Marshall, Ill _____________________ Sheff, Ind ________________________ Danville, Ill.I'------------------
Niagara Falls, N.Y ________________ Rochester, N.Y ___________________ Middleport, N.Y _______________ _ 
Keating, Pa _______ - --- ___________ Buffalo, N. y ______________________ Olean, N. y ____________________ _ 
Springfield, Mass __________________ New Haven, Conn _________________ Hartford, Conn.1 '----------------

Newark, N.J _____________________ Kingston, N.Y ____________________ Haverstraw, N.Y _______________ _ 

5 to 10 million GTM/yr: 
Anderson, Ind____________________ Marion, Ind _____________________________________________________ _ 
Philadelphia, N. y _________________ Massena, N. Y ____________________________________ ------ ___ - -- -- - -
Ashby, Ind _______________________ Indianapolis, Ind __________________ Rincon Jct., Ind.1 _______________ _ 

Framingham, Mass ________________ Providence, R.L __________________ Walpole, Mass _________________ _ 
Harrisburg, Pa ____________________ Hagerstown, Md ___________________ Chambersburg, Pa.1 _____________ _ 
Morrisville, N.J ___________________ Newark, N.J ______________________ New Brunswick, N.J.1 ___________ _ 

Wilkes-Barre, Pa ___________________ Buffalo, N.Y ______________________ Sayre, Pa.''--------------------
Kalamazoo, Mich _________________ Grand Rapids, Mich _______________ Shelbyville, Mich _______________ _ 
Beacon, N. Y --------------------- New Haven, Conn _________________ Danbury, Conn _________________ _ 

Rehabilitation prioritv 
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'Possible ConRail use of trackage rights over solvent carrier or Amtrak track ge for 
all or part of this route. 

•Possible joint facility for all or part of the route; rehabilitation priority subject to 
further negotiation. 

' After corridor reroute complete. 
'Present preferred plan calls for shifting through traffic to present B&O line. 

Note: Certain additional lines may receive priority rehabilitation for passenger 
services. See Chapter 2. 
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Figure G shows the routes planned for first and 
second priority rehabilitation. 

The FSP facilities strntC'gy also includes: 

• No rehabilitation. but normal maintenaneC'.1
" on ap

proximately 5,600 miles of track proposed to rarry 
between 1 and 5 million gross tons per yC'ar. plus 
t500 miles of essential supporting yard 1Tacks. 

• Interim maintenance on apprnximately G.:300 miles 
of branch line, yard and way switching track to 
sustain operations at 10 m.p.h. and 

• No maintenance on 2.000 miles of wav switchino-. ,.., 
and yard track. 

The impact of the rehabilitation plan on operating 
costs and se1TicC' is as follmrn. 

• 'Vith H3 percent of the gross ton miles moving on 
rehabilitated lines. "Teck cleari11g, cn'w and fuel 
expenses should be reduced following rehabilita
tion. 

• Main line rehabilitation bevond that included in 
the FSP rehabilitation strat~gy 'rnulcl reduce ovC'r
all car transit time by only about 1 prrcent, since 
cars spend less than li> percC'nt of their cycle time 
actually moving. · 

• The rehabilitation strategy is cost-effective becausC' 
it remon~s bottlenC'cks (heaviest density tracks and 
yard tracks) rather than rebuilding the entire sys-
tem. . 

• All trailer on flat car (TOFC) routes of signifi
cance have been inclmled in the first priority reha
bilitation category. 

• The most important benefit of the rrhabilitation 
strategy will be a continuing improvement of the 
reliability of train movements as rehabilitation 
progresses. This impron•mrnt will allmv for hrttc>r 
terminal planning and through train scheduling. 

ConRail Yard Requirements 

Yard requiremrnts were dewloprd on the basis of 
blocking sinrn1ations and yard oprrations stndirs for 
present and projected traffic lenls. The oprrating plan 
for ConHail requirC's changrs in tlw lll'c•srnt elassifiea
tion yards. Certain yards will require capital irnpron
ments to handle nrw classification n'quirPments or tlw 
projected workloads. but 110 major rn'"' classification 
yards will br 11e('rssary. A mnnbrr of Pxisting yards wi1l 
be downgraded and smnr (•vrnt11ally may br closrcl. Sev
eral existing TOFC tC'rminnls ·will bP rnnsoliclakcl and 
capacity incrPaspd wlwrP JH'('essary to hand le fott11·e 

12 Rehabi1itation rnver-.. activHies which "eateh up'' on d0fprn'rl main· 
tenance to rrstort> a Jine to a desired lf'YPl of operation. It oc>eurs 
when normal maintPnancP ryrlt·~ h:n P not hPPT! foUnwPd Jn lHl~t j'f':lf~. 
Xorrnal maintPnanee co,·rrs rhos~\ nctivitiPs 1'l'q11ired lo prp~('fVf' ;1 
railroad's physical J)lant nt a clrf-lirP<l lPYf'l of maintf•rrntH'C', rPeo~nizin;.: 
such factors as traffic drnsity and lifp of track material:-:. IntPrim 
maintenant'e Prwhles <'OntinuPd freight trnin 01wrntions nt 10 m.p.h. 
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combined volumes. A JH'W TOFC block switching ter
minal is proposrd for Crestline. Ohio. 

TlJP C~HA blocking and scheduling model was used 
to sinrn1atP rn7;~ and 1!)85 line-haul operations and to 
dl'termine the resulting yard loadings. It was found that 
by improving classification policies the amount of 
switching could have been reduced by 8 percent in 
I Hi:\. To handle ConHail's switching requirements, 
blocking plans wen' re\·isrd to match the capacity of 
existing foci litirs; howcwr. in nine major yards there 
is a need for expansion or significant rehabilitation to 
handle the projectP<l reqni rements and to improve oper
ationa1 efficiem·y. as indieatrd in Tab1c ~. 

A nHmlH·r of yanls "-hich function primarily as in
d11stria I support yards also would be expanded and 
moclPrnized. inchuling the following. 

Yard Location 
UrPPmvidt _ ______________________ l'ltiladelpltia, Pa. 
J>p\\'itt _____________________ .. _____ :-<~'l':t(·n~e. K.Y. 
Bnrns llari>or______________________ l'ortag-P, Ind. 

Till' Pe1m Ce11tral intermodal trrminal at 47th Street 
in Chicago would lw combined with thr present Erie 
Lackammna tPrminal to prn\·irle aclditiona1 capacity to 
hand IP i1HTPasecl traflic and to facilitate interlinr activi

tirs. 
Tlll'SP major yanl projPcts req11i red to accommodate 

tlll' prnposcd ConHail 01wration grnerally are phased 
OH'!' a .-J-yrar ]JPriod, from rnrn to rnso. Additional mod
ernization and <·xpansion, "·hile 110t so c·xtensive, are 
contPmplakcl for thP lwriod hrhwrn Hl80 and 1H85. 
ThesP projrct;-; "·oul(1 fof'llS primarily on operating 
pfticiprn·y i1uprn\·pn1rnts ancl local snpport activities. 

Future Operating Changes 

_\s traflic rnlunw incrrases and flow patterns change. 
hm\'p1·Pr. it will lw 1wcessary to monitor traflic flmvs and 
1wriodiC'ally reYisr and restrncture ConHail line-haul 
oJH'ratiom-;. Thl'Sl' changes "-ill help maintain satisfac
tory <"m;toml'I' se1TicP levels at the lmwst possib1e cost. 

Tlw ,\ss()(·iation has made no attC'mpt to clrfine how 
Cl1essie might intrgrate operations of thr Eric Lacka
murna and H<>ading. or hmv X,'nY might adjust to 
changrs in traditional connecting pattrrns. The outline 
of ConRail's orwrating p1an. similarly. is just that-an 
ontlirn'. It n'Jlrl'sPnts a best pstimatl' of how the Associ
ation lwliPns the system initially should be set up, al
t hough 10 yl'a rs from nmv it may look n~ry different. 
Tn<lPl'lL tht> Association could Hot mak<> such final de
tPnninations. for shippers and other carriers in the 
Hrginn. acting on thPir own business instincts and ex
prcising their own options to routr traffic. "·il1 make de
(0isio11s onr tirne that could altrr snbstantially any 
''(ldinitin" plans "·hich USHA might rrcommrnd now. 

TbP major sohent carriPl's in thr X ation earn low 
rntrs of rPtnrn on investment compared to most other 
inrlnstril'S. ConHai1 obviously will be vulnerable to eco-
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TABLE 2.-Proposed major yard expansions and 
modifications 

Ya.rd Location Objective of project 

Allentown _______ Allentown, Pa _______ Increase the number 
of classificationr 
made. 

Avon____________ Indianapolis, Ind____ Increase car through
put. 

Blue Island ______ Chicago, IlL ________ Improve yard operat-
ing efficiency. 

Buckeye _________ Columbus, Ohio _____ Increase the number 
of classifications 
made. 

Elkhart __________ Elkhart, Ind ________ Increase capacity and 
number of classifi-
cations made. 

Frontier _________ Buffalo, N.Y ________ Increase the number 
of clas>ifications 
made. 

Junction _________ Detroit, Mich _______ Increase capacity and 
number of classifi
cations made. 

Oak Island _______ Newark, N.J ________ Increase capacity and 
number of classifi
cations made. 

Stanley __________ Toledo, Ohio ________ Increase capacity and 
number of classifi
cations made. 

nomic fluctuations; thus, a 5-year plan for rehabilita
tion during an economic reverse may become a 7- or 10-
year plan. The very nature of the competitive market
place requires flexibility so corporations may adapt to 
changing conditions. 

Maintaining Future Flexibility 

A task so complex as the restructuring of the rail 
system in the Region must be evolutionary. The Ameri
can economy owes its essential dynamism to the ability 
of individual firms to shift, to adjust, to adapt, to give 
incentives, to test new ideas and new markets and to 
withdraw from unprofitable ventures. The restructuring 
plan should be viewed in this light. What is important 
is that economic forces be allowed to work themselves 
out within an established framework of fairness and 
guaranteed continuation of essential services. 

The Association believes the recommended industry 
structure is the best that presently can be devised. It is 
not likely, however, that ConRail will emerge as a per
fectly and permanently structured railroad immediately 
after the conveyances. It will require a substantial pe
riod of adjustment and nurture during which, with 
necessary government investment, it will attempt to 
achieve major physical rehabilitation and the efficient 
blending of a new aggregation of properties into a 
coherent system. 

The present Act requires USRA to recommend a sys
tem plan that would be implemented through a single 

35 

series of transfers and conveyances to ConRail and 
others. It provides almost no opportunities after these 
conveyances have occurred, hov.:ever, to facilitate desir
able adjustments in ownership and operating patterns 
in light of post-conveyance experience, or the emergence 
of new problems or opportunities, or even the discovery 
of errors. In these circumstances it seems highly useful, 
even essential, to confer upon the Special Court con
tinuing jurisdiction, as appropriate, under which post
conveyance adjustments in system planning can be pro
posed and reviewed in a manner that flows logically 
and rationally from the planning that has occul'l'ed thus 
far and which is fair and equitable to all relevant 
interests. 

USRA suggests that the Act be amended to provide 
for adjustments \vhich might include acquisitions, dis
positions or combinations. The Association contem
plates that proposals for further adjustments in owner
ship and operating patterns, including agreed terms and 
conditions for transactions between ConRail and other 
carriers and governmental entities, could be formulated 
by the Department of Transportation, or other federal 
agencies with relevant concerns. Such proposals would 
be submitted to USRA for review to determine whether, 
in its judgment, they are in the public interest, are con
sistent with the evolving overall plan for rail services 
in the Region and are fair and equitable to the holders 
of ConRail securities. All interested parties (including 
ConRail's management) would have an opportunity to 
present their views on such proposals. USRA would be 
required to publish its evaluation within a specified time 
designed to assure prompt resolution of such proposals 
following an adequate opportunity for necessary public 
reaction. 

After publication of USRA's evaluation, the Depart
ment of Transportation, in view of its significant con
cern in balancing the government's interest as investor 
with the need for an adequate and efficient railroad sys
tem, would have the right regardless of USRA's con
clusions, and other proponents would have the right if 
USRA's conclusions were favorable, to move in the 
Special Court for any necessary and suitable orders re
quiring ConRail management to implement a proposal. 
The Special Court would review the proposal to deter
mine whether it is in the public interest and fair and 
equitable to the holders of ConRail securities. In ex
ercising its jurisdiction, the Special Court should have 
authority to provide for adequate representation of 
those security holders. If it upheld the public interest 
finding and found the terms fair and equitable, the 
Special Court would order ConRail to carry out the 
proposal. In the event of a negative determination, the 
Special Court normally would find it appropriate to set 
out the reasons for its ruling, and this explanation 
should provide guidance for possible reformulation of 
the rejected proposal. Again, in order to assure ex-



pedited consideration, time limits for the Special 
Court's consideration and expedited revie>v of its judg
ments would be appropriate. 

As a further step toward expediting these post-con
veyance adjustments, it is recommended that certain 
special procedures of the Act, including its exemptions, 
be continued through this process. rSRA would of 
course be required to make its evaluation with refer
ence to the goals of the Act, including the promotion of 
competition, the attainment and maintenance of en
vironmental standards and the provision of adequate 
rail service. 

The application by the Special Court of the fair and 
equitable standards to post-conveyance proposals may 
be a complex process. For example, if it is proposed 
that ConRail transfer significant mil properties to a 
profitable railroad for specified consideration, judg
ments about the amount and terms of that consideration 
will require conclusions about the value of the proper
ties. This value presumably would consist of several 
elements, including the value of the properties at con
nyance, values added later by ConRail management 
and values added by government funds. 

In determining what constitutes fair arnl equitable 
treatment as part of a reorganization process, the Spe
cial Court should gi,·e proper recognition to the con
tributions made to ConRail by all classes of secmity 
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holders, including full recognition, consistent with con
stitutional principles applicable to a reorganization 
process, to the role of the govermnent as the source of 
new capital. It is l~SRA's vie"· that in making that 
determination it would be appropriate for the Special 
Court not to assign to the Series B Preferred Stock and 
Common Stock (see Chapter 4) any value added to 
those securities by reason of the government's invest
ment in excess of that required by constitutional prin
ciples applicable to a reorganization process. 

Conclusion 

The Association believes the recommended structure 
offers the best opportunity to achieve a revitalized, 
profitable and competitive rail service system in the 
Region under private management. lTSRA has recog
nized the impossibility of developing a structure that 
will achieve completely all goals of the Act and at the 
same time be totally acceptable to all interested parties. 
But the Association believes the recommendations set 
forth best meet and balance those goals and interests. 

After the ConRail system is established, further sales, 
mergers, and consolidations of facilities may be desir
able. ConRail should be structured to allow future 
changes in the Region's rail industry if they ultimately 
are found desirable. 

r 



2 
Passenger Service 

The Association, in its Prelirninary System Plan, discussed the 

quality, present scope and future potential of ra.ilroad pas

senger services in the Region. The PSP niade several recornmenda

tions designed to eliminate or reduce the 11iany operational and 

financial conflicts which have characterized the relationships be

tween passenger and freight interests. U SRA believes that pas

senger and most through freight service should be separated in the 

Northeast Corridor to help implement improved high-speed serv

ice. Ownership or lease and control of facilities in the Corridor and 

elsewhere should become the responsibility of the dominant user. 

USRA reaffirms with minor modifications its recommenda

tions for short to medium distance corridor service elsewhere in 

the Region. The planned rehabilitation of many freight service 

routes will be an important factor in the continuation and expan

sion of passenger service on these routes. 

Since publication of the PSP, the Associcdion has worked with 

Amtrak and other agencies to facilitate the Act's goals respecting 

improved passenger service. For those situations in which designa

tion of rail facilities essential to passenger service can be made in 

the FSP, USRA has done so. With respect to certain predomi-
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nantl11 or solel11-related passenger properties outside the North

east Corridor, legislatii·e mnendment will be required. Further 

action also will be needed to preserve commiuter sen•ice over 

certain properties in the Region. 

The Regional Rail Reorganization Act of 1973 directs 
the Association to consider the needs and service re
quirements of rail passengers, both intercity and com
muter, in its plan to restructure rail service in the 
Region. Among the goals listed in the Act are : 

• Establishment of improved high-speed rail pas
senger service in the Northeast Corridor (Boston 
to Washington, D.C.), consonant with the recom
mendations of the Secretary of Transportation in 
his report of September 1971, 

• Efficient movement of both passengers and freight 
in the Region in a manner consistent with safe 
operation, 

• Efficient and safe commuter rail service as well as 
intercity service, 

• Coordination with the National Railroad Passenger 
Corporation (Amtrak) and similar entities and 

• Identification of all short to llH'di11m <1ista11l'.e cor
ridors in densely populated areas in which major 
upgrading of rail lines for high-speed passenger 
operation would return substantial public benefits. 

The responsibility for provision of intercity passenger 
service resides with Amtrak. As a rule, state and local 
agencies have the responsibility for development and 
operation of rail commuter services. They typically 
receive financial assistance for these services from the 
federal government's Urban Mass Transportation Ad
ministration (U:~ITA). Railroads in the Region operate 
rail commuter service in the metropolitan areas of X cw 
York, Philadelphia, Baltimore, ·washington, D.C., Bos
ton, Providence, Pittsburgh, Cleveland, Chicago and 
Detroit. 

The railroads in reorganization currently operate 
more than 90 lwrcent of Amtrak's passenger services in 
the Region and. in the major eastern seaboard metro
politan areas, most of the suburban commuter services. 
C'onRail. as the successor railroad. thus will be an im
portant factor in the continuation and expansion of 
passenger service. It is imperative that there hr co
operation among ConRail. Amtrak and the nu·ions com
muter agencies to help develop efficient rail passenger 
service. 

USRA's role is to analyze future prospects for rail 
passrnger services in th(' Hcgion and to assn rt' continued 
availability of rail facilities that may be required for 
the proper development of passenger service. USRA has 
established a series of rec0111mPrnlations aimed at allevi
ating the major causes of past conflicts bebwen passen-

gcr ancl freight interests. The ~\.ssociation also has taken 
skps in the FSP to facilitate transfer of passenger fa
t'ilitiPs arnl operations from the railroads in reorganiza
tion to ConRail, Amtrak, the states and commuter agen
ciPs as appropriate. 

Summary of Passenger Service Recommendations 

Following are brief summaries of the recommenda
tions for passenger senicr. Details of these recommen
dations are rliscussed in subsequent sections of this 
chapter. 

• Passenger and freight traffic on the route bebveen 
Xcw York and ·washington on the Northeast Cor

ridor. optimally. should be separated by providing 
a parallel thrnugh freight route comprised of sPg
lll<'llts of tlw Baltimore & Ohio (D&O). Hea<ling 
(RDG). Lehigh Valley (LY) and Central of New 
.r ersey (ex .T) railroads. 

• ,\mtrak should own or lease and provide the man
agPrnent for Xortheast Corridor properties, except 
for scgmPnts already owned or leased by state or 
local transportation authorities. 

• Amtrak and ConRail should agree to a series of 
cost-sharing principles proposed by USRA which 
are contingent on Amtrak's purchase or lease of the 
Northeast Corridor. 

• Outside the X ortheast Corridor, ConRail should 
own all lines over which Amtrak operates, except 
for those already owned or leased by state or local 
transportation authorities and three lines that 
USR~\ proposes Amtrak or state agencies purchase 
or lease because of dominant or exclusive passenger 
use: Philadelphiit to Harrislmrg. Pa .. XP"' Haven. 
Conn. to Springfield. ~Liss. and Portrr. Tnrl. to Kal
amazoo. ~[ich. Implementation of this proposal 
wonld require anwndments to the ~\.ct. ,\.mtrak. 
statr•s or public authorities also should have the op
tion to purchase or lease passenger related facilities 
outside tlw Xortheast Corridor, subject to the con
currence of USRA. In the Final System Plan, 
eSRA is designating to ConRail an option to pur
chase or lease these properties, an option which Con
Rail may Pxercise if either of two conditions is satis
fie<l. First. ConHail may exPrcis<> thr option and a 
state or public a11thority may al'.qnire ConRail's in
tr>rest in these propertiPs or, if the ,\et is anwncle<l to 
prrmit such a transaction. ,\mtrak may purchase 
ConRail's interest in such properties located out-
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side the Northeast Corridor. The second alterna
tive is that ConRail may exercise the option and 
own the properties if it reaches agreement with 
Amtrak for full reimbursement of ConRail's costs 
in making these properties available for Amtrak 
use. USRA recommends that ConRail not exercise 
the option unless one of these conditions material
izes. 

• Because each local transportation authority's re
quirements are unique, USRA recommends that 
ownership and operation of commuter serviccs be 
resolved individually between ConRail and the re
spective authorities. USRA has launched the nec
essary discussions and will continue to facilitate 
appropriate agreements. 

• Because of the limited amount of funds available 
for all potential borro,vers under section 211 of the 
Act, passenger authorities, wherever feasible, 
should pursue additional funding from other 
sources. 

Development of the FSP Recommendations 
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In the Preliminary System Plan, USRA presented 
an assessment of the scope and quality of passenger 
service in the Region which detailed the kinds of serv
ice offered and the standards achieved by the various 
oper_ators of intercity and commuter rail passenger 
services. 

Recognizing the need to improve these services, 
USRA identified short to medium distance intercity 
corridors holding the potential for successful develop
ment of moderate to high-speed rail service, thereby 
providing social as well as economic benefits to those 
who might use them. 

Also in the PSP, the Association identified areas of 
operational and financial complexity between passenger 
and freight service, with specific recommendations di
rected at eliminating, or at least reducing, conflicts 
which exist between passenger and freight interests. 
These recommendations addressed questions such as re
sponsibility for facilities control, passenger service pri
ority over freight and allocation of costs attributable 
to each service. 

Finally, the PSP contained specific recommendations 
with respect to the special requirements of the North
east Corridor and outlined a program for separating 
passenger and freight services on this heavily used route. 

Witnesses testifying at the Rail Services Planning 
Office (RSPO) public hearings had mixed reactions to 
USRA's preliminary passenger recommendations. The 
comments fell into two general categories: favorable 
comments from communities where service improve
ments are recommended and unfavorable comments 
from communities which presently do not have service 
and are not recommended to receive service under pro
posed route expansion plans. 

Communities and shippers throughout the Northeast 
Corridor expressed generally favorable reaction to 
USRA's recommendation to move most ConRail 
through freight to a parallel route in the Corridor. 
RSPO endorsed the Association's plan to separate pas
senger and freight traffic. Such criticism as was ex
pressed at the RSPO hearings was based largely on the 
incorrect assumption that USRA proposed to remove 
all freight service from the Corridor. Local freight 
services to shippers on the Penn Central (PC) line of 
the Northeast Corridor will continue under USRA's 
plan. 

Since publication of the PSP, USRA has held addi
tional discussions with the various passenger agencies 
to facilitate the transfer of properties necessary to im
plement the PSP recommendations. USRA has been 
working very closely with Amtrak, the Chessie System 
and the Federal Railroad Administration to develop a 
final plan for the removal of through freight traffic from 
all or portions of the New York-Washington PC main 
line. These discussions centered around the purchase or 
lease by Amtrak of the PC Boston-\Vashington main 
line for improved high-speed passenger service and the 
use (by purchase, lease or other arrangement) by Con
Rail of B&O's Washington-Philadelphia main line for 
possible use as the through freight bypass route. 

Additional discussions have been held with Amtrak 
to ensure that intercity passenger service throughout the 
Region will continue uninterrupted during the transi
tion to ConRail and to coordinate ConRail's rehabilita
tion schedule with passenger service improvements. 

Similar discussions have been held with the various 
state and regional transportation authorities having 
jurisdiction over suburban services. These discussions 
were aimed at facilitating orderly transition and con
tinued operation of the Region's vital commuter rail 
systems in accordance with the Final System Plan. The 
discussions related to terms of existing and future con
tracts, subsidy arrangements, choice of operating agency 
for sen-ices, right-of-way improvPments and prodsion 
of equipment. 

Improvement Program for the Northeast Corridor 

The eastern seaboard between vVashington and Boston 
has more than 40 million inhabitants and generates the 
most intensive intercity rail travel in the country. Over 
80 million passenger trips a year are made by all modes, 
of which 9 percent are by rail. The primary mode, auto, 
is subject to increased traffic congcstion, poor fuel effi
ciency coupled with possible shortages of petroleum 
fuels and "spillover costs" in the form of air pollution 
and accidents. By HH)O, the total intercity travel in the 
area is expected nearly to double, compounding the al
ready severe pressures on the Boston-\Vashington cor
ridor's transportation system. 1.::-SRA's proposed rail 



improvement program is designed to alleviate these 
problems by attracting to the rail mode about 21 percent 
of the projected Hl90 Northeast Corridor intercity 
traffic. 

Merely holding the line or effecting minimal improve
ments to the rail plant will not achieve the best use of 
potential rail capacity. Comprehensive economic and 
market analyses of the Northeast Corridor conducted 
over the past 12 years concluded that fast, frequent 
service is a prime ingredient of increased passenger de
mand. Experience with improvrd high-speed rail in 
both Great Britain and .Japan has confirmed this rela
tionship. The Act requires the establishment of im
proved high-speed rail passenger service, consonant 
with the Secretaris Hl71 report entitled "Recommenda
tions for Northeast Corridor Transportation." That 
report. in turn, calls for a plan for service improvements 
to achieve trip times of approximately 2 hours and 30 
minutes in the N e\v York-·w ashington segment and 
approximately ;) hours in the New York-Boston seg
ment. with intermediate stops. Nonstop service would 
redu~e these schedules. These times are consistent with 
those demonstrated in the demand analyses as necessary 
to achieve a substantial ridership increase. 

If a significant shift of future auto and air travel in 
the Corridor is not achieyed, additional airport and 
highway construction to accommodate future traffic 
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will be required. New investments of this type \vould be 
costly not only in dollar amount but also in environ
mental impact and fuel efficiency. 

In the PSP, the Association strongly recommended 
the separation of passenger and through freight oper
ations in the K orthcast Corridor bet\veen New York 
ancl "\Yashington. This plan offers the most reasonable 
way to improw passenger and freight operations and 
can be accomplished, in time, with a reasonable fixed
plant investment. The existing PC route could be re
leased and upgraded for high-speed passenger sen-ice 
and all or some of the parallel route could be upgraded 
specifically for efficient freight operations, thereby 
accomplishing the optimum separation of passenger and 
freight traffic in the Corridor. 

USRA has worked with the Department of Trans
portation to provide more details respecting specific 
improvements to the Northeast Corridor. The Federal 
Railroad Administration has developed frameworks 
for implementing tlw high-sperd rail improvement pro
grams which include several cornponrnts (some of 
\vhich are summarized below) : System descriptions, op
erational requirements and the phasing and financing 
of improvemrnts. The Chairman of USRA is sending 
a copy of this report to Congress. uSRA has not re
viewed these alternatives and therefore does not recom
mend any or all of the options therein discussed. 

COST-SHARING PRINCIPLES 

USRA made the following specific recommendations 
for the sharing of ownership and operating costs be
tween passenger and freight operations in the PSP. 

• The exclusive user of a facility should mvn the 
facility. 

• ·where passenger and freight services are mixed, the 
dominant user should own the facility and the other 
user should pay an avoidable cost for use of the 
facility. 

• Passenger trains should be given priority over 
freight. 

• There should be an incentive program between Am
trak and ConRail to encourage cooperation between 
the two entities. 

• ConRail freight operations should not subsidize 
passenger operations. 

• Passenger entities should make their own arrange
ments for financing. 

• Through freight service should be removed from 
the PC's Northeast Corridor line between New 
York and Washington. 

• ConRail should not be the owner of the Northeast 
Corridor. 

These policies provide that properties used domi
nantly or exclusively by a passenger entity should be 

purchased or leased by that entity. If for some reason 
the passenger entity does not choose to own or lease 
a predominantly passenger facility that has viable 
freight service, ConRail should acquire the line and 
contract with the passenger entity to compensate Con
Rail for all the costs of that facility except those which 
could be avoided in the long term if ConRail, the minor
ity user, were not present. 

Since publication of the PSP, these guidelines have 
been modified slightly and now can be expressed as four 
principles. These principles have guided USRA in its 
discussions with Amtrak and the commuter authorities 
and are the recommended basis for agreement between 
ConRail and the passenger entities. First, ConRail has 
the responsibility to provide satisfactory passenger serv
ices on all lines in its system in accordance with the 
policies established a,bove. Second, the provision of those 
services should not be subsidized by freight services and 
ConRail should not be burdened with any passenger 
deficit.1 Third, passenger opemtions should have 
priority over freight operations. Fourth, the exclusive 
or dominant user of a facility or in some special cases 
a state or public agency should be its owner. 

1 The ConRall financial statements shown In Chapter 3 assume Con
Rail will bear no passenger deficit. 
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The following policies regarding ownership and al
location of costs flow from the fonr basic principles. 

• ·where facilities exist or ttre built for the exclusive 
use of onf' type of service, i.e .. passenger or freight, 
that entity should bear the full cost of those facili
ties. 

• In instances where two or more passenger entities 
jointly use an exclusive passenger facility, the 
responsibility for allocating costs on an equitable 
basis shoulcl lie with the users. 

• Where freight and passenger operations both use a 
facility, the dominant user should own the facility 
and bear all the costs of that facility except those 

System Description and Improvements 

The trip time requirements of high-speed rail service 
necessitate train operating speeds substantially higher 
than those in effect presently. In turn, those speeds re
quire a roadbed incorporating higher standards of 
track, allowable force levels, curvature and stability 
than exist at present. 
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As a result of the operating requirements for shorter 
trip times in compliance with the Act, the Corridor 
plan requires substantial improvements to the physical 
plant of the PC IV ashington -Boston main line. The 
right-of-way will be mgi1wered to allow higher speeds 
through better track structure and curve improvements, 
including a limited number of major realignments. The 
power distribution (electrification) .system will be mod
ernized and will extend the Pntire length of the Corri
dor. Reliability and safety will call for new signalling 
and train-control systems and fencing of the right-of
way. To achieve the necessary trip times with comfort, 
vehicles must have high power ratings as well as sus
pension systems allowing a smooth ride. To permit the 
foll freight and passenger separation, the Corridor pro
gram would include new connecting tracks between the 
passenger main line and the off-Corridor freight route 
to facilitate tlw efficient movement of local freight to 
and from the bypass route. These connections and the 
upgrading of the B&O south of Philadelphia would be 
accomplished as operational requirements dictate. Fig
ure 1 describes the off-Corridor freight route between 
New York and \Vashington and shows these new con
nections with the high-speed passenger route. 

Phasing the Improvements 

Assumptions made in developing the program phases 
are as follmvs: 

• The program should be phased so the project can 
be implenwnted incrementally, with each major 
element and phase rrsulting in a discrete improve
nwnt. 

• Priority should be given to high benefit projects. 

which could be avoided if the minority user were 
not present. To determine the dominant user, all 
passrngcr sel'\'icPs. both intercity and co111n111tP1'. 
should be considPred as one entity and all freight 
sPrvices, regardless of carrier, should be considered 

as om' entity. 

• The minority user should bear rxclusivPly the cost 
of any additional facilities it requires, both exist

ing and proposed. 

• \Vhere passenger and freight operations both USP a 
facility on an equal basis, the costs of owning and 
using the facility should be shared equitably. 

• Flexibility in selecting and scheduling of improve
ments should be maintained. 

• There should be opportunity for review prior to 
major commitnll'nts. 

Phase /.-This phase restorPs the ~ortheast Corri
dor to UH.iH Metroliner service standards. Facilities 
\YOllld be upgraded to support the improved senice 
level. In aLMition, stations would be rehabilitated, high 
vandalism areas wonld be fencell and priority bridge 
\Vork wonld commence. To facilitate moving freight 
service off the Corridor. connections wonlcl he con
strnctecl between the Coniclor line and parallel fn'ight 
tracks in appropriate geographic areas .• \bo prepara
tory work for subseqm'nt phases would be commenced, 
entailing Janel acquisitions for track realignment and 
connections. electrification and signalling system design 
and vehicle engineering. 

Phase l!.-This phase, if desirable. would implement 
the right-of-way program between "'ashington and 
Xe"· York and between Xew Haven aml Boston. (The 
Xew York-XPw Haven segment is discussPd below.) Ad
llitional stations w01ild be improved and tlw right-of
way upgrading program continued. The systl'm test 
usin" iww rolli1w stock \vould be undertaken. At the 

"'"' ,.,, 
completion of Phase II, considerabk imprnve111Pnts will 
have bPen made throughout the Corridor. in eluding up
graded track structure, electrification and signalling. 
The stations would havP undPrgone improvements and 
passengers \vouhl be enjoying the spee<l and comfort of 
a first-class railroad svstem. 

Phase I I /.-This pirnse. if desirable. \rnuld complete 
the program, Track work will bP eomplPtecl between 
X cw York and X ew Haven, and yanb. shops and main
tenance facilitiPs would be upgraded to support the new 
rnlling stock. 

l'SR.\ lends its support to the development of dis
crete high-speed passPnger se1Tices bet\vPrn Boston and 
"'ashington consonant \vith the recommendations of 
tlw ~e('l'Ptary of Transportation in his report of SPp
ternber 1D71. Pntitled "RccommPrnlations for Korthpast 
Corridor Transportation.'' USRA belie\·es that the Cor-
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ridor improvement program should be completed by the 
earliest practicable date. 

Decisions reflecting the desirability of implementing 
any or all of these various phases necessarily depend on 
cost/benefit relationships which GSRA has not studied. 
It should be noted that the costs associated with such 
improvements have multiplied senralfold since prepa
ration of the Secl'etary's Report of 1971. 

In the X ewark-\Vashington segment, ConRai I's 
through freight sen-ice on the passenger corridor would 
be rnntinued 1wnding orderly transfer of these opera
tions to a bypass route as necessary; Xewark-Phila
delphia through freight service will be shifted first. 

Financing Northeast Corridor Operations 

Extensive analyses conducted by and on behalf of 
the Department of Transportation indicate that a high 
speed service level at competitirn fares would divert 
substantial volumes of passenger traffic from other 
transportation modes and would generate more than 
enough revenues to cover operating costs. These reve
nues are not, however, expected to be sufficient to cover 
interest payments and initial capital costs. 

Acquisition of the Northeast Corridor 

In keeping with the requirements of the Act and sub
ject to the approval of its Board of Directors, Amtrak 
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intends to acquire the rail properties USRA has desig
nated to be used in the X ortheast Corridor improvement 
project. ~lmtrak would exercise its option to purchase 
or lease these properties from Con Rail. This arrange
ment allows an unencumbered assumption of authority 
ancl responsibility that will simplify arnl accelerate the 
improvement program and afford maximum protection 
to the public investment. 

Rail properties in the Corridor which currently are 
owned by several state and regional transportation au
thorities cannot be conveyed to ~lmtrak under the Act, 
but .\mtrak will continue to exercise operating rights 
for intercity passenger service on these lines. 

The Corridor is defined as such properties presently 
nsecl in passenger operations on the PC main line route 
between Boston and \Vashington. D.C. via X ew London 
and the Hell Gate Bridge. including all main line 
tracks. structures. power and control systems. stations. 
platforrns. passenger yards and shops. 

Responsibility for continuation of eommuter se1Tice 
should be resolved between the appropriate commuter 
agency and Amtrak on an equitable basis. 

Details of the legal arrangements for designating 
properties to Amtrak are proviclecl in Part II of this 
Report. 
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Operation of the Northeast Corridor 

Fu11 operational control of Northeast Corridor traffic 
now performed by PC should be vested with ~\.mtrak. 
Amtrak should be responsible for a11 signalling, dis
patching and maintenance in the Coniclor. ConRail 
should provide operating crews. maintenance person
nrl and li1w 1rnmagcment suppol't under contract to the 
extent recp1ested and rrquil'rll hy .\.mtrak. Amtrak also 
should be designate<l as thr single 01wrating rntity re
sponsible for coordinating freight and passenger ,;erv
ices in accordance with section ()01 (d) (-±) of the Act. 
The Federal Railroa<l .\.dministration has reeommende<l 
the formation of an indepenclrnt "Dispute Board" to 
reconcile major differences hehvren intercity. commuter 
and freight users. 

To implement high-spred passenger sPrTice. ConRail 
should conti1111e negotiating "-ith the Chessie System 
for purchase. lease or trackage rights on the parallel 
B&O line between \Vashington and Philadelphia. Tlw 
ultimate price fort hese facilities has not been agreed to. 
bnt discussions are proceeding within the following 
framework: 

• ConRai 1 v;i ll accp1i l'C' Jll'Op<>rty o!' t ra<'kagP l'ights 
over the pl'rSPnt RDG/LY li1w lwhn•rn Philadel
phia and Newark, N .• T., for freight operations. 

• ConRail should acrp1ire p!'oprrty or trackage 
rights over Chessie's line between Philadelphia 
and \Yashington. D.C. 

• ConRail should not assume t hP acquisition and im
pron·ment costs of the ChrssiP pro1wrty. to the ex
tent that such costs exceed those which would be 
incurred by ConRail in acquiring and rehabilitat
ing tlw PC route for frright service. 
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Use of the Chessie route behveen Philadelphia and 
Washington appears to be the most effective means to 
implement the high-speed rail passenger program. As 
discussions regarding acquisition or use of this line an· 
not complete and because extensive physical improve
ments will be 1wcessary, the rerouting of through 
freight trains behYeen Philadelphia and \Vashington 
may take a number of years to accomplish. This, how
ever, should not dPlay irnplrmentation of high-speed 
Corridor passrngPr senices. 

Since ConRail will have rights to RDG/LV tracks 
at the time of conveyance and because only limited 
physical improvements are required, the rerouting of 
through freight trains bet'n~en Philadelphia and 
~e"-ark can be achieved fairly rapidly. Shifting freight 
trains from this, the most congested portion of the Cor
ridor. 'vill allow plant improvements to be made on the 
passenger line "-ith minimum disruption to intercit.v 
and commuter passenger service. 

Alternative engineering plans have been developed 
for continued use of the PC right-of-way betwern Phil
adelphia and \Vashington which would enable the goals 

of t hl' Corri<lor imprm-eJ11ent program to be achieved 
rn•n if <liseussions "·ith Clwssie are not successfully 
eompletrd by the date of conveyance. 

Other Amtrak Services 
In tlw PSP, USR.\_ identified a number of short to 

ml'<limn distance conidors "-here upgrading for pas
srnger senice might return substantial benefits. These 
col'ridol'S a re listed in Table l and. with minor revisions 
fro111 tlw map shown at p. :m:i of the PSP. displayed as 
an intrgrat<>d corridor network in Figure 2. The recom
nwrnlations arP purely ~Hh-isory; USRA believes Am
trak should ham the final responsibility for determin
ing routes to be operated .• \.dditional routes or higher 
S<'l'Yice knls may also result from state-sponsored pro
grallls. such as those proposrd by Xew York. \Vith these 
saJIH• qualifications. CSR.\. reaffirms as its final recom
mendations pursuant to SPetion 206 (a) (7) of the Act 
tlw rnuks shmY11 in TahlP l and Figure 2. 

T.\BLE l.-811111ntar!I of rc<·ommcndecl Corridor services 

<'hkago to :\Iilwankee 
:\(•\Y York to Hnf'falo 

<'hieago to Ht. Louis 
l'hil'ago to Detroit 
Detroit to Cincinnati 
Pittsburgh to Indianapolis 
Chicago to Cincinnati 
Clewlaml to Pittsburgh 

<'lPwland to Cincinnati 
CleYelaml to Buffalo 
Philadelphia to Pittsburgh 
Washington to Pittsburgh 
"'ashington to Norfolk 
DPtroit to Buffalo 
ClPYeland to Chicago 
Indianapolis to St. Louis 

A major concern in the restructuring process "-as the 
protection of existing passenger service patterns. Am
trak passengC'r sP1Tiees outsidP the Northeast Cor
ri<lor "·ill eontinue to operate over present routes, with 
minor Pxceptions. The problem plaguing thesr services 
today is tlw poor condition of track and roadbed. 

Since most of .\.mtrak.'s routes correspond to Con
HaiFs main lirn' freight routes~ the cost of rehabilitating 
t hes<' lines to thP level !ll'edPd for freight operations 
sho11l<l lll' home hy ConHail. In addition~ based on the 
rPs11lts of l-~IL\-.\.mtrak discussions. ConHail should 
agreP to assume the costs of rrhahilitating certain lim
ikd lines to a lewl ahow that needed for ConRail 
freight se1Tiee hut vital to ~\.mtrak passenger service, 
for pxample, the liw' from Cincinnati to Indianapolis. 
Ths linP is important for Amtrak's Chicago-Cincin
nati trains but is not planned as a principal freight 
routP. 

ExcPpt for sPveral routes discussed below, all lines 
rrquire<l for Amtrak operations should be rehabilitated 
to a condition permitting thr reliable operation of sched-
11lPs comparablP to those in effect on May 1. Hl71. pro
vided t hrse lines were nsed for passenger service at that 
time, lrnYe lw~~n in continuous service since then and are 
incorporated for freight purposes in the ConRail Sys
tem. l~pon eompll'tion of thr rehabilitation program. 
.\.mtrak will b(' able to oprrate passPnger trains between 
ernl points on sclwdules at least equivalent to those of 
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FIGURE 2.-Proposed integrated zmssenger Corridor network 

NUMBER OF LINES BETWEEN CITIES 
REPRESENTS NUMBER O!= RECOMMENDED 
DAILY ROUND TRIPS 

NORTHEAST CORRIDOR HIGH-SPEED SERVICE 

-

HOURLY SERVICE BOSTON - NEW YORK 
HALF-HOURLY SERVICE NEW YORK -WASHINGTON 

May 1971. The rehabilitation program. coupled with 
the policy of giving passenger trains priority m·er 
freight, should reduce the scheduled times of passenger 
trains on most routes in the Rr,gion. Hide qnality also 
will be enhanced by the improved track structure. 
l~SRA anticipates that most of the rehabilitation pro
gram on Amtrak routes can be complek(l \vi thin iJ years. 

The recommended ConRail route structure generally 
will meet Amtrak's requirements. There are several ex
ceptions, hc\vever. ~ome line segments are not recom
mended for inclusion in the FSP because they are not 
viable for freight service. These dispositions will affect 
the routing of Amtrak's intercity sen·ice unless alterna
tive arrangements arc made. The routes affected are: 

• Portions of the Philadelphia to Harrisburg line 
used by Amtrak's Kew York to Chicago, ~ ew York 
to Kansas City and Philadelphia to Harrisburg 
services, 

•The line segment from Richmond. Indiana to In
dianapolis which is currently used by Amtrak's 
Kew York to Kansas City senicc arnl 

• The segment from Porter, Ind. to Kalamazoo. ::\fich. 
which is part of Amtrak's Chicago-Detroit and 
Chicago-Port Huron sen-ices. 

USRA has worked closely with Amtrak to find rea
sonable alternatiYes. In the casr of the Philadelphia
Harrisburg and Porter-Kalamazoo segments. Amtrak. 
states or other public agencies \vill he offered an option 
to purchasP or to lease the lines shon ld the Act be 
amended to permit these transactions. Alternatively. 
the line segments could remain with the estate and 

SYRACUSE 

NORFOLK/ 
NEWPORT NEWS 

.\mtrak, states or other public agencies could acquire 
it from that Pntity. ThP Ridrn1ond-Irnlianapolis seg
n!Pnt wi 11 not be used for passPnger scn·ice henrnsP 
.\mtrak is planning to reroute its X ew Yark-Kansas 
Cit.v trains via Dayton and Cincinnati on the Cohm1-
bus-Irn1iana polis segment. ·with rehabilitated right-of
way. this (li\·ersion will not increase travel time. 2 

As a result of these arrangt>ments. FSRA believes 
that the needs of Amtrak's intPrcity rail passPnger sen·
ices 'vill be met and that .\mtrak's Board of Directors 
will appro\·e the essential fratures of this arrangement. 

J)rtails of the legal property designations for inter
city passenger senice are found in Part II of this 
Heport. 

Commuter Services 

During the seyeral months prior to the preparation of 
the Final System Plan. l!SRA staff met with officials of 
the nuious state, lof'al and rrgional transportation au
thorities responsible for funding and operating com
muter rail services in the Rrgion. rSIL\ 's purpose was 
to explain the effeet of the .\et and the .\ssociation 's 
Plan on their re:-~pective services. Throughout thesp dis· 
cussions, l:"SRA emphasized its desin· to see a :-mooth 
transition and orderly continuation of commuter serv
ice after conwyance. 

Following CSRA's stated policies that there should 
be no cross-subsidization and that the (lominant user of 

2 Pending rehabilitation of Cincinnatl·Indianapolis, alternate routes 
(probably via Cnion City, Ind.) will Ile required. 
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a facility should be the om1er, the Association rrcom
mended that commuter authorities purchase or leasr 
those lines over which they are the dominant user. Tlw 
authorities generally indicated a willingness to acquire 
such properties, although in most cases a lack of avail
able funds 'vill preclude this possibility in ti.me for drs
ignation in the FSP. 

USRA indicated that ( 'onRail would be available to 
operate commuter services, providing suitable compen
sation is offered. The authorities have the option of 
choosing a carrier other than ConRail. 

A number of the commuter operations provided by 
railroads in reOl'ganization are protected by a provi
sion in the Ad which requires C'onRail to honor con
tracts which werr in force at the time of passage of thr 
Act and still effective. These include PC services in 
New York and Connecticut radiating from Grand Cen
tral Terminal in New York and EL services in New 
York and New ,Tersey radiating from Hoboken, N.J. 
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There are, however, a number of other services which, 
because of the nature of existing arrangements, will re
quire new contracts prior to conveyance if present serv
ices are to be continued. In addition, there are services 
not under contract which will require both negotiations 
for a contract as well as a determination as to which 
agency will be responsible for such a contract. For these 
services, USRA recommends that ConRail negotiate 
with the appropriate authorities for a new operating 
agreement. 3 These negotiations must be completed 
prior to conveyance if services are to be continued. 

Because of the technical nature of the Act and the 
various options available to ConRail for continuing 

3 Key provisions of the model agreement proposed by USRA are that: 
• Con Rail ("Railroad") operate the service. 
• The suburban authority pay "net avoidable cost" of providing serv

ice which represents the difference between all revenue attributa
ble to the service, including fares, food, and beverage revenues, 
equipment rentals, concession and real-estate rentals and expenses 
attributable to the service including out-of-pocket operating ex
penses (e.g .. fuel, salaries and labor benefits, yard costs, equipment 
rentals, electric power consumed), maintenance expenses attrib
utable to passenger service, overhead expenses attributable to 
passenger service, rents (other than equipment) attributable to 
passenger service. return on investment on additional railroad 
facilities required for operation of passenger service, trackage 
rights fees, if any, and estimated charges for freight train delay 
attributable to passenger service. 
Payments to be made in equal monthly installments. ConRa!l may, 
upon 30 days notice, terminate the agreement if payments are not 
made because of insufficient legislative appropriations. 
Payments be adjusted according to quantity and quality of service. 
Poor service attributable to causes beyond control of the railroad 
should be excused. 

• The serYice contract run for 5-year period. It may be terminated 
after the first J'ear by giving 1 year's notice. 

• If service should make a profit during any complete calendar year 
wholly within the term of the agreement, the railroad and the 
authority shall agree to divide the profit between them. 

• The railroad and the authority work towards a capital improve
ment program to improYe service and reduce costs. Improvements 
for sole benefit of one party shall be paid for by that party. 

• A service contract cover use of all equipment dedicated to the 
sen·ice. 

• Disputes be subject to arbitration. 
• The service con tract establish policy as to who shall file tariffs, 

collect fares, promote sen·ice, determine schedules and consists, 
pass policy, etc. 

service, the following sections list the various existing 
services and provide a more detailed description of the 
actions required by local authorities to ensure continu
ation of passenger operations. 

Services Covered by Pre-Act Leases or Contracts 

The following suburban services are operated under 
the terms of a pre-Act lease or contract which is still in 
effect today. ConHail will assume these contracts and 
will operate the rail commuter senices listed below. 

~e1Tices in this category are: 

• "'\Jl EL sulrnrban se1Ticrs in Xew York and New 
.Jersey. These se1Tices are operated under contract 
'vith tlw ::\Irtropolitan Transportation Authority 
(1\ITA) and New Jersey Department of Transpor
tation ( X,T DOT). 

• ,\Jl conrnrnter senices operated by PC radiating 
from Clrarnl Central Terminal o\·er former Xew 
York CPntrnl arnl )Ip"· HaYen lines. These services 
an' oprrakll 111H1Pr contract 'vith ::\ITA and the 
Connecticut Transportation Authority ( CTA). 

~\Jtho11gh <'Prtain line~' nP<·essary for the operation 
of thesP sen-icPs an' not rPquirecl for ConRail's frright 
operations, an option to purchnsP or lease these proper
ties for subsequent transfer to commuter authorities has 
bern <lrsignatctl. In thP rwnt tlwse options are not exer
cised. thP prnperties 'vill remain "·ith the estates and 
arrangernrnts will have to be made by ConRail or the 
commuter authority to gain access to these facilities. 

Services Not Covered by Pre-Act Leases or Contracts 

~\.. number of commutPr serYices are operated under 
the terms of a contract executPd after tlw date of the 
Aet or under the terms of an intPrim contract (e.g., a 
year-to-yPar contract in effect at the time of the Act but 
subsequPnt ly Pxtern1Pl1). For t lwsP commnter services, 
ConHail is oblignkll to prm·i<lr only those which oper
ate owr linPs acqnirrll for frpight sPrvice: it does not 
ln1"e to operate senice on lines which are excluded. 
Inasmuch as the excludell properties Pncompass lines 
into tlw major passengPI' tPnninals or other line seg
nwnts fundamental to these operations. continuation of 
presPnt se1Tice patterns 'viii rrquire that commuter au
thorities acquire rights to use thPSP faeilities by lease, 
pnrchasP or othPr arrnngPment from either the estates, 
or "\..mtrnk. as appropriate. :-lnch negotiations must be 
('Olli p leted prior to ('OJI \·eyanee if present comm nter serv
it·e patterns a re to lw maintained. 

ComnmtC'r sP1TiePs falling into this category include: 

• ,\II HDG senicrs in the Phila<lPlphia area oper
att>ll for the ac('()unt of So11tlwastPrn PemlSylvania 
Transportation Authority (SEPTA). 

4 Examph•H of f'.uc!t lin(•:-; are the- approaehe~ and connePting traekr-; 
lPading to Eri<' Lad~a wanna Holwkrn TPrminal all<l Grand Central 
Terminal. 



• All PC services in the Philadelphia area operated 
for the account of SEPTA. 

• All Pennsylvania-Reading Seashore Line (PRSL) 
services operated in the Philadelphia area for the 
account of X J DOT, 

• All CX.J services operated in the X ew York-Newark 
area for the account of X.J DOT, 

• All PC services operated in the Xew York-Newark 
area for the account of XJ DOT and 

• All PC seITices operatecl between Providence and 
\Vesterly. Rhode Island for the account of Rhode 
Island Department of Transportation (RI DOT). 

Services Not Covered by Pre-Act Leases or Contracts but 
Operated Over Facilities Owned by Public Agencies 

In this case, the commuter authority has access to all 
necessary properties and there is no need to deal with 
the estates. It must, however, negotiate a satisfactory 
operating agreement with ConRail or a carrier of its 
choice for the operation of trains. Such arrangements 
must be completed prior to conveyance. These services, 
all in the Boston metropolitan area, are PC services radi
ating from Boston on the Boston & Albany line to 
Framingham, on the Shore Line to Sharon and various 
branches off the Shore Line. These services are operated 
for the account of the ~Iassaclrnsetts Bay Transporta
tion Authority PIBTA). 

Services Never Covered by Leases or Contracts and Op
erated Over Lines To Be Acquired by ConRail, 
Chessie or Amtrak 

These services will be continued on the day of convey
ance. USRA recommends that ConRail seek a satisfac
tory subsidy arrangement for provision of these services. 
If such agreements lrnvc not been executed by time of 
conveyance, USRA recommends that ConRail post these 
services for discontinuance. Approval for such discon
tinuances must be obtained from the proper regulatory 
authorities. 
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The services along with the recommended owner of 
the property after conveyance are: 

• PC service between Chicago and Valparaiso, Ind. 
(ConRail), 

• PC service between Baltimore and \Vashington 
(Amtrak), 

• RDG service between Philadelphia and Newark. 
N.J. via Bound Brook, N.J. (ConRail),5 

• EL service between Cleveland and Youngstown, 
0 hio ( Chessie) and 

• Services which cross jurisdictional boundaries, 
including: 

-PC services operated beyond l\farcus Hook, Pa. 
to \Vilmington and Newark, Del. which lie out
side the SEPTA commuter jurisdiction (Am
trak), 

-RDG services operated beyond Pottstown to 
Reading and Pottsville, Pa. and beyond Quaker
town to Bethlehem, Pa. which lie outside the 
SEPTA jurisdiction (ConRail) 6 and 

-PC services operated beyond Sharon, l\fass. to 
Providence, R.I. (Amtrak), and beyond Fram
ingham to "rorcester, l\fass. (ConRail) which lie 
beyond the l\IBTA commuter jurisdiction. 

Details of the legal property designations for com
muter service can be found in Part II of this Report. 

The Association believes that these arrangements be
tween ConRail and the passenger entities will aid in 
the attainment of the goals of the Act by establishing a 
rail system that meets the requirements of commuter and 
intercity rail passenger service without impairing the 
ability of ConRail to be financially self-sustaining. 

s During the discussions with Chessle for acquisition of the Reading 
and ErlP Lackawanna properties, It became clear that as a condition of 
purcha•lng these properties, Chessle did not want to assume the obliga
tion of negotiations with the commuter authorities. For this reason and 
also for the purpose of enabling SEPTA and NJ DOT to work with a 
single entltv for the provision of commuter services, USRA recommends 
that ConRa·!I assume this function by purchasing these commuter lines. 

• See previous footnote. 



3 
Financial Analysis 

A primary concern of Congress nnd the public is C.onRail's 

ability to beconie a, financially self-sustaining rail system which will 

seri•e the transportation needs of the Region adequately. The Act 

mandates that pro forma earnings for ConRaif 'Which reasonably 

refiect the consolidation and rehabilitat£on effects of reorganization 

be presented in the FSP. The financial forecasts provide the 

basis for the amount of federal assistance necessar;lJ to imple

ment the plan as well as the basis for satisfying the cla,irns 0 1f 

the estates' creditors. This chapter presents the financial fore

casts for ConRail from 1976 through 1985. 

The financial analysis is critical in the decisions to be made by 

Congress cmd the courts; therefore, great care was taken in design

ing the best approach for the forecasts. This involved the integra

tion of nurnerous marketing, operating and facility studies into 

statements which set forth financial requirements. These require

ments then were integrated with the capital structitre described in 

Chapter 4 in order to produce a complete set of financial statements. 

In addition, the certified public accounting firm of Coopers &: 

Lybrand was engaged to review the compilation of the pro f orma 
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financial statements. As a result of this review, Coopers & Lybrand 

issued a letter to the Association's Board of Directors. A copy of this 

letter follows the notes to the financial statements in this chapter. 

The development of financial forecasts for ConRail 
as mandated by the Act was an intricate task. It in
cluded the following: preparation of traffic forecasts 
in an uncertain environment; planning of consolidated 
and improved rail operations; planning the rehabilita
tion of rail facilities; integration of various industry 
structure and light density line decisions; estimation 
of manpower requirements; preparation of ConRail's 
capital structure; and valuation of the properties con
veyed. Financial and accounting policies had to be pre
pared and approved by the Association's Board. Finan
cial data were derived from these items and in turn had 
to be verified and integrated into pro f orrna financial 
forecasts. Finally, the pro form(18 themselves were de
veloped by the Association's staff and then were re
viewed by the Board. The Association believes that this 
process has resulted in estimates which fairly and accu
rately portray financial expectations for the Consoli
dated Rail Corp. 

A brief review of the methods and key assumptions 
follows to help the reader better understand the finan
cial forecasts. An abbreviated description of the ap
proach and how the v:irious components interrelate 
appears in Figure 1, while a more detailed discussion 
of the development of the proformas appears later in 
this chapter. 

Summary of the Approach 

Temple, Barker, & Sloane, Inc. (TBS), under con
tract to USRA, prepared revenue and tonnage fore
casts (Figure 1, level 1) based on economic projections 
prepared by Chase Econometric Associates, Inc. 
(Chase). The economic projections show a recession 
in 1978 followed by steady growth through 1985. 

The Association adjusted the revenue and tonnage 
forecasts for the planning period to include traffic 
diversions and selective rate increases. Integrated traf
fic flows were used to determine the network configura
tion (Figure 1, level 2). Improvements in the operating 
efficiency and the quality of the roadbed, equipment 
utilization and traffic activity became bases for deter
mining annual expenses (Figure 1, level 3). 

Capital expenditures necessary to accomplish the con
solidation, rehabilitation and modernization of the rail
roads in reorganization were determined using fore
casted traffic flows and information dealing with the 
condition of the present road facilities arid equipment 
fleet (Figure 1, level 4). Equipment capital expenditures 
were determined for freight car and locomotive pur
chases after considering the condition of the existing 

fleet and future fleet requirements. Road capital ex
penditures for rehabilitation and modernization were 
developed by determining the required operating track 
condition and other necessary investments and then esti
mating the cost of bringing the properties up to the 
desired condition. Although the total amount of ex
penditures on road property would be the same under 
any accounting method; to present ConRail's earnings 
fairly, USRA chose to use depreciation accounting in 
the FSP (Figure 1, level 5). 

The above narrative briefly describes the approach to 
developing the pro form(l8 on a constant (1973) dollar 
basis. Since a realistic analysis requires that the ef
fect of inflation be incorporated, the Association devel
oped inflation indexes for each major Interstate Com
merce Commission (ICC) account and applied these 
indexes to the uninflated data (Figure 1, level 6). These 
inflated financial forecasts (Figure 1, level 7) were the 
primary basis for projecting the cash needs for ConRail. 

FIGURE 1.-Preparation process for the FSP financial forecasts 
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A computerized financial model was designed to gen
erate po f<Yf'm(J, financial forecasts for the various in
dustry structure options considered by the Association. 
As a basis for calculations, the model uses forecasts of 
uninflated revenues, expenses, capital programs, infla
tion indexes and interest rates which are stored in the 
data bank. Once input parameters are specified, the 
model then calculates uninflated or inflated financial 
forecasts. These parameters include specification of the 
debt and equity configuration, rate increases associated 
with increased costs, the value of assets to be conveyed, 
payment of dividends and the accounting method to be 
applied. 

The model prints the forecast results directly in pro
f orma statement format. The generated statements fall 
into four general categories : 

• Statements of net income (loss) and retained earn
ings (deficit), 

• Statements of financial condition (balance sheets), 
• Statements of sources and uses of funds and re

quired financing and 
• Supplemental financial and statistical information. 

Summary of Results 

Figures 2, 3 and 4 summarize the financial forecasts 
and portray the financial condition of ConRail for the 
years 1976 through 1985. 

Figure 2 illustrates that: 

• ConRail will realize income from operations be
ginning in 1979 and 

• ConRail will generate positive cash flow from op
erations beginning in 1979 and each year there
after. 

Figure 3 illustrates that: 

• Government funding will total $1.85 billion 1 and 
no new cash funding will be required after 1980. 

Figure 4 illustrates that: 

• Road property expenditures capitalized will total 
$4.2 billion from 1976 through 1985, 

1 USRA's formal recommendations, as explained in Chapter 4, ls to pro
vide for a $1.85 bllf!on cash investment in ConRall. The derived value 
lrom the financial pro formaB ls $1.841 billion. 
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• Equipment additions will total $1.8 billion from 
1976 through 1985 and 

• New equipment financing will total $1.3 billion 
from 1976 through 1985. 

Detailed financial forecasts and a discussion of the 
forecasts appear in the following sections. 
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FIGURE 2.-Annual income and fund ftow from operationB 
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FIGURE 4.-Annuaz additions to operating assets and equipment ftnano£ng. 
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NOTE : 1976 property and equipment additions shown above Include 
the assets conveyed from the railroads In reorganization which are re
fiected In the Initial balance sheet as : 

--

1981 1982 1983 1984 1985 

1) Road properties of $334 million which Includes $44 million for 
land and 

2) Equipment of $340 million 

UNIFIED CONRAIL 

In the event the implementation of the desired Con
Rail industry structure is not possible, the Association 
recommends the adoption of the "Unified ConRail" 
alternative. A more comprehensive discussion of the 
operating characteristics of the "Unified ConRail" 
structure and the reasons for choosing it as the pre
ferred alternative are discussed in Chapter 1. 

Detailed financial statements on the "Unified Con
Rail" option are currently being prepared and will be 
issued in a supplemental report to be published in 

August 1975. Interim analyses indicate that the results 
of operation of this "Unified ConRail" option depend 
upon the extent of traffic protection guaranteed to sol
vent railroads which now interchange freight with the 
railroads in reorganization. The financial performance 
of "Unified ConRail" probably will be materially bet
ter in terms of projected net income but these gains 
will be offset, at least in part, by higher capital invest
ment levels and the greater amount of assets conveyed. 
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ConRail proforma statements of net income (loss) (Note 1) [Millions of inflated dollars] 

Years ending December 31, 

1976 1977 1978 1979 1980 1981 1982 1983 1984 1985 

Operating revenues: 
Freight __________________________ 

$2, 177 $2,476 $2, 588 $2,843 $3,288 $3,619 $3,941 $4, 282 $4,657 $5,059 Other ____________________________ 
113 131 126 128 139 143 147 152 156 161 

Freight revenues __________________ 2,290 2,607 2, 714 2,971 3,427 3,762 4,088 4,434 4,813 5,220 
Paasenger revenues and operating 

loss subsidies (Note 4) ___________ 525 567 611 658 707 756 801 851 904 964 

Total railway operating revenues __ 2, 815 3, 174 3,325 3,629 4, 134 4, 518 4,889 5,285 5, 717 6, 184 

Operating expenses: 
Maintenance of way _______________ 317 353 342 387 433 483 524 570 622 679 
Maintenance of equipment_ ________ 405 431 457 472 493 542 568 609 657 712 
Transportation ___________________ 1, 183 1, 269 1, 233 1, 303 1, 422 1, 531 1, 635 1, 751 1, 877 2, 018 
General, administrative and other 

expenses _______________________ 
163 171 166 177 196 213 229 246 267 291 

Freight __________________________ 
2, 068 2, 224 2, 198 2,339 2, 544 2, 769 2,956 3, 176 3,423 3, 700 

Passenger (Note 4) ________________ 525 567 611 658 707 756 801 851 904 964 

Total railway operating expenses __ 2,593 2,791 2,809 2,997 3,251 3,525 3,757 4,027 4,327 4,664 

Net railway operating revenues ____ 222 383 516 632 883 993 1, 132 1,258 1, 390 1, 520 

Other income (expenses): 
Net car hire ______________________ (245) (274) (263) (239) (237) (231) (256) (293) (330) (367) 
Payroll taxes _____________________ (201) (216) (212) (222) (240) (258) (272) (290) (312) (337) 
Other taxes _______________________ (54) (58) (61) (65) (68) (71) (75) (79) (84) (89) 
Other income and expenses _________ (27) (18) (18) (22) (21) (13) (10) (2) 13 19 

Total other expenses, net_ ________ (527) (566) (554) (548) (566) (573) (613) (664) (713) (774) 

Income (loss) before interest expense, 
income tax expense and extraor-
dinary item ____________________ (305) (183) (38) 84 317 420 519 594 677 746 

Interest expense ______________________ 27 37 41 48 58 66 106 119 133 149 

Income (loss) before income tax ex-
pense and extraordinary item _____ (332) (220) (79) 36 259 354 413 475 544 597 

Income tax expense (Notes 3 and 8) : 
Tax effect of loss carryforward _______ 1 80 120 140 30 
Deferred _________________________ 130 190 200 

Total income tax expense ________ 1 80 120 140 160 190 200 

Income (loss) before extraordinary 
item ___________________ - - - - - - (332) (220) (79) 35 179 234 273 315 354 397 

Extraordinary item-reduction of income 
tax expense arising from carryforward 
of prior years' operating losses (Note 16) _ 1 80 120 140 30 

Net income (loss) _______________ $(332) $(220) $(79) $36 $259 $354 $413 $345 $354 $397 

Net income (loss) applicable to common 
stock: 

Net income (loss) _____________________ (332) (220) (79) 36 259 354 413 345 354 397 
Dividends on preferred stock (Note 13) _ 30 47 59 90 100 110 117 
Accretion of mandatory redemption 

price of Series A Preferred Stock 
(Note 13) ________________________ 1 2 5 7 9 11 12 13 13 13 

Net income (loss) applicable to 
common stock ________________ $(333) $(222) $(84) $(1) $203 $284 $311 $232 $231 $267 

Net income (loss) per share of common 
stock (Note 3) : 

Income (loss) before extraordinary 
item _______________________ -- __ ( 15. 86) ( 10. 57) (4.00) (. 10) 5. 86 7.81 8. 14 9.62 11. 00 12. 71 

Extraordinary item __________________ - . 05 3. 81 5. 71 6. 67 1. 43 

Net income (loss) _______________ $(15. 86)$(10. 57) $(4. 00) $(. 05) $9. 67 $13. 52 $14. 81 $11. 05 $11. 00 $12. 71 

The accompanying notes are an Integral part of these proforma financial forecasts. 
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ConRail proforma balance sheets (Note 1) 

[Millions of inflated dollars] 

December 31, 

1976 1977 1978 1979 1980 1981 1982 1983 1984 1985 

LIABILITIES AND EQUITY 

Current liabilities: 
Accounts and wages payable _______ $151 $162 $161 $172 $186 $202 $215 $231 $24~ $268 
Accrued liabilities _________________ 313 336 334 356 385 418 446 478 514 555 
Other current liabilities ____________ 96 109 114 125 144 158 172 186 202 219 
Current portion of equipment obli-

gations ________________________ 36 35 35 32 31 35 43 57 71 83 

Total current liabilities __________ 596 642 644 685 746 813 876 952 1, 035 1, 125 

Long-term debt, less current portion 
(Notes 9 and 17): 

7.50% Debentures _________________ 698 1,000 1, 000 1,000 1,000 1, 000 1,000 1, 000 1,000 1,000 
Equipment obligations _____________ 175 140 131 135 215 275 433 614 794 1,005 

Other noncurrent liabilities: 
Pension liability (Notes 2, 3 and 10) __ 29 27 24 21 18 15 12 8 4 
Casualty reserve (Note 7) ___________ 26 59 87 91 103 109 113 115 119 124 
Deferred income taxes (Notes 3 and 

8) _____________________________ 130 320 520 
Other ____________________________ 62 103 144 157 183 200 217 238 260 278 

Total liabilities _________________ 1, 586 1, 971 2, 030 2,089 2, 265 2,412 2, 651 3,057 3, 532 4,052 

Commitments and contingencies (Notes 
11and12) 

Excess of passenger assets over liabilities 
and freight equity (Notes 1and4) ____ 151 165 183 218 255 293 334 376 420 466 

Equity: 
Preferred stock (Notes 9, 13 and 17) : 

Series A, $1 par value _________ 3 7 11 14 15 16 17 17 17 
Series B, $1 par value _________ 21 21 21 21 21 21 21 21 21 21 

Common stock, $1 par value 
(Note 13) ______________________ 21 21 21 21 21 21 21 21 21 21 

Paid-in capital (Note 13) ___________ 389 613 929 1,274 1, 441 1,555 1,609 1,658 1, 701 1,738 
Reimbursement for passenger corri-

dor expenditures (Note 5) ________ 9 62 114 152 211 211 211 211 211 211 
Retained earnings (deficit) __________ (333) (555) (639) (640) (437) (153) 158 390 621 888 

Total equity ____________________ 107 165 453 839 1, 271 1, 670 2, 036 2, 318 2, 592 2, 896 

Total liabilities and equity ________ $1,844 $2,301 $2,666 $3, 146 $3, 791 $4,375 $5,021 $5, 751 $6,544 $7,414 

The accompanying notes are an integral part of these proforma financial forecasts. 
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ConRail proforma sources and uses of funds and required .financing (Note 1) 

[Millions of inflated dollars] 

Yea.rs ending December 31, 

1976 1977 1978 1979 1980 1981 1982 1983 1984 1985 

Sources of funds: 
So Incomi:: (loss) before extraordinary 

item ___________________________ $(332) $(220) $(79) $35 $179 $234 $273 $315 $354 $397 
Add expenses not requiring outlay of 

funds: 
Depreciation-road and facil-

ities _____________ - - - - - - - - - - 19 29 41 55 71 89 106 124 143 164 
Se Depreciation - transportation 

equipment _________________ 26 29 33 36 40 46 55 68 83 100 
Series A Preferred Stock issued 

in lieu of interest ____________ 9 22 28 35 40 45 
Deferred income tax expense ___ 130 190 200 

Funds provided from (used in) 
operations before extraor-
dinary item ______________ (278) (140) (23) 161 330 414 434 637 770 861 

Extraordinary item-reduction of in-
come tax expense arising from carry-
forward of prior years' operating 
losses __________________________ 1 80 120 140 30 

Funds provided from (used in) 
operations ________________ (278) (140) (23) 162 410 534 574 667 770 861 

Net proceeds from road and facilities 
11 retired _________________________ 4 6 2 1 4 8 10 15 16 20 

Net proceeds from transportation 
equipment retired _______________ 4 5 5 5 6 8 9 10 11 13 

Increase in other noncurrent liabili-
ties ____________________________ 117 72 66 14 35 20 18 19 22 19 

Total sources of funds, exclud-
ing financing _______________ (153) (57) 96 182 455 570 611 711 819 913 

Uses of funds: 
Payment of dividends, charged to: 

Series B Preferred Stock paid-in 
capitaL ______________________ 3 13 

Retained earnings _______________ 30 47 59 90 100 110 117 

3 13 30 47 59 90 100 110 117 
Accretion of mandatory redemption 

price of Series A Preferred Stock ___ 1 2 5 7 9 11 12 13 13 13 
Additions to road and facilities _____ 551 2Q3 332 394 478 433 468 504 542 587 
Additions to transportation equip-

ment __________________________ 352 135 73 72 138 119 251 298 314 369 
Increase in net passenger assets _____ 173 14 18 35 37 38 41 42 44 46 
Repayment of equipment obligations_ 39 36 35 35 32 31 35 43 57 71 
Increase in other assets _____________ 54 7 2 6 11 8 7 8 9 9 
Increase in working capital (excluding, 

current portion of equipment 
obligations) ____________________ 207 30 19 26 40 74 4 33 68 78 

Total uses of funds _______________ 1, 377 520 497 605 792 773 908 1, 041 1, 157 1,290 

Newfinancingrequired _________ $1, 530 $577 $401 $423 $337 $203 $297 $330 $338 $377 

Continued 
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ConRail proforma sources and uses of funds and required.financing (Note 1)-Continued 

[Millions of inflated dollars] 

Years ending December 31, 

1976 1977 1978 1979 1980 1981 1982 1983 1984 1985 

Sources of financing: 
Sold to Government: 

Series A Preferred Stock ________ 203 287 277 74 
7.50% Debentures _____________ 698 302 

698 505 287 277 74 
Series A Preferred Stock issued in lieu 

of dividends ________________________ 3 13 30 47 59 43 37 30 24 
Accretion of mandatory redemption 

price of Series A Preferred Stock __ 1 2 5 7 9 11 12 13 13 13 
Series B Preferred Stock ____________ 400 
Common stock ___________________ 21 
Equipment obligations _____________ 250 26 36 111 95 201 238 251 294 
Subsidies for passenger working 

capital and net asset additions _____ 65 14 18 35 37 38 41 42 44 46 
Reimbursement for removing freight 

traffic from the Northeast Cor-
ridor __________________________ 9 53 52 38 59 

Amount assigned to conveyance 
passenger assets _________________ 86 

Total financing _______________ $1,530 $577 $401 $423 $337 $203 $297 $330 $338 $377 

I Increase (decrease) in working capital 

' (excluding current portion of equip-
ment obligations): 

Increase (decrease) in current assets: 
Cash __________________________ 22 1 2 2 41 (22) 3 36 45 
Temporary cash investments _____ 158 11 (1) 11 15 16 14 17 18 20 
Accounts receivable less allow-

ance for doubtful accounts _____ 298 41 14 33 59 44 42 45 50 53 
Material and supplies ___________ 233 17 7 18 17 29 18 22 25 29 
Other current assets _____________ 56 7 1 6 9 7 7 8 8 9 

(Increase) decrease in current liabil-
ities: 

Accounts and wages payable ______ (151) (11) 1 (11) (14) (16) (13) (16) (17) (20) 
Accmed liabilities _______________ (313) (23) 2 (22) (29) (33) (28) (32) (36) (41) 
Other current liabilities __________ (96) (13) (5) (11) (19) (14) (14) (14) (16) (17) 

Increase in working capital 
(excluding current portion 
of equipment obligations) _____ $207 $30 $19 $26 $40 $74 $4 $33 $68 $78 

The accompanying notes are an integral part of these proforma financial forecasts. 
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ConRail pro Jorma statements of retained earnings (deficit) (Note 1) 

[Millions of inflated dollars] 

Years ending December 31, 
---~--~--~~-~-~--~--~--~~--~~--~~~--~-~----

1976 1977 1978 1979 1980 1981 1982 1983 1984 1985 

Retained earnings (deficit), beginning of 
year _______________________________ $(333) $(555) $(639) $(640) $(437) $(153) $158 $390 $621 

Net income (loss) _______________ $(332) (220) (79) 36 259 354 413 345 354 397 
Dividends paid (Note 13) ______________ 30 47 59 90 100 110 117 
Accretion of mandatory redemption price 

of Series A Preferred Stock (Note 13) __ 1 2 5 7 9 11 12 13 13 13 

Retained earnings (deficit), end of year __ $(333) $(555) $(639) $(640) $(437) $ ( 153) $158 $390 $621 $888 

The accompanying notes are an lntegtal part of these pro forma financial forecasts. 

Notes to the Pro Forma Forecasts 

Note 1-Basis of Statement Presentation 

Consolidated Rail Corporation ( ConRail) was estab
lished on October 25, 1974 pursuant to the Regional Rail 
Reorganization Act of 1973 (the Act) to acquire, oper
ate, rehabilitate, improve and modernize rail properties 
of railroads in reorganization (see Chapter 1) to be 
conveyed to it under the Final System Plan. 

The accompanying pro f onna financial statements 
(forecasts) have been prepared to reflect the acquisi
tion of these properties (see Note 2) and the pro
jected financial position, results of operations and 
sources and uses of funds and required financing result
ing from ConRail's projected operations for the years 
1976 through 1985. 

The forecasts primarily reflect the proposed freight 
operations of ConRail. It has been assumed that if Con
Rail is to manage the passenger operations of the rail
roads in reorganization, it will do so on a custodial 
basis whereby Amtrak or local commuter authorities 
will finance capital projects, provide funds for working 
capital and fully subsidize operating deficits. Accord
ingly, the results of passenger operations are segregated 
from and included only in summary form in the results 
of freight operations. The forecasts reflect the net assets 
of the passenger operations as separate offsetting cap
tions in the balance sheets and the passenger results of 
operations as separate offsetting captions in the state
ments of net income (loss). 

As more fully discussed in Note 5, substantially all 
of ConRail's through freight operations on the North
east Corridor are to be transferred to other rail track to 
make the Corridor available for improved passenger 
Sl'rvice. The net liquidation value of the Northeast Cor-

ridor as well as that of the other assets used in passenger 
service is included in passenger assets. This procedure 
has been elected by the Association because of the cur
rent uncertainty regarding the eventual ownership of 
these assets. The FSP designates to ConRail, Amtrak 
and the commuter authorities options to buy and/or 
lease these assets. In addition, should Amtrak and/ or 
the commuter authorities take title to these assets they 
have the option to negotiate contractual arrangements 
with ConRail for continued operation of the services or 
to assume operating responsibilities themselves. 

The initial freight road assets acquired do not include 
light density lines categorized as "available for sub
sidy." Title to these assets is assumed to remain with 
the estates of the railroads in reorganization and it 
is assumed that ConRail will be fully reimbursed for 
any losses incurred in operating these light lines for the 
2-year subsidy period presently specified in the Act. 
However, arrangements have not yet been finalized 
for such reimbursements. No provision has been 
made in the forecasts for subsequent operations, if any, 
or for the additional costs (and subsidies) which would 
be required in the 2-year period, and thereafter, if plans 
are made to operate the light lines on a long-term basis. 

The major assumptions and information used to pre
pare these forecasts were developed by the Association 
and are included in the "Development of the Financial 
Forecasts" section of this chapter. In addition, the 
forecasts reflect expected inflationary cost increases 
during each year of the forecast period. The significant 
accounting policies used in preparing the forecasts are 
discussed in Note 3. 

Note 2-Acquisition of Assets 
Acquisition of the assets of the railroads in reorga

nization has been reflected in the accompanying balance 
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sheets under the purchase method of accounting. The 
total amount assigned to the conveyance assets has been 
allocated to the assets on the basis of their estimated 
fair values and is represented by the following: 

Millions 

Securities to be issued to the estates of the railroads in 
reorganization representing an amount equal to the net 
liquidation value of the conveyed assets (see Xotes 4 

and 13)-------------------------------------------- $422 
Government funding of section 215 assets (see below and 

64 
No~ 9)--------------------------------------------

Assumption of equipment obligations of the estates of the 
railroads in reorganization (see Note 9) --------------

Assumption of the estimated pension liabilities of freight 
operations of the railroads in reorganization represent-
ing an estimate of the excess of the actuarially com-
puted value of vested pension benefits over the amount 
of the pension funds of the estates of the railroads in 
reorganization at the date of asset conveyance (see Note 

10) -----------------------------------------------

250 

31 

$767 
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The government funding included in.the initial balance 
sheet relates to section 215 obligations issued under the 
Act for acquisition of and improvements to property 
and equipment prior to the date of asset conveyance to 
ConRail. The amount recorded in the initial balance 
sheet does not represent the full amount of section 215 
expenditures which are estimated to be made prior to 
the date of asset conveyance ($300 million) because the 
Association has assumed that a substantial amount of 
such obligations ($236 million) will be forgiven by the 
Secretary of Transportation as provided by the Feb
ruary 1975 amendment to the Act. It is proposed that 
the remaining $64 million be refinanced by issuance of 
ConRail 7.50% Debentures to the Association as de

scribed in Chapter 4. 
To facilitate an orderly transfer of business opera

tions, ConRail management and the managements of 
the railroads in reorganization may enter into agree
ments whereby ConRail would, for reasonable com
pensation, process the accounts receivable, as well as cer
tain other assets and liabilities that exist at the date of 
asset conveyance. The forecasts assume that if such 
items are processed by ConRail, ConRail will not receive 
title to such assets and liabilities, but will act solely as 
agent for the estates of the railroads in reorganization 
and will refund any excess cash ultimately realized or 
bill the estates for any cash deficiencies incurred from 
the processing. Accordingly, such assets and liabilities 
are not reflected in the initial balance sheet. 

The amounts assigned to the initial assets and liabili-

ties are as follows : 

Freight assets acquired : Millions 

Material and supplies----------------------------- $70 

Investment in affiliated companies (nominal value 
assigned) (see Note 12l------------------------ 1 

Property and equipment : 
Road and facilities----------------------------- 290 
Transportation equipment_______________________ 340 

Land ------------------------------------------ 44 

Total property and equipmenL---------------- 674 

Total freight assets acquired----------------
Freight equity in passenger net assets (see Note 4) 

Freight liabilities assumed: 
Equipment obligations (see Note 9l---------------
Excess of vested pension benefits over amount of 

pension funds (see Note 10 l---------------------

250 

31 

281 
Government funding of Section 215 assets________ 64 

Total freight liabilities assumed-------------- 345 

Total net assets acquired------------------------ $422 

The Act mandates that the Special Court established 
pursuant to section 209 of the Act will determine 
whether or not the securities and other benefits offered 
to the estates of the railroads in reorganization consti
tute a fair and equitable exchange for the assets con
veyed to ConRail. H the Special Court determines that 
the exchange is not fair and equitable, it may order Con
Rail to transfer other securities to the estates in such 
nature and amount as would make the exchange fair and 
equitable, or it may reallocate the securities previously 
transferred among the several estates in such manner as 
to make the several exchanges fair and equitable. In the 
event that issuance of additional securities does not com
pletely satisfy the fair and equitable test, the Special 
Court is empowered to enter a judgment against Con
Rail. Moreover, the United States Supreme Court has 
held that if the consideration conveyed by ConRail to 
the estates is less than the constitutional minimum, the 
estates would be entitled to seek recovery from the gov
ernment under the Tucker Act. 

Any future adjustment to the purchase price as de
termined by the Special Court will be allocated to prop
erty and equipment on the basis of their estimated rela
tive fair values at the date of asset conveyance. Amounts 
paid by the United States Government under the Tucker 
Act, if any, may also result in a future adjustment to 
the purchase price. Future adjustments, if any, would 
also increase the depreciation expense and reduce net 



income from the amounts currently included in the 
forecasts. In addition, because of the uncertainties 
surrounding the entire transaction, no provision has 
been made for the possible imposition of state transfer 
taxes on the conveyed assets. If such taxes are imposed 
by some or all states involved and deemed to be a liabil
ity of ConRail, adjustments similar to the aforemen
tioned would result. 

The forecasts have been prepared on the assumption 
that ConRail will succeed to the tax basis of the proper
ties of the railroads in reorganization which would be 
the case if the acquisitions qualified as tax-free reor
ganizations within the meaning of Section 374 of the 
Inttirnal Revenue Code. Substantial arguments are 
available that the acquisitions will so qualify. However, 
counsel has advised the Association that the matter is 
uncertain and the Internal Revenue Service has indi
cated that it will not issue a favorable ruling in advance 
of the transaction. Consequently, the Association is 
recommending that legislation be enacted which would 
eliminate this uncertainty by assuring that ConRail 
will succeed to the tax basis of the properties in the 
hands of the railroads in reorganization. If such legis
lation is enacted, or if the acquisitions are otherwise 
held to qualify as reorganizations under Section 374 of 
the Internal Revenue Code, depreciation deductions will 
be substantially higher, as indicated in Note 8, for in
come-tax purposes than for financial reporting pur
poses. In the event that ConRail does not succeed to the 
tax basis of the railroads in reorganization, these depre
ciation deductions, ranging from $26 million to $46 mil
lion annually, will not be availaible and income tax 
expense will be increased for the years 1979 through 
1985. 

The forecasts assume that ConRail will not succeed 
to the preconveyance net operating losses of the rail
roads in reorganization. 

The forecasts also assume that ConRail will be per
mitted to deduct for tax purposes substantial portions of 
its rehabilitation costs. This would normally be so under 
betterment accounting but, in ConRail's circumstances, 
it is not certain. It is difficult to isolate that portion of 
the rehabilitation costs that may not be deductible. The 
amounts could be substantial. Even if substantial, the 
Association believes there are depreciation elections 
available to minimize the tax effect during the forecast 
period. In any event, the Association proposes to clarify 
the situation by seeking a tax ruling or appropriate tax 
legislation. 

The deduction of rehabilitation expenditures financed 
by the government, and the right to claim investment 
credit with respect thereto, is also dependent upon the 
government's contribution to ConRail not being char
acterized 'as a subsidy for federal income tax purposes. 
The government's contribution should not be so char
acterized if, at the time the contribution is actually 
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made, the pro f orma forecasts, considered in light of 
actual performance, do not suggest an inevitability, or 
a very high likelihood, that the government's contri
bution (represented by debentures and preferred stock) 
will be forgiven in whole or in part. It is the Associa
tion's view that the government financing recommended 
in the proposed capital structure should not be charac
terized as a subsidy if the forecasted earnings are 
achieved. 

Note 3-Summary of Significant Accounting Policies 
The forecasts have been prepared on the basis of gen

erally accepted accounting principles. The following 
smpmarizes the significant accounting policies used in 
preparing the forecasts : 

• Property and Equipment. The investment in prop
erty and equipment is stated at cost. Additions and 
renewals constituting a unit of property and 
improvements are capitalized; expenditures for 
repairs and maintenance are charged to operations 
as incurred. Depreciation accounting has been 
adopted for all property, including track structure. 
The provision for depreciation has been computed 
on a group composite straight-line method, ad
justed for usage as appropriate, over the estimated 
useful lives of the property. The ranges for com
posite annual depreciation rates by major category 
are as follows : 

Road and facilities : 
Track structure-------------- 3.33 to 6.67 percent 
Facilities ------------------- 1.43 to 20.00 percent 
Buildings ------------------- 2.50 to 5.00 percent 

Transportation equipment ------ 5.26 to 7.69 percent 

Under the group composite method of depreciation, 
no gain or loss is recognized when assets are retired. 
The original cost of assets retired is charged to ac
cumulated depreciation; salvage proceeds, less costs 
to remove, are credited to accumulated deprecia
tion. 

• Income Taxes. Deferred income taxes are provided 
for differences between financial and tax account
ing methods to the extent of the amount of net in
come reported, after exhausting recognized loss and 
investment tax credit carryforwards. Investment 
tax credits are used to reduce income tax expense on 
a flow-through basis in the year in which the credits 
are recognized for financial reporting purposes. 

• Pension Plans. Pension costs charged to earnings 
include charges for current service cost and 
amortization of past service cost over 30 years. The 
excess of vested pension benefits over the amount 
of the pension funds of the railroads in reorgani
zation at the date of asset conveyance has been 
reflected as a liability assumed by ConRail at the 
date of asset conveyance (see Notes 2 and 10). Ac
cordingly, payments funding this liability are 
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reflected in the forecasts as uses of funds but do 
not affect ConRail's forecasted income statement. 

• Net Income (Loss) Per Share. Per share data is 
based on the weighted average number of common 
shares outstanding during each year (21 million) 
after reducing earnings for dividends on the pre
ferred shares and accretion of the mandatory re
demption price of the Series A Preferred Stock. 
There are no convertible securities or stock options 
or warrants which would require a presentation of 
fully diluted earnings per share data. 

Note 4-Passenger Operations 

A summary of the pro f orma financial forecasts 
and expected government payments for the passenger 
operations during the forecast period appears below. 
As stated in Note 1, ConRail will manage passenger op
erations on a custodial basis whereby Amtrak or local 
commuter authorities will finance capital projects and 
working capital needs and will fully subsidize operating 
deficits. No provision has been made in the forecasts 
for major road improvements and equipment acquisition 
programs. For development of forecasted costs the As
sociation has assumed that Amtrak would not purchase 
or lease the corridor. 

Revenues were based on the amount of conductor and 
agent receipts and commuter authority subsidy pay
ments actually received by the railroads in reorganiza
tion in 1973. Costs were developed using 1973 data as 
reported by the railroads in reorganization in filings 

with the ICC and avoidable costs estimated by the rail
roads in reorganization. This costing approach is con
sistent with the ICC's Determination of Compensation 
ruling of September 19, 1973 covering Amtrak opera
tions over Penn Central Transportation Co. (PC) 
properties.1 Using this approach, each regional com
muter and Amtrak passenger contract was analyzed 
separately and the results were aggregated to ascertain 
the total amount of operating deficit recovery ConRail 
should receive for passenger service at 1973 operating 
levels. The deficit recovery was then inflated by the 
composite annual expense inflation index to determine 
the annual deficit recoveries reflected in the forecasts. 

To implement the assumption of appropriate cost 
remuneration, ConRail will have to negotiate revisions 
to most existing contracts with passenger authorities. 
Negotiations are presently under way with Amtrak 
and local commuter authorities which will affect pas
senger subsidies and are discussed in detail in Chapter 2. 
If none of the contracts are renegotiated, and if no 
additional subsidies are received over the level prevail
ing in 1973, the passenger operations will generate an 
estimated cash deficit of $1.65 billion (inflated) over 
the forecast period. Since the precise terms and con
ditions under which passenger-deficit reimbursements 
will be paid are still to be negotiated, these forecasts, 
which assume that these cash deficits will be reimbursed, 
are subject to modification. 

1 This arbitration ruling arose from a dispute between Amtrak and 
PC concerning the appropriate cost reimbursement method used In 
the contract. 

ConRail passenger operations proforma balance sheets 

[Millions of inflated dollars] 

Initial 1976 1977 

ASSETS 
Current assets _____________________________ $7 $183 $198 

Property and equipment ____ -------------- 114 137 163 
Less accumulated depreciation_----------- 6 

Net property and equipment' _______ 114 135 157 
Other BSSets _____________________ -- _ - ______ 13 14 

Total assets ____ -- __________________ 121 331 369 

LIABILITIES AND EXCESS OF ASSETS OVER 

LIABILITIES AND FREIGHT EQUITY 

Current liabilities __________________________ 127 136 
Noncurrent liabilities ______________________ 20 36 
Pension liability (Note 10) __ -------------- 12 11 10 
Excess of assets over liabilities and freight 

equity __________ ---------------- "86 151 165 

99 309 347 

Freight equity in passenger net assets 
(Notes 1, 2 and 3) _______________________ "22 22 22 

• Tbe Increase in net property and equipment capitalized stems !rem the use of the 
depreciation accounting method. Under ICC betterment accounting, there would not 
be an increase in this account. 

2 Represents an amount equal to the net liquidation value of the Northeast Corridor 
at the date or asset conveyance. 

December 31, 

1978 1979 1980 1981 1982 1983 1984 1985 

$215 $231 $248 $265 $281 $298 $316 $338 

197 234 274 317 363 412 465 521 
10 16 23 32 42 54 69 85 

187 218 251 285 321 358 396 436 
15 16 17 18 19 20 22 23 

417 465 516 568 621 676 734 797 

148 160 171 183 194 206 218 233 
55 57 61 65 67 69 73 76 
9 8 7 5 4 3 1 

183 218 255 293 334 376 420 466 

395 443 494 546 599 654 712 775 

22 22 22 22 22 22 22 22 

•Represents an amount equal to the net liquidation value of other assets used in 
passenger operations at the date of asset conveya ice. 

• These amounts plus the assumed liabilties have been allocated to the assets on the 
basis or their estimated fair values. 
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ConRail passenger operations proforma statements of results of operations and government payments 

[Millions of inflated dollars] 

For the years ending December 31, 

1976 1977 1978 1979 1980 1981 1982 1983 1984 1985 1976--Sii 
Total 

Results of operations: 
Operating revenues _____________ $434 $468 $505 $545 $586 $625 $665 $703 $747 $796 $6, 074 
Operating expenses ____________________ 525 567 611 658 707 756 801 851 904 964 7,344 

-----------------~-~----------~----~---~------~------------

Operating loss _______________________ 91 99 106 113 121 131 136 148 157 168 1, 270 
Payments from government entities ___ 156 113 124 148 158 169 177 190 201 214 1,650 

-------------------------------------~--------------~~---------

Excess of payments from govern-
ment entities over operating loss __ $65 $14 $18 $35 $37 $38 $41 $42 $44 $46 $380 

Government payments to passenger oper-
atlons: 

Net operating loss--------------------- 91 99 106 113 121 131 136 148 157 168 1,270 
Net track expenditures capitalized 

under depreciation accounting ______ 23 24 29 32 34 34 38 37 40 41 332 

Net operating loss under ICC 
betterment accounting ______________ 114 123 135 145 155 165 174 185 197 209 1,602 

Working capital deficit (excess) ________ 42 (10) (11) 3 3 4 3 5 4 5 48 

Total government payments to 
passenger operations ______________ $156 $113 $124 $148 $158 $169 $177 $190 $201 $214 $1, 650 

Total outside funding: 
Government payments to passenger 

operations ___________________________ 156 113 124 148 158 169 177 190 201 214 1,650 
Payments to Con Rail for certain costs 

of diverting freight traffic from the 
electrified Northeast Corridor (Note 
5)1 __________________________________ 53 52 38 59 211 

Total funding _____________________ $165 $166 $176 $186 $217 $169 $177 $190 $201 $214 $1, 861 

t A Government entity must provide funds for the purchase of the Baltimore & service. Because a purchase price has not yet been determined, the purchase of the 
Ohio Railroad (B & 0) tracks between Washington and Philadelphia for Con Rail B & 0 tracks has not been refie.cted in the schedule of outside funding required. 
freight operations so that the electrified Northeast Corridor can be devoted to passenger 

Note 5-Passenger Corridor Expenditures 

To improve passenger service on the Northeast Cor
ridor, ConRail freight operations (except local serv
ice) should be transferred to other rail trackage such as 
the Baltimore & Ohio Railroad's (B&O) tracks between 
Washington, D.C. and Philadelphia. Because the trans
fer from the corridor is for the convenience of the 
passenger operations, the Association has decided that 
the freight operations should not be expected to bear the 
costs of the purchase of the B&O tracks and other direct 
capital costs associated with eliminating freight inter
ference with the passenger operation. 

Since a purchase price for the B&O tracks has not 
been determined, and since the precise terms and con
ditions under which reimbursement will be paid are 
still to be negotiated, the acquisition of these tracks and 
the subsequent reimbursement to ConRail have not 
been reflected in the forecasts. Consequently, the results 
of freight operations for the forecast period do not 
include depreciation charges for the Northeast Corridor 
or the B&O tracks. Upon determination of the purchase 
price, operating expenses will be increased and income 
before taxes and extraordinary item will be reduced to 
the extent of the depreciation charges. 

The other direct capital costs consist principally of 
the purchase of 81 diesel locomotives to replace electric 
locomotives which cannot be used on the B&O tracks, 
"double tracking" the B&O line, providing intercon
nections, installing central traffic control ( CTC) and 
making certain other improvements that are required 
to enable the B&O tracks to carry significantly greater 
traffic volume. A summary of these costs follows: 

[Millions of inflated dollars] 

Year: 
1976 _________________ _ 
1977 _________________ _ 
1978 _________________ _ 
1979 _________________ _ 
1980 _________________ _ 

Equipment 
additions 

$21 
23 

$44 

Road 
additions 

$9 
32 
29 
38 
59 

$167 

Total 

$9 
53 
52 
38 
59 

$211 

fl.1 
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e4 

N 

1' 

p 



~ . 

61 

These costs and the related reimbursements are re
flected in the freight balance shoots as property and 
equipment with offsetting amounts included in the 
equity section. 

Note 6-Property and Equipment 
The :following tables summarize various information 

relating to property and equipment :for the :forecast 
period: 

Net investment in property and equipment 

[Millions of inflated dollars] 

Year Conveyed 
assets i 

Additions Total net 
book value 

1976 _____________________ _ 
1977 _____________________ _ 
1978 _____________________ _ 
1979 _____________________ _ 
1980 _____________________ _ 
1981 _____________________ _ 
1982 _____________________ _ 
1983 _____________________ _ 

1984 ___ ------------------
1985 ___ ------------------

1 See Note 2. 

Road property 

$625 
575 
530 
488 
443 
393 
341 
284 
226 
163 

$225 
634 

1,003 
1, 414 
1,954 
2,405 
2,996 
3,638 
4,299 
5, 021 

expenditures 

[Millions of inflated dollars] 

Addi- Track structure 
tions replacements Mainte-

and ·Amounts nance 

improve- De- capi- Removal of way 2 

Year men ts !erred• Current tallzed costs expenses 

1976 ____ $75 $37 $105 $217 $16 $298 
1977 ____ 120 58 115 293 19 324 
1978 ____ 115 86 131 332 24 301 
1979 ____ 129 119 146 394 29 332 
1980_ - - - 164 159 155 478 34 362 
1981_ ___ 87 172 174 433 37 394 
1982_ - - - 92 184 192 468 40 418 
1983 ____ 99 196 209 504 42 446 
1984 ____ 106 208 228 542 46 479 
1985 ____ 113 223 251 587 49 515 

$850 
1,209 
1, 533 
1,902 
2,397 
2, 798 
3, 337 
3, 922 
4,525 
5, 184 

Total 

$531 
636 
657 
755 
874 
864 
926 
992 

1, 067 
1, 151 

$1, 100 $1,442 $1, 706 $4, 248 $336 $3,869 $8, 453 

1 The deferred track structure expenditures represent an engineering estimate cf the 
portion of the replacements required because of the deteriorated condition of the 
system at the date of asset conveyance. 

2 Engineers estimate that approximately $290 million of these expenditures during 
the forecast period pertain to the correction of the maintenance conditions existing at 
the date of asset conveyance on road assets other than track structure. 

Road property salvage and retirements 

[Millions of inflated dollars] 

0 rigi nal cost 
Year Gross salvage Estimated Net salvage of assets 

proceeds removal costs proceeds • retired 

1976 ____________ $20 $16 $4 $1 
1977 ____________ 25 19 6 1 
1978 ____________ 26 24 2 1 
1979 ____________ 30 29 1 1 
1980 ____________ 38 34 4 2 
1981 ____________ 45 37 8 1 
1982 ____________ 50 40 10 1 

1983_ - ·--------- 57 42 15 2 
1984 ____________ 62 46 16 1 
1985 ____________ 69 49 20 2 

$422 $336 $86 $13 

1 Credited to accumulated depreciation. 

Freight equipment additions, net salvage proceeds and 
retirements 

[Millions of inflated dollars] 

Additions 

Miscel- Net Original 

Year laneous salvage cost of 

Locomo- Freight equip- pro- assets 

tives cars ment Total ceeds 1 retired 

1976 __________ $3 $9 $12 $4 $15 
1977 __________ $98 29 8 135 5 14 
1978 __________ 51 14 8 73 5 13 
1979 __________ 57 4 11 72 5 13 

1980 _ - - - - - - - - - 130 4 4 138 6 14 
1981_ _________ 62 56 1 119 8 15 
1982 __________ 67 184 251 9 14 
1983 __________ 84 214 298 10 13 
1984 __________ 90 224 314 11 13 
1985 __________ 101 268 369 13 13 

$740 $1,000 $41 $1, 781 $76 $137 

1 Credited to accumulated depreciation. 

NOTE: The above amounts include equipment additions necessitated by diverting 
freight traffic from the Northeast Corridor (see Note 5). Because the average age of 
the existing fie.et is over 13 years, no capitalizable equipment rebuilds have been 
assumed; instead, the present fleet is maintained with heavy repairs as needed. 

Note 7-Casualty Reserve 
ConRail is liable :for certain uninsured risks, prin

cipally casualty and accident claims, arising from 
operations. These claims are charged to ope.rations as 
incurred. The casualty reserve represents an estimate 
of unsettled claims and losses incurred but not yet re
ported as o:f each balance sheet date. 

A general self-insurance reserve :for losses, which has 
traditionally been provided by railroads, is no longer 
permitted under generally accepted accounting prin-
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ciples. Accordingly, all insurance expenses reflected in 
the forecasts represent payments made to insurance 
carriers for needed protection or payments made or 
to be made to compensate for losses actually suffered. 

Note 8-Taxes on Income 

No provision has been made for income taxes during 
the years 1976 through 1978 due to projected losses 
from operations in those years. Subsequent to 1978, 
when net income is projected, a provision for income 
taxes has been made. To the extent net operating loss 
carryforwards are recognized in these income years, 
an extraordinary item (see Note 16) has been recorded 
to reflect the resulting reduction in income taxes arising 
from the use of the carryforward amounts. As stated 

in Note 2, the forecasts 'assume that ConRail will not 
succeed to the preconveyance net operating losses of the 
railroads in reorganization. 

The provision for deferred taxes principally relates 
to the use of betterment accounting (see the "Account
ing Policies" section of this chapter) for tax purposes. 
Although income taxes are not expected to be paid 
during the forecast period provided the tax assumptions 
described in Note 2 are valid and assuming no sig
nificant changes in the tax laws, deferred income taxes 
must be provided to conform with generally accepted ac
counting principles. The effective income tax rate varies 
from the current federal rate of 48 percent because of 
the effect of the following items: 

[Millions of inflated dollars] 

1979 1980 1981 1982 1983 1984 1985 

Percent Percent Percent Percent Percent Percent Percent 
of of of of of of of 

pretax pretax pretax pretax pretax pretax 
income Amount income Amount income Amount income Amount Income Amount Income Amount 

pretax 
income Amount 

Tax provision at the basic rate. ___ 48 $17 48 $124 48 
Effective reduction in taxes result-

ing from: 
Difference between book basis 

and tax basis of assets origina-
ally conveyed to Con Rail (see 
Note 2) ________________________ (46) (16) (7) • (17) (5) 

State income taxes, less federal 
tax effect ______________________ 2 2 5 2 

Investment tax credit. __________ (13) (33) (12) 
Other. __________________________ (2) (1) 

Income tax expense for finan-
cial reporting purposes ______ $1 31 $80 34 

The recognition of investment tax credits has been 
limited to the tax effect of current timing differences 
expected to reverse in the investment tax credit carry
forward periods. 

For federal income tax purposes, it is projected (on 
the basis of the assumptions herein described) that 
ConRail will have net operating loss and investment tax 
credit carryforwards of $206 million and $367 million, 
respectively, as of December 31, 1985 to offset future 
taxable income, if any (see Note 2 for other tax informa
tion related to ConRail). The expiration of the carry
forward amounts at December 31, 1985, assuming no 
change in existing law, is as follows: 

[Millions of inflated dollars] 

Year of expiration 

1986 _______________________ _ 
1987 _______________________ _ 
1988 _______________________ _ 
1989 _______________________ _ 
1990 _______________________ _ 
1991 _______________________ _ 
1992 _______________________ _ 

Operating loss 

$197 
9 

Investment credit 

$35 
46 
41 
53 
59 
63 
70 

$169 48 $198 48 $228 48 $261 48 $287 

(18) (4) (19) (4) (21) (4) (22) (4) (23) 

7 2 8 2 9 2 11 2 12 
(44) (12) (50) (11) (54) (12) (65) (12) (72) 

6 3 (1) (2) 5 (4) 

$120 34 $140 34 $160 35 $190 34 $200 

The above tax provisions and carryforward amounts 
have been based upon existing tax laws and upon certain 
assumptions with respect to the proper interpretation 
thereof (e.g. Note 2), and upon certain tax elections 
that ordinarily would be determined each year prior 
to filing the tax return. Since tax laws are subject to 
change, the interpretive assumptions in some instances 
cannot be certain, and since tax elections will be 
affected by actual circumstances at the time of filing, 
ConRail's actual tax elections and its future tax provi
sions may differ from those employed in the forecasts. 

Note 9-Long-term Debt 
The equipment obligations are collateralized by sub

stantially all of the carrying value of the equipment 
assets initially acquired from thee.States of the railroads 
in reorganization and by 100 percent of equipment 
assets purchased beginning in 1978. Equipment addi
tions in 1976 and 1977 have been assumed to be pur
chased for cash and are not pledged as collateral for 
debt. 

Equipment obligations finance up to 50 percent of the 
equipment acquired in 1978 and 1979 and 80 percent 
of the equipment acquired in 1980 and thereafter at 
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interest rates which vary from 7.3 to 10.2 percent. Prin
cipal is scheduled to be repaid in 15 equal annual in
stallments commencing in July of the year following 
the year the deibt is issued. 

The equipment obligations presented in the forecasts 
represent equipment trust obligations rather than leases. 
However, it may be more appropriate for ConRail to 
utilize leasing as a financing medium for equipment 
additions. 

The initial equipment obligations assumed (see Note 
2) bear interest at rates varying from 4.3 to 10.5 percent 
with a weighted average rate of 7.6 percent and the 
related principal amounts are payable in equal annual 
amounts over terms varying from 1 to 20 years. 

The repayment of long-term equipment debt during 
the years 1976 through 1985 is reflected in the accom
panying pro f orrna forecasts of sources and uses of 
funds and required financing. Principal repayments of 
the equipment debt existing at December 31, 1985 for 
the 5 years subsequent thereto are as follows: 

[Millions of inflated dollars] 

Year: 
1986 --------------------------------------------- $90 
1987 --------------------------------------------- 86 
1988 --------------------------------------------- 86 
~989 --------------------------------------------- 85 
1990 --------------------------------------------- 84 
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7.50% Debentures (with full preference in liquida
tion) in the amount of $1 billion are expected to be 
purchased by USRA during 1976 and 1977. The Deben
tures bear interest at the rate of 7.5 percent per annum 
which is payable in cash, if available (see Note 13), as 
defined, or in shares of Series A Preferred Stock 
based on a redemption price of $100 per share (see 
Note 13). The issuance of shares in lieu of cash interest 
payments are recorded at estimated fair market value 
when issued. 

The 7.50% Debentures are convertible into Series A 
Preferred Stock anytime, at the option of the holder, 
at a conversion ratio of 10 shares per $1,000 of Deben
tures. In addition, the Debentures are callable at any 
time without penalty and are redeemable, beginning 
in 1986 out of available cash, as defined (see Note 13}, 
after payment of interest on the Debentures, dividends 
on Series A Preferred Stock and dividends on Series B 
Preferred Stock. In any event, all Debentures must be 
redeemed by the year 2011. 

Although an indenture agreement will ultimately be 
designed for these Debentures, the nature of other re
strictions, if any, on ConRail as a result of the agreement 
is not known at the present time. However, the Associa
tion has assumed that consent by the holders of the 
Debentures and Series A Preferred Stock (see Note 13) 
will be required for : 

• Any material change in the charter or by-laws. 
• Incurrence of any debt other than equipment debt, 

permitted short term debt (accounts payable, ac-

crued liabilities and short term borrowings, the 
amount of which is yet undetermined) and long 
term debt in an amount to be determined. 

• Any mortgage or lien other than in the normal 
course of business. 

• Any material change in the business. 
• Any issuance of securities (other than as contem

plated by the Final System Plan) that would ad
versely affect the government's interest. 

Note 10-Pension Plans 
Pensions are provided under the Railroad Retirement 

Act for all rail employees. In addition, ConRail will 
assume from the railroads in reorganization the lia
bility for various other pension plans which provide 
benefits for substantially all management employees 
and certain personnel covered by labor union agree
ments. Recently enacted legislation, the Employee Re
tirement Income Security Act of 197 4 (ERISA), has 
an effect on the plans assumed from the railroads in 
reorganization. The estimated value of vested pension 
benefits for these other pension plans, including an esti
mate of the effect of ERISA, exceeds the sum of the pen
sion funds and balance sheet accruals by $43 million 
(subject to final determination at conveyance date), 
based on the most recent actuarial studies available to 
the Association. Of this amount, $31 million is estimated 
to be attributable to freight operations, and $12 million 
is estimated to be attributable to passenger operations. 
These estimated liabilities have been reflected in the ini
tial balance sheets (see Notes 2 and 4) and are being 
funded over 10 years. 

The annual pension expense (exclusive of passenger 
operations) contained in the accompanying statements 
of operations and ConRail's expected annual pension 
fund contributions (excluding passenger operations) 
are as follows : 

[Millions of inflated dollars] 

Other pension plans 

Contribution 
relating to 

Railroad funding of 
Retirement liability 
Act pension existing at 
expense and Current date of asset Total 

Year contribution expense conveyance contribution 

1976_ - - $181 $6 $2 $8 

1977- - - 195 6 2 8 
1978 ___ 190 6 3 9 

1979 ___ 200 7 3 10 

1980 ___ 216 7 3 10 

198L __ 232 7 3 10 

1982 ___ 245 7 3 10 

1983 ___ 261 8 4 12 

1984 ___ 281 8 4 12 

1985 ___ 303 8 4 12 



Since a formal pension plan has not yet been adopted 
by ConRail, the Association estimated the other pen
sion plan expense and contribution by surveying exist
ing plans and previous experience of the railroads in 
reorganization, adjusted for changes in the number of 
employees and inflationary factors such as wage in
creases. Information was not available to incorporate 
the effect of ER ISA on the amount of the other pension 
plan expense. The design of the ultimate plan adopted 
by ConRail and a determination of the effect of ERISA 
could significantly affect the future pension expense 
over the projection period. In addition, the amount 
of the Railroad Retirement Act pension expense and 
contribution has been hased upon the previous eX1peri
ence of the railroads in reorganization adjusted for 
the factors described above. To the extent of any 
changes in the Railroad Retirement Act, the actual 
pension expense and contribution could differ from the 
amounts included in the forecasts. 

Note 11-Leases 
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The following rental expense and lease commitment 
information is based on the assumption that ConRail 
will assume certain long-tem1 equipment leases from 
the railroads in reorganization, and will not enter into 
any new long-term lease agreements. ConRail may elect 
to finance its l'<Juipment additions with leases; how
ever, for presentation purposes in the forecasts, all 
equipment financing has been reflected on the balance 
sheet as debt obligations (see Note 9). 

In addition. it is assumed that ConRail will acquire 
the underlying assets of substantially all of the lines 
currently leased by the railroads in reorganization that 
are deemed necessary for the proposed railroad sys
tem. Accordingly, all current leased lines are reflected 
as owned assets in the forecasts and are not considered 
as lease commitments in the following tabulations even 
though some leases (immaterial in amount) may ulti
mately be assumed by ConRail. 

Amounts payable under all long-term leases other 
than noncapitalize,d financing leases are immaterial. 
The lease commitment and noncapitalized financing 
lease information is based on the lease information 
currently available to the Association. To the extent 
of information not currently available, the related com
mitment and lease information amounts are under
stated. This understatement applies only to the 
additional lease disclosure information presented 
below; it does not affect the rental expense reflected in 
the forecasts because rental expense was developed 
from historical information and not from the leases 
themselves. Except for rental expense, amounts payable 
under these other long-term leases have been excluded 
from the information tabulated below. Total rental ex
pense also include amounts payable under short-term 
leases. 

Rental Expense 

[Millions] 

Year: 
1976 __________ _ 
1977 ___________ _ 
1978 ___________ _ 
1979 ___________ _ 
1980 ___________ _ 
1981__ _________ _ 
1982 ___________ _ 
1983 ___________ _ 
1984 ___________ _ 
1985 ___________ _ 

Noncapitalized Total 
financing leases 

$84 
82 
81 
76 
63 
57 
56 
52 
46 
37 

$295 
324 
312 
290 
289 
275 
300 
329 
358 
393 

The mm1mum rental commitment at December 31, 
1985 under noncapitalized financing leases is as follows: 

Year: Million• 

1986 -------------------------------- $26 
1987 -------------------------------- 13 
1988 
1989 
1990 

4 
2 
2 

1991 through 1995____________________ 2 
1996 through 2000 ___________________ _ 
2001 through 2005 ___________________ _ 
2006 and after _______________________ _ 

The presmt value of the minimum lease commit
ments for noncapitalized financing leases and the 
weighted average interest rate and the range of interest 
rates used in computing the present value are a..c; fol
lows: 

Present value of Weighted average Range of 
minimum rental interest rates interest rates 
commitments (percent) (percent) 

(millions) 

December 31: 
1976 _____ $422 7. 75 4. 4-13. 7 
1977 _____ 373 8. 13 4. 4-13. 7 
1978 _____ 321 8. 19 4.4-13. 7 
1979 _____ 272 8.28 4.4-13. 7 
1980_ - - - - 233 8.05 4. 4-13. 7 
198L ____ 194 8.08 4. 4-13. 4 
1982 _____ 153 8. 16 4. 4-13. 4 
1983 _____ 112 8. 74 4. 4-13. 4 
1984 _____ 73 8. 78 4. 4-13. 4 
1985 _____ 43 8. 56 4. 7-13. 4 

If all noncapitalized financing leases were capita
lized, and related assets were amortized on a straight
line basis with interest costs accrued on the basis of 
outstanding lease liability, the impact on net income 
for each year an income statement is presented would be 

n 
SI 
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less than three percent of the average net income for the 
most recent three years preceding the respective income 
statement presented except for the following years: 

Year: 
1979_ -
1980_ -
198L_ 

[C\Iillion8] 

Rental expense Amortization of Interest cost on 
as recorded assets if outstanding 

$76 
63 
57 

capitalized lease liability 

$44 
35 
32 

$24 
21 
18 

Note 12-Contingencies 

lncrease in 
net income 

$8 
7 
7 

• Liabilities of the Railroads in Reorganization. 
Since ConRail is not required under the Act to as
sume liabilities of the railroads in reorganization, 
no provision has been made in the forecasts for 
such liabilities (except as stated in Note 2). These 
unassumed liabilities include income taxes, real 
estate and other taxes, accounts payable in default 
and other obligations. 

• Employee Protection. The Act provides employees 
of the railroads in reorganization with mandatory 
offers of employment subject to the employee pro
tection provisions specified in the Act. This pro
vision provides up to $250 million for monthly dis
placement allowances, separation and termination 
allowances and moving expense benefits to meet the 
manpower requirements of ConRail and, to the ex
tent appropriate, certain other railroads and the 
Association. Generally, displaced employees may re
ceive allowances to age 65, provided such employees 
have completed 5 or more years of service with one 
of the railroads in reorganization at the effective 

date of the Act. The Railroad Retirement Board is 
obligated to reimburse ConRail and certain other 
railroads for expenditures made by them to pro
tected employees from funds a~propriated for the 
purpose. 
At the present time, the total protective cost pay
ments to be made by ConRail cannot be reasonably 
estimated. ConRail's portion of the $250 million 
would not affect the operating results because pay
ments made to protected employees would be re
imbursed by the Railroad Retirement Board. 
Since such payments are reimburseable, ConRail 
only acts in a fiduciary role in disbursing these 
funds. Accordingly, the disbursements of these 
funds have not been reflected in the forecasts.Ex
penditures in excess of the $250 million, if required, 
will affect ConRail's financial and operating con
dition, unless additional federal funding is avail
able to cover such excess. At present, there is no cer
tainty that additional funding, if required, will 
be made available (see Chapter 6). The forecasts 
assume that no residual employee protection lia
bility is borne by ConRail without reimbursement. 

• Affiliated Companies. The initial assets to be ac
quired by ConRail from the railroads in reorganiza
tion include certain investments in affiliated com
panies (see Note 2). In conjunction with these in
vestments, ConRail may be responsible for various 
loan guarantees. At the present time, the amount of 
these guarantees, if any, is not known. 

• Other contingencies are discussed in Note 2 (pos
sible additional consideration for conveyed assets) 
and Note 4 (passenger deficit recoveries). 

Note 13-Capital Stock 
The following summarizes the anticipated activity in 

the capital stock accounts during the forecast period: 

('apital ,\'ff!d< 

[Inflated dollars] 

Year 

Conveyancf' datr ___ 
1976 ___ 
1977 ___ 

1978 .. 
1979 ___ 
j980 ___ -

1981-
1982 __ 
198.'J ___ 

1984 __ 
1985 ___ 

'l'otaL __ 

SNics A !'referred Stoek, ··10,000,000 slrnn's uuthorized 

Nurnlwr of slrnrPS 

Issm•d Total 

Issued in 
lieu of 

interest 
(N° Ok ~!) 

Jssut•d 
in lieu 
of cash 

dividends 

Sohl to 
g-overn
nwnt 

Additional 
paid-in 
l'apital i 

Series B Pn•ft>rrcd titoek, 30,000,000 sharps 
authorizt>d 

Number of shares 

IssuC'd Total 
l'ar value Additional 

paid-in 
capital 

Common Stork, '2:>0,000,000 shares authorized 

Number of sharps 
l'ar valur Additional 

Issued Total paid-in 
rnpital 

Increase 
in capital 

Total 
capital 

--------

285, 280 285, :280 :;2s:,,2so $\!, 320,520 

:.!, 765,'2:W 3, 050, 500 ti36, 280 1:w1,.17o $2,031,370 2 227, 772,617 

3,!.15'.?,400 7,002,UOO 7.'iO, 000 1336,270 2,866, 130 2 328,07\J, 127 

4, 149, llO 11, 1.52, 010 750, 000 62U,O'JO 2, 770,020 344, 8.)3, 401 

2, 3.54, 010 13,506,0:20 750, 000 864, 150 739, 860 168, '.:8S, 76\.1 

1,762,%0 1.''i,268,\J70 750,000 1, 01:2, ']50 112,\Jl'J, l'J7 

675, 170 1.5, \!44, 140 G7.\li0 54,402, 221 

.170,810 16,SH,'JSO ."JiO,SlO <19,5']5, 7i2 

441, 120 16,:J,')6,070 Hl,120 42, 603, 7';"3 

341, 710 17, 2\l';", 780 311, 710 37,04.'i,4']8 

~3, V2t, 000 $4, Hfitl, 840 $~. 4ffi, 380 ~1,371, 880,8']8 

21, 000, ()()() '21, 000, 000 

21, 000, 000 

:21, 000, 000 

21, 000, 000 

21, 000,000 
21,000,01)) 

:21, 000, 000 

21, 000, ()()() 
21,000,(XJO 

21, 000, 000 
21,000,000 

~21, 000, 000 :f,38(}, 000, 000 21, 000, ()()() 

2 (3, 327, 137) 

2 (12, 637,027) 

$21, oon. n1.rn ~:lfi4. 035. 83fi 

21, 000, 000 

21, 000, 000 

21, 000, 000 

21,000,000 
21, 000, 000 

21, 000, 000 

21, 000, 000 

:21, 000, 000 

21, 000, 000 

:n,000,000 
21, 000, ()()0 

:!-21, 000, 000 $422, 000, 000 
9, 005, 800 

227' 210, 700 

319, 394, 500 
349, 002, 511 

170, 6-!2, 779 

114, 682, 147 

55,077, 394 

50, 166, 582 

43,044, 893 

37, 387, 208 

$21, 000, 000 

i In accordance with a rccPn1 .Securiiit\S and .E;1.changc Commission policy, amounts 
include acrretion, hascd on expected n•demption datrs, for the ditierencc between the 
mandatory redemption price and the fair market value, at the date of issuance, of thP 
8eries A Prt>ferrC'd Stock issued in liPU of intPrest and eash dividends. This aceretion 
has been charged to retained earnings. 

2 Due to the u11availa\)ihty ofsuflicient earnings for the payment of dividends in these 
yrnrs, additional paid-in capital relating to the 8cries B Preferred Stock has been 
charged, as wrmitted by Delaware law, for the Pstimated fair market value of thr 
rC'lated shares of Series A Preferred Stock issued in lieu of cash dividends. 

$422, 000, 000 
431, 605, 800 

658, 816, 500 
978,211,000 

1, 327' 213, 511 
1, 497, 856, 290 
1, 612, 538, 437 

l, 667, 615, 831 

1, 717, 782, 413 

1, 760, 827, 306 

1, 798, 214, 514 



The outstanding Series A Preferred Stock is pur
chased by USRA at an issue price of $100 per share 
during the years 1977 to 1980 after th7 7.50% Deben
tures are issued (see Note 9) . The Series B Preferred 
Stock and common stock outstan<ling are issue<l to the 
estates of the railroads in reorganization (see Note 2) 
and are recorded on the basis of their estimated fair 
values. As stated in Note 2, the Act empowers the Spe
cial Court to determine \vhether or not the securities 
and other benefits offered to the estates of the railroads 
in reorganization constitute a fair and equitable ex
change for the assets conveyed to ConRail. I~ the eve~t 
the Special Court determines the exchange 1s not fall' 
and equitable, it may order ConRail to provide for the 
transfer of other securities to the estates. 

The Series A Preferred Stock is entitled to an annual 
dividend of $7.50 per share which is payable in cash, if 
available as defined below, or in shares of Series A Pre
ferred st'ock based on the redemption price of $100 per 
share. Dividends paid in the form of additional shares 
are valued at the estimated fair market value at the 
time of issuance. Each share is entitled to $100 upon 
liquidation, with full preference over Series B Pre
ferred Stock and common stock, and will be redeemed 
out of available cash, as defined, after payment of in
terest on the 7.50% Debentures (see Note 9), dividends 
on Series A Preferred Stock, and Series B Preferred 
Stock. and redemption of the 7.50% Debentures (see 
Note g). Accelerated redemption will be required upon 
material events of default. Each share is callable at 
anytime at $100 per share. 

The Series B Preferred Stock is entitled to an annual 
cash dividend of $5 per share which is noncumulative 
and is payable only after full payment of cash dividends 
on Series A Preferred Stock. Total Series A and Series 
B dividends are restricted to available cash, as defined 
below. Each share of Series B is entitled to $50 upon 
liquidation, with full preference over common stock, 
and is callable anytime after 1987 at $50 per share, after 
redemption of Series A Preferred Stock. 

No dividends are payable on the common stock while 
any Debentures or Series A Preferred Stock are 
outstanding. 

Available cash is defined in the equity agreements as 
zero during 1976 through 1980, 25 percent of available 
income (net income increased by the provision for de
ferred income taxes and interest expense on the deben
tures as recorded in the income statement) in each year 
from 1981 through 1985 and 50 percent of available in
come in each year after 1985 provided that, immediately 
after any such payment in any year, the cumulative 
income available exceeds cumulative payments by at 
least $500 million. 

"Restricted payments" each year are to be made out 
of, and in amount no greater than, available cash, as 
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defined above, according to the following schedule of 
priorities: 

• Interest on 7.50% Debentures 
• Dividends on Series A Preferred Stock 
• Dividends on Series B Preferred Stock 
• Redemption in full 7.50% Debentures 
• Redemption in full of Series A Preferred Stock 

In any year, no "restricted payment" may be made to 
a O"iven level of priority unless all "restricted payments" 
h;ve been made with respect to all higher levels of 
priority. 

In addition to the Series B Preferred Stock and 
common stock that have been assumed to be issued to the 
estates of the railroads in reorganization, each estate 
wi 11 receive Certificates of Value in an amount based 
on the net liquidation value of the property received 
from the estate, subject to various adjustments, as de
termined by the Association subject to adjustment based 
on the findings of the Special Court. The Certificates 
of Value are a full faith and credit obligation of the 
United States and are redeemable, on or before De
cember ;n, 1987, by the Association. These certificates 
have not been reflected in the forecasts as ConRail ob
ligations. (See Chapter 4-Appendix A for specific 
terms of the certificates.) 

Note 14-Regulatory Accounting 

ConRail will be regulated by the IOO which pre
scribes accounting rules and regulations for reports to 
be filed with it. These reports will differ from the fore
casts principally in the areas of accounting for track 
structure. Depreciation accounting is reflected in the 
forecasts (see Note 3), but it is anticipated that better
ment accounting will be used in reports to the ICC (see 
the "Accounting Policies" section of this chapter). 

The following is a reconciliation of the income (loss) 
reflected in the accompanying forecasts to the income 
(loss) which would be reported to the ICC for each year 
of the forecast period. 

[Millions of inflated dollars] 

Year: 
1976 _____ _ 

1977 - - - - - -
1978 _____ _ 
1979 _____ _ 
1980 _____ _ 
198L ____ _ 
1982 _____ _ 
1983 _____ _ 
1984 _____ _ 
1985 _____ _ 

Income (loss) t 

per forecast 

$(332) 
(220) 
(79) 
36 

259 
354 
413 
475 
544 
597 

t Before income taxes and extraordinary item. 

Betterment/ Income (loss) t 

depreciation reportable to 
difference the ICC 

$( 132) 
(155) 
( 192) 
(228) 
(261) 
(273) 
(284) 
(295) 
(307) 
(322) 

$( 464) 
(375) 
(271) 
(192) 

(2) 
81 

129 
180 
237 
275 

N 

Cl 

C( 

a 
d 
p 
e 



Note 15-Effect of Replacement Costs 

The :following summarizes the expected replacement 
cost of the investment in property and equipment (ex
cept for property initially conveyed, to which only 
an inflation factor has been applied) and the related 
depreciation and income changes which have been com
puted on the replacement basis of the investment at the 
end of each year: 

[Millions of inflated dollars] 

Investment In property 
and equipment 

Year: 
1976 _____ , 
1977 _____ _ 

1978------
1979 _____ _ 

1980------
1981------
1982 _____ _ 
1983 _____ _ 

198L----
198li------

As 
reported 

$887 
1,300 
1,691 
2, 143 
2, 744 
3,280 
3,985 
4, 771 
5,613 
6, 553 

Replace
ment 
basis 

$950 
1,440 
1,954 
2, 562 
3,336 
4,096 
5,049 
6, 148 
7,363 
8, 782 

Depreciation 

As 
reported 

$45 
58 
74 
91 

111 
135 
161 
192 
226 
264 

Replace
ment 
basis 

$48 
65 
88 

112 
141 
170 
210 
255 
305 
364 

1 Before Income taxes and extraordinary item. 

Income Ooss) • 

As 
reported 

$(332) 
(220) 
(79) 
36 

259 
354 
413 
475 
544 
597 

Replace
ment 
basis 

$(335) 
(227) 
(93) 
15 

229 
319 
364 
412 
465 
497 

Note 16-Extraordinary Item-Reduction of Income 
Tax Expense From Carryforward of Prior Years' 

Operating Losses 
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Net operating losses projected by ConRail during 
the years 1976 through 1978 are utilized as carryfor-

wards m the years 1979 through 1982, when income 
from operations is projected. When income is projected, 
an extraordinary item is recorded in accordance with 
generally accepted accounting principles to reflect the 
reduction in income taxes resulting from the utilization 
of these carryforward amounts. As stated in Note 8, aA
suming no significant changes in tax laws and assuming 
the validity of the tax assumptions described in Note 2, 
income taxes are not expected to be paid during the 
forecast period. 

Note 17'-Limitation on Government Financing 

The government financing described in Notes 9 and 
13 has been based on the assumption that the conditions 
for financing (e.g., compliance with convenants and ab
sence of defined defaults) have been satisfied. The final 
terms of the financing have not yet been determined; 
however, it appears that the financing could be condi
tioned on ConRail's achieving, within an agreed mar
gin, the projected financial results included in the ac
companying forecasts. If it is determined that ConRail 
has failed substantially to meet expectations or that 
ConRail will require substantially more government 

funds than projected, the funding may be terminated. 



COOPERS & LYBRAND 

CERTIFIED PUBLIC ACCOUNTANTS 

IN PRINCIPAL AREAS 

OF THE WORLD 

Board of Directors, 
United States Railway Association 
2100 Second Street S.W. 
Washington, D.C. 20595 

Gentlemen: 

1800 M STREET N W 

WASHINGTON. 0. C. 20036 

',202i 223-1700 

We have reviewed the compilation of the pro forma balance sheets of Con
solidated Rail Corporation as of December 31, 1976 through 1985, and the 
related proforma statements of net income (loss), retained earnings (deficit} 
and sources and uses of funds and required financing for the ten years then 
ending (expressed in millions of inflated dollars) as shown in Chapter 3 of 
the USRA Final System Plan (FSP) dated July 26, 1975. The scope of our review 
is outlined more fully below. 

Description of the Final System Plan 

The FSP represents the projected performance of a new corporation, the Con
solidated Rail Corporation (ConRail), established to acquire rail properties 
of certain bankrupt railroads in the Midwest and Northeast regions of the 
United States pursuant to the Regional Rail Reorganization Act of 1973. The 
ten-year pro forma financial statements were reviewed and approved by the 
Board of Directors. They encompass the assumptions of USRA officers and staff 
and its contractors, who were retained to supply certain expert information 
in specialized areas of the proposed operations of ConRail. The pro forma 
financial statements in the FSP were developed through the use of a series of 
interrelated planning models, as illustrated in Exhibit I, which generated 
projections that formed the basis of the plan. 

As part of its planning process, USRA evaluated reports of its contractors 
and the projections generated by its planning models to determine their appro
priateness under the circumstances. Their review included the following: 

*A review by USRA officers and staff who are generally familiar with the rail 
operations involved and with current events related to these operations; 

* A comparison to the historical financial and statistical operating trends 
of the railroads in reorganization whose properties will comprise the 
proposed rail system; and 

* A review by railroad operating experts who are not currently employed by 
either USRA or the railroads to be included in the ConRail system. 

Following their review, certain revisions and modifications were made by 
USRA to the information generated by the planning models. 

A financial model compiled the projections into pro forma financial 
statements which reflect ConRail's expected future results of operations, 
cash flow, and financial position. This financial model enabled USRA to 
test various assumptions with regard to the sensitivity to critical variables 
within the financial projections. 

Although the assumptions contained in the FSP are those of USRA officers 
and staff, as approved by the Board of Directors, the responsibility for the 
implementation thereof is that of a ConRail management structure which, except 
for the appointment of its president, has not yet been formed. 



Scope of Review 

Our review of the compiliations of the projected financial statements con
tained in the FSP consisted of the following: 

* Gaining an understanding, sufficient for our purposes, of the process by 
which the projections were developed; 

* Determining the consistency of the data and assumptions utilized in the 
projection process; 

* Evaluating the controls utilized by USRA to ensure the projections had been 
compiled in a proper manner - this input information was also reviewed to 
determine its consistency with other assumptions being utilized and that 
these assumptions, in fact, had been authorized by appropriate USRA man
agement; and 

* Determining that generally accepted accounting principles had been applied 
on a consistent basis. 

The economic, financial and statistical data were not subjected to any 
auditing procedures, and we have not evaluated the reasonableness of the 
assumptions used. However, in order to determine that appropriate system 
descriptions and disclosures had been properly made, we reviewed both the 
"Notes to the Pro Forma Forecasts" and the "Development of the 
Financial Forecasts" which are presented in Chapter 3 of the FSP. 

Limitations of Review 

Assumptions used for purposes of the projections represent estimates of 
future events and are subject to uncertainties as to possible changes in 
economic, legislative and other circumstances. As a result, the identification 
and interpretation of data and their use in developing and selecting assump
tions, from among reasonable alternatives, require the exercise of judgment. 
To the extent that the assumed events do not materialize, the outcome may vary 
substantially from that shown in the pro forma financial statements, and 
accordingly, we cannot express an opinion on the reasonableness or achieva
bility of the results reflected in the statements or on the reasonableness or 
appropriateness of the assumptions or data used or the reasonableness of the 
projected outcome. 

Conclusion 

In our opinion, the pro forma balance sheets of Consolidated Rail Corporation 
as of December 31, 1976 through 1985, and the related pro forma statements of 
net income (loss), retained earnings (deficit) and sources and uses of funds 
and required financing for the ten years then ending have been compiled in 
accordance with the basis set forth in the assumptions. Also, the accounting 
policies prescribed by USRA underlying the pro forma financial statements are 
in accordance with generally accepted accounting principles and have been 
applied on a consistent basis through the ten-year projection period. 

The Final System Plan dated July 26, 1975, should be evaluated in the light 
of subsequent reports and special assessments as well as any events and changes 
in circumstances occurring after the date of the report. 

Washington, D.C. 
July 25, 1975. 

Coopers & Lybrand 
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ConRail proforma statements of income (loss) before interest on 7. 50% Debentures, income taxes and extraordinary item 

[Millions of 1973 dollars) 

Operating revenues: 
Freight. - ------- ------ -- ----- - - --- --- --- ---- -- - -- -
Other ••••. --- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -

Freight revenues •. _._ .. __ - _____________________ _ 

Passenger revenues and operating loss su bsldies. ___ _ 

Total railway operating revenues _______________ _ 

Operating expenses: 
Maintenance-of-way ____ .... - __ . _ ... ______ ... ____ . _ 
Maintenance of equipment. ________ . __ . __________ _ 

Transportation._ ... ----------- ________ ..... -- --- . 
General and administrative and other expenses ___ _ 

Freight operating expenses _____________________ _ 
Passenger operating expenses. ___ . _______________ _ 

Total railway operating expenses. ___ ... __ ._ .. _ .. 

Net railway operating revenues.----------------

Other Income (expenses): 
Net car hire __________ -- --- ------------------------
Payroll taxes. --- ... - - __ . - - ... __ . _ .. _. __ - _ - _. ___ -- _ 
Other taxes._ •• _ .. _________ . _____ - - _. __ . _ - ___ .. - __ 

Other Income and expenses------------------------

Total other expenses, net _______________________ _ 

Income (loss) before Interest expense, Income 
taxes, and extraordinary Item.-----------------

Interest expense (excluding Interest on 7.50% Deben-

tures). -- -- ------- ---- --- ---------- -------- ----------

Income (loss) before Interest on 7.50% Debentures, 
Income taxes and extraordinary Item .. _. ____ . ___ ._ 

1976 

$1, 604 
113 

1, 717 
377 

2, 094 

241 
310 
833 
124 

1,508 
377 

1,885 

209 

(208) 
(121) 
(47) 
(24) 

(400) 

(191) 

18 

$(209) 

1977 

$1,695 
131 

1,826 
377 

2, 203 

248 
308 
828 
119 

1,503 
377 

1,880 

323 

(224) 
(120) 
(47) 
(19) 

(410) 

(87) 

15 

$(102) 

1978 

$1,634 
126 

1, 760 
374 

2, 134 

223 
304 
740 
107 

1,374 
374 

1, 748 

386 

(207) 
(108) 
(47) 
(15) 

(377) 

9 

13 

$(4) 

Years ending December 31 

1979 

$1, 667 
128 

1, 795 
375 

2, 170 

235 
294 
724 
105 

1,358 
375 

1, 733 

437 

(181) 
(106) 
(47) 
(18) 

(352) 

85 

12 

$73 

1980 

$1, 802 
139 

1,941 
376 

2,317 

2-«I 
289 
734 
108 

1,377 
376 

1, 753 

564 

(173) 
(106) 
(47) 
(18) 

(344) 

220 

13 

$207 

1981 

$1,SM 
142 

1,997 
376 

2,373 

258 
298 
739 
109 

1,404 
376 

1,780 

593 

(162) 
(107) 
(47) 
(11) 

(327) 

266 

15 

$251 

1982 

$1, 909 
147 

2,056 

377 

2,433 

266 
297 
744 
111 

1, 418 
377 

l, 795 

(172) 
(107) 
(47) 
(10) 

(336) 

302 

18 

$284 

1983 

$1, 967 
151 

2, 118 
377 

2,495 

274 
302 
750 
112 

1,438 
377 

1,815 

680 

(189) 
(108) 

(47) 
(3) 

(347) 

333 

24 

1984 

$2,030 
155 

2,185 
378 

2,563 

283 
310 
756 
114 

1,463 
378 

1,841 

722 

(205) 
(109) 
(47) 

4 

(357) 

365 

30 

1985 

$2,090 
160 

2,250 
379 

2,629 

293 
318 
763 
116 

1,490 
379 

1,869 

760 

(219) 
(110) 
(47) 

7 

(369) 

391 

36 

$366 

These forecasts are presented primarily for the purpose of comparing operating results and, therefore, exclude 7.503 Debentures and the related Interest thereon, Income 
taxes, and the capital structure. 

ASSETS 

CUrrent llSSets: 

Cash----------------------------------------------
Temporary cash Investments.------- __ -----------
Accounts receivable less allowance for doubtful 

accounts. ______________________________________ _ 

Materials and supplies, at average cost ___________ _ 
Other current assets .•.. ________ ---------- --- _____ _ 

Total current assets ___________________ ----------

Property and equipment, at cost: 
Road and facllltles ••............ ------------------
Transportatlon equipment .. -------------- _______ _ 

Less accumulated depreciation. __ . ___ . _________ _ 

Land-----------------------------------------~-

Net property and equipment_ _________________ _ 
Other usets. __________________________________________ _ 

Net pusenger assets ___ ------------------------- _____ _ 

Total assets ____________________________________ _ 

OonRail pro forma balance sheets 

[Millions of 1973 dollars) 

December 31, 

1976 

$16 
115 

223 
174 
41 

569 

451 
334 

785 
36 

749 
44 

793 
40 

141 

$1, 543 

1977 

$16 
114 

237 
173 
43 

583 

652 
413 

1,065 
81 

984 
44 

1,028 
42 

148 

$1, 801 

1978 

$14 
105 

229 
164 
41 

553 

860 
447 

1,307 
136 

1, 171 
44 

1,215 
40 

157 

$1, 965 

( Continved) 

1979 

$14 
104 

233 
163 
42 

556 

1,088 
476 

1,564 
199 

1,365 
44 

1,409 
40 

176 

$2, 181 

1980 

$34 
105 

252 
161 
44 

596 

1,345 
534 

1,879 
275 

1,604 
44 

1,648 
45 

194 

$2,483 

1981 

$103 
106 

260 
165 
45 

679 

1,562 
580 

2, 142 
362 

1,780 
44 

1,824 
46 

211 

$2, 760 

1982 

$134 
106 

267 
165 
46 

718 

1, 782 
694 

2,476 
461 

2,015 
44 

2,059 
47 

228 

$3,052 

1983 

$164 
108 

275 
165 
47 

759 

2,004 
822 

2,826 
575 

2,251 
44 

2,295 
48 

244 

$3,346 

1984 

$198 
109 

284 
166 
48 

805 

2,228 
949 

3,177 
704 

2,473 
44 

2,517 
50 

259 

$3,631 

1985 

$223 
111 

293 
167 
50 

844 

2,454 
1,091 

3,545 
849 

2,696 
44 

2,740 
52 

274 

$3,910 



LIABILITIES AND EQUITY 

Current liabilities: 
Accounts and wages payable _____________________ _ 
Accrued liabilities ____________________ ----- __ -- ___ _ 
Other current liabilities ______ ---------------------
Current portion of equipment obligations ________ _ 

Total current liabilities ___ ----------------------
Long-term debt (excluding 7.503 Debentures), Jess 

current portion of equipment obligations ___________ -
Other noncurrent liabilities (excluding deferred Income 

taxes): 
Pension liability_-----------------------------------
Casualty reserve ___________________________________ _ 
Other _____________________________________________ --

Total liabilities (excluding 7.503 Debentures 
and deferred income taxes)_-------------------

Commitments and contingencies _____________________ _ 
Excess of passenger assets over liabilities and freight 

equity ____ ------------------_-----------------------

Excess of assets over liabilities (excluding 7.503 
Debentures and deferred income taxes) _______ _ 

Total liabilities and equity _____________ ---------
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ConRail proforma balance sheets-Continued 

[Millions of 1973 dollars] 

December 31 

1976 

110 
228 

72 
36 

446 

175 

29 
20 
45 

715 

119 

709 

$1,543 

1977 

110 
227 

77 
35 

449 

140 

27 
41 
71 

728 

126 

947 

$1, 801 

1978 

101 
209 

74 
34 

418 

123 

24 
57 
92 

714 

135 

1, 116 

$1, 965 

1979 

99 
206 

75 
30 

410 

114 

21 
55 
94 

694 

154 

1,333 

$2, 181 

1980 

100 
208 
82 
26 

416 

145 

18 
58 

102 

739 

172 

1,572 

$2,483 

1981 

102 
211 
84 
27 

424 

167 

15 
58 

105 

769 

189 

1,802 

$2, 760 

1982 

102 
212 
86 
28 

428 

241 

11 
57 

108 

845 

206 

2,001 

$3, 052 

1983 

104 
215 
89 
34 

442 

320 

8 
55 

111 

936 

222 

2, 188 

$3,346 

1984 

105 
217 

92 
39 

453 

394 

4 
54 

115 

1,020 

237 

2,374 

$3, 631 

1985 

106 
220 
95 
40 

461 

478 

53 
118 

1, 110 

252 

2,548 

$3, 910 

These forecasts are presented primarily for the purpose of comparing operating results and, therefore, exclude 7.503 debentures and the related interest thereon, income 
taxes, and the capital structure. 

ConRail proforma sources and uses of funds and required financing 

Sources of funds: 
Income (Joss) before interest on 7.503 Debentures, 

income taxes, and extraordinary item ___________ _ 
Add expenses not requiring outlay of funds: 

Depreciation-road and facilities _____________ _ 
Depreciation-transportation equipment_ ____ _ 

Funds provided from (used in) operations 
before interest on 7.503 Debentures, in-
come taxes, and extraordinary item _____ _ 

Net proceeds from road and facilities retired _____ _ 
Net proceeds from transportation equipment 

retired ______ -___________ -- --- ------- -- --- - -- --- -
Increase (decrease) in other noncurrent liabilities __ 

Total sources of funds, excluding financing, 
interest on 7.503 Debentures and income taxes 
and extraordinary item __ ---------------------

Uses of funds (excluding repayment of 7.503 Deben-
tures and dividends): 

Additions to road and facilities ___________________ _ 
Additions to transportation equipment_ __________ _ 
Increase in net passenger assets ___________________ _ 
Repayment of equipment obligations ____________ _ 
Increase (decrease) in other assets ________________ _ 
Increase in working capital (excluding current 

portion of equipment obligations) ______________ _ 

Total uses of funds (excluding repayment of 
7.503 Debentures and dividends) __________ _ 

New financing required (excluding income 
taxes, repayments, and interest on 7.503 
Debentures and dividends) ________________ _ 

1976 

$(209) 

18 
26 

(165) 
4 

4 
94 

(63) 

496 
349 
141 
39 
40 

159 

1,224 

$1, 287 

[Millions or 1973 dollars] 

1977 

$(102) 

25 
27 

(50) 
2 

4 
45 

201 
92 
7 

36 
2 

10 

348 

$347 

1978 

$(4) 

33 
30 

59 
3 

3 
34 

99 

209 
47 

9 
35 
(2) 

298 

$199 

(Continued) 

Years ending December 31 

1979 

$73 

41 
31 

145 
2 

3 
(3) 

147 

229 
42 
19 
34 

7 

331 

$184 

1980 

$207 

50 
33 

290 
4 

4 
5 

303 

258 
72 
18 
30 

2 

30 

410 

$107 

1981 

$251 

59 
36 

346 
4 

4 

218 
ftl 
17 
26 

76 

399 

$45 

1982 

$284 

68 
40 

392 

4 
(2) 

395 

221 
127 

17 
27 

36 

429 

$34 

1983 

$309 

76 
46 

431 
4 

4 
(2) 

437 

224 
142 
16 
28 

33 

444 

$7 

1984 

$335 

84 
52 

471 
5 

4 
(1) 

479 

226 

141 
15 
34 

2 

40 

458 

$(21) 

1985 

$355 

93 
59 

507 
3 

4 
(2) 

512 

228 
154 

15 
39 

32 

468 

$(44) 
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ConRail prof orrna sources and uses of funds and required financing-Continued 

[Millions of 1973 dollars] 

Years ending December 31 

1976 1977 1978 1979 1980 1981 1982 1983 1984 1985 

Sources of financing: 
Equipment obligations ____________________________ $250 $17 $21 $57 $49 $102 $113 $113 $122 
Excess of passenger assets over liabilities and 

freight equity ____________________ . ______________ 119 $7 9 19 18 17 17 16 15 15 
Additional financing provided by capital stock 

and 7.503 Debentures, net of interest on 7.503 
debentures, Income taxes and extraordinary 
Item ____________________________________________ 918 340 173 144 32 (21) (85) (122) (149) (181) 

Total financing ________________________________ $1, 287 $347 $199 $184 $107 $45 t34 $7 $(21) $(44) 

Increase (decrease) in working capital (exclnding cur-
rent portion of equipment obligations): 

Increase (decrease) In current assets: 
Cash------------------------------------------ 16 (2) 20 69 31 30 34 25 
Temporary cash investments __________________ 115 (1) (9) (1) 1 2 2 
Accounts receivable less allowance for doubt-

ful accounts. ________________________________ 223 14 (8) 4 19 8 8 9 
Material and supplies. _________________________ 174 (1) (9) (1) (2) 4 
Other current assets ___________________________ 41 2 (2) 1 2 2 

(Increase) decrease in current liabilities: 
Accounts and wages payable __________________ (110) 2 (1) (2) (2) (1) (1) 
Accrued liabilities _____________________________ (228) 1 18 3 (2) (3) (1) (3) (2) (3) 
Other current liabilities. ______________________ (72) (5) 3 (1) (7) (2) (2) (3) (3) (3) 

Increase in working capital (excluding cur-
rent portion of equipment obligations) ____ $159 $10 $7 $30 $76 $36 $33 $40 $32 

NoTE.-These forecasts are presented primarily for the purpose of comparing operating results and, therefore, exclude 7.503 Debentures and the related interest thereon 
Income taxes and the capital structure. ' 

Cause of Change Analysis 
A "cause of change analysis", as its name implies, rep

resents an effort to trace causal relationships in the be
havior of forecast results between two time periods or 
two sets of assumptions. USRA performed such an 
analysis in order to understand the reasons why Con
Rail's net income over the planning period is projected 
to improve. That is, the analysis reconciles ConRail's 
financial performance to 1973 operations for the rail
roads in reorganization. Summary results of the cause of 
change analysis are shown in Tables 1 and 2. The anal
ysis was calculated on an uninflated (1973 dollar) basis 
to separate the effects of inflation from changes asso
ciated with the reorganization and rehabilitation of the 
plant. The preceding supplemental financial informa
tion shows the uninflated financial forecasts ( 1973 dol
lars) and provides a basis for comparison with the in
flated forecasts which appear earlier in this chapter. 
Another analysis is included which reflects the deteri
oration in operating results occurring in 1974 and 1975 
verifying that the 1976 forecasts are consistent with 
expected 1975 results. A discussion of the specific factors 
responsible for the changes follows. 

Revenues 

Total freight operating revenues are expected to de
crease $~08 mil!i?n from 1973 to 1976 because of general 
economic cond1t10ns and because ConRail will operate 
a smaller plant than did the combined railroads in re-

organization. In the following years, ConRail revenues 
show a substantial improvement, with the gain in total 
freight operating revenues over 1973 estimated to be 
$325 million by 1985. The major reasons for the im
provement are increases in selective rates and services, 
ConRail's increased share of long-haul traffic in the 
Region and a substantial increase after 1980 in physi
cal volume of traffic. Each of these sources of revenue 
gain is discussed below. 

USRA assumes that the ICC will grant selective 
freight rate increases on shipments of specific commodi
ties which move under rates not fully covering their 
costs. General rate increases are not included in the cause 
of change analysis because they usually pertain to in
flationary cost increases. Projected selective rate in
creases add revenues in an amount rising from $21 mil
lion in 1977 to $53 million in 1979. 

The Association assumes that ConRail will be re
imbursed for any losses incurred in operating light 
density lines during the 2-year period as specified in the 
Act. Light density line subsidy receipts by ConRail are 
estimated to be $23 million in 1976 and $24 million in 
1977.2 The subsidy does not include a return on invest
ment because the Association assumed that title to the 
light line assets will either be retained by the estates of 
the. railroads in reorganization or acquired by another 
entity such as a State government. 

2 Inflated Ught Une subsidies are $33 million and $36 million respec
tively In 1976 and 1977. 
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TABLE 1.-0onRail, cause of change analysis, reconciliation of OonRaii income statement With bankrupt carriers 

[Millions of 1973 dollars] 

1976 1977 1978 1979 1980 1981 1982 1983 1984 1985 

Freight only 
Income before government financ-

Ing costs, income taxes and 
extraordinary item: 

1976-85 period (depreciation 
basis) _______________________ $(209) $(102) $(4) $73 $207 $251 $284 $309 $335 $355 

1973-base year ____________ -- --- (161) (161) (161) (161) (161) (161) (161) (161) (161) (161) 
------------------------------------------------------------------

Difference _________________ -_ (48) 59 156 234 368 412 445 469 496 51l' 

Operating revenue.--------------- (208) (100) (166) (131) 15 72 130 193 261 325 
------------------------------------------------------------------

Operating expenses: 
Maintenance--0f-way: 

Expenses ____ - --- -- - __ --- -_ (17) (17) 16 12 10 7 8 8 7 6 
Depreciation_ -- ______ ----- 8 1 (7) (15) (24) (34) (42) (50) (58) (67) 

-----------------------------------------------------------
(9) (16) (3) (14) (26) (34) (42) (51) (61) 

-----------------------------------------------------------
Maintenance of equipment: 

Expenses._----------------- (43) (40) (33) 

Depreciation_ -- -- -- __ - - -- -- - 31 30 27 

(12) (10) (6) 

Traffic ________________________ 2 2 2 
Transportation __ ------------- 76 81 171 
Miscellaneous. __ -------------
Genera.I _______________________ (8) (4) 

Operating expenses __ - - --- __ 49 53 184 

Net car hire _______________________ 39 23 40 
Payr0ll taxes ______________________ (18) (16) (4) 

Income tax credit'---------------- (8) (8) (8) 
Property taxes ____________________ 5 5 5 
Other rents, interest and miscel-

laneous income and expenses t ___ (33) (27) (25) 
Interest expense: 

Defaulted Interest 1 ____ -------- 82 82 82 
Equipment and miscellaneous 

interest.----- -- -- -- ------ -- -- - 14 17 19 

Leased line payments'------------ 30 30 30 

Total other.---------------- 111 106 139 

Total difference _____________ $(48) $59 $157 

1 Changes due primarily to reorganization and restructuring of bankrupt roads. 

(22) (16) (22) (16) (16) (17) (18) 
26 24 21 17 11 5 (2) 

4 9 (5) (12) (20) 

(1) (2) (3) (4) 
186 176 171 166 160 154 147 

10 8 7 6 5 

198 179 152 140 118 93 67 

66 74 85 75 58 42 27 
(2) (2) (4) (4) (4) (5) (6) 
(8) (8) (8) (8) (8) (8) (8) 
5 5 5 5 5 5 5 

(26) (26) (19) (19) (12) (6) (3) 

82 82 82 82 82 82 82 

20 19 17 14 8 2 (4) 
30 30 30 30 30 30 30 

167 174 188 175 159 142 124 

$234 $368 $412 $445 $470 $496 $516 

Note: All amounts shown increase or (decrease) net income, I.e., positive values 
increase net Income and negative values ( ) decrease income. 
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TABLE 2.-0onRail, cause of change analysis, derivation of in
crease in revenues, due to changes in volume/mix and other 
factors 

Millions of 1973 dollars 

1976 1977 1978 1979 1980 1981 1982 1983 1984 19!15 

l'llBIGHT ONLY 

Total gain in operating 
nvenue ______________ $(208)$(100)$(166)${131) $15 $72 $130 $193 $261 $325 

Gains not related to 
volume: 

Selective rate in· 
creases _________ - -- 21 52 53 53 53 53 53 53 53 

Light l!ne subsidy __ 23 24 

TotaL----------- 23 45 52 53 53 53 53 53 53 53 

Revenue increase due 
to diversions _________ 15 26 30 30 30 30 30 30 30 

Revenue Increase due 
to volume/mix_____ _ _ _ (236) (160) (244) (214) (68) (11) 47 110 178 242 

Total gain in op-
erating reve-

nues. ________ (208) (lOC) (166) (131) 15 72 130 193 261 325 

NOT11.-All amounts shown Increase or (decrease) net Income. 

Revenue increases associated with diversions of long 
haul traffic to ConRail are estimated to rise $5 million 
in 1976 over the 1973 level and ultimately to increase by 
$30 million in 1979. After that year, the level of reve
nues related to increasing ConRail's average length of 
haul is expected to remain constant. 
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Until l980, revenue changes attributable to traffic 
volume or commodity mix are estimated to show a 
significant decline from the 1973 level. Included in 
volume-related changes are demurrage, switching and 
other freight revenues which bear a direct relationship 
to total volume. The estimated decrease in revenues is 
attributable to the decline in volume and shifts in the 
mix of traffic shipped resulting from the reduced rail 
system size and the state of the economy. After 1981, 
revenues should increase dramatically due to increased 
volume. In 1985, the total freight operating revenue in
crease over 1973 is expected to reach $325 million. Of 
this amount, $242 million is attributable to increases in 
volume and mix of commodities shipped. 

Expenses 

MaJiJntenance of W(]f!j (MOW) expenses reflect the cost 
of maintaining ConRail's road and structure facilities, 
and appear in the cause of change analysis as expenses 
requiring cash and noncash charges, i.e. depreciation. 
These expenses are lower throughout the planning pe
riod than in 1973 because of the planned smaller system 
size and the impact of depreciation accounting. MOW 
expenses are higher in 1976 and 1977 than in later years 
because ConRail will operate over light density lines 

excluded from the FSP, which, nevertheless must be 
maintained as long as they are served under subsidy. 
After 1976, net income will systematically reflect the 
impact of capitalizing and subsequently depreciating 
assets under depreciation accounting. The effect after 
1978 will be to reduce net income as depreciation ex
penses steadily increase. Depreciation expense in 1976 
will be less than in 1973, because the road assets acquired 
have a lower book value. 

Mainte1U11Me of equipment (MOE) expenses are sepa
rated into two categories and are displayed in Table 1 
as expenses requiring cash and noncash charges, i.e. 
depreciation. Since the equipment assets ConRail will 
acquire have a low book value, the depreciation expense 
associated with these assets will be lower in the first 9 
years than in 1973. MOE expenses are expected to be 
higher throughout the planning period than in 1973, 
reflecting a higher level of heavy repair expense. The 
net effect is that total MOE expense remains relatively 
close to the level of MOE expenses incurred in 1973. 

TrUllU!portation expenses are expected to be signifi
cantly lower throughout the planning period than in 
1973. Since transportation is the largest single expense 
category, this reduction is a major factor in improving 
net prdfit until 1982 when revenues begin to increase sig
nificantly. The reduction in expense ranges from $76 
million in 1976 to a high of $186 million in 1979. The 
decrease in transportation expense from the 1973 level 
results from the implementation of improved car han
dling procedures and systems, coordinated and consoli
dated operations of the several constituent railroads, 
the rehabilitation of facilities and improved manage
ment planning and control procedures. 

Net car hire pa-id consists of net per diem and mile
age payments and car leases. This account is expected to 
be between $23 million and $85 million lower than the 
1973 level because of the improved car distribution sys
tems, greater transit speeds resulting from the rehabili
tation program and purchase rather than the lease of 
new cars. 

Payroll t(M]es are greater than in 1973 due to in
creased direct labor costs. 

Income t(MJ credit represents a reduction in operat
ing expenses on the 1973 financial statements of Penn 
Central Transportation Company (PC) stemming from 
tax allocation agreements between PC and its various 
subsidiaries and other miscellaneous adjustments of the 
parent company's income tax liability. 

Property and other taxes are estimated to be $5 mil
lion less than in 1973 throughout the planning period, 
primarily because ConRail will own less property than 
did the railroads in reorganization. 



Other rents, interest and rniscellaneous incorne and 
expenses are expected to reduce net income from the 
1973 level because ConRail will not have the income 
from nonoperating real estate properties that PC had. 
In later years, ConRail's interest income from short
term investments reduces this difference. 

Defaulted interest' is $82 million less than was in
curred by the railroads in reorganization since ConRail 
will not be assuming these carriers' outstanding debt 
currently in default. 

E quiprnent interest declines in ConRail 's first years 
as a result of lower equipment indebtedness. As ConRail 
acquires new equipment under traditional methods from 
the private capital markets, equipment interest expense 
increases. 

Leased line payrnents are $30 million less than the 
amount incurred by the railroads in reorganization in 
1973 since the underlying assets, mther than the leases 
themselves, would be conveyed to ConRail. 

Freight Operating Expenses-1975 Compared to Fore
casted 1976 
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Since the freight operating environment facing 
ConRail in 1976 will be similar to the actual 1975 ex
perience of the railroads in reorganization, it is im
portant that USRA's 1976 forecasts be comparable to 
and consistent with the expected results of 1975. To 
compare the respective levels of operating expenses 
properly, all values were recast in 1973 dollars to isolate 
the effect of inflation. Table 3 presents a forecast of 
operating expenses for 1975 and 1976, demonstrating 
reasonable comparability between 1975 and 197'6 oper
ating expense projections. The major differences be
tween the two years result from a higher estimated 
level of MOW expenses, a 5 percent increase in tonnage, 
and the initial costs of merging the seven rail opera
tions. MOE and traffic expenses are expected to remain 
virtually unchanged relative to 1975. Aside from these 
factors, the 1976 operating plan is comparable to the 
expected 1975 results and is also consistent with the 
1973 to 1976 cause of change analysis. 

Operating Ratio Analysis 
In order to show projected improvements in oper

ating efficiency, USRA performed a ratio analysis 
which traces the source of ConRail's anticipated im
provement in operations and in financial performance. 
Like the cause of change, the ratio analysis helps to 
determine if the projected improvements are reasona:ble. 

All passenger revenues and expenses were removed 
from data used to calculate the ratios for ConRail and 
the solvent carriers. This was done so the ratios would 
be on a more comparable basis. 

Revenues used in the ratio calculation reflect selec
tive rate increases in the years 1977 through 1985. Con
Rail's revenues also include projected light density line 
subsidies of $23 million in 1976 and $24 million in 1977. 

TABLE 3.-Comparative analysis of freight operating expenses 
(excluding depreciation) 

[Millions of 1973 dollars) 

Carriers USRA Differential 
projected projected from 

Expense category 1975 expenses 1976 expenses' USRA plan 

Maintenance-of-way _______ _ $261 $296 $35 
Maintenance of equipment_ __ 290 284 (6) 
Traffic ____________________ _ 20 20 0 
Transportation ____________ _ 801 833 32 
Miscellaneous _____________ _ 1 2 1 
GeneraL _________________ _ 86 102 16 

Total operating ex-
penses ____________ _ 1,459 1, 537 78 

' As adjusted for the differences In accounting methods (see section on accounting 
policies). 

Excluding these subsidies from revenues would have the 
effect of increasing the transportation ratio by 0.006 in 
1976 and 0.007 in 1977. 

The operating ratios shown exclude MOW expenses 
because of the difficulty in comparing MOW expenses 
of ConRail and the solvents due to the major rehabili
tation program and the different accounting method 
used by ConRail. MOW expenses are isolaJted and ap
pear jn section IV of Table 4. 

The ratios in Table 4 indicate a continuing, favorable 
trend in ConRail's operating efficiency. Although 
ConRail's predicted operating ratios will be above the 
industry average in its early years, operating efficiencies 
ultimately will take effect and yield lower ratios. 
ConRail's projected ratios, however, are being compared 
only to the solvent carriers' 1973 ratios and the perform
ance of the solvent carriers also could be improved dur
ing the next decade. To that extent, ConRail's position 
relative to other railroads may not improve as signifi
cantly as projected in Table 4. 

Sensitivity Analyses 

'fhe following analyses show the degree to which 
ConRail's future financial position is sensitive to 
changes in various assumptions. The key assumptions 
considered fall into four categories: regulatory factors, 
economic factors, efficiency factors and extending 
the forecast period by 5 years. Significant changes 
could occur in ConRail's future operational perform
ance, both negatively and positively, as a result of 
changing some of these assumptions. The sensitivity 
analyses estimate the degree to which ConRail's finan
cial position would be affected by such changes and 
delineate possible changes in required financing, net in
come and cash position. 

II 

Il 
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TABLE 4.-Freight operating ratios 

[Excluding depreciation expenses] 

I. ConRall (1973 dollars): 
Operating expenses excluding MOW/ 

operating revenue __ -------------
Maintenance of equipment/oper-

a.ting revenue ____________________ _ 
Traffic expense/operating revenue __ _ 
Transportation expense/operating 

revenue _________________________ _ 
Miscellaneous expense/operating 

revenue _____________________ _ 

General expense/operating revenue_ 
II. Con Rail (inflated): 

Operating expenses excluding M 0 W/ 
operating revenue ______________ _ 

Maintenance of equipment/operat-
ing revenue _____________________ _ 

Traffic expenses/operating revenue._ 
Transportation expense/operating 

revenue _________________________ _ 

Miscellaneous expense/operating 
revenue _________________________ _ 

General expense/operating revenue __ 

1976 

0. 722 

. 165 
. 012 

.485 

.001 

.059 

. 753 

.166 

. 012 

. 516 

.001 
.058 

1977 

0.673 

.1.54 
.011 

.454 

. 001 

.053 

. 706 

.154 

.011 

.487 

.001 

.053 

1978 

0. 637 

.156 
. 011 

.420 

. 001 

. 048 

. 672 

. 156 

.011 

.455 

.011 

. 049 

1979 

0.609 

.146 
.011 

.403 

. 001 

.048 

.645 

.147 

.011 

.439 

.001 

. 047 

1980 

0.566 

.132 
.011 

.378 

. 001 

.044 

.604 

.132 

.012 

. 415 

.001 

.044 

1981 

0.556 

.132 
.012 

.370 

. 001 

.041 

. 595 

.132 

.012 

.407 

.001 

.043 

1982 

0.541 

.125 
.012 

.362 

.001 

.041 

.581 

.125 

.012 

.400 

.001 

.043 

1983 

0.528 

.121 
.012 

.354 

.001 

.040 

.573 

.122 

.012 

.395 

.001 

.043 

1984 

0.516 

.118 

.012 

.346 

.001 

.039 

.564 

.119 

.012 

.390 

.001 

.042 

1985 

0.506 

.115 

.012 

.339 

.001 

.039 

.559 

.117 

.012 

.387 

.001 

.042 

III. Selected Class I Railroads (1973 dollars): ATSF Chessie' BN Milw. ICG N&W PC sou• SP a SCL UP 
Operating expenses excluding MOW/ 

operating revenue________________ .585 .590 
Maintenance of equipment expenses/ 

operating revenue_______________ . 138 . 122 
Traffic expenses/operating revenues. . 023 . 021 
Transportation expenses/operating 

revenues_________________________ .379 .383 
Miscellaneous expenses/operating 

revenues __ -----------------------
General expenses/operating reve-

nues _____________________________ _ 

IV. Maintenance of Way Expenses/Oper
ating Revenues: 

Con Rail (1973 dollars): 
Depreciation accounting includ-

ing depreciation • ___ _ 
Modified betterment accounting 

excluding depreciation _________ _ 
Con Rail (inflated): 

Depreciation accounting includ
ing depreciation•--------------

Modified betterment accounting 
excluding depreciation ________ __ 

Selected Class I Railroads (1973 
dollars). 

Betterment accounting excluding 
depreciation ___________________ _ 

.046 .064 

1976 1977 

.140 .136 

.172 .163 

.139 . 135 

. 173 .166 

A TSF Chessie 1 

.143 .108 

.615 

.123 

.025 

. 411 

.056 

1978 

.127 

.154 

.126 

. 159 

BN 

. 147 

.604 

.110 

.028 

.410 

.057 

1979 

.131 

. 156 

.130 

. 161 

Milw. 

. 150 

.560 

.116 

.023 

.368 

.054 

1980 

. 127 

.145 

.126 

.152 

ICG 

.123 

. 545 

.116 

.021 

.359 

.049 

1981 

. 129 

.144 

. 128 

. 152 

N&W 

.104 

.655 

.123 

.011 

.473 

.001 

.047 

1982 

. 129 

. 142 

.128 

. 151 

PC 

.106 

.477 

.111 

.020 

.302 

.045 

1983 

. 129 

.138 

. 129 

.149 

sou• 

.149 

'Consolidated companies include: SP, SLSW. 

.589 

.129 

.017 

.388 

.055 

1984 

.130 

.135 

.129 

.148 

SP a 

.112 

.578 

.137 

.021 

. 379 

.039 

1985 

.130 

.133 

.130 

.148 

SCL 

.130 

.543 

.112 

.023 

.353 

.002 

.053 

UP 

.12-

1 Consolidated companies include: C&O, B&O, WM. 
•Consolidated companies include: Southern Railway Company, C of Ga., GS&F, 

CNO&TP, AGS. 
• Depreciation expenses included to facilitate comparison. 

Regulatory Factors 

Three key areas of ConHail's operations will be sub
ject to the control of regulatory agencies and/or trans
portation authorities. Although the Association believes 
that its assumptions are reasonable, it is possible that 
the regulatory authorities involved may make decisions 
different from those anticipated. If so, the results re
flected in the pro form as could be changed significantly. 
The areas examined were: policies regarding the subsi
dization of light density lines, policie,s regarding the 

subsidization of passenger operations, and policies re
garding the granting of future rate increases. 

Light dens1'ty line subsidies.-The pro forma fore
casts reflect the assumption that ConRail will receive a 
subsidy, calculated on an avoidable cost basis, for op
erating light density lines in 1976 and 1977 under terms 
of the rail service continuation program authorized in 
Title IV of the Act. If ConRail were required to oper
ate light density lines excluded from the FISP wihout 
subsidy and beyond the 2-year period, the extra cost to 



ConRail would inc!ease its cash expenditures over the 
1976 through 1985 planning period by $670 million on 
an inflated basis. This amount includes $68 million ($52 
million uninflated) for upgrading the lines to a Class I 
standard. 

Passenger operating subsidies.-The pro fO'f'J'Tl(J, finan
cial statements reflect the assumption that ConRail will 
perform passenger operations solely on a custodial basis. 
USRA has recommended that Amtrak and local com
muter authorities finance capital projects and fully sub
sidize any operating deficits. If operating deficits are 
not fully subsidized, ConRail would realize a cash 
shortfall of $1.65 billion on an inflated basis. In addi
tion, ConRail would have to use substantial amounts o:f 
:funds to rehabilitate existing road and equipment assets 
and purchase new capital assets. If ConRail had to fund 
the capital improvements required to divert freight 
traffic from the Northeast Corridor, the cost to ConRail 
would be an additional $211 million over the planning 
period. 

Rate increase8.-ln adjusting the pro Jonna fore
casts :for inflation, the Association assumed that Con
Rail would be granted periodic rate increases to cover 
increasing costs. Historically there has been a lag be
tween the time the rat~ increase is needed and the time 
the increase takes effect. Based on an analysis of his
torical experiences the Association assumed that this lag 
would be 8 months for the first 2 years of ConRail's 
operations, 7 months for the following 3 ·years and 6 
months thereafter. If this lag were to be 9 months 
throughout the planning period, however, ConRail's 
revenues would be $423 million less than anticipated. On 
the other hand, if the lag were 6 months throughout the 
planning period, ConRail's revenues would be $107 mil
lion greater than anticipated. 

If during 1976 through 1985, th~ industry and Con
Rail were to obtain special ex parte rate increases based 
on receiving an equitable return on the cost of invest
ment in operating properties (such as were received pre
viously in ex parte 267 and ex parte 305), ConRail's 
freight revenues would increase significantly over the 
forecast period. A 4-percent rate increase in 1980 to im
prove return on investment, assuming the rail industry's 
competitive posture can absorb such an increase, would 
have the effect of increasing total freight revenues by an 
estimated $750 million from 1980 through 1985. 

Economic Factors 

Effect of an optimistic economic foreoast.-USRA's 
freight revenue projections were based on the most re
cent available long-term forecast of the economy, pub
lished by Chase Econometric Associates, Inc. The Chase 
forecast includes a projected recession in 1978 which 
severely dampens the annual growth of freight revenues 
over the 10-year planning period. (More recently Chase 
officials informally forecast that the 1978 recession will 
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be more severe.) Other eminent economists are more 
optimistic about recent economic developments and the 
probable long-term influence of government economic 
policies. 

In the event the national economy performs better 
than the Chase prediction, ConRail would achieve a 
greater improvement in freight revenues. To assess the 
impact of an improved economic outlook, USRA under
took an analysis which adjusted the Temple, Barker, 
and Sloane, Inc. (TBS) original freight revenue fore
cast of October, 1974 for USRA's revised Trailer on 
Flat Car (TOFC) market forecast. The original TBS 
forecast has a steady annual real freight revenue growth 
rate from 1976 through 1985 of 2.97 percent compared 
to the current forecasted annual real freight revenue 
growth rate of 2.73 percent. The improved real freight 
revenue growth rate would increase retained income in 
1985 by $305 million. Since this improved economic out
look generates an estimated $160 mi Ilion more in cash 
in the first 5 years, ConRail could reduce its amount of 
required financing by a like amount. 

Revenue sensitivity.-Actual growth in TOFC and 
coal traffic may be substantially greater over the plan
ning period than reflected in the plan. In recent years 
railroads have suffered sizeable market diversion to 
intercity trucking at least partly due to the interstate 
highway program. ConRail should be able, however, to 
offer substantially better service to TOFC shippers than 
its predecessors. The plan does not reflect any increased 
market share resulting from such service improvement. 

Additionally, the forecast of coal traffic in the plan 
does not consider any traffic gains from Project Inde
pendence (see chapter 7). This program should result 
in increased use of domestic energy and reduce reliance 
on imported oil. There have been a variety of estimates 
of the impact on ConRail tonnage from Project Inde
pendence, all of which would increase ConRail tonnage. 
An accelerated program could increase coal tonnage as 
much as 85 percent or 100 million tons annually by 1985. 

An analysis to measure the extent to which ConRail 
could be affected by a potential increase in both TOFC 
and coal traffic has been undertaken. In the more opti
mistic scenario, TOFC revenues were increased by $183 
million to reflect the forecasted impact of a concerted 
effort to divert tonnage from intercity trucking. Reebie 
Associates, under contract to USRA, estimated this to be 
a potential 26 percent increase in 1985 over the most re
cent TBS forecast, discussed in Chapter 7. A USRA 
staff forecast calculated that the implementation of a 
modest Project Independence program over the plan
ning period (one-third of the coal tonnage increase 
noted in the previous paragraph) would generate an in
crease in total coal revenues of 35 percent over the 
period, or $371 million more than the present TBS fore
casts. This optimistic scenario would increase cash by 
$150 million over the planning period. 
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Decreased coal tonnage, although highly unlikely due 
to continuing strong demand for energy in the future, 
would have an opposite effect on ConRail's net income 
and cash flow. Coal revenues would decline more rapidly 
than operating expenses under this pessimistic scenario, 
thus affecting ConRail's net income and cash position 
adversely. 

ConRail Efficiency Factors 

The pro f orrna forecasts assume that ConRail can 
implement significant operating efficiencies over the 
1976 through 1985 period. A majority of the factors on 
which these projected improvements were based are sub
ject to ConRail's control. For example, the projection 
that car utilization will improve 28 percent over the 10-
year period stemmed from the assumptions that Con
Rail will have enough funds to meet equipment require
ments, that its network configuration will be the one 
set forth in the FSP; that the blocking and scheduling 
of trains will be done in a more efficient manner; and 
that a disciplined, centralized car distribution system 
will be implemented. 

In an effort to determine the sensitivity of the pro 
forma projections to factors subject to ConRail's con
trol, the following anticipated operating efficiencies 
were isolated for analysis: 

• Equipment utilization.-The FSP projections as
sume that car utilization is improved 28 per
cent over present levels and that 223 fewer loco
motive units than currently used will be needed to 
service ConRail's traffic. 

• Blocking improvements.-The FSP projections as
sume that blocking improvements are imple
mented which will reduce present yard operating 
expenses by 8 percent. 

• Yard rehabilitation improvements.-The FSP as
sumes that yard expenses are reduced by 6 percent 
when certain yards are rehabilitated and after cer
tain operating efficiencies are achieved. 

• Cost system implementation.-The FSP assumes 
that revenues are improved by $53 million an
nually through the implementation of a cost sys
tem which enables ConRail to better define its exist
ing noncompensatory traffic and adjust rates 
according I y. 

The realization of these operating efficiencies will de
pend upon a multitude of improvements which Con
Rail's management team can implement and control. 
These improvements include the effectiveness in 
which corporate strategies and line activity re
ports are communicated, the manner in which a func
tional cost control system is established and the ability 
of the Corporation to attract key personnel. 

ConRail's funding requirements may increase by as 
much as $1 billion if the following negative factors 
materialize: if implementation of the improved car uti-
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lization and cost systems is delayed 2 years and is only 
50 percent as effective as planned when it is eventually 
implemented; if yard rehabilitation never occurs; if 
only 75 percent of the blocking improvements are imple
mented ; and if operating expenses are increased 3 per
cent above FSP projections during the first 2 years of 
ConRail operations due to implementation short
comings. 

Fifteen-Year Financial Forecasts 

To aid the assessment of ConRail's chances of be
coming a self-sustaining rail system, the Association 
prepared 15 year financial forecasts. The FSP financial 
forecasts presented earlier in this chapter display only 
the first 10 years of ConRail operations. The Association 
believes that 10 years is the longest period for which 
reliable forecasts incorporating all of the factors which 
were applied to the projections can be made. In any 
field of endeavor, forecasts yield less reliable results as 
they are extended further into the future. 

Nonetheless, the Association prepared abbreviated 
projections of ConRail's operations for the eleventh 
through the fifteenth year to determine whether the 
conclusions drawn from the 10-year forecasts would still 
apply after observations of trends over a longer period. 

The 15-year forecasts extend the results attained by 
ConRail in its tenth year and then adjust each year's 
projections for inflation and various other factors de
pending on the alternative assumptions described below. 
In all the 15-year forecasts, capital expenditures 
for road improvements and new equipment equal or 
exceed their peak level for the basic 10-year period. The 
results of each forecast are shown in Figure 5. 

The first forecast scenario is very conservative because 
it assumes no real growth in freight revenues, a continu
ation of rate relief based solely on inflationary cost in
creases, and no further operational improvements 
notwithstanding very large capital expenditures are 
made in the last 5 years. Even though this revenue 
scenario does not provide for a return on capital assets 
directly through additional revenues or indirectly 
through operational savings, ConRail remains self
sustaining and has $1 billion available in excess cash 
by 1990. The excess cash represents the difference be
tween the amount invested by the government in Con
Rail and ConRail's operating cash needs. It is available 
to pay interest on 7.50% Debentures, pay dividends 
and/or redeem government investment in ConRail. 

The later years of the first forecast scenario indi
cate that a cash shortfall will reoccur unless rate relief 
is received in the form of recovering full cost increases, 
in the form of a return on undepreciated capital invest
ments 3 or in the form of growth in real traffic volume. 

a Since rate Increases are based on Industry averages and Industry 
needs as opposed to ConRail's needs, the Increases forecast for ConRall 
are not truly responsive to the massive Increases being made to Con
Ra!l's Investment base. 



Since rate relief predicated on return on investment 
is not common in the railroad industry, two additional 
15 year forecasts were prepared. These forecasts reflect 
the same percentage relationship of cash flow from op
erations to total revenues through 1990 that will exist 
in 1985. The cash flow from operations is used to pur
chase capital assets, finance working capital, repay debt, 
service debt and equity and reduce the government's in
vestment in ConRail. Maintaining this relationship is 
appropriate since, in times of inflation, additional cash 
from operations must be generated to purchase capital 
assets, to fund working capital, and to maintain debt 
service on asset purchases financed. If cash flow from 
operations decreases with time, ConRail would be un
able to maintain its capital plant by purchasing needed 
replacements. 

The second forecast shown in Figure 5 depicts a reve
nue scenario which maintains cash flow from operati'ons 
as a constant 1985 percentage of freight revenues, assum
ing no real growth in traffic. Nevertheless, this scenario 
provides over $1.6 billion in excess cash by 1990. The 
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third forecast includes real freight revenue growth at 
an annual rate of 2.9 percent during the last 5 years. If 
this revenue growth projection materializes, ConRail 
may have $2.2 billion in excess cash by 1990. 

Development of the Financial Forecasts 

The pro f orma financihl forecasts reflect the proposed 
reorganization, rehabilitation and equipment acquisi
tion programs. To differentiate between proposed 
freight and passenger operations, separate financial 
forecasts were compiled for each. To emphasize the 
effects of efficiency gains attributable to the reorganiza
tion and beneficial effects from rehabilitation of the rail
roads in reorganization, the Association developed un
inflated forecasts in constant ( 1973) dollars. The Asso
ciation also prepared forecastE which reflect the impact 
of inflation. 

For planning purposes the Association has assumed 
that conveyance of the assets and assumption of the 
liabilities of the railroads in reorganization occurs on 

l<'IGURE 5.-Cash requirements for ConRwil based on various revenue assumptions (15 years) 

400 

200 

0 

-200 

CJ) 

a: -400 
<r: 
_J 
_J 

0 
0 
0 -600 
w 
r-
<r: 
_J 

LL -800 z 
LL 
0 
CJ) 

z -1000 
0 
:i 
_J 

~ -1200 

-1400 

-1600 

-1800 

1976 1977 

(1) NO REAL GROWTH IN REVENUES DURING THE LAST 
FIVE YEARS WITH RATE INCREASES BASED SOLELY 
ON COST INCREASES AND WITH NO OPERATIONAL 
SAVINGS RESULTING FROM CAPITAL EXPENDITURES 

(2) NO REAL GROWTH IN REVENUES DURING THE LAST 
F-iVE YEARS WITH RATE INCREASESSUFFICIENTTO 
MAINTAIN THE 1985 PERCENTAGE RELATIONSHIP OF 
CASH FLOW FROM OPERATIONS TO TOTAL REVENUES 

(3) ANNUAL REAL GROWTH IN TRAFFIC OF 2.9% PER 
YEAR DURING EACH OF THE LAST FIVE YEARS. THIS 
ASSUMPTION l.NCORPORATES EXPANDED CAPITAL 
PROGRAMS TO HANDLE THE ADDITIONAL TRAFFIC, 
AND IT INCLUDES RATE INCREASES SUFFICIENT TO 
MAINTAIN THE 1985 PERCENTAGE RELATIONSHIP OF 
CASH FLOW FROM OPERATIONS TO TOTAL REVENUES 

1978 1979 1980 1981 1982 1983 1984 1985 1986 1987 1988 1989 

(3) 

(1) 

(2) 

(1) 

1990 

Ja1 
pla 
firn 
ho I 
eff< 
for 
by 

De 

1 
nw 
ten 
pei 
tra 
by 
brc 
COl 

SU' 

li~ 
rec 
19 
an 

de 
co 
In 
Wl 

Ill 

ne 
T 
Cl< 

st 
of 
at 
A 
f c 
ot 
n: 

11 

I 
ti 
e 
ti 
e 

e 



January 1, 1976. Although conveyance may well take 
place after this date, the operating, investing, and 
financing activity o:f ConRail during the planning 
horizon will still be implemented at the planned level of 
effort. Comparison o:f estimated annual operating per
formance with actual results, however, will be affected 
by the delay and additional inflation during that period. 

Derivation of Income Statement 

Freigh.t operating revenues.-Pro f orma :freight reve
nues were developed :from a :forecast o:f ConRail's po
tential annual revenue and tonnage over the planning 
period. This :forecast, prepared by TBS under con
tract to USRA employs economic :forecasts developed 
by Chase Econometrics. Estimated shifts in traffic 
brought about by ConRail's new configuration were in -
corporated into the revenue :forecasts, as was the as
sumption that losses incurred as a result o:f operating 
light density lines :for the estates o:f the railroads in 
reorganization or other entities would be reimbursed in 
1976 and 1977. Chapter 7 discusses the :freight revenues 
and tonnage :forecasts in more detail. 

Freight operating expen.rses.-These expenses were 
developed base<l on TBS tonnage forecasts. Using the 
commodity tonnage :forecasts, Stanford Research 
Institute (SRI), under contract to USRA and working 
with the USRA staff, developed a model used to deter
mine the network configuration and traffic patterns 
necessary to efficiently handle the forecasted tonnage. 
The transportation activities and the operating efficien
cies developed by USRA will be discussed at length in 
studies to be published by USRA shortly after release 
of the FSP. The operating requirements and the oper
ating expenses are discussed at length in the "ConRail 
Analysis Model" (CRAM) section, CRAM was the basis 
for the transportation, general and administrative and 
other expense accounts protrayed in the pro forma fi
nancial forecases. 

Maintenance of way (MOW).-These expenses were 
developed by the USRA staff on the basis o:f traffic den
sities over all track segments provided by the ConRail 
Analysis Model (CRAM). The MOW expenses were 
integrated with data :from a study managed by Bechtel 
Incorporated (Bechtel) documenting the condition of 
the road structures as o:f August, 1974. Both o:f these 
efforts provided the basis for determining the locations, 
timing and priorities o:f rehabilitation and maintenance 
expenditures. 

An implicit assumption underlying the MOW costs 
estimates is that only maintenance necessary to enable 
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continued operation will be performed on approxi
mately 6,000 miles o:f track to be conveyed to ConRail. 
The Association has determined that some o:f these lines 
should be downgraded :from secondary main lines and 
:feeder lines to branch lines, and finds little economi~ 
justification to invest large amounts o:f money to reha
bilitate them due to the limited traffic they will handle. 

Maitntenance of equipment (MOE).-Repair ex
penses, determined by the USRA staff, represent the 
most significant factor in total MOE expenses. Under 
contract to the Association, Strong, Wishart and Asso
ciates, Inc. conducted an equipment utilization study to 
determine the future requirement for :freight cars. This 
study considered the present age and condition o:f the 
fleet, and projected annual requirements and the produc
tion capacity o:f repair shops. Emerson Consultants, Inc. 
conducted a similar study which supplied information 
:for determining locomotive repair expenses. Other ele
ments o:f MOE expense were developed by the ConRail 
Analysis Model, discussed later in this chapter. 

Net car hire.-This expense consists o:f three ele
ments : net per diem and mileage paid, trailer rents and 
existing :freight car lease payments. The Strong, Wis
hart and Associates, Inc. equipment utilization study 
was the basis :for :future :freight car requirements and 
net per diem and mileage paid. Trailer per diem was de
veloped by the USRA staff considering projected 
TOFC tonnage during the planning period. 

Payroll taxes.-These expenses are a function o:f di
rect labor cost. 

Other taxes.-These expenses consist o:f real estate 
taxes, personal property taxes, gross receipts taxes, and 
other miscellaneous taxes. 

Other income and expenses.-These items represent 
the income and expenses :for joint facility rents and 
locomotive rents. Income :from easements (access rights 
to property) and income from temporary cash invest
ments are also included in this account. 

Derivation of the Balance Sheet 

Significant accounts were derived as follows: 
Oash and temporary cash investments.-Based on a 

study o:f the levels of cash maintained by other rail
roads, the total of these accounts was set equal to ap
proximately 1 month's total operating expenses. 

Property and equipment (land, road and facilities 
and transportation equipment) .-These accounts repre
sent the book value of the railroad's investment held 
:for use as transportation property at the date o:f the bal
ance sheet. 



The Association estimated future expenditures for 
freight cars and locomotives using the TBS study of 
projected tonnage by commodity, in conjunction with 
data about the present condition and age of the fleet. To 
aid in the estimation of equipment expenditures, the 
Association engaged Strong, Wishart and Associates, 
Inc. to conduct an equipment utilization study to deter
mine the future supply of freight cars in light of the 
TBS study of future demands for freight cars. Emerson 
Consultants, Inc. conducted a similar study for the 
Association to help determine future locomotive require
ments for ConRail. These studies considered projected 
annual retirements as well as efficiencies gained from 
the reorganization and rehabilitation of the system. As 
a result of these studies, freight car and locomotive pur
chase in each year needed to fulfill the supply and 
demand projections were determined. 

Current portion of equipment obligatiom.-This ac
count represents the projected amount of equipment ob
ligations scheduled for repayment during the following 
year. 

Equipment obligations.-This account reflects the 
amount of new equipment obligations plus the existing 
level of outstanding debt on equipment originally pur
chased by the railroads in reorganization and scheduled 
to be transferred to ConRail. This debt has been reduced 
for amounts which fall due within the next year. 

Equity and 7.50% Debentures.-The first $1 billion 
in cash requirements is funded by government pur
chases of 7.50% Debentures. Additional cash require
ments of $841 million are funded by government 
purchases of Series A Preferred Stock. Both 7.50% 
Debentures and the Series A Preferred Stock earn 7 .5 
percent rates of interest and dividends respectively. 
When sufficient cash is not available to pay interest and 
dividends, additional shares of Series A Preferred 
Stock are issued in lieu of cash payments. While interest 
payments paid in preferred stock are charged to earn
ings annually, stock dividends and dividends on Series 
A Preferred Stock are paid out of additional paid-in 
capital when sufficient earnings are not available in 
1977 and 1978. Thereafter, sufficient earnings are avail
able to pay them out of retained earnings. The amount of 
Series A Preferred Stock issued in excess of $841 mil
lion represents additional securities issued to pay in
terest and dividends, 7.5% Debentures and Series A 
Preferred Stock, as they relate to ConRail's nonequip
ment funding requirements, are illustrated in Figure 6. 

Series B Preferred Stock, Common Stock and paid-in 
capital represent the value of the assets transferred to 
ConRail. 21,000,000 shares of Series B Preferred Stock 
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($1 par value) and 21,000,000 shares of Common Stock 
($1 par value) will be issued to the estates of the rail
roads in reorganization. Paid-in capital represents the 
excess of the amount assigned to the securities over the 
par value. 

Reimbursement for passenger corridor expenditures 
represents direct capital costs of diverting freight 
traffic from the electrified Northeast Corridor (see note 
5 of the proforma forecasts). 

FIGURE 6.-0bligations issuc<l to the government to fund Con
Rail' s cash requirements (cumulative) 
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CONRAIL ANALYSIS MODEL 
Operating expenses appearing in the Final System 

Plan were developed with a computer simulation model 
using USRA data and contractor inputs. The analysis 
was undertaken by Penn Central Transportation Com
pany (PC) under contract to the Association. To sup
port this endeavor, the PC employed Day and Zimmer
mann, Inc. and Wyer, Dick and Company. A set of com
puter programs called the Operations/Cost Model was 
used for the analysis. This same model aided in the de
velopment of operating expenses for the Preliminary 
System Plan. The contract with PC required these firms 
to adapt the Operations/Cost Model to the analysis of 
operating expenses for the ConRail system as recom
mended in the Final System Plan. 

The result of the adaptation effort was an enhanced 
set of computer programs called the ConRail Analysis 
Model (CRAM). CRAM is unique to USRA. Its data 
files principally contain information developed by the 
USRA staff or for USRA under contract. 

The adaptations, which resulted in significant and 
comprehensive changes to the basic model, involved: 

• Expansion of the railroad network description to 
include Central of New Jersey, Lehigh Valley, Le
high & Hudson River, Ann Arbor, Pennsylvania
Reading Seashore Lines, Lehigh & New England, 
New York & Long Branch, Ironton, Buffalo Creek, 
Chicago River & Indiana, Raritan River, Raritan 
Terminal & Transportation, certain parts of the 
Reading and Erie Lackawanna, new trackage 
rights and the light line segments eligible for sub
sidy which will not be conveyed to ConRail. 

• Creation of a traffic data file, describing commodity 
volumes over the planning period and the type and 
proportion of traffic flowing between sets of origi
nation and destination (0-D) pairs. The traffic 
forecasts of TBS were used to project volumes and 
the USRA con$olidated traffic file, developed from 
October, 1973 accounting records, was used to de
termine traffic flows. 

• Creation of a transportation data file that describes 
routing paths between points and determines the 
operational inputs required to handle given volume 
levels. The blocking strategy and train path rout
ing developed by SRI was used. A variety of USRA 
data were used to define operating requirements. 

• Development of a costing algorithm that would 
convert units of projected transportation activity 
into annual operating expenses by Wyer, Dick and 
Company and the Association's staff. The im
pact of efficiency gains due to consolidation and 
rehabilitation were developed by the USRA staff 
and were included in the costing algorithm. 

CRAM has two functional phases of operation. The 
first phase constitutes the task of simulating ConRail 

rail operations. The traffic forecast provides the basis 
for this simulation. From the October, 1973 consolidated 
traffic file of the consolidated railroads, a set of traffic 
forecasts for each year was constructed using TBS 
traffic data and the 1973 consolidated traffic file. During 
the forecast process, all piggyback traffic was moved 
from the consolidated file to a separate file; it was 
later treated as a special analysis. The remaining 
traffic flows were examined for potential unit train 
moves. When volumes of coal, ore or grain moving be
tween two points were found sufficient to warrant a unit 
train, that volume was also removed from the consoli
dated traffic file to separate files. The consolidated traffic 
file thus consisted of general merchandise and some 
casual moves of coal, ore and grain. Ultimately, five 
sets of traffic flows were used to simulate all of ConRail's 
transportation needs. 

The operating requirements for coal, ore and grain 
unit trains were handled separately. The analysis of unit 
trains began with an examination of the appropriate 
origin-destination traffic file, which indicated volumes 
and points of origin and destination using SRI routes. 
Train size and power requirements were based on each 
route's volume requirements and tonnage ratings along 
the route. The size of the train varied from year to year 
with the volume. Piggyback routing, volumes and 
growth by traffic lanes were developed by the USRA 
staff in conjunction with Reebie Associates. General 
freight operations were more complex elements of the 
model. The routing between origin-destination pairs 
and train operations were developed by SRI. Train re
quirements were then based on projections of the volume 
on network segments, tonnage ratings and on the extent 
to which empty cars needed to be handled. 

With these specifications of operating requirements, 
traffic flows for each forecast year were incorporated 
into the CRAM model. The model then generates reports 
indicating the level of transportation activity needed to 
handle the traffic at each yard and over each line seg
ment. 

Conversion of these data into operating expenses was 
the second functional phase of CRAM. Operating ex
penses were developed by ICC primary account in a 
variety of ways. For the most part, however, expenses 
were determined by relating NJ.ch account (e.g. switch 
engine hours or train miles) to its activity level in the 
base year 1973. Final expenses were modified to reflect 
efficiency gains expected to flow from rehabilitation and 
modernization expenditures, as well as improved man
agement and control procedures. MOW expenses were, 
for the most part, related to tonnage density by track 
mile density and were calculated by the USRA staff. 
Overhead expenses were a function of the direct ex
pense accounts. 



Economic Forecast and Outlook 

Two primary considerations in USRA's planning 
were the future course of the economy and the effect of 
inflation. Each was seen as having a significant effect on 
ConRail's projected revenues and costs. 

The manner in which future railroad revenues and 
costs will be affected by changing economic conditions 
was a key element in planning the rail reorganization in 
the Region. Chase Econometric Associates, Inc. pre
pared the economic forecasts underlying the financial 
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projections. Chase's forecast was completed May 5, 1975, 
and was used by USRA to develop revenue and financial 
forecasts and the operating plan. The economic forecast 
contained in the May 5th report appears pessimistic and 
has an adverse effect·on the Association's projections for 
ConRail's outlook. Macro-economic factors, railroad 
economic factors, and projected inflation indices are 
cited in Tables 5 and 6, while the impact of a more 
favorable economic outlook is discussed earlier in the 
;'Sensitivity Analysis" section. 

TABLE 5.-Long-Term Economic Forecasts, FSP 1 

Railroad economic factors 
Macro economic Indicators 

Railroad materials price Index 
Realgrol\'th Infia-

GNP tlon CPI Annual 
Percent Percent Percent 

1973 _______________ 
5. 9 6. 2 1974 _______________ -2.1 11. 0 14. 50 

1975 _______________ -3. 4 9. 1 10. 90 
1976 _______________ 5. 8 6. 7 8. 00 
1977 _______________ 4. 3 6. 8 5. 69 
1978 _______________ -0. 1 6. 2 5. 00 1979 _______________ 

2. 9 4. 8 4. 57 1980 _______________ 7. 7 3. 6 4. 93 1981 _______________ 
8. 2 3.5 5.00 1982 _______________ 
5. 4 4. 2 3. 98 1983 _______________ 3. 8 4. 6 4. 22 

1984--------------- 3. 4 5. 1 3. 85 1985 _______________ 2. 9 6. 3 4. 67 

1 Source: Chase Econometric Study, May 5, 1975 and historical Information as 
supplied hy Chase. 

•Adjusted for effects of agreement, January 1975. 

TABLE 6.-0omposite lnfiation Indices by Major 100 
Account Classification 1 

1975 1980 1985 

Cumulative percent change from 
1973 base year to: 

E::q>ense category: 
Maintenance of way __________ 21. 6 85. 1 157. 4 
Maintenance of equipment _____ 22. 3 77. 1 136. 5 
Transportation _______________ 29. 1 93.6 164. 5 
Payroll taxes _________________ 49. 1 125. 1 205. 5 
Property taxes _______________ 8. 9 45. 9 89. 9 
Net rents ____________________ 12. 9 37. 3 67. 0 

Equipment acquisitions: 
Freight cars __________________ 25. 0 67. 9 128. 0 
Locomotives _________________ 18. 3 94. 6 174. 4 

• Developed from price Indices for specific commodities, Interest and labor costs 
from study by Chase Econometrics In May 1975 for US RA. Revised to retlect 
January, 1975 labor-management wage agreement. 

Based on the May 5th Chase report, USRA fore
casts assume that real GNP will rise by approximately 
4 percent per year. This growth is expected to fluctuate 
through 1979 with steady growth in the GNP develop
ing between 1980 through 1985. Specifically, Chase 

Government Bond Equipment trust 
C•muJative Labor wages • rate• certificate 

Percent Percent Percent Percent 

100. 00 6.30 7. 57 
114. 54 5.4 6. 98 8. 83 
127. 02 11. 5 7. 43 9. 45 
137. 18 9. 4 8. 18 10. 64 
144. 94 8. 3 8. 60 10. 92 
152. 19 10. 3 8. 69 10. 24. 
159. 14 9. 5 8. 49 8. 89 
166.99 8. 5 7. 52 8. 01 
175.33 8.0 7. 18 7.49 
182.31 7. 0 7. 09 7. 28 
189. 99 7. 0 7. 20 7. 31 
197. 30 7. 2 7. 41 7. 64 
206.51 7.5 7.59 8.01 

a Yield on full faith and credit obligations of the United States with an average 
term of 30 years. 

forecasts that the current recession will bottom out by 
mid-1975 and a period of economic growth will follow 
until mid-1977. The major cause.a of this economic up
turn are the $22.8 billion tax cut, a reduction in the 
rate of inflation from 197 4 levels, the return to a more 
moderate monetary policy and a move to more stable 
inventory levels. 

The Chase study anticipates a return to higher infla
tion rates in 1977 and an economic slowdown in 1978. 
The downturn will have an adverse effect on railroad 
revenues and corporate profits in general. The rate of 
inflation during this period, however, is not expected 
to reach 197 4 levels. Nevertheless, interest rates are 
expected to rise to high levels as a result of a restrictive 
monetary policy and heavy demands on the supply of 
loanable fund!'. The severity of the 1978 slowdown is 
not expected to equal that of the 1974 through 1975 
recession. A subsequent economic recovery during 1979 
and 1980 is projected, which should lead to a more 
vigorous growth rate in the GNP. Continued economic 
growth in the 1980's is projected on the expectation 
that existing tax laws will be revised to stimulate capital 
spending and that a greater commitment to a stable 
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monetary policy will prevail. Although economic, 
energy and transportation policies are beyond the con
trol of the Association, developments in these areas will 
vitally affect the financial well-being of ConRail. The 
Sensitivity Analysis section discusses the effect of these 
policies more thoroughly. 

Effect of Inflation 

Although financial forecasts in constant 1973 dollars 
are useful in evaluating the planning decisions for Con
Rail and for illustrating consolidation and rehabilita
tion effects, financial planning over a long period of 
time requires that assumptions be made concerning the 
future state of the economy and the effects of inflation. 
With the Nation experiencing double-digit inflation 
during 1974 and early 1975, the costs of fuel, rail, wages 
and other railroad expenses have ri'sen rapidly. The 
Railroad Materials Price Index (Table 5) shows a 14.5 
percent increase in 197 4 and a predicted 10.9 percent 
increase in 1975. 

The most immediate effect of inflation on ConRail's 
financial health will be an increase in its operating ex
penses. It has been assumed that these increases will 
be passed on to shippers in the form of hicrher rates. 
Freight rate increases, therefore, were included in the 
forecasted revenues. Realizing that inflation will affect 
both costs and revenues, the Association studied the 
impa~t infl~tion will have on both sides of the ledger. 
Inflat10n will also affect capital expenditures for road 
and equipment significantly. ConRail's pro forma bal
ance sheet reflects the Association's judgment as to the 
extent inflation will alter these costs. 

Effect of infiation on costs.-To project inflated rail
~d expenses, t~e Association developed inflation in
dices for the ma1or ICC expense accounts. Included in 
the .analysis of these accounts were annual rates of in
flation for each category of operating expense as well 
as net car hire, J?ayrol~ a~d other taxes. The 'analysis 
~as ~eveloped usmg price mdices for specific commodi
ties, interest and labor costs from the Chase study 
May 5, 1_97?. In de_veloping the inflated pro form.as, 
the Associat10n applied the inflation indices to the unin

·. ftated expenses as they appear in the 1973 constant-dol
lar proforma forecasts. 

Effect of infiation on revenues.-Realizing that in
ftated costs coul~ ultimately affect the competitive 
posture of the railroads, the Association conducted a 
et:udy to evaluate the relative change in railroad-versus
~ghway cost~ resulting from inflation. The study pro
ndes the basis for assumptions regarding diversion of 
traffic betw~en the two transportation modes and the 
revenue ad1ustments caused by these d" . ivers10ns. 
t ~e :rst step in the study was the preparation of a 
ra .c ow data base disaggregated by major com

modity groups. PC's 1973 traffic flow data were costed 

by use of rail and truck profiles developed from Rail 
Form A and cost profiles of owner-operator trucking. 
Projections of the flow of rail traffic to trucks took into 
consideration factors such as commodity density and 
the type of truck required to absorb the rail traffic. In
flation indices prepared by Chase were applied to the 
cost profiles. The empirical data used in the study indi
cated that the competitive posture of motor carriers 
compared to railroads during the planning period 
would not be significantly altered as a direct result of 
inflationary cost increases, since the relative cost levels 
of truck and rail did not appear to change. 

Several qualitative factors could cause a shift of 
traffic from either rail carriers to motor carriers or vice 
versa. Some specific factors which could shift traffic to 
rail carriers are a more liberalized policy toward price 
regulation, increased productivity from railway labor, 
a fuel shortage which would increase rail traffic and 
increased highway taxes on trucks. On the other hand, 
various factors could affect the competitiv.e position in 
favor of motor carriers including general truck weight 
and size limits, further liberalization of regulations 
governing motor carrier gateways and improvements 
of highways. 

A panel of transportation experts and qualified econ
omists associated with the Association of American 
Railroads, Harvard University, the Department of 
Transportation, the Interstate Commerce Commission 
(retired), and USRA was assembled to review the study 
and interpret the results. The varied backgrounds of 
the panel members enabled review from the viewpoint 
of both rail and motor carriers. After considering both 
qualitative and quantitative factors, the panel con
cluded that ConRail's projected revenues should not be 
adjusted to reflect a shift in traffic toward either rail or 
motor carriers. 

Recognizing that a multitude of factors will come 
into play should ConRail seek rate increases as a result 
of increased costs, a study was performed to identify 
these factors and determine their effect on rail freight 
rate increases. This study was the basis for the freight 
revenue projections contained in the inflated version of 
the pro f orma financial statements. The rate of inflation 
[s expected to average more than 6 percent annually 
through 1985. The factors leading to requests and 
auth~rization for ~reight rate increases were analyzed 
and mcorporated mto a mathematical model used to 
forecast ConRail revenues. The model compares the 
rate increase required to offset the effects of inflation on 
costs with the actual amount of rate relief likely to be 
enjoyed by the carrier. 

Ideally, rail carriers prefer a rate increase which 
would match all increases in costs. Rate increases, how
ever, are granted by the ICC only after the need for an 
increase is established. During this time costs continue . . ' 
to rise. Thus, there is always a "lag" between the time 



a rate increase is needed and the effecive date of the 
increase. This lag, which delays the required rate in
crease needed to offset increased costs, was incorporated 
into the mathematical model. 

Rate increases are generally based on the average in
creased costs of the entire industry. Thus, a carrier 
whose efficiency, as measured by the operating ratios, is 
less than the industry average will not recover the en
tire benefit of the rate increase. The revenue model in
cludes an efficiency factor which reflects the impact of 
the relative carrier efficiency on the rates received. Con
Rail's projected operating ratio are higher than the 
industry average until 1981, implying a lower level of 
operating efficiency. This inefficiency further reduces 
the effective rate increase to be realized by ConRail. 

Two other factors reduce the size of rate increases 
which may be sought to offset the effects of inflation. 
Rate increases approved by the ICC are subject to 
"hold-downs" and "exceptions" to protect economically 
troubled industries and export-import relationships. 
Similarly, each railroad within a district may ·wish to 
exclude specific commodities from general rate action 
for regionally competitive reasons. 

To forecast revenues, the rate relief model uses the 
above four factors to determine the rate increase re
quired to offset the annual effect of inflation on costs. A 
summary of these factors appears in Table 7 and their 
net effect reduces the required rate increase to an effec
tive or actual rate increase. 

The model does not assume that all increases in costs 
due to inflation will be passed on to shippers immedi
ately. Any shortfall in rate increases are applied for in 
the next requested rate increase. This carryover due to 
previous shortfalls is based on regulatory "hold-downs" 
and "exceptions" and the district yields. The shortfall 
carryover does not, however, include the relative carrier 
efficiency effect which is absorbed by the railroad. The 
model mathematically applies the factors in the table 
below to an inflated cost factor and the product becomes 
the basis for forecasting inflated freight revenues. 

Accounting Policies 

The financial forecasts were prepared in conformity 
with generally accepted accounting principles and, with 
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one exception, in conformity with the Uniform System 
of Accounts of the ICC. The forecasts account for track 
structures (rails, ties, ballast, other track materials and 
labor to install) on a standard depreciation basis instead 
of the ICC's "retirement-replacement-betterment" basis 
(betterment accounting) because of the unique situation 
resulting from ConRail's major rehabilitation program 
coupled with the recording of initial assets at values 
markedly lower than their historical values. The char
acteristics of the rehabilitation program are shown in 
Figure 7, which depicts the average annual number of 
crossties to be replaced and new rail track miles to be 
laid by ConRail during the planning period compared 
to the average number replaced and laid by the rail
roads in reorganization during the 1964 through 1973 
period. 

The Association considered three alternative methods 
of accounting for railway track structure expendi
tures. Although the expenditures for these track struc
ture replacements would be the same regardless of the 
accounting method used, the three methods affect the 
balance sheet and income statements differently, as dem
onstrated in Figure 8. 

The first accounting method considered was the tra
ditional railroad industry method referred to as better
ment accounting. This method charges all track struc
ture replacement expenditures to operating expenses in 
the year they are made. Since ConRail's road proper
ties are subject to massive rehabilitation, this method 
causes maintenance of ·way (MOW) expenses to be much 
higher, resulting in the operating income being un
fairly distorted. To present such extraordinary charges 
as ordinary expenses would mask reality. 

The second accounting alternative, modified better
ment accounting, capitalizes the properties initially 
acquired and all future track structure rehabilitation 
costs (i.e., replacements which were deferred prior to 
conveyance) as incurred. Other expenditures for track 
replacements arising from normal business operations 
would be charged to current operating expense in ac
cordance with betterment accounting principles. This 
alternative attempts to isolate the effect of rehabilita
tion expenditures from other elements of the MOW 
program. This procedure is logical in concept and was 
used in the Preliminary System Plan's projections. 

TABLE 7.-Summary of Key Factors for Revenue Forecast 

1976 1977 1978 1979 1980 1981 1982 1983 1984 1985 

Total lag time in months _______________ 8 8 7 7 7 6 6 6 6 6 
Relative carrier efficiencies _____________ . 89 . 92 . 95 . 96 . 98 1. 00 1. 00 1. 00 1. 00 1. 00 
Industry regulatory yield (hold-downs 

and exceptions) _____________________ . 89 . 89 . 89 . 89 . 89 . 89 . R9 . 89 . 89 . 89 
Carrier district yield ___________________ . 92 . 92 . 92 . 92 . 92 . 92 . 92 . 92 . 92 . 92 
Annual rate of inflation for ConRaiL ____ . 089 . 074 . 080 . 074 . 070 . 066 . 058 . 059 . 060 • 064 
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FIGURE 7.-0omparison of units of property to be replaced annually: OonRail vs. the bankrupt railroads comprising OonRail. 
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FIGUBE 8.-Aooounting oompariBOn eil/penditures (cumulative for 
10 years: 1976-1985). 

9000 

8000 

7000 

6000 

5000 

4000 

3000 

2000 

1000 

D 
~ 

• 

(Inflated dollars) 

MAINTENANCE' OF WAY EXPENSE 

ADDITIONS TO ROAD ASSETS ACCOUNT 

DEPRECIATION OF ROAD ASSETS 

BETTERMENT 
MODIFIED 

BETTERMENT DEPRECIATION 

Although modified betterment accounting is concep
tually logical, implementation of the method would pre
sent some major practical problems since rail, tie and 
ballast replacements integral to the rehabilitation pro-

gram are physically indistinguishable from those inte
gral to the normal maintenance effort. Because 
rehabilitation expenditures generally represent only an 
accelerated rate of track structure replacements done 
by the same work crews, a rigorous and continual engi
neering analysis would have to be conducted to distin
guish between "normal" and "rehabilitation (de
ferred) " replacements of the track structure. 

Modified betterment not only would require ex
pensive engineering analyses, it also would impose ex
traordinary requirements for detailed records to moni
tor separately the deferred replacements arising prior 
to and subsequent to the conveyance <late. Under modi
fied betterment accounting, deferred replacements aris
ing subsequent to conveyance date would not qualify for 
capitalization. In addition, the Association concluded 
that even with extensive analysis and control, the final 
separation of these expenditures would ultimately de
pend upon arbitrary judgments which would become 
more difficult as time passes. As a result, this method 
would probably not receive total acceptance from the 
accounting profession. 

For these reasons, the Associ atiou turned to deprecia
tion accounting, the method used by most businesses to 



account for operating assets and expenditures. Under 
this method, expenditures for track structure replace
ments which substantially extend the life of the oper
ating properties are capitalized and depreciated over 
the useful lives of the replacements. A benefit of this 
method is that the costs associated with an asset are 
amortized over the useful life of that asset. Although 
problems associated with designating a specific unit of 
road property and determining its useful life are pres
ent under the depreciation method, they can be over
come. Therefore, the implementation of this method 
would be less costly to administer and would be a less 
arbitrary method than attempting to separate "normal" 
from "rehabilitation" replacements which is a require
ment of modified betterment accounting. Figure 9 de
picts the variances in the annual level of net income 
among betterment, modified betterment and deprecia
tion accounting methods. 

Similar to non-track road assets, transportation 
equipment is traditionally depreciated under the ICC 
standards. Accordingly, the forecasts have adopted the 
traditional ICC practices of capitalizing and depreci
ating all new equipment. Costs of heavy repairs as well 
as normal maintenance expenditures are charged to cur
rent operating expenses when incurred pursuant to pres
ent ICC practices. 

To comply with generally accepted accounting prin
ciples, the Association has made provisions in its fore
casts for income tax expense. In ConRail's situation, 
generally accepted accounting principles require a pro
vision for income taxes when income is reflected for fi
nancial reporting purposes. However, assuming no sig
nificant changes in the tax laws, and assuming the va
lidity of the Tax Assumptions described in Note 2 to the 
pro f orma financial forecasts, it is projected that Con
Rail will have adequate means to defer the actual pay
ment of federal income taxes during the forecast period. 

The entire income tax expense provided in the years 
1979-1982 and a portion of the 1983 provision are pro-
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jected to be fully recovered as an extraordinary item 
due to operating loss carryover from 1976-1978. Gener
ally accepted accounting principles require that the tax 
expense and the offsetting extraordinary item be pre
sented separately in the income statement. 

The deferred income tax expenses, which are pro
jected to commence in 1983, represent the tax effect of 
timing differences between financial and taxable in
come. However, as discussed above, ConRail should be 
able to defer the actual payment of income taxes until 
the end of the forecast period. 

In addition to the above, generally accepted account
ing principles and the Securities and Exchange Com
mission require certain additional disclosures, such as 
lease commitments and rental expense, the capitalized 
value of leases, contingencies and other information 
contained in the notes to the pro f 01"11UJ, financial fore
casts. These notes are an integral part of the financial 
forecasts and are, therefore, required for full disclosure 
to conform with generally accepted accounting prin
ciples. 

FIGURE 9.-Accounting comparison of ConRail income before 
government financing co·sts, income tames and extraordinary 
items. 
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Capital Structure and 
Financial Programs 

This Chapter sets forth a capital structuJ"e for GonRail and 

describes tli c analytfr process used to formulate that structure. 

'Phe capital strn.ctm·e contains a niix of securities to be issued 

by GonRail to the United States Railway Association and by 

GonRail and U8RA to the estates of the railroads in reorganiza

tion. Furthpnnorn, provision is nwde for the financing of cer

tain short-tenn needs and equipment obliga.tious i11 the private 

sector. An attempt has been made to analyze the total pro,jected 

funding requfrements of GonRail for the next 10 years cind to 

plan a flexible base of government support along with increasing 

mnouuts of private sector fundin,q to satis/]J these rnquirements. 

The latter part of this Chapte1· reviews the financial as

sistance programs m•ailable wuler the Act. Two appendices 

describe the terms and conditions of all securities to be issued 

by GmiRail and aualyze the feasibility of using an Employee 

Stock Ownership Plan. 



A capital structure for ConRail should provide the fi
nancial framework of the proposed new rail service 
system in the Region in compliance with the goals of the 
Act. ConRail's capital structure was developed after 
a careful study of the financial requirements of the com
pany and the availability and effect of different forms 
of financing. 

Based on projections of earnings and capital expen
ditures, ConRail's total funding requirements were 
determined. Funds available from internal operations 
and existing external sources 'vere identified. The re
sult was a projected shortfall in the early years between 
the need for funds and the availability of funds. Because 
of the uncertainty associated with launching a new en -
terprise the size of ConRail, the large amounts of capi
tal needed, and the general difficulty railroads have ex
perienced in obtaining funds from the private capital 
markets, the Association concluded that the funds 
needed to meet this shortfall would have to be provided 
by the federal government. The last step, therefore, was 
to determine the form of federal investment which 
would best complement the other forms of financing 
to be used by ConRail. 

Goals for the Capital Structure 
In formulating ConRail's capital structure USRA 

sought to satisfy the following five objectives. 
• Maximize ConRail's financial flexibility, 
• Provide security for the public's investment, 
• Minimize the cost to the public sector, 
• Preserve private enterprise incentives and 
• Create a fair and equitable securities package. 

Because several of these objectives are somewhat con
flicting in nature, the Association had to order its prior
ities and balance the objectives in such a way as to sat
isfy the overall purpose of the capital structure in ful
fillment of the Act. 

Maximize ConRail's Financial Flexibility 

The reorganization of seven bankrupt carriers into a 
single profitable railroad will take time. The Associa
tion expects ConRail to sustain sizeable losses until the 
benefits of consolidation, rehabilitation, traffic growth, 
rate changes and new direction from management are 
realized. Recognizing that the early years of operation 
will be critical for ConRail, the Association sought to 
design a capital structure which would provide the new 
railroad with as much initial permanent financing as 
possible in a form which would not jeopardize Con
Rail's long-term financial position, be adaptable enough 
to allow additional financing to be obtained in the event 
of future economic changes, and be flexible enough to 
enable the company to meet future long-term financing 
needs. While USRA cannot predict the conditions under 
which capital may be raised 15 or 20 years from now, 
prudence dictates ConRail's initial capital structure be 
such that unused borrowing capacity will be available. 
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The Association sought, therefore, to devise a capital 
structure which would satisfy ConRail's projected fund
ing requirements, maximize ConRail's chances of be
coming self-sustaining and give ConRail many finan
cial alternatives for the future. 

Provide Security for the Public's Investment 

When a substantial amount of public money is com
mitted to an essentially private concern such as Con
Rail, the government should receive adequate security 
in return. The best security for the public or any lender 
is to have a claim on the cash flow of a solvent company 
so as to ensure the repayment of the investment and 
provide a fair return. The public's investment should 
rank senior to all securities, other than equipment obli
gations, for the payment of dividends or interest and 
for redemption. 1Vhile it is not necessary for the gonrn
ment to have a mortgage on ConRail's assets, it should 
have the right to approYe the creation of major future 
liens or the incurrence of senior debt. The government 
should also receive absolute preference over other 
equity and debt securities holders in the eyent of a sub
sequent insolvency and reorganization or liquidation, 
On the other hand, ConRail's capital structure should 
not be unrealistically severe in its requirements for the 
amount and timing of interest or dividend payments. 

Minimize the Cost to the Public Sector 

In keeping with the Act's mandate to create a finan
cially self-sustaining rail senice system in the Region, 
the Association sought to minimize the amount and 
duration of the public's financial involyement in Con
Rail's reorganization while meeting the goals of the Act. 
Toward this objective every effort was made to assure 
that, as provided in the Act, the railroads in reorganiza
tion would receive fair and equitable value for assets 
conveyed to ConRail. However, the value should not be 
more than the constitutional minimum (see Chapter 5) 
and proposals for public financing should be limited to 
those amounts critical to ConRail's ultimate success fo:r 
which no other source is available at reasonable terms. 

Although the amount of projected federal assistance 
is more than originally authorized in the Act, the Asso
ciation concluded that a lesser amount or a different type 
of federal support from that proposed would unduly 
jeopardize ConRail's chances of becoming self-sustain
ing. If the initial federal assistance is enough to get 
ConRail started, but not enough to establish a finan
cially viable company, the cost to the public in the long 
run may be greater than now contemplated. 

Preserve Private Enterprise Incentives 

Based on the assumptions enumerated in Chapter 
3, the Association forecasts that ConRail's operations 
will be profitable by 1979. The prospect of earnings 
alone, however, is not enough to ensure that ConRail 
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will continue as a priYate enterprise carrier over the 
long term. For that to happen, earnings must be large 
and relatively stable enough to justify future private 
investment in the company and to support other long
term liabilities assumed by ConRail in meeting its total 
funding requirements. 

Preservation of private enterprise incentives will be 
important to ConRail's future management as well as 
its future owners. Recruitment of good management 
will hinge on ConRaiFs earning prospects and its ability 
to offer executives an opportunity to work in a profit 
oriented e1wironment. The Association felt a respon
sibility, therefore, to balance the govemmenes need to 
monitor its investment in ConRail against the need to 
preserve private sector incentives. 

Create a Fair and Equitable Securities Package 

The Act contemplates issuance of Conlfail common 
stock and, as appropriate, other securities to the trustees 
of the railroads in reorganization and other transferors 
in exchange for rail properties transferred to ConRail 
under the plan. The Act further states that the trans
fers of rail properties for ConRail securities and other 
benefits must be "fair and equitable and in the public 
interest" (section 209 ( c) ( 4)). L'nder terms of the Act, 

·. a Special Court will review the proposed securities and 
other benefits package to determine whether or not it 

· meets this test and is neither more or less than the con
stitutional minimum. If the Special Court finds the 
securities package docs not constitute adequate value for 
properties conveyed to ConRail, it can enter a judgment 

. reallocating the securities in a fair and equitable man
ner, order ConHail to issue additional securities or enter 
a judgment against ConRail. In addition to these reme
dies, the Supreme Court, in an opinion upholding the 

. constitutionality of the Act, held that claimants could 
bring suit against the l7nited States under the Tucker 
Act for any deficiencies resulting from any constitu
tional inadequacy of the securities and other benefits. 

Summary of Proposed Capital Structure 
In order to meet the objectives described abow, the 

Association proposes a capital structure for ConRail 
. which would finance ConRail's projected public sector 
capital needs through purchase by USRA of ConRail 
Debentures and Series A Preferred Stock. Both se
curities will have a 7.50% return, but interest on 

·the debenture and dividends on the preferred will be 
payable in cash only if the necessary amounts are avail
able from earnings. The Association projects that such 

. payments will begin in 1982. \Yhen cash is not ava,ilable, 
USRA will accept additional shares of Series A Pre
ferred Stock from ConRail as payment of interest and 
dividends. 

The estates of the railroads in reorganization, and in 
turn their creditors, will receive ( i) ConRail Series B 
Preferred Stock; (ii) ConRail Common Stock, and 
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(iii) Certificates of Value. The securities issued to the 
go\'ernment will have seniority, but the securities is
sued to the estates (including 100 percent of the com
mon stock) will have a greater participation in the 
future benefits of a successful income-based reorganiza
tion. In addition, the Certificates of Value, as a full 
faith and credit obligation of the United States, will 
assure that the value of the package of securities issued 
to the estates will approximate the net liquidation value 
of the assets at the date of conveyance. 

USRA projects that during the years 1976 through 
1980 ConRail's requirement for funds for rehabilita
tion and capital imprornments, working capital and 
equipment acquisitions will exceed its receipt of funds 
from operations and identifiable external sources by 
about $1.85 billion. To meet that shortfall it is proposed 
that USRA be able to purchase over a 5 year period 
ending December 31, 1980, or sooner, up to $1.85 billion 
of securities issued by ConRail. 

USRA also proposes that an incremental $250 million 
in budget authority (obligational authority) be granted 
to USRA for possible purchase of additional Series A 
Preferred Stock. This amount will provide a reasonable 
margin of safety for ConRail to meet potential con
tingencies, possibly exceeding the projected requirement 
of $1.85 billion. The additional funding would be made 
available to ConRail at the discretion of the Govern
ment Investment Committee of the USRA Board, com
prised of the Chairman of USRA and the Secretaries 
of Transportation and Treasury. The Committee would 
operate in consultation with the USRA Board. The 
Association also supports the authorization of $400 mil
lion to be used in the discretion of the Secretary of 
Transportation for ConRail or otherwise to further 
the purposes of the Act, as amended. In addition, 
USRA recommends legislation authorizing immediate 
issuance of Certificates of Value redeemable in a maxi
mum amount of $1.05 billion by December 31, 1987. 
These certificates would be backed by the full faith and 
credit of the l~nited States. 

USRA proposes that it be granted immediate budget 
authority (obligational authority) for the total fund
ing ($2.1 billion) indicated above. The Association will 
submit to Congress suggested legislation for implement
ing the capital structure. The success of ConRail is 
largely dependent on a guaranteed source of capital 
during its first critical years. Hence, it is important that 
the Association seek the total obligational authority 
needed at the outset. ConRail's chances for becoming 
financially self-sustaining will be jeopardized without 
the assurance that its capital needs will be met. If the 
gonrnment does not provide the needed capital and 
ConRail falters, the eventual cost to the government 
could be greater than the amount of the government 
investment recommended in the Final System Plan. 



By providing the Association with the needed front
end obligational authority. the Congress '"ill help create 
for the fntme a private and self-sustaining ConRail 
in furtherance of the goals of the Act. Although ac
countable for its financial performance to the Associa
tion, which represPnts the public interest, ConRail, be
cause of the front-encl obligational authority, will have 
greater assurance of achieving successful operations. 

\Vhen Congress passed the Act. it assumed that all of 
the financing required for ConRail's sucePss woul<l not 
be arnilable from conventional prirnte sources. The As
sociation has cletPrmined that t hP financing an cl terms 
available urnlrr SPction 210 of tllP Act '"ill not prm·iclP 
ConRail with sufficiPnt capital or financial flexibility 
to achieve suecess. Therrfore, as directed in section 206 
(h) of the Act, the Association is recommPnding the 
"amount of obligations of the Association which are 
npcpssary to rnable it to implement the final system 
plan". It is cl<>ar from SPction 201(h) that Congress 
rPcognizPcl tlw limit on the Association's obligational 
authority ]H'OYiclPd in the Act might be too low, but 
consiclrring the benefits from maintaining adeqtrnte rail 
frpight SPnice in thP Region as Yital to the national 
interest, the CongrPss '"isely allmn~d for consideration 
of any changes recomnwnded by the Association to 
achiew the purposes of the Act. 

Description of Securities Issued to USRA 

FSRA '"ill help finance ConRail thro11gh its pm
chase of t'rn types of ConRail's securities. In Appendix 
A the terms of those SPc11rities are prPsentPd and com
parPd to the tern is of the securities to be issne(l hy Con
Rail to the estates. 
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In the order of their issuancP, the securities to be 
issued by ConRail and pmchased by the FSRA are 
7.50% Debentures and SPries A Preferred Stock. 

7.50 % Debentures 

Up to $1.0 billion principal amount of 7.50/, Deben
tures will be authorized for issuance by ConRail and 
plll'chased by FSRA. ~\s indicate(] in Table L FSIL\ 
forecasts that the full amount will be purchased dl!l'
ing 1976 and rn77. Tlw proceeds from the salP of the 
Debentures will be used by ConRail to fund its rehabili
tation program and other capital programs, to purchase 
equipment, to fund its working capital requirements 
and to finance section 215 obligations assumed by Con
Hail at conveyance.1 

1 As authorized under section 215 of the Act, USRA has issued more 
than *25 million of obligations and will issue additional amounts total
ing nearly $300 million prior to ConRall's start up, to begin rehabilita
tion and fund ongoing maintenance of properties scheduled to be ron
,·eyed to ConRail from five of the railroads In reorganization. Since the 
expenditure of these funds will benefit ConRail, the Act requires Con
Rail to assume the obligations unless a recommendation for forgh-e

ness Is made by the Associa tlon and approved by the Secretary of 
Transportation in the FSP. The Association recommends, and the Depart
ment of Transportation concurs, that ConRall assume an amount of 
ohliiwtions equal to the value added to the properties com·e)-ed to 
ConRail by reason of the section 215 program, Including acquisition of 
property for ConRail, and that the balance of the section 21fi obliga
tions be forgiven. Based on the net liquidation method of Yaluation, 
the Association estimates that properties being com·eyed to ConRail 
will include assets with a net liquidation Yalue of $64 million acquired 
as a result of the section 215 program. Consequently, the pro fonnu 

financial statements Incorporate the assumption by ConRnll of *64 
million of obligations on the date of com·eyance. Immediately there
after, ConRall is expected to redeem these obligations with funds re
ceind from USRA's purchase of ConRail 7.50% Debentures. A portion 
of those obligations will be secured by equipment and interests in 
purchase money obligations acquired with section 215 funds. 

TABLE 1.-Summary of projected annual issuance by Con Rail of securities to the USRA 
[Millions of dollars] 

1976 1977 1978 

Uses of funds: 
Rehabilitation of roadway-Freight_ ____ $37 $58 $86 
Other capital improvements-Freight_ __ 180 23.5 246 
Equipment acquisitions ________ 12 135 73 
Section 215 loan payable _____________ 64 
Working capital and other 414 130 (17) 

TotaL ____ $707 $558 $388 

Sources of funds: 
Internally generated funds __ $-- $- $23 
Corridor expenditure reimbursement_ __ 53 52 
Equipment financing _______________ 26 
Net investment required (see funding 

below) _____ ----------- 698 505 287 

TotaL __ -------------- $707 $558 $388 
=====-

Investment funding through issuance of: 
Debentures __ ------------- $698 $302 $-
Series A Preferred Stock ____ 203 287 

Total ----------- $6()8 $505 $287 

Series A Preferred Stock issued in lieu of 
eash interest and cash dividends ________ $9 $25 $41 

1 In these years internally generated funds from operations are 
actually In excess of the amounts shown. For purposes of this table 
only the amount necessary to meet the funding requirement in each 

1979 

$119 

275 

72 

47 

$513 

$162 

38 
36 

277 

$.513 

$-

277 

$277 

$65 

1980 1981 1982 1983 1984 198,5 Total 

$159 $172 $184 $196 $208 $223 $1, 442 

319 261 284 308 334 364 2, 806 

138 119 251 2()8 314 369 1, 781 
64 

38 77 40 85 106 !)2\) 

$654 $629 $728 $842 $941 $1, 062 $7, 022 
-------:::::_-.: 

$410 $534 I $527 I $604 I $690 I $768 $3, 718 

59 211 

111 95 201 238 251 294 1, 252 

74 1, 841 

$6.54 $629 $728 $842 $941 $1, 062 $7, 022 

$- $- $- $- $- $- $1, 000 

74 8416 

$74 $- $- $- 1, 841 

$88 $103 $43 $38 $30 $24 $466 

year is shown. The surplus funds generated In these years flow i~to 
retained earnings and will be used for interest, dividends and redempt10n 
of securities as described In the chapter and Appendix A. 
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The Debentures: 

• Will have an issuance price of 100 percent of their 
principal amount; 

• Will earn interest at a rate of 7.50 percent per 
annum. Such interest will be paid in cash if, ac
cording to the provisions of the "Cash Available" 
formula (see Definition No. 4 of Appendix A), 
there is cash available for such purpose and re
tained earnings exceed $500 million; otherwise in
terest will be payable through the issuance by Con
Rail of Series A Preferred Stock. For this purpose, 
each such share will be valued at $100; 

• Will have a claim on assets and earnings equal to 
100 percent of the principal amount, senior to 
the Series A Preferred Stock, Series B Preferred 
Stock and Common Stock; 

• Will be entitled to mandatory annual redemptions, 
if there is "Cash Available" for such pmpose; De
bentures not yet redeemed ·will be due on.January 1, 
2011; 

• Will be callable at a price of 100 percent; and 
• Will be entitled to protection, through negative 

covenants, from changes, among other things, in 
ConRail's charter or hy-laws, issuance of other debt 
by ConRail, the disposition or acquisition of assets 
by ConRail and changes in the nature of ConRaiFs 
business; 
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• Will have accelerated repayment requirement upon 
material events of default. 

USRA, as owner of the Debentures, wi1J be entitled to 
certain voting and other rights which will be exercised 
through the Government Investment Committee. 

Series A Preferred Stock 

ConRail will be authorized to issue up to 40 million 
shares of Series A Preferred Stock with a price per 
share of $100. USRA will purchase up to 8.5 million of 
these shares for a total price of $850 million. ConRail 
will use the proceeds of the sale for the same pnrposes as 
in the case of the Debentures. Series A Preferred Stock 
may not be issued by ConRail for these purposes until 
all of the authorized Debentures have been issued. 
· It is projected that ConRail will also issue about 

9 million of the 40 million shares to the USRA in 
lieu of cash payments for the annual interest clue on the 
7.50% Debentures and for dividends due on any out
standing Series A Preferred Stock. Each yPar, in ac
cordance with the provision of the "Cash Available" 
formula, outlined in Appendix A, a determination will 
be made as to whether and in what amount Series A 
Preferred Stock will be issued in lieu of cash payments. 

The Series A Preferred Stock: 

• Will be entitled to an annual $7.50 dividend per 
share. This dividend will be paid if there is "Cash 
Available"; otherwise, dividends will be payable 

in Series A Preferred Stock. For this purpose, each 
share will be valuell at $100; 

• ·will have a par value of Sl and a liquidation value 
of $100 rwr share, "·ith full preference over the 
Series B Prefoned Stock and Common Stock; 

• '\Yill be entitled to mandatory annual redemptions, 
if there is "Cash ~\.vailable'': 

• ·will be callable at a price of $100 per share; 
• 'Will be entitled to protection, through negative 

covenants, from changes, among other things, in 
ConRail's charter or by-laws. issuance of other debt 
by ConRail, the disposition or acquisition of assets 
by ConRail and changes in the natme of ConRail's 
lrnsinPss; and 

• \Vill han accelerated redemption requirements 
upon material events of default. 

USR~\, as owner of the Series "\. Preferred Stock, will 
be entitled to certain Yoting and other rights which \Yill 
be exercised through the Gonrnment Innstment Com
mittee. 

The sale to FSR~\. of Debentures and SeriPs ~\. Pre
ferred Stock for funding rehabilitation arnl othvr capi
tal improvements, working capital arnl the purchase of 
equipnwnt will not he tied to a specific schedule. Con
Rail will be authorize<l to issue seemities for these pur
poses at any time, subject to USRA approYal. Prior to 
eaeh issuance. the Association would require a statPment 
of proposed u:::e of procee<ls arnl a n'conriliation of the 
previous stah•ment of propose<l use of proceeds with 
the actual appli<'ation of thP funds. The ~\ssociation 
"~ould also receive statements noconeiling eunent fi
rnmeial conditions and future financial pros1wcts with 
projections previously found accPptablP by rSIL\. The 
reconciliation would indicate tlw n•asons for any dHi
ations from the projections. The projected annual is
suance of s<'curities by ConRail is presrntPd in Table 1. 

As indicated abo\·e, both the DebenturPs and thP 
St>ries A PrrfrrTP<l Stock will be re<1PemPd from "Cash 
Availahle". Based on ConRail's projrctrd performance 
through 1985 and on l'ertain assnmptions for the period 
beyond 198:), the ~\ssociation has calculated that thn 
Debentures will be folly redPemed by 200!'\ and tlw 
Series ,\ PrPferred Stork "·ill he fully rrdPemed by 
2017 as shown in Table 2. 

Government Investment Committee 

~\.s indicated, governmE~nt assistance to ConRail can
not he limited to tliP $1 hilli011 of rSRA obligations 
now authorized by the "\ct. bnt shonl<l takP the form of 
direct long-term loans arnl Gowmment acquisition of 
C011Rail's SPries A Prefened Stock in signifi.cantly 
larger aggregate amonnts. It al:<o has lweome apparent 
that neither the kndrr nor Con Rail should be bound 
ovPr the long knn by a single set of inflexible terms and 
rnnditions drafted at the outset: instead, there must 
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TABLE 2.-Schedule of interest, dividends and redemption 
[Millions) 

Cash avail
able for 

restricted 
cash 

payments 
Out-

Year standing 

1976 __________________________________________________________ _ 

1977 --- ----- - ----- - ------- - -- - -- - - - -- --- -- - -- ----- --- -- - -- - - -- -1978 __________________________________________________________ _ 
1979 __________________________________________________________ _ 

1980-----------------------------------------------------------
198L. ________________________________________________________ _ 
1982. _________________________________________________________ _ 
1983. _________________________________________________________ _ 
1984 .. ____________________________________________________ -- ---
1985 .. ________________________________________________________ _ 
1986. _________________________________________________________ _ 

1987 _______________________________ ----------------------------
1988 .. ________________________________________________________ _ 
1989 .. ________________________________________________________ _ 

1990-----------------------------------------------------------
199L ....... ---------------------------------------------------
1992 __________________________________________________________ _ 
1993 __________________________________________________________ _ 
1994 ________________________________________________________ ---
1995 __________________________________________________________ _ 

1996-----------------------------------------------------------
1997 __________________________________________________________ _ 
1998 ______________________________________________________ -----

1999. _________________________________________________________ _ 
2000 __________________________________________________________ _ 

200L ......• ---------------------------------------------------2002 __________________________________________________________ _ 

2003-----------------------------------------------------------2004 __________________________________________________________ _ 
2005 __________________________________________________________ _ 
2006 __________________________________________________________ _ 
2001 __________________________________________________________ _ 
2008 __________________________________________________________ _ 

2009 __________________________________________________________ _ 
2010 __________________________________________________________ _ 
2011 __________________________________________________________ _ 

2012 ____________________________________ ·----------------------
2013 __________________________________________________________ _ 
2014 __________________________________________________________ _ 
2015 __________________________________________________________ _ 
2016 __________________________________________________________ _ 

$0 
0 
0 
0 
0 
0 

122 
138 
155 
168 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 

be the flexibility to make such adjustments in terms as 
circumstances may warrant. 

Accordingly, after consultation with the Departments 
of Transportation and Treasury, USRA proposes the 
formation of a special three-member committee of its 
Board, consisting of its Chairman and the Secretaries 
of Transportation and Treasury (or their authorized 
representatives), to make decisions concerning the Gov
ernment's investment. The inclusion of the cabinet 
officers or their authorized representatives reflects the 
fact that the primary governmental concern of this 
Committee will be the exercise of the government's 
rights as lender and investor. 

The Government Investment Committee will have 
four tasks. First, it will exercise the lender's and share
holder's rights in connection with the Debentures and 
Series A Preferred Stock issued to USRA. Such rights 
would include that of electing directors representing the 
Debentures and Series A Preferred Stock. In addition, 
these instruments will contain covenants, usual in major 
loan transactions in the private sector, requiring the 
lender's consent for certain corporate actions. Such ac-

$698 
1,000 
1,000 
1,000 
1,000 
1,000 
1,000 
1,000 
1, 000 
1,000 

974 
946 
916 
884 
849 
812 
772 
729 
683 
633 
579 
521 
459 
392 
320 
243 
160 

71 
0 
0 
0 
0 
0 
0 
D 
0 
0 
0 
0 
0 
0 

Series B 
Preferred 

7 .503 Debentures Series A, Preferred Stock Stock 

Cash Redemp- Out- Ca.•h Redemp- Cash 
Interest tlon standing dividend tion dividend 

$0 $0 $29 $0 $0 $0 
0 0 305 0 0 0 

0 0 700 0 0 0 

0 0 1, 115 0 0 0 

0 0 1, 351 0 0 0 

0 0 1, 5'l!l 0 0 0 

75 0 1, 594 47 0 

75 0 1,651 63 0 0 

75 0 1,696 80 0 0 

75 0 1, 730 93 0 0 

75 26 1, 730 130 0 105 

73 28 1, 730 130 0 105 

71 30 1, 730 130 0 105 

69 32 1, 730 130 0 105 

66 35 1, 730 130 0 105 

64 37 1, 730 130 0 105 
61 40 1, 730 130 0 105 

58 43 1, 730 130 0 105 

55 46 1, 730 130 0 105 

51 50 1, 730 130 0 105 

47 54 1, 730 130 0 105 

43 58 1, 730 130 0 105 

39 62 1, 730 130 0 105 
34 67 1, 730 130 0 105 

29 72 1, 730 130 0 105 

24 77 1, 730 130 0 105 

18 83 1, 730 130 0 105 

12 89 1, 730 130 0 105 

5 71 1, 704 130 25 105 

0 0 1, 601 128 103 105 
0 1,490 120 111 105 

0 0 1, 371 112 119 105 

0 0 1, 243 103 128 105 

0 0 1, 105 93 138 105 

0 0 1157 83 148 105 

0 0 798 72 159 105 

0 0 627 60 171 105 

0 0 443 47 184 105 

0 0 245 33 198 105 

0 0 32 18 213 105 

0 0 0 32 105 

tions requiring consent would include, but not be lim
ited to, charter or by-law changes materially affecting 
the lender's position; incurring of new debt other than 
equipment debt, permitted short-term debt and a speci
fied leYel of long-term debt; new mortgages or liens, sub
ject to normal exceptions; material dispositions or 
acquisitions of assets outside the ordinary course of 
business; material changes in the business conducted by 
ConRail; and issuance of securities, other than as con
templated by this Plan, that would adversely affect the 
government's interest. These customary negative cov
enants are not expected to interfere with day-to-day 
operations of ConRail or with management's ability to 
operate ConRail as a railroad. The function of the 
Government Investment Committee in this area would 
be to grant or withhold consent to actions of the type 
described aboYe, depending upon its evaluation of the 
particular circumstances. 

The second main function of the Government Invest
ment Committee would be to determine, as drawdowns 
(purchase of ConRail securities by USRA) are re
quested, whether the conditions for drawdowns have 
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been satisfied. (It is contemplated that the government 
investment in ConRail will be drawn d°'vn over a period 
of 5 years.) These conditions will include compliance 
with covenants and absence of defined defaults. In 
addition, in order to protect the government's interest, 
should a change in circumstances make further invest
ment appear financially imprudent, the Committee 
would have the right to condition drawdowns on 
ConRail's achievement, within an agreed margin, of the 
projected operating and financial results included in the 
Plan. 
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This recommendation should not be interpreted as a 
qualification on the federal commitment to :fund Con
Rail so long as it remains substantially within accept
able projected levels of operation. In view of the size 
of the undertaking and the time required for its com
pletion, however, prudence dictates arrangements under 
which the public's resources are not irrevocably com
mitted regardless of :future circumstances. In general, 
it is recommended that circumstances be ernluated by 
reference to ConRail's overall business progress and :fu
ture financial prospects, as compared wiith projections 
in this Plan. I:f the Committee determines at any time 
that ConRail has failed substantially to meet expecta
tions or that ConRail will require substantially more 
government :funds than projected in this Plan or re
vised :forecasts accepted by the Government Investment 
Committee, the Committee would have the right toter
minate funding. 

The third function of the Government Investment 
Committee would be to recommend, and in some re
spects make, necessary or appropriate changes in the 
terms of Government funding. These include the author
ity to defer payments of interest, principal or dividends 
under suitable circumstances and the authority to for
give accrued interest or accumulated dividends entirely, 
if circumstances warrant such actions. 

Finally, the Government Investment Committee will 
also have discretionary authority over the commitment 
of an additional $250 million of appropriated funds for 
investments in ConRail, as it may deem advisable. These 
investments would be through the purchase of addi
tional Series A Preferred Stock.2 

Description of Securities Issued to Estates 
On the conveyance date, three types of securities will 

be issued to the estates in exchange :for assets trans
ferred to ConRail: 

Series B Preferred Stock 

Twenty-one million shares of Series B Preferred 
Stock will be issued by ConRail.3 Each share: 

•As noted elsewhere, a separate amount of $400 mlllion Is proposed 
for authorization for use at the discretion of the Secretary of Trans
portation for ConRall and for otherwise furthering the purpo,es of 

the Act, as amended. 
a In order to provide for the Issuance of additional shares of Series B 

Preferred Stock, 30 million shares will be authorized Initially. 

• Will be entitled to a $5 noncumulative dividend, 
payable each year if there is "Cash Available". 

• Will have a par value of $1 and a liquidation value 
of $50, ·with full preference over the Common 
Stock; and 

• Will be callable at a price of $50 per share at any 
time after redemption of the Series A Preferred 
Stock. 

There will be no sinking fund provisions for the Series 
B Preferred Stock. The holders of the Series B Pre
ferred Stock will have voting rights with respect to 
representation on ConRail's Board of Directors (see 
section on "ConRail's Board of Directors"). 

Common Stock 

Twenty-one million shares of Common Stock will be 
issued by ConRail. Each share : 

• Will be entitled to dividends, as declared by the 
Board of Directors of ConRail, although such 
dividends may be declared and paid only after 
the Debentures and Series A Preferred Stock have 
been fully redeemed; 

• Will have a par value of $1; and 
• Will have rights in liquidation junior to the Series 

B Preferred Stock. 

The Directors will have the right to call the Series 
B Preferred Stock at any time after redemption of 
the Series A Preferred Stock. The Common stock
holders will have voting rights with respect to repre
sentation on ConRail's Board of Directors. 

Certificates of Value 

Certificates of Value will be issued by USRA in 83 
series,4 one for each transferor. The Certificates of 
Value will not receive interest or dividends and will 
not entitle their holders to an ownership interest in Con
Rail. Each Certificate of Value, however, will be re
deemed on or before December 31, 1987, by USRA. The 
obligation to redeem the Certificates will be a full 
faith and credit obligation of the United States, which 
will require an amendment to the present Act, and may 
ultimately require federal funds in addition to the funds 
required for the Debentures and Series A Preferred 
Stock. 

Certificates of Value will have terms defined as 
follows: 

• "Redemption Date"-the date to be designated by 
USRA on which the Certificates will be redeemed, 
but not later than December 31, 1987; 

• "Notice Date"-a date, designated by USRA, to be 
not less than 30 days or more than 90 days prior 
to the Redemption Date; 

•One series of Certificates will be issued to each of the 83 trans
ferors of assets to ConRail by whom they may be divided for further 
distributions. The 83 transferors are comprised of the seven roads In 
reorganlza tion and various affiliates. 



• "Valuation Base''-for each Certificate in each 
year, the amount indicated in the following 
schedule: 

Valuation base (as-
I f redeemed during the s11ming 21 million 
year ending Dec. 31- certificates) 

1976 ----------------------------------------------- $21. 44 
1977 
1978 
1979 
1980 
1981 
1982 
1983 
1984 
1985 
1986 
1987 

23. 16 

------------------------------------------------ 25.01 
27.01 
2fi. 17 
31. 51 
34.03 
36. 75 
39.69 
42.87 
46.30 
50.00 

• "Redemption Price "-for each series, the redemp
tion price of one certificate will be an amount equal 
to the "Valuation Base" (i) minus the value of one 
share of Series B Preferred Stock, (ii) minus the 
product of (a) the value of one share of Common 
Stock times (b) a fraction. the numemtor of which 
is the number of shares of Common Stock allocated 
to the recipient of such series at the connyance date, 
and the denominator of which is the number of 
shares of Series B Preferred Stock allocated to the 
recipient of such series at the conveyance date, (iii) 
minus the sum of the dividends paid by ConRail 
per share of Series B Preferred Stock to the Re
demption Date. 

Ha bona fide trading market exists for Series B Pre
ferred Stock and Common Stock, the value of such 
shares will be considered to be the average of the market 
prices for such shares for a period of 20 consecutive 
trading days ending 5 trading days prior to the Notice 
Date. If a bona fide trading market does not exist for 
such shares, then the fair market value 5 days before 
the K otice Date of such shares will be determined by 
three independent investment banking firms, one to be 
selected by the Government Investment Committee, 
one to be selected by those Directors of ConRail rep
resenting the holders of the Series B Prefern'd Stock 
and Common Stock, and one to be selected by the two 

REDEMPTION PRICE FORMULA FOR EACH 
CERTIFICATE OF VALUE 

Redemption Price Equals: 

Valuation Base MINUS 

MINUS 

MINUS 

the value of one share of Series B Preferred 
Stock 

Shares of Com
mon Stock a I
I ocated to each 
estate_ ~

he value of on:J 
share of Common TIMES 
Stock 1------f 

Shares Of Ser
ies B Preferred 
Stock a II ocated 
to each estate. 

Dividends paid on the Series B Preferred 
Stock 
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firms so selected. The three firms shall, within the time 
prescribed, issue their joint opinion on the fair market 
value of the shares. 

The terms of the securities issued to tht~ estates are 
presented in Appendix~\_, whPre tlwy are also compared 
to the terms of the securities to be issued to USRA. 

Rationale for Capital Structure 

The capital structure was designed to meet, in a 
balanced manner, the five objectives described earlier 
in the chapter. This section discussPs the ways in which 
the proposed structure satisfies those objectives. 

Maximize ConRail's Financial Flexibility 

The proposed capital strneture gives ConRail finan
cial flexibility in a variety of ways. First, it provides 
a mechanism by \Vh ich ConRail can obtain its total pro
jectecl funding requirements for 10 years. Second, the 
process by whid1 the bnlk of these requirements \vill be 
met is flexibll' and straightforward: ConRail \Vill issue 
securities to USRA in exchange for financial assistance 
on an "as needed" basis subject to predetermined condi
tions of closing. Yet ConRail will also have the govern
ment's commitmrnt at the outset that the entire $1.85 
billion dollars needed will be available, if performance 
meets predetHmined tests. This commitment will not 
only contribute to the value of the securities being issued 
to the estates but should also enhance ConRail's ability 
to obtain equipment financing from the private sector. 
Third, the propose(l capital strncture limits cash inter
est, dividend and reclemption requin'nH'llts on Deben
tnres and Prefrrred ~tock until the critical start-up 
period is completed and ConHail has begun to rPalize the 
benefits of its rehabilitation program. To haw clone 
otherwise would have significantly in<'reased the size of 
tlw financial assistance reqnirecl. defPnecl the advent of 
profitability and threatpnecl private enterprise incen
tives reqnirecl to attract the nHmagement necessary to 
achieve the projected operating efficiencies. rrnler the 
proposed capital strneture, ConHail's ratio of debt to 
total capitalization would also enable it eventually to 
borrow additional mOIH',V in the private capital mat"kets 
if forecasts are realized and the governmpnt is willing 
to subordinate its senior position. 

Provide Security for the Public's Investment 

The Association sought to protect the public's ex
tensive investment in ConRail in sevPral ways. First, 
the Debentures and Series A Preferred Stock to be 
issued in exchange for the government's financial as
sistance will be senior to the securities issued to the 
estates, both in terms of preference in liquidation and 
in terms of payments for interest, dividends and re
demption. Second, the terms of the securities issued to 
the governnwnt provide negatiYe covenants with respect 
to ConRail's future actions, among other things, and, 
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third, as long as these Debentures and Series A Pre
ferred Stock are outstanding, the government will have 
representation on ConHail's Board of Directors (see 
section on ConRail's Board of Directors). Finally, the 
public's continuing investment will be carefully moni
tored by the Association and future puhlie expendi
tures controlled through the Government Investment 
Committee. 

Minimize Cost to the Public Sector 

The Association made every effort to nummize the 
amount and duration of the public's involvement in 
ConRail. Toward that encl the Association tried to 
ensure that the financial projections incorporated the 
attainment of all realizable operating efficiencies and 
reductions in cost, and to ensure that ConRail's furnling 
requirements were justified, and that a\·ailable sources 
of private financing were used before recommending 
that the government purchase seenrities. l;SIL\. also 
sought to eornpensate the former estates with Conlfail 
securities requiring no additional government funding 
except for tlw conditional obligation of the Certificates 
of Value. \Vhile I imiting the amount of public monies 
initially committed to ConHail, lTSRA also attempted 
to reflect the gon~mment's cost of financing in the secu
rities to be purchased. "\.. 7.50% return on the Deben
tures and ~eries A Preferred ~tock was pmvided to 
approximate the intPrPst eost to the governrnent on 
its borrowe(l foJHls. ThP "\ssociation songht to limit 
the duration of the government's involvement by pro
viding for redemption as stated in the terms of the 
securities issued to the go,·ernment. ConRail will be 
required to use '"cash available" to repurchase these 
securities. In addition, ConRail should refinance tlw 
governme•1t investment in the private sector as so011 ~s 
it would be beneficial to do so. 

Preservation of Private Enterprise Incentives 

The Association has attempted to pn'se1Te prinlte 
enterprise incentives primarily by keeping ConRail's 
Common Stock ownership in prirnte hands. Under the 
proposed capital strncture, the claimants against the 
estates of the railroads in reorganization will be the 
future stockholders and thus owners of ConRail. By 
limiting the amount of federal debt incurred by Con
Rail and by tying interest, t'li\·idend and redemption 
requirements to ConRaiFs projected "Cash Available,'' 
the proposed ca pit al st rncture gi ,·es ConRail the flexi
bility it needs to attain and maintain solvency. As cash 
becomes available, ConRail's owners will recein divi
dends and interest payments on tlH~ir securities. In ad
dition, when the Series "\. Prdened Stock and 7.i'J0% 
Debentures are redeemed, the Common Stock will be en
titled to control and the full benefit of ConRail's earn
ings growth. 
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Create a Fair and Equitable Securities Package 

To meet this objective, USRA feels it is essential that 
each estate be given a securities package with a value on 
conveyance date approximately equal to the net liqui
dation value of the assets conveyed to ConRail. Yet 
USHA recognizes that because of the uncertainties as
sociated with the establishment of any new company 
such as ConRail the Series B Preferred Stock and Com
mon Stock may not equal that value at that time. There· 
fore, Certificates of Value guaranteed by the govern
ment and having a redemption price which grows at an 
annual rate of 8 percent \\·ill be issued to the estates. 
For purposes of the pm forma projections, 21 million 
Certificates of Value with an ultimate value of $1.05 
billion in rns7 ham been assumed. \Vhen discounted at 
8 percent per annum this has a present value of approxi
mately $+17 million. The number of Certificates issued 
at conveyance will be adjusted so that their present 
value will approximate the net liquidation value of the 
rail freight assets as determined by the Association. In 
the opinion of USRA, the package of securities issued 
to the estates will have a, value 110 less than net liquida
tion value of the properties con \·eyed on the conveyance 
date as explained in Chapter 5. 

ConRail's Board of Directors 
Section 301 ( c) of the Act provides that the executive 

committee of USRA's board of directors shall be the 
incorporators of ConRail and shall serve as its board of 
directors until its securities are distributed by order of 
the Special Court. Section 201(h) provides that 
llSRA's executive committee shall consist of the Chair
man of the Board, the Secretary of Transportation, the 
Chairman of the ICC and two other members of 
USRA's board. Accordingly, these five individuals 
caused ConRail to be incorporated and are now serving 
as its board of directors. 

Section 301 ( <l) of the Act prm·ides that after Con
Rai Fs securities are distributed its board of directors 
shall consist of fifteen members chosen by its security
holders in accordance with its articles and by-laws. 
There is, however, an important proviso: as long as 50 
percent or more of ConRail's debt consists of USR~\. 
ob] igations or is owing to or guaranteed by the United 
States, the fiftPen directors must include the Secretary 
of Transportation, the Chairman and PrPsident of 
USRA, and five other persons nominated by tlw Presi
<lPnt of the United Statl's and confirmed by the Senate. 

The presPnt statutory provisions thus recognize the 
possibility that the government might become the major 
source of fu]l(ls for ConRail, and hence the proposed 
government investment in ConRail would not of itself 
require any change in the Act's provisions for ConRail's 
board of directors. Iloweyer, USRA believes that cer
tain changes in the statutory provisions governing Con
Rail's board of directors will better effectuate the pur-



poses of the Act in light of the findings and recom
mendations made elsewhere in this Plan. The first such 
change is that the transition from the 5-member board 
to the 15-member board should not await distribution of 
ConRail's securities but should occur when rail proper
ties are conveyed to ConRail, or as soon thereafter as all 
of the presidential appointees have been confirmed. 

One reason for this recommendation is that in view 
of USRA's continuing role in implementing the present 
Plan and reviewing and reporting on further propos
als, it seems appropriate to eliminate the existing total 
overlap between USRA's executive committee and Con
Rail's board. A related point is that the Chairman of 
the ICC, who serves on USRA's executive committee, 
should not, in the opinion of the Association, be a Con
Rail director when it is an operating railroad subject 
to ICC regulation on a normal basis. Moreover, al
though ConRail's securities deposited with the Special 
Court will not be distributed immediately, they repre
sent the ultimate private ownership of ConRail, and 
USRA believes they should be represented from the 
beginning on ConRail's board. 

Two further considerations have led the Association 
to recommend changes in the composition of the 15-
member board. First, to ensure a balanced representa
tion, the Chairman and President of ConRail should be 
members. This recommendation, which does not pre
clude additional "inside" directors, will assure an ap
propriate connection between the board and manage
ment. Second, the substantial long-term investment by 
USRA, and the provision of two different equity securi
ties for distribution to the transferors of rail property, 
suggest separate representation of these classes on the 
board. Accordingly, USRA recommends amendment of 
the Act to provide that the first post-conveyance board 
of directors of ConRail shall consist of the following 
15 persons: 

• the President of USRA, 
• the Chairman and the President of ConRail, 
• two persons elected by the holders of the Deben

tures and the Series A Preferred Stock, voting ai: 
,a class, 

• two persons elected by a voting trustee, or trustees, 
appointed by the Special Court for the Series B 
Preferred Stock, 

• two persons elected by a voting trustee, or trustees, 
appointed by the Special Court for the Common 
Stock and 

• six persons appointed by the President of the 
United States and confirmed by the Senate. 

As soon as the Series B Preferred Stock and Common 
Stock are distributed, the voting trusts would be dis
solved and these securities would be voted by their 
holders. All directors would, of course, hold office until 
their successors have qualified. 
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The foregoing composition of the ConRail board 
would exist during the period (estimated to be 5 years) 
in which USRA will make its $1.85 billion estimated 
investment in ConRail Debentures and Series A Pre
ferred Stock, and during which USRA will receive 
additional Series A Preferred Stock in interest and 
dividend payments. Therea,fter, directors appointed by 
the President and directors representing securities held 
by USRA would resign from the board on the following 
schedule and be replaced by directors representing the 
Series B Preferred Stock and Common Stock (in ac
cordance wi'th ConRail's charter) as follows: 

• one presidential appointee would resign whenever 
the aggregate face amount of ConRail Debentures 
and Preferred Stock held by USRA or any ,agency 
of the United States goes below each of the follow
ing amounts: $2 billion; $1.6 billion; $1.2 billion; 
$.8 billion; $.4 billion; 

• the two remaining directors elected by the holders 
of the Debentures and the Series A Preferred Stock 
would resign when the government's capital invest
ment in ConRail is entirely repaid. 

The purpose of this gradual replacement of directors 
elected or appointed by federal officials with directors 
elected by the Series B Preferred Stock and Common 
Stock is to recognize that the preponderance of invest
ment in ConRail gradually shifts from the United 
States to private hands. 

Funding Requirements for ConRail Operations 
ConRail's funding requirements were estimated 

through a network of interrelated and interdependent 
planning decisions which yielded a specific final plan 
and indicated the funding needed, if that plan is 
accomplished. 

Assumptions 

The follmving sections summarize the key elements 
of the financial plan and discuss the primary purposes 
for which ConRail will require funds. 

Financial Policy.-The Association adopted two fi
nancial policies that are reflected in the financial pro
jections. First, USRA decided for planning purposes 
that ConRail should not cross-subsidize operations 
which generate operating losses. In adopting this pol
icy, the Association anticipated that ConRail would be 
compensated fully for the services it provides to state 
and local passenger authorities and for the operation of 
unprofitable light density lines.5 It was further assumed 
that selective rate increases would be granted to elimi
nate losses on traffic carried on a noncompensatory 
basis. 

s The Act does not permit ConRa!l to discontinue during a 2-year 
period passenger opera t!ons on any lines where such service is now 
provided nor does It compel the subsidization of such service over 
Con Rall 'lines. It is the Association's belief, however. that Congress 
Intended tbe costs of such losing operations to be met through external 
subsidies rather than through hidden cross-subsidies from ConRall's 
freight operations. 
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Second, the Association used the "depreciation" 
method for accounting for right-of-way expenditures in
stead of the traditional ICC method of "betterment" 
accounting. Under the former method certain expendi
tures necessary to restore the right-of-way property to 
a normal condition are capitalized and sub,,equently de
preciated. Under the latter method the entire amount 
of such an expenditure is recorded as an expense in the 
year incurred. The method used does not in any vrny 
change ConRail's cash requirements. 

Financial Projections.-The financial requirements 
are derived from the Association's projection of Con
Rail's operating results and capital requirements for 
the years 1976-85. These projections, detailed in 
Chapter 3, represent operating, rehabilitation and capi
tal improvement plans made for ConRail and present 
the effects of efficiency gains expected over the period. 
The projections include the estimated impact of in
flation in future years on ConRail's operating results 
and capital needs. They also incorporate the estimated 
rate increases which will be granted and realized to 
offset cost inflation. 

Rehabilitation and Other Capital Improvements 

The deteriorated physical plants of the railroads in 
reorganization must be rehabilitated to create an eco
nomically sound railroad system in the region. The pro
posed rehabilitation and capital improvements program 
for freight operations outlined in Chapter 1 and re
flected in the pro f orma forecasts is expected to cost 
about $4.2 billion over the 1976-85 period as indicated in 
Table 1. 

The net requirements in Table 1 were based on the 
amount of work needed to consolidate facilities and to 
rehabilitate roadways and structures to predetermined 
standards against constraints imposed by the ,,avail
ability of labor and material and by financial 
considerations. 

Equipment Acquisitions 

Over the 10-year planning period ConRail is ex
pected to acquire new equipment costing $1.78 billion. 
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Of this amount, $1.25 billion is forecast to be financed 
from private sources. This $1.25 billion does not in
clude $250 million of currently outstanding equipment 
obligations which ConRail will assume from the rail
roads in reorganization at conveyance. Annual new 
equipment requirements in the years, 1977-81 are less 
than in later years because gains in equipment utiliza
tion are projected for the earlier period. After these 
efficiencies are realized, ConRail will require addi
tional equipment to accommodate traffic growth. Begin
ning in 1982, private financing requirements are in ex
cess of $200 million per year, with a total of $984 
million required for the 4-year period, 1982-85. 

Projected equipment purchases are detailed m 
Table 3. 

Working Capital 

-working capital is a firm's current assets, including 
cash, short-term investments, accounts receivable and 
materials and supplies, less its current liabilities, which 
are its obligations payable within 1 year. Working capi
tal may be divided into a short-term portion needed to 
meet seasonal fluctuations related to the volume and 
timing of business activities and a permanent portion. 
The permanent working capital portion is generally fi
nanced \Yith long-term equity or debt while the short
term needs are met with short-term financing or by 
temporarily varying the net \vorking capital position. 

The amount of permanent working capital needed by 
a company is dependent on the degree of liquidity or 
margin of safety management wishes to maintain to 
meet its current obligations. Generally, the higher the 
level of net working capital and liquidity, the lower 
the risk of technical insolvency and the greater the 
flexibility of management. 

The working capital positions of the railroads in re
organization have been severely depleted for years. 
Inadequate working capital greatly constrains the 
ability of management to operate properly and con
tributes to higher operating costs. The railroads in re
organization have been forced to finance working 
capital needs by deferring maintenance and capital im-

TABLE 3.-ConRaiZ equipment purchases 1916-85 

[Millions] 

ConRa!l's net down payments_-----------
External financing_----------------- _____ _ 

Total equipment additions _______________ _ 

Locomotive purchases._----------·------
Car purchases .. _--------------------------

1976 

$8 

$8 

1977 

$109 

$109 

214 
925 

1978 

$20 
26 

$46 

1979 

$31 
36 

$67 

(Number of units) 

95 
388 
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1980 

$21 
111 

$132 

208 

1981 

$16 
95 

$111 

95 
1,423 

1982 

$41 
201 

$242 

95 
4, 904 

1983 

$50 
238 

$288 

113 
5,357 

1984 

$52 
251 

$303 

114 
5, 281 

1985 

$62 
294 

$356 

117 
5,877 

Total 

$410 
1, 252 

1$1,662 

1, 154 
24, 155 

t This total reconciles to the new equipment acquisitions of $1. 781 billion by adding back credits for corridor eqmpment sold of $43 million and proceeds from retired equip
ment of $76 milllon. 



provements. Such action has had a debilitating effect on 
the fixed plant and, if continued, would ultimately 
render the fixed plant unusable. 

To avoid a recurrence of this situation, the Plan pro
vides that ConRail will have an adequate amount of 
working capital from the outset including a reasonable 
margin of safety. The Plan provides that ConRail 
should maintain a minimum cash position equal to 31 
days of freight operating expenses, and a current ratio, 
the ratio of current assets to current liabilities, of about 
1.4 :1. 

ConRail's initial working capital will have to be re
plenished to absorb the $418 million of cash operating 
losses the carrier is expected to incur during its first 2 
years of operations. ConRail's total working capital re
quirement is, therefore, that amount which will provide 
management with sufficient liquidity to function in a 
normal manner and meet required expenditures on 
schedule, and also to cover initial operating losses. The 
amounts of "·orking capital forecast to be needed dur
ing the planning period are presentt>d in Table 4. 

Interest, Dividends and Redemption of Securities 

The capital structure described earlier in the chapter 
proposed that ConRail make interest and dividend pay
ments in cash on securities issued to USRA and the 
estates if "Cash Available" is sufficient to do so. If "Cash 
Available" is not sufficient, interest on the 7.50% Deben
tures and dividends on the Series A Preferred Stock 
are to be payable in shares of Series A Preferred Stock. 
Based on the financial projections presented in Chapter 
3, the Association estimates that all interest and divi
dends on the Debentures and Series A Preferred Stock 
will be payable in shares of Series A Preferred Stock 
prior to 1982. Beginning in 1982, cash paymt>nts will 
commence in accordance with the "Priority Schedule for 
Restricted Cash Payments." 6 Table 2 presents a sched
ule of ConRail's cash requirements for interest, 
dividends and redemptions. The Table is based on the 
financial projections for 1976-85 and the assumption 
that "Income Available" for all years beginning in 1986 
stays constant at the 1985 level. 

Requirements Summary 

Over the 10-year planning period the Association 
projects a need for federal financing for ConRail total-

6 See Appendix A number 16. 
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ing $1.85 billion, in addition to a need of $1.25 billion in 
equipment financing from the private capital markets. 
It is also anticipated and assumed that ConRail will 
require and receive $1.65 billion of compensation for 
cash deficits attributable to passenger services provided, 
$69 million to cover losses from operations over light 
density lines and approximately $200 million for labor 
protection costs. 

Finally, USRA has assumed that the acquisition by 
Con Rail of properties in the Northeast Corridor and 
their subsequent transfer to Amtrak will impose no eco
nomic cost on or result in any economic gain to ConRail. 
The Act, as interpreted by the Special Court, does not 
permit the Final System Plan to set the terms of the 
transfer to Amtrak, and the terms and conditions of 
this transfer will have to be negotiated by ConRail and 
Amtrak.7 

Funding Sources for ConRail Operations 

ConRail's funding requirements will be met from 
internally generated funds, private sector financing, 
funding from mandated public subsidies, and other 
public sector financing. The first three sources are dis
cussed below. ConRail will obtain other funds from the 
public sector as dt>tailecl in the section describing the 
securities to be issued to USRA. 

Internally Generated Funds 

Internally generated funds will constitute one of Con
Rail's major funding sources. The net amount of funds 
rxpected to be generated over the 10-year planning pe
riod is $3.6 billion. This amount is equal to the sum of 
net income (loss) and all non cash expenses. The pro 
forma statements reflect the application of all of the in
ternally generated funds to ConRail's funding require
ments prior to 1982. From that point, a portion of 
internally generated funds will be used to pay interest 
and dividends in cash on outstanding securities and to 
redeem securities held by the government, if cash is 
available as defined in Appendix A (see sections on 
Description of Securities Issued to USRA and the 
Estates). 

Internally generated funds are contingent primarily 
on profit-making operations. The turnaround in profit 
performance is expected to come from: profit improve-

7 See In the Matter of Penn Central Transportation Co., 384 F. Supp. 
895, 978-81 (E.D. Pa. 1974). 

TABLE 4.-Funds needed for working capital and other 

[Millions] 

1976 1977 1978 1979 1980 1981 1982 1983 1984 1985 Total 

Increase in net current assets···------···-- $207 $30 $19 $26 $40 $74 $4 $33 $68 $78 $579 

Cash operating losses_·····------·----·--- 278 140 418 

Other (including net salvage proceeds)_ ... (71) (40) (36) 21 (2) 3 5 7 17 28 (68) 

Funds needed for working capital and 
other_.-· ______________ .... _____ .. _______ M14 $J30 $(17) $47 $38 $77 $9 $40 $85 $106 $929 
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,ment due to revenue increases from greater tonnage 
shipped; rate adjustments; cost reductions from system 
·rehabilitation; better equipment utilization; and other 
operating efficiencies. 

The amount of internally generated funds over the 
planning period is presented in Table 5. 

TABLE 5.-InternaUy generated funds from ovemtions 

. Income (loss) 
before extraor-

[Millions] 

1976 1977 1978 1979 1980 1981 1982 1983 1984 1985 Total 

dinary item. .. $(332)$(220) $(79) $35 $179 $234 $273 $315 $354 $397 $1, 156 

Income 
taxes and tax 
loss carry 
forward _____ _ 

45 58 74 91 111 135 161 192 226 2f4 1. 357 

22 28 35 40 45 179 

80 120 140 160 190 200 891 

Internally 
generated 
fwids. ________ $(278)$040) $23 $162 $410 $534 $~74 $667 $770 $861 $3, 583 

Private Sector Financing 

Ourrent and Noncurrent Liabilities.-Projections for 
ConRail's current and noncurrent liabilities were based 
on the assumption that these items would provide a 
source of funds at the same relative level as maintained 
in the railroad industry. Thus, the balances for these 
accounts were derived as functions of expense or revenue 
accounts on the basis of average ratio relationships 
developed for the total industry over the period 1964-
71. This methodology is reasonable assuming future op
erating conditions for the industry are similar to those 
of the past. 

The amounts of ICC accounts related to pension, wel
fare and insurance reserves were not determined on the 
basis of an historical relationship. The balance of the 
pension and welfare reserve account was determined on 
the basis of a compilation of the most recent available 
actuarial calculations of the unfunded pension liability 
of the railroads in reorganization. It is assumed that 
future pension fund expenses will be fully provided for 
in the period incurred. The insurance reserve account 
has been eliminated in accordance with the Financial 
Accounting Standards Board Statement No. 5 which 
disallows a provision for losses not yet incurred. 

Banking Relationships.-ConRail is expected to es
tablish relationships with a number of commercial banks 
and to use a full range of their services. These include 
establishing lock boxes to accelerate deposits and em
ploying automatic transfer checks to consolidate re
ceipts. These methods will contribute to the efficient 
management of the company's working capital. ConRail 

is expected to seek bank letters of credit in instances 
where ConRail's suppliers require guaranteed payment. 
In addition, ConRail may seek to obtain lines of credit 
to ease temporary demands on its working capital. The 
commitment by the public sector to provide financial 
assistance to ConRail should facilitate the extension of 
lines of credit. 

The company is not expected to incur any long-term 
bank debt or to borrow short-term funds to any large 
extent. The interest expense of short-term borrowings 
is expected to be negligible during the 10-year planning 
period and not increase the amount of financial assist
ance required by ConRail. The pro f orma financial 
statements do not include provision for the interest ex
pense of short-term bank borrowings. 

Equipment Obligations.-Because of the unique na
ture and history of the equipment debt obligations mar
ket, private financing is expected to be a source of funds 
for meeting ConRaiFs $1.25 billion equipment financ
ing requirement. 

There are five basic financing alternatives for obtain
ing new equipment: cash purchases; short-term rentals; 
Philadelphia Plan equipment trust certificates 
(ETC's); conditional sales agreements (CSA's) and 
leasing. The last three are instruments of the equip
ment obligations market and bear further description. 

The Philadelphia Plan equipment trust certificate is 
a legal device employed by railroads and other enter
prises in financing the purchase of equipment by the 
sale of equipment obligations. Under this plan, equip
ment obligations usually are issued by a trustee who 
holds title to the rolling stock which is leased to the 
railroad. The railroad is required to make periodic rent
al payments to the trustee, sufficient to pay interest and 
serial maturities. \Vhen the last payment has been made 
and all the equipment trust certificates have been paid 
off, title to the equipment is conveyed to the railroad. 

Equipment trust certificates issued under the Phila
delphia Plan are secured by the equipment leased 
to the railroad and the lease, both of which are held 
by the trustee in trust for the benefit of the holders of 
the interests represented by the ETC's. Also, the 
certificates usually are guaranteed by the railroad leas
ing the equipment. Historically, ETC's have generally 
offered the lowest net interest cost to the railroads. 

The equipment trust certificate market involves pub
lic competitive bidding and serves investors seeking spe
cific maturities for special needs such as savings banks, 
pension funds, and state and municipal funds. Many 
fiduciaries are required by law to purchase only securi
ties rated A or higher. 

The conditional sales agreement is similar to the 
Philadelphia Plan except that instead of leasing the 
equipment, the railroad contracts to purchase the equip
ment under an installment or deferred plan. Legal title 
to the equipment is held by a trustee, and the equipment 



together with the conditional sales agreement constitute 
the security against which equipment trust certificates 
are issued. The CSA market is one of private placement 
(negotiated agreements) and includes large and sophis
ticated investors such as banks, insurance companies, 
mutual funds and large pension funds. On A-rated or 
better instruments the interest differential between 
ETC's and CSA's is small. CSA's generally are not 
available to railroads with less than A-rated equipment 
obligations. 

Lease equipment financing is structured around an in
surance company, commercial bank, independent leas
ing company, or leasing subsidiary of a manufac
turer undertaking the purchase of railroad equipment 
and then leasing the equipment to the railroads. This 
transaction is based on two documents. One is a pur
chase agreement with the manufacturer whereby the 
lessor purchases the equipment to be lrased either for 
cash in total or cash down payment ancl an agreement 
to pay the balance over a stipulated period. The other 
document is a contract leasing the equipment to the rail
road for an initial term usually of 15 years with an op
tion to renew the lease of any or all the equipment for 
an additional period at a fair rate or to purchase the 
equipment at fair market value. The lease rentals 
over the first 15 years arc calculated to return the pur
chase price with interest and a profit to the lessor. The 
lessee railroad must maintain the equipment and is re
quired to pay taxes on it. This method of financing also 
is negotiated privately. 

An important aspect of equipment financing is that 
the equipment serves as its own collateral. Because the 
collateral is in discrete units, is easily transferable, and 
usually has a useful life su'bstantially longer than the 
financing instrument, there is substantial security for 
the equipment obligation. Holders of equipment obli
gations, moreover, have a secured claim on the equip
ment and a right of repossession which puts the claim 
of ETC's and CSA's ahead of other funded debt to the 
extent provided by the right of repossession. Under 
the provisions of Section 77 ( j) of the Federal Bank
ruptcy Act, holders of ETC's and CSA's are allowed to 
enforce their lien on rolling stock during reorganization 
proceedings. Lessors, of course, own the equipment fi
nanced and thus have the highest available claim on 
their assets. Finally, equipment obligations have been 
historically one of the safest investments with virtually 
a default-free record. For these reasons, even railroads 
in weak financial condition have found equipment fi
nancing relatively easier to obtain than other financing. 

Despite the security of equipment obligations and 
their historical record, the market still places an 
emphasis on the credit worthiness of the company as 
measured by various financial ratios. The Association 
conducted a study analyzing the six largest railroads 
having A-rated equipment obligations to develop an 
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average profile of their financial characteristics. Table 6 
presents the results of this study and demonstrates that 
if ConRail meets its financial projections during the 10-
year planning period, its ETC's would in all likeli
hood earn an A or AA rating by the end of the period. 

ConRail's private equipment financing needs over 
the 1976-85 period are projected to total $1.25 billion,8 

with $984 million needed in the years 1982-85. In 
the pro forma projections USRA conservatively as
sumed that ConRail would purchase equipment in its 
first 2 years of operation with government funding. The 
following 2 years it was assumed that 50 percent of the 
cost of new equipment would be financed through 
secured equipment instruments. Beginning in the fifth 
year, it was assumed traditional financing would be 
arranged with the 20 percent downpayment coming 
from internally generated funds and the remainder 
from the private capital markets. 

TABLE 6.-Financial profile of ConRail 1Mi2-85 compared to 
profile of six railroads with equipment rating of A 

A-rated railroads 1 

Aver- Con-
A B c D E F age Rall• 

Days cash reserve,• 
all operations _____ 25 36 32 11 46 26 28 

Days net working 
capital reserve, 
Bil operations'---- 1 2 0 15 0 37 

Current ratio _______ 0.90 I. 02 0. 92 1.10 0. 79 0. 99 0. 95 I. 43 
Operating ratio•- __ 80.16 73. 35 77. 53 77.83 82. 47 74.07 77. 57 71. 48 
Times fixed 

charge.s earned'-_ I. 24X 2.03X 2.05X 3.13X 1.27X 3.03X 2.12X • 5.00X 
Margin of safety'--- I. 053 4.233 6. 703 6.293 1.203 6.813 4.383 10. 873 
Debt to total long-

term capitaliza-
ti on _____________ N/A 36.83 47.33 31.33 40.53 57.53 42. 73 7 34.03 

1 Source: Moody's Transportation Manual 1974 and ICC R-1 Reports; average of 
years 1970-74. 

2 Average of 1982-85. 
' Days of operating expenses in cash or net working capital. 
• Freight operations only, 
' Income available for fixed charges before federal income taxes divided by fixed 

charges. 
•Under the proposed capital structure ConRail has no long-term debt other than 

equipment obligations and the 7.503 Debentures. 
'Net income (after fixed charges and taxes) plus federal income taxes divided by 

gross freight revenues; represents the amount by which gross freight revenues could 
decline, assuming no drop in freight operating expenses, before endangering fixed 
charge coverage. 

ConRail may elect to lease rather than purchase part 
or all of its equipment needs during the forecast period. 
For purposes of the projections, all equipment addi
tions have been assumed to be purchases, since this 
assumption more clearly portrays total financing re
quirements. 

The Association recognizes that the level of equip
ment financing to be issued from 1982 through 1985 
is sizable and will represent a significant portion of the 
total equipment obligation market, but a small sum in 

•This amount does not include equipment presently owned by the 
ra!lroods in reorganization and scheduled to be conveyed to ConRall. 
ConRail will assume the ETC's, CSA's and leases on conveyed equip
ment. Eqnipment obligations (excluding leases) assumed by ConRall 
at conveyance will total $250 million as shown in Note No. 2 to the 
pro Jonna statements in Chapter 3. 
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the context of the entire capital markets. Further, by 
1982, when ConRail will proceed with significant equip
ment financing, its management will have had an op
portunity to demonstrate an operating record. By then, 
if projections have been met, management can present 
a profitable company with attractive financial ratios. 

. A successful track record should engender confidence 
and enable ConRail to obtain the needed equipment 
debt. 
It will 'be necessary for ConRail's financial manage

ment to work with an experienced equipment obliga
tions banker in developing an appropriate mix of the 
equipment debt instruments and in balancing and spac
ing equipment debt issues over the time period involved. 
The choice between instruments will be made at any 
period of time on the basis of relative cost and the state 
of the respective markets. 
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With successful operations that meet the projections, 
ConRail will have sufficient cash resources and flexi
bility to increase, if necessary, the equity down payments 
somewhat above the usual 20 percent thus enhancing 
the marketability of various issues in the private capital 
markets. The lack of any long-term debt other than 

· the 7.50% Debentures in ConRail's capital structure 
should further enhance the marketability of the equip
ment issues. 

Considering the nature of the equipment obligations 
market and ConRail's financial status at the time it 
would begin seeking extensive equipment financing, it is 
reasonable to believe private sector financing will be 
available to meet ConRail's needs in the amounts fore
casted in the pro f orma statements. 

Employee Stock Ownership Plan.-USRA has de
termined there is no present financial advantage or 
likely increase in employee motivation for ConRail in 
the establishment of an employee stock ownership plan. 
The use of an ESOP as a potential source of funds for 
ConRail is discussed in appendix B of this chapter. 

Long-Term Borrowing From the Private Sector.
The railroad industry has had severely limited access 
to the equity markets since before World War II, thus 
forcing railroads' capital needs to be met through in
ternally generated funds or through the issuance of 
debt. Because of poor profitability and debt-heavy capi
tal structures, however, internal and external funds 
have been increasingly unavailable to the industry. 

According to statistics published by the Association 
of American Railroads, the rate of r~turn for Class I 
railroads in the U.S. has not been as high as 4 percent 
in the past 15 years. With this low level of profitability, 
financial ratios have suffered badly. At the same time 
the cost to railroads for needed capital, v•:hen available, 
has risen to between 8 and 11 percent. 

As a result, since 'Vorld 'Var JI the industry has 
not been able to compete effectively for private capital, 
except for equipment financing. Since 1955, the absolute 

dollar holdings of insurance companies in railroad 
bonds have been declining. Only a few railroads still 
are able to issue long-term bonds and these tend to be 
holding companies which are issuing the debt on the 
strength of their nonrail as well as rail earnings. In 6 of 
the 10 years ended in 1973 there were no new railroad 
bond issues. For those few debt securities issued, the 
trend has been away from traditional mortgage bonds to 
the general obligation negative pledge debt. 

Since 1962 the deficit of cash flow in relation to capi
tal expenditures for the industry has been nearly $6 
billion (see accompanying Table 7) with the principal 
means of meeting this cash deficit being equipment 
financing. Funded debt for the industry currently totals 
about $10.5 billion, of which $1.3 billion will mature in 
the next 10 years. The prospect of rolling over this 
debt is dim, particularly in light of the fact that only 
about $300 million in new conventional long-term debt 
was raised in the last 5 years. Deferred maintenance 
and capital improvements are estimated to total $7.2 
billion, reflecting insufficient earnings and inability to 
borrow. The total of funded debt, deferred maintenance 
and lease obligations amounts to $19 billion, but in
dustry income in 1974, a relatively profitable year, was 
only $750 million. With this difficult situation and no 
prospect for change in the inadequate industry rate of 
return, it is understandable 'vhy the conventional long
term debt market has dried up. For example, most of 
the major insurance companies, which have been the 
biggest source of capital to the rail industry, are un
willing to invest in railroad securities other than equip
ment obligations. 

TABLE 7.-Capital e:rpenditures and cash flow-Class I raiiroads 

in the United States 

[Millions] 

Expenditures for additions and betterments 

Excess of 
Roadway Cash flow cash flow 

and from over capital 

Year Equipment structures Total operations 1 expenditures 

1962 ___ $593. 4 $239.6 $833. 0 $863. 4 $30. 4 
1963 ___ 784. 9 258. 9 1,043. 8 949. 7 2 94. 1 
1964 ___ 1, 139. 7 277. 6 1, 417. 3 926. 8 2 490. 5 
1965 ___ 1, 303. 6 327. 1 1, 630. 7 1, 057. 9 2 572. 8 
1966 ___ 1,554. 2 398. 6 1, 952. 8 1, 149. 2 2 803. 6 

1967- - - 1, 148. 4 374. 1 1, 522. 5 816. 7 2 705. 8 
1968 ___ 818. 7 368. 3 1, 187. 0 828. 7 2 358. 3 
1969 ___ 1, 088. 7 420. 7 1, 509. 4 815. 6 2 693. 8 
1970 ___ 993. 1 358. 3 1, 351. 4 618. 0 2 733. 4 
1971_ __ 863. 5 314. 1 1, 177. 6 784. 1 2 393. 5 
1972 ___ 847. 6 368. 0 1, 215. 6 923. 1 2 292. 5 
1973 ___ 892. 7 449. 4 1, 342. 1 964. 1 2 378. 0 
1974 ___ 1, 038. 1 527. 3 1, 565. 4 1, 102. 0 2 463. 4 

1 Includes ordinary net income, depreciation and retirement charges, Jess cash 
dividends. 

2 Deficiency. 

SOURCE: Association of American Railroads April 1975. 



Thus, it is readily apparent that conventional long
term financing would not be available to ConRail as 
a new entity with no record on which to judge its credit 
worthiness. Even if long-term financing \Vere available, 
ConRail could not afford to service it. The cost would 
be so high and the burden so difficult as to defer profit
ability indefinitely and greatly increase the risk of 
failure or future insolvency. The use of private long
term debt would be considered once financial strength is 
achieved and could be maintained. 

The need for long-term financing for ConRail is, 
however, critical. "\Vith private financing unavailable, 
ConRail has no choice but to rely on the public sector 
until it achieves financial strength. 

Funding From Mandated Public Subsidies 

The Act provides for ConRail to receive funding to 
offset deficits of certain activities that would otherwise 
be unprofitable for the railroad. In addition, it provides 
that ConRail's operation over any light density lines 
eligible for abandonment over which a state wishes rail 
service maintained may be subsidized by federal govern
ment and state gO\·ernments. The Act also authorizes 
payment of $250 million to cover the reorganization-re
lated costs of dismissing or relocating railroad em
ployees. Finally, state and local transportation author
ities contract with ConRail to reimburse the company 
for deficits from passenger services. 

• Pursuant to the provisions of the Act, various light 
density branch lines have been identified for aban
donment and will not be conveyed to ConRail. The 
Act provides, however, a period during which 
operations on these lines will be continued if satis
factory subsidy arrangements are made. During 
this period ConRail will provide rail service 
over these lines if state or local governments or 
shippers are willing to reimburse ConRail for 30 
percent of the operating losses. The Federal Gov
ernment will pay an amount equal to the remaining 
70 percent of the losses where state or local govern
ments provide the required portion of the subsidy. 
At the end of any subsidy period, ConRail may 
discontinue operations. The Act authorizes the 
federal government to spend up to $90 million in 
each of the 2 years for this subsidy program. The 
Association projects, however, that the deficits 
from operation of the lines eligible for subsidy will 
be $33 million in 1976 and $36 million in 1977. 

• The Act recognizes that ConRail's management 
may need to terminate, separate or relocate em
ployees of the railroads in reorganization as part of 
the consolidation process. The Act protects em
ployees of railroads in reorganization and it au
thorizes up to $250 million for payment to ConRail 
and certain other railroads involved in the regional 
reorganization as reimbursement for employee pro-
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tection costs .• \s sho,vn in Table 8 of Chapter 6, 
this $250 million authorization should be adequate 
for these purposes. 

• ConRail will continue to provide passenger serv
ices. The Association has assumed that avoidable 
cost contracts will be negotiated between ConRail 
and local or regional transportation authorities to 
provide ConRail \vith reimbursement for avoidable 
costs inrnrrecl by providing passenger services. The 
contracts should also provide for ConRail to re
ceive a reasonable rate of return on assets employed 
in the prm·ision of passenger se1Tices. The objec
tive of the contracts should be to ensure that pas
senger services do not represent rontinued deficits 
for ConRail. 

The pro forma financial statements segregate 
passenger service revenues, including reimburse
ment for net a voidable costs. K ote 4 to the financial 
statements (see Chapter 3) shows USRA's forecast 
that ConRail's service operations "·ill generate a 
cash deficit of $1.6i\ billion over the 10-year plan
ning period unless reimbursement is provided by 
Amtrak and commuter authorities. Since ConRail 
is expected to manage passrngrr operations on a 
custodial basis, it has been assumed that road addi
tions and improvements, equipment acquisitions 
and working rapital related to the provision of 
passengPr sernce will be provided by these 
authorities. 

Financial Programs 

The Art establislwd six financial programs related 
to the railroads in reorganization. These programs 
now provi(lP both penna1wnt and interim financing up 
to a total of $2.ill2 billion. 9 Administration of the pro
grams is ~hare<l among rSRA, Department of Trans
portation, Interstate Commerce Commission, and the 
Railroad Retirement Board. 

Section 211 

Section 211 of the Art authorizes tlw Association to 
make loans to: 

• ConRail, Amtrak and other railroads for achieving 
the goals of the Act; 

• State, local or regional authorities to assist in ac
quiring or modernizing rail lines they elect to 
operate; 

• Those ~olvent railroads whose lines connect with 
the railroads in reorganization and are in "need 
of financial assistance to avoid reorganization pro
ceedings under section 77 of the Bankruptcy Act." 

Under sections 210 and 211, as presently constituted, 
outstanding obligations cannot exceed $1.5 billion, of 

•Funds available under section 211 ($1.5 billion), section 213 ($282 
million), section 215 ($300 million), sections 402 and 403 (USO mil
lion) and section 509 ($250 million). 
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which not more than $1 billion may be loaned to Con
Rail. At least half 0£ this $1 billion must be spent on 
rehabilitation and modernization of properties desig
nated to be a part 0£ the ConRail System. The financing 
proposed in this capital structure would be a substitute 
for the $1 billion identified in the Act as it is now writ
ten. 
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The intent 0£ Congress, stated in the Act, is that the 
section 211 loans "be made on terms and conditions 
which furnish reasonable assurance that the Corpora
tion or the railroads to which such loans are granted 
will be able to repay them within the time fixed and 
that the goals 0£ the Final System Plan are reasonably 
likely to be achieved" (section 211 ( £) ) . 

Procedures governing most loan application cate
gories are published as Title 49, Chapter IX, Part 921 of 
the U.S. Code 0£ Federal Regulations. To date, the As
sociation has received two applications from railroads 
connecting with those in reorganization for loans to 
avoid bankruptcy proceedings. In their original appli
cations to USRA the Missouri-Kansas-Texas Railroad 
Co. (M-K-T) requested a $21 million loan on August 30, 
1974, and the Chicago Rock Island & Pacific Railroad 
(Rock Island) requested a $100 million loan on Sep
tember 19, 1974. 

The fonds requested by the Rock Island were to be 
applied toward rehabilitation of fixed plant and for 
general corporate purposes. The Association was un
able to find that the Rock Island qualified for a loan 
under the provisions 0£ the legislation, and therefore 
the Association's Board of Directors denied the request. 
Although the Association agreed that the Rock Island 
faced imminent bankruptcy, it found that the collateral 
offered to secure the loan was inadequate. Moreover, 
there was some question as to the adequacy of the size 
of the loan requested to avoid insolvency 0£ the carrier 
and grave reservations about the ability of the Rock 
Island to repay the loan according to proposed terms. 

The M-K-T was able to satisfy the requirements of 
section 211. The Association found that it indeed faced 
the prospect 0£ bankruptcy if not granted a loan and 
that it could supply both collateral and reasonable as
surance 0£ repayment. In March the Association ap
proved a $19.0 million loan to the M-K-T for the pri
mary purpose of rehabilitating the railroad's main line 
between Houston and Elgin, Texas. A portion of the 
loan will also be used for repair 0£ rolling stock and for 
general corporate purposes. The first drawdown of $8.9 
million took place June 27, 1975. 

M-K-T demonstrated that it could repay the loan as 
a result of the cash to be generated from normal opera
tions including the carrying of coal to a new power gen
eration facility that is being built on the Elgin to Hous
ton line. The M-K-T expects to haul 4 million tons of 
coal over the rehabilitated line when the power genera
tion facility is completed. Also supporting repayment 

0£ the loan is an agreement among USRA, M-K-T and 
l\I-K-T's parent company, Katy Industries relating to 
tax loss benefits of M-K-T. The agreement provides 
that M-K-T's tax loss benefits after the date 0£ the loan, 
realized as a result of M-K-T's inclusion in Katy In
dustries' consolidated tax return, will be paid to M-K-T 
to be reinvested in the railroad and applied toward the 
repayment of the USRA loan. Katy Industries further 
guarantees that this agreement will provide at least $6 
million to M-K-T for reinvestment and repayment of 
the USRA loan during the first 3 years. In addition 
M-K-T pledged $33 million 0£ its prior lien mortgage 
bonds as security for the loan. 

Section 213 

Section 213 of the Act originally authorized the Sec
retary of Transportation to provide up to $85 million in 
emergency assistance to railroads in reorganization 
pending implementation 0£ the Final System Plan. As 
stated in the Act, the Secretary is authorized to "pay to 
the trustees of the railroads in reorganization such sums 
as are necessary for the continued provision of essentia.l 
transportation services by such railroads. Such pay
ments shall be made by the Secretary upon such reason
able terms and conditions as the Secretary establishes, 
except that recipients must agree to maintain and pro
vide service at a level no less than that in effect on the 
date of enaetment of this Act." By February 1975 most 
of these funds had been spent, yet cash shortages of 
the rnilroads in reorganization continued. On Febru
ary 28, 1975, therefore, Congress amended the Act to 
increase the funding available under section 213 from 
$85 million to $282 million. 

As of June 30, 1975 six railroads in reorganization 
have received section 213 funds or commitments total
ling $191.7 million to enable them to continue essential 
services: Penn Central has received $158 million; Cen
tral of New .Jersey $14.3 million; the Lehigh and Hud
son River $482,300; the Lehigh Valley $6.3 million; 
the Ann Arbor $2.3 million; and the Erie Lackawanna 
$10.3 million (see Table 8). 

Section 215 

At the time the Act was passed, the purpose of Section 
215 was to provide interim assistance of up to $150 mil
lion to advance the process of rehabilitating the phys
ical plant 0£ the carriers in reorganization during the 
planning process and prior to the start-up of ConRail. 
The program was to be administered by the Secretary of 
Transportation who, with the approval 0£ the Associa
tion, was to enter into agreements with the railroads in 
reorganization for the acquisition, maintenance or im
provement of rail properties conveyed to ConRail. The 
details 0£ applications filed pursuant to regulations 
issued by the Secretary of Transportation and the orig
inally proposed program were shown in the Preliminary 
System Plan. 



REGIONAL RAIL REORGANIZATION ACT OF 1973 

TABLE 8.-0bligationB and OutlayB Under Section 213-StatuB 
aB of June 30, 1975 

Mlllions 

Total funds authorized'------------------------------ $282. O 
Total funds appropriated'---------------------------- 210. 0 
Total funds obligated/committed•--------------------- 191. 7 
Balance of appropriated funds' available for obligation__ 18. 3 
Total outlays against obligations______________________ 191. 6 

(Mllllens) 

Drawdowns 
available 

under existing 
Obligations Outlays obligations 

PC ____________ 
I $158. 0 $158. 0 0 CNJ __________ 14. 3 14. 3 0 LV ____________ 

6. 3 6. 3 0 EL ____________ 
10. 3 10. 3 0 AA ___________ 

2. 3 2. 3 0 
L. & H.R ______ . 5 . 4 . 1 

Total ____ $191. 7 $191. 6 $. 1 

1 Includes $25 mllllon for Northeast Corridor Development. 
•Includes $2-0 million of funds designated for the Northeast Corridor 

Development. These funds were provided under the Penn Central sec
ond grant agreement amendment dated May 22, 1975, to offset, In 
part, the shortfall resulting from Amtrak's lnablllty to make $26.7 
mllllon In normal remittances to Penn Central as a result of a delay In 
the appropriation by Congress of funds for Amtrak. At such times as 
the Administrator directs, the trustees shall deposit In a separate 
account, subject to the sole control of the Administrator, an amount 
equal to the funds provided under the second amendment. To date, $5 
mllllon has been so deposited. 

•Includes $5 mllllon of funds designated for the Northeast Corridor 
Development. 

With the decline in the economy, it quickly became 
apparent that the railroads in reorganization would 
need additional governmental assistance to continue op
erations and maintain their projected level of mainte
nance until ConRail's activation. Therefore, in Feb
ruary, 1975, Congress passed an amendment tothe Act 10 

10 Sec. 215(a) Purposes.-Prlor to the date upon which rall prop
erties are conveyed to the Corporation under this Act, the Secretary, 
with the approval of the Association, Is authorized to enter Into agree
ments with the trustees of the rallroads In reorganization In the Region 
(or rallroads leased, operated, or controlled by rallroads In reorgani
zation)-

(1) to perform the program maintenance on designated rall 
properties of such rallroads untll the date rall properties are 
conveyed under this Act; (2) to Improve rall properties of such 
rallroads; and (3) to acquire rall properties for lease or loan to 
any such rallroads untll the date such rall properties are conveyed 
under this Act, and subsequently for conveyance pursuant to the 
final system plan, or to acquire Interests In such rall properties 
owned by or leased to any such rallroads or in purchase money 
obllga tlons therefor. 

(b) Oonditfons.-Agreements pursuant to subsection (a) of this 
section shall contain such reasonable terms and conditions as the 
Secretary may prescribe. In addition, agreements under paragraphs (1) 
and (2) of subsection (a) of this section shall provide that-

(1) to the extent that physical condition Is used as a basis for 
determining, under section 206(f) or 303(c) of this Act, the value 
of properties subject to such an agreement and designated for 
transfer to the Corporation under the final system plan, the physi
cal condition of the properties on the effective date of the agree
ment shall be used ; and 
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to permit section 215 to be used for "program mainte
nance" to help meet the cash deficits of the railroads as 
well as for advancing rehabilitation. The amendment 
also increased the section 215 funds to $300 million and 
provided for forgiveness of all or part of the debt to be 
incurred by ConRail as a result of the program. 

Proposed Program 

The two objectives of funding program maintenance 
and rehabilitation under section 215 are difficult to ac
complish in light of the deteriorating cash position of 
the eligible railroads and the limited funds available 
under both sections 213 and 215. As a result, more funds 
were allocated to relieve the cash situation of the carriers 
than to advance r~habilitation. The current section 215 
program proposed by the Department of Transporta
tion and approved by the Association is shown in Table 
9. The program seeks to: 

• Ensure performance of critical program mainte
nance originally scheduled by the carriers; 

• Increase the plant program maintenance $37 mil
lion above the carriers' planned levels, and provide 
an additional $25 million for maintenance-of-way 
machinery and cars; 

• Supplemental section 213 funds used to meet the 
carriers' cash deficits through March 31, 1976, and 

• Enable USRA to take advantage of temporary sur
pluses in key materials (e.g. rail and tics) resulting 
from cancellation of orders by other railroads dur
ing the recent economic downturn. 

Agreements and Implementation 

The Secretary of the Department of Transporta
tion, working with the Association, negotiated plant 
program maintenance agreements with each of the five 
carriers. There were three types of agreements: equip
ment acquisition, materials acquisition and implemen
tation of the programmed work. Separate agreement.8 
were used so that the placement of orders for long-lead 
time items would not be delayed while the railroads 
were negotiating the complex and more time consum
ing implementation agreements with the Department 

(2) in the event that property subject to the agreement is sold, 
leased, or transferred to an entity other than the Corporation, the 
trustees or railroad shall pay or assign to the Secretary that por
tion of the proceeds of such sale, lease, or transfer which reflects 
value attributable to the maintenance and improvement provided 
pursuant to the agreement. 

(c) ObZigations.-Notwlthstandlng section 210(b) of this title, the 
Association shall Issue obllgatlons under section 210(a) of this title 
in an amount sufficient to finance such agreements and shall require 
the Corporation to assume any such obllgatlons. The aggregate amount 
of obllgatlons Issued under this section and outstanding at any one 
time shall not exceed $300 mlllion. The Association, with the approval 
of the Secretary, shall designate in the Fina! System Plan that portion 
of such obllgations Issued or to be Issued, which shall be refinanced and 
the terms thereof, and that portion from which the Corporation shall be 
released of Its obllgatlons. 

(d) Oonveyance.-The Secretary may convey to the Corporation, 
with or without receipt of consideration, any property or Interests 
acquired by, transferred to, or otherwise held by the Secretary pursuant 
to this section or section 2113 of this Act." 
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TABLE 9.-Authorized programs by carrier 
(Millions) 

Plant program maintenance _____________________ _ 
Equipment maintenance ________________________ _ 
Capital projects _______________________________ _ 
Equipment debt repayment _____________________ _ 
Locomotive acquisitions _________________________ _ 
Machinery and car acquisitions __________________ _ 
Additional track materials ______________________ _ 
Interest _______________________________________ _ 
Available for other uses _________________________ _ 

PC 

$136. 1 
53. 0 

7. 0 

TotaL__________________________________ $196. 1 

EL LV 

$12. 0 $4. 5 

7. 6 .9 
3. 4 

.3 .5 

$19. 9 $9. 3 

RDG CNJ Others Total 

$3.7 $3. 7 $160. 0 
53. 0 

7. 0 
2. 0 .3 10. 8 

3. 4 
I $24. 2 25. 0 

12. 0 12. 0 
9. 0 9. 0 

19. 8 19. 8 

$5. 7 $4. 0 $65. 0 $300. 0 

I Titled to USRA and/or for benefit of Con Rail;, but, in interim, being used on Penn Central. 

and the Association. Penn Central's Reorganization 
Court 'approved its implementation agreement on .June 
20, 1975. Agreements with other carriers have been 
negotiated and should be approved by August 1. Equip
ment repair and equipment obligations agreements were 
negotiated separately. 

In March 1975 the Department of Transportation 
and the Association agreed in principle to have the As
sociation undertake responsibilit}! for implementing 
these agreements. Cnder the memorandum of under
standing dated June 12, 1975, USRA is to ensure that 
the participating railroads comply with the agreements 
by monitoring procurement, inspecting the work in 
progress, accepting completed work and performing 
other monitoring functions. 

Aa8'11Jmption of Obligations 

The amended section 215 of the Act requires that 
"the Association, with the approval of the Secretary, 
shall designate in the Final System Plan that portion of 
such obligations issued or to be issued which shall be 
refinanced and the terms thereof, and that portion from 
which the Corporation shall be released of its obliga
tions." Therefore, broad principles have been developed 
and approved by the Secretary against which present 
and future disbursements can be classified for assump
tion by ConRail or others. In making this determina
tion, the Association was guided by the principle that 
ConRail should be obliged to repay only those funds 
which were used to enhance the value of rail properties 
scheduled to be conveyed. To maintain consistency with 
its other valuation efforts, the Association recom
mended to the Department of Transportation, which 
concurred, that the net liquidation method of valua
tion, as outlined in Chapter 5, be used to measure the 
amount of value added to the rail properties as the re
sult of funds expended under the section 215 program. 
Applying this standard, the Association, with the ap
proval of the Secretary, designates pursuant to section 

215 ( c) that ConRail assume approximately $64 million 
of section 215 obligations and that ConRail be released 
from any obligation with respect to the remaining sec
tion 215 obligations. 

The obligations assumed by ConRail should be refi
nanced as described earlier in the chapter with the 
exception of those obligations which were used to fi
nance equipment or interests in purchase money obliga
tions issued to acquire equipment. Such Equipment and 
interests acquired with section 215 funds and conveyed 
to ConRail will serve as security for such obligations to 
the extent of the amount of obligations originally issued 
for that purpose and in a manner consistent with private 
sector equipment financing practices. 

Sections 402 and 403 
Section 402 provides up to $180 million ($90 million 

in each of 2 years) to assist states in the Region in 
operating rail services over properties that will not be 
conveyed to ConRail, but which the states deem neces
sary in order to prevent unemployment, energy short
ages and degradation of the environment. Section 403 
authorizes loans under section 211 to assist states or 
local regional transportation authorities in acquiring 
and modernizing properties not recommended for in
clusion in the Final System Plan but required for con
tinuation of local services. 

Section 509 
Section 509 authorizes an aggregate sum of $250 mil

lion for payment of benefits to protected employees of 
the railroads in reorganization and railroads acquiring 
properties under the Final System Plan. ConRail, 
USRA (where applicable) and acquiring railroads, as 
the case may be, are responsible for the actual payment 
of all allowances, expenses and costs to protected em
ployees. Protection costs, however, provided in the Act 
are subject to reimbursement by the Railroad Retire
ment Board from a separate account maintained in the 
Treasury of the United States. 



Appendix A 
Terms of Securities 



Capital Structure 

Summary of principal terms of securities issued to the USRA and to the estates 

7.503 Debentures due 2011 

1. Issuer_ _____________ ConRail. 
2. Issued to ____________ USRA. 
3. Amount authorized __ $1,000,000,000 principal amount. 
4. Amount authorized $1,000,000,000 principal amount. 

for issuance pursu-
ant to final system 
plan. 

5. Issuance price _______ 100% ($1,000,000,000 in total). 

6. Principal amount or $1,000 minimum denomination. 
par value. 

7. Preference in liqni- Senio1 to Series A Preferred Stock, Series 
datlon. B Preferred Stock, and Common Stock. 

8. Purpose of issuance __ Funding of rehabilitation and other capital 
programs, purchase of equipment, and 
funding of working capital requirements, 
refinancing of Section 215 loans. 

9. Issuance date ________ Issuance to occur during the first several 
years after the Conveyance Date. Full 
$1 billion principal amount to be Issued 
prior to issuance of any Series A Pre
ferred Stock pursuant to "Serles A Pre
ferred Stock-Purpose of Issuance. Sec
tion A." 

Series A Preferred Stock 

Con Rail. 
USRA. 

Series B Preferred Stock 

Con Rail. 
Estates. 

40 million shares. 30 million shares. 
17.5 million shares, as follows: 21 million shares. 

(A) 8,500,000 shares with respect to the 
funding of rehabilitation and 
other capital programs, pur
chase of equipment, and fund
ing of working capital require
ments; and 

(B) 9,000,000 shares with respect to 
the payment, in lieu of cash 
payment, for interest due on the 
Debentures and dividends dne 
on the outstanding shares of 
Series A Preferred Stock. 

Common Stock 

Con Rail. 
Estates. 
250 million shares. 
21 million share.•. 

Certificates of Value 

USRA. 
Estates. 
21 million Certificates. 
21 million Certificates to be issued in 83 

series, with one series allocated to 
each estate. 

$100 per share Not applicable (exchanged for rail Not applicable (exchanged for rail Not applicable. 
properties). properties). 

$1 per share. $1 per share. $1 per share. Not applicable. 

Liquidation value of $100 per share, with Liquidation value of $50 per No preference. Not applicable-See "Redemption." 
full preference over Series B Preferred share, with full preference over 
Stock and Common Stock. Common Stock. 

(A) Funding of rehabilitation and other Consideration for assets trans- Consideration for assets trans- Consideration for assets transferred 
capital programs, purchase of equip- ferred from estates. ferred from estates. from estates. 
ment, and funding of working capi-
tal requirements, 

(B) As payment, in lieu of cash payment, 
for interest due on the Debentures 
and dividends due on the outstand
ing shares of Series A Preferred 
Stock. 

Issuance to occur during the first several Conveyance date. 
years after the Conveyance Date. No 
Issuance of Series A Prefer red Stock 
permitted pursuant to "Series A Prefer-
red Stock-Purpose of Issuance, Section 
A", prior to issuance of all of the initially 
authorized Debentures. 

Conveyance date. Conveyance date. 
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10. Interest or dividend. 7.50% annually, payable once each year 
based on the prlncipel amount outstand
ing in the prior year. Payable in cash, if 
cash is a>ailable pursuant to (!) the defi
nition of cash available for restricted 
cash payments and (ii) the priority 
schedule for restricted cash payments; 
otherwise payable through the issuance 
of shares of Series A Preferred Stock, 
with such shares credited for such pur
pose at their issuance price. 

11. Redemption ......... Required in each year beginning 1986 if 

$7 .50 per share, payable once each year 
based on the number of shares outstand
ing in the prior year. Payable in cash, If 
cash is available pursuant to (i) the defi
nition of cash available for restricted 
cash payments and (ii) the priority 
schedule for restricted cash payments; 
otherwise payable through the issuance 
of additional shares of Series A Preferred 
Stock, with such additional shares cred
ited for such purpose at their issuance 
price. 

Required in each year if cash is available 
pursuant to (i) the definition of cash 
available for restricted cash payments 
and (ii) the priority schedule for re
stricted cash payments. 

$5.00 per share on a noncum.ulative 
basis, payable in cash once each 
year, based on the number of 
shares outstanding in the prior 
year if cash is available pursuant 
to (!) the definition of cash avail
able for restricted cash payments 
and (ii) the priority schedule 
for restricted cash payments. 

No mandatory redemption. 

None payable prior to the full re
demption of the Serles A Pre
ferred Stock. Thereafter pay
able as declared by the Con 
Rail Board of Directors. 

Not applicable. 

cash is available pursuant to (i) the defi
nition of cash available for restricted 
cash payments and (ii) the priority 
schedule for restricted cash payments; 
the amount not otherwise redeemed will 
be due on Jan. 1, 2011, the maturity date. 

12. Call feature .......... At any time, pursuant to a vote of Con- At any time, pursuant to a vote of Con- At any time, after Dec. 31, 1987, Not applicable. 

Rail's Board of Directors, at a price of 
1003. 

Rail's Board of Directors, atapriceof$100 at a price of $50 per share, pro
per share. vided that all shares of Series 

A Preferred Stock have been 

13. Conversion feature .• Convertible into shares of Series A Pre- Not applicable. 
fer:ed Stock at any time, at the option 
of the holder, at a conversion ratio of 10 
shrues per $1,000 principal amount of 
Debentmes. 

14. Voting rights ________ As described in chapter. As described in chapter. 
15. Covenants and re- Consent of the holders of a majority of the principal amount of the Debentures and of 

strictions. the shares of Series A Preferred Stock will be required among other things with re
spect to: (i) Any material change in the charter or by-laws of Con Rail; (ii) Incurrence 
of any debt other than equipment debt, permitted short-term debt and a specified 
level of long.term debt; (iii) Any mortgage or lien other than normally permitted 
liens; (iv) Any material disposition or acquisition of assets; (v) Any material change 
in the business conducted by Con Rail; (vi) Any issuance of securities, other than as 
contemplated by the Final System Plan, that would adversely affect the Govern-

redeemed. 
Not applicable. 

As described in chapter. 
Certain rights with respect to cor

porate actions which would 
have a materially adverse effect 
on Series B Preferred stockhold
ers. 

Not applicable. 

As described in chapter. 
Not applicable. 

16. Priority schedule 
for restricted cash 
payments. 

ment's interest. 
Restricted cash payments each year will be made out of, and will be in an amount no greater than cash available for restricted cash payments, according to the 

following schedule of priorities. Restricted cash payments will be made each year: (I) to pay the interest on the debentures; then (2) to pay the dividends on 
the Series A Preferred Stock; then (3) to pay the dividends on the Series B Preferred Stock; then (4) to redeem in full the debentures; and then (5) to redeem 
in full the Series A Preferred Stock. In any year, no restricted cash payments may be made with respect to a given level of priority unless for that year all 
required restricted cash payments have been made with respect to all higher levels of priority. 

Not applicable. 

On the Redemption Date, each Cer
tificate of Value will be redeemed by 
the USRA at the Redemption Price. 
The obligation to redeem the Certifi
cates shall be a full faith and credit 
obligation of the United States. 

See "Redemption." 

Not applicable. 

As described in chapter. 
Not applicable. 

Not applicable. 

... ... ... 



Capital Structure 
Summary of principal terms of the securities issued to the USHA and to the estates-Continued 

7.50% Debentures due 2011 Series A Preferred Stock Series B Preferred Stock Common Stock 

17. Definitions __________ (1) Convevance Date-The date on which the railroad assets are transferred from the estates to ConRail. 
(2) Restricted Cash Payments-In any year, the sum of (a) payments in cash of interest on the Debentures, plus (b) payments in cash of dividends on the Series 

A Preferred Stock, plus (c) payments in cash of dividends on the Series B Preferred Stock, plus (d) payments for redemption of the Debentures, plus (e) 
payments for redemption of the Series A Preferred Stock. 

(3) Income Avallable For Restricted Cash Payments (I.e., "income available")-In any year, (a) net income, plus (b) deferred taxes, plus (c) interest on the De
bentures, in each case as recorded in Con Rail's income statement for the prior year. 

(4) CashAvallable For Reatricted Cash Pavmenta (i.e., "cash available")-(a) Dnring the period 1976 through 1980 in each year, equal to $0; (b) during the period 
1981through1985, in each year, equal to the lesser of (i) 25 percent of income available for restricted cash payments, and (ii) the amount by which cumu
lative Income available for Restricted Cash Payments exceeds the sum of Cumulative Restricted Cash Payments plus $500 million; (c) during the period 
after 1985, in each year, equal to the lesser of (i) 50 percent of income available for Restricted Cash Payments, and (ii) the amount by which Cumulative 
Income Available For Restricted Cash Payments exceeds the sum of Cumulative Restricted Cash Payments plus $500 million. See "Priority Schedule 
for Restricted Cash Payments." 

Certificates of Value 

Redemption Date-A date on or prior to 
to Dec. 31, 1987, to be designated 
by the USRA. 

Notice Date-A date, to be designated 
by the USRA and to be not less 
than 30 days nor more than 90 
days prior to the Redemption 
Date. 

Valuation Ba8e-With respect to each 
Certificate for each year, the amount 
indicated in the following schedule 
(assuming21 million certificates): 

Year of V alua- Year of V alua-
redemp
tion 

ti on 
base 

redemp
tion 

tion 
base 

1976_____ $21. 44 1982------ $34. 03 
1977 _____ 23.16 1983 ______ 36. 75 
1978 _____ 25. 01 1984 ______ 39.69 
1979 _____ 27.01 1985 ______ 42.87 
1980 _____ 29.17 1986 ______ 46.30 
1981__ ___ 31.51 1987 ______ 50.00 

Redemption Price-for each series, an 
amount equal to (i) the "valuation 
base" less (ii) the value of one share 
of Series B Preferred Stock, Jess (iii} 
the product of (a) the value of one 

share of Common Stock times (b} 
!lo frnl':tion t.hA nnmerator of which is 

--...., 



share of Common Stock times (h) 
a fraction, the numerator of which is 
the number of shares of Common 
Stock allocated to the estate receiving 
such series at the Conveyance Date, 
and the denominator of which is the 
numberofsharesof Series B Preferred 
Stock allocated to the estate receiving 
such series at the Conveyance Date, 
less (iv) the sum of the dividends 
paid by ConRail per share of Series 
B Preferred Stock to the Redemp
tion Date. Tl a bona fide trading 
market exists for shares of Series B 
Preferred Stock and Common Stock, 
the value of such shares will be con
sidered to be the average of the 
market prices for such shares for a 
period of 20 consecutive trading 
days ending 5 trading days prior to 
the N o!ice Date. If a bona fide trading 
market does not exist for such shares 
then the value of such shares will be 
determined by the Board of Directors 
of USRA, after receipt by such 
Board of the opinion of three inde
pendent investment banking firms 
regarding the value of such shares 
5 days prior to the Notice Date. Of 
these three firms, one will be selected 
by the Government Investment 
Committee, one will be selected by 
the Directors of ConRail represent
ing the interest of the holders of the 
Series B Preferred Stock and Com
mon Stock and one will be selected 
by the two firms so selected. 

.... .... 
w 



Appendix 8 
Employee Stock Ownership Plan 

Section 206 ( e) of the Act requires that the Final Sys
tem Plan set forth "the manner in which employee stock 
ownership plans may to the extent practicable, be 
utilized for meeting the capitalization requirements of 
the Corporation." In accordance with this requirement, 
the Association conducted a thorough study of the Em
ployee Stock Ownership Plan (ESOP), retaining the 
services of expert consultants in corporate finance, 
employee motivation and employee benefits.1 

An Employee Stock Ownership Plan is an arrange
ment to place employer stock in the hands of employees, 
while at the same time providing the corporation with 
a source of investment capital. The employer makes pre
determined annual contributions to a money purchase 
pension plan trust for the purpose of transferring 
ownership of company stock through the trust to eli
gible employees. Contributions for this purpose repre
sent a tax deduction to the corporation if it establishes a 
trust under a stock bonus plan qualified under Section 
401(a) of the Internal Revenue Code. 

Once established, the trust arranges for a loan from 
a bank or other lending institution, the proceeds of 
which are used to purchase newly-issued stock from the 
corporation. The loan to the trust is secured by the stock 
purchased and held by the trust and guaranteed by the 
sponsoring corporation. In establishing the ESOP the 
corporation makes contributions to the plan in an 
amount related to the size of the plan and the salary 
and wages of participating employees. Interest and 

1l!J, F. Hutton & Company, Inc.; Saul Gellerman Consulting, Inc.; 
Towers, Perrin, Forster & Crosby, Inc. 

principal payments on the loan to the trust are made 
out of these contributions. The contributions, to the ex
tent that they do not exceed 15 percent of the wages and 
salaries of the participating employees, are fully tax 
deductible in a qualified plan. The result of the trans
action is to provide the corporation with capital in an 
amount equal to the loan to the trust. 

By its structure, ESOP financing is a hybrid of debt 
and equity. While equity securities are "sold" to the 
trust, the ESOP financing does not provide the advan
tages of true equity financing because the corporation 
incurs fixed charge obligations equal to those it would 
have under a straight debt financing. The advantage is 
that the debt can be retired through tax deductible 
contributions. 

Basically, the ESOP must be viewed as a loan to the 
corporation, the amortization of which creates an equity 
interest for the corporation's employees in the capitali
zation of the corporation. This is because any lending 
institution providing the funds to the trust will look 
through the trust to the source of the funds required to 
amortize the loan. Since the loan is made on the credit 
worthiness of the corporation, an ESOP does not create 
the opportunity to borrow in amounts significantly 
greater than the corporation otherwise could have 

borrowed. 
Advantages.-The ESOP method of financing ca.n 

provide certain financial advantages over debt and 
equity financing in specialized situations. Generally, the 
most compelling financial advantage is that the prin
cipal on an ESOP loan is repaid with pretax dollars 



compared with after-tax dollars under conventional 
debt financing. If the corporation does not pay any taxes 
this advantage does not exist. An offset to this cash flow 
advantage (relative to debt financing) is the dividend 
requirement, if any, on newly-issued shares. 

The corporation is able to flow pre-tax dollars into 
its equity account since a portion of the contributions 
made to the ESOP goes to repay the loan to the trust 
which translates into an increase in shareholders' equity. 
For a tax-paying corporation, the fact that the prin
cipal amortization becomes a pretax charge rather than 
an after-tax charge to cash flow can improve the cash 
flow coverage ratios of total debt service (principal and 
interest) and thus increase overall debt capacity when 
contrasted with debt financing. 

Disadvantages.-The principal financial disadvan
tage of the ESOP method is its impact on earnings and 
the dilution of the interest of existing shareholders. 
Contributions made to the plan are charged directly to 
income. To the extent that a part of the contribution 
represents principal payments on the loan to the trust, 
this is an additional charge not associated with debt 
financing. The reported income of a corporation using 
ESOP financing will be reduced by the entire contribu
tion to the trust, whereas only interest payments are 
charged against earnings in debt financing. 

In addition to the earnings impact, the shares in an 
ESOP will dilute reported earnings per share because 
more shares will have been issued. The dilution will 
also lower the per share value which could be obtained 
in a sale of equity to raise capital. 

Because an ESOP is a hybrid of debt and equity fi
nancing, it affects the borrowing capacity of a corpora
tion. A lending institution will consider the fixed nature 
of the corporation's obligations to the ESOP before 
lending it additional funds. However, the new equity 
created may benefit the corporation by increasing its 
borrowing capacity. 

Value of an ESOP to ConRail 

The value of the plan to ConRail may be judged by 
analyzing what impact it would have on the company's 
financial position, employee motivation, and the value 
to employees of this benefit in relation to total compen
sation. 

Fi:nanci<il Position.-Analysis shows that use of an 
ESOP will not strengthen ConRail's financial posi
tion. The ESOP financing, as previously indicated, re
quires charging to income all contributions made to the 
ESOP trust. The establishment of an ESOP would 
thus decrease the profit potential and defer the date 
ConRail becomes a financially self-sustaining entity. 
The magnitude of these effects would be in direct pro
portion to the size of the ESOP plan used. 

The tax advantages of the ESOP method of financing 
over alternative methods stem primarily from the cor-
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poration's right to deduct contributions to the plan from 
taxable income. As ConRail will be in a position to 
eliminate or defer taxes for the 10-year planning hori
zon (1975-85), the tax advantages of ESOP financing 
are nonexistent until ConRail becomes a tax-paying 
entity. Absent the tax advantage, traditional debt fi
nancing would provide an equivalent amount of capital 
without the concomitant dilution and higher charges to 
earnings brought about by the ESOP. 

The establishment of an ESOP dilutes the interest of 
existing shareholders in earnings, and also reduces the 
reported earnings. Such dilution is especially important 
to the estates of the railroads in reorganization who 
will receive ConRail securities in exchange for their 
current holdings. Consequently, the creation of an 
ESOP will reduce the ability of ConRail to obtain 
equity capital through the sale of equity to the public. 
If, in fact, ConRail will have no independent abil
ity to achieve private debt financing, the creation of an 
ESOP will not increase the ability of ConRail to raise 
cap~tal. 

Finally, without a federal guarantee ConRail would 
be precluded from raising funds in the private sector 
until it had an operating history which demonstrated a 
capability for profitable operation and an ability to sup
port fixed obligations. Hence, a trust could not borrow 
without a government guarantee, and the company 
would not be able to support the debt incurred by the 
trust. 

There is no present financial advantage to ConRail 
in the establishment of an ESOP. No enhancement of 
capital formation results because ConRail will not pay 
taxes for many years and the federal government would 
be required to guarantee any funded debt. 

Employee Motivation.-Studies have shown that 
while stock ownership can increase overall employee 
identification with a company, there is no evidence of 
its ability to increase the productivity of employees. 
This is in part because employees do not perceive the 
results of their own efforts in such a large organization, 
and in part because annual dividends do not reach high 
enough levels to alter employee behavior. 

In ConRail's case the existence of large numbers of 
older employees dampens the motivational impact of 
stock ownership, because these employees would have 
fewer years remaining during which to accumulate 
stock, and thus would receive lower annual dividends. 
Finally, because ESOP is a complex approach using an 
intervening trust, it is difficult to communicate to em
ployees, and the absence of any risk associated with it, 
for the employee, unlike employee stock purchase plans, 
lessens the motivational impact. 

Relationship to Total Oompensation.-In light of the 
existing railroad compensation agreements, and in view 
of their competitive benefits for medical, disability and 
retirement, the addition of ESOP, while having little 

motiv 
tional 

Con cl 
ES 

plans 
ploye 
pany. 
are a1 
mot iv 
cost t 
am pl• 
made 
dend~ 



117 

motivational impact, would represent a significant addi
tional increase to the high labor/cost ratio for ConRail. 

Conclusion 

ESOP should be considered in rela;tion to alternative 
plans for placing employer stock in the hands of em
ployees while providing capital financing for the com
pany. Some of these plans have gained wide acceptance, 
are at least as effective as ESOP might be in employee 
motivation and have the advantage of considerrubly less 
cost to the employer. The stock purchase pl.an, for ex
ample, in which substantial employee contributions are 
made, provides overall accumulations and annual divi
dends similar to those of an ESOP. 

Based on the analysis of ESOP, USRA recommends 
that ConRail shou~d not look to an ESOP as a source of 
capital formation now or in the near future. ConRail 
should structure a human resources function which 
would attempt to improve employee motivation within 
the framework of the already competitive total com
pensation program. ConRail should defer the adoption 
of any stock ownership plan until it attains a reasonable 
level of profitability. Once ConRail achieves reasonable 
profit levels, it should consider implementation of an 
employee contributory stock purchase plan with signifi
cant company price discounts or company matching 
program. 



5 
Valuation 

In fulfilling its valuation responsibilities, USRA was guided 

by the Act, its legislative history, principles suggested in the 

decisions of the Special Court and the Supreme Court in litiga

tion involving the Act, Section 77 reorganization doctrines and 

other relevant legal principles. 
The Act requires the Association to value all rail properties to 

be transferred to ConRail under the FSP. It also must certify 

that such transfers, in exchange for securities of ConRail and 

"other benefits," are fair and equitable and in the public interest. 

In reviewing the determinations of U SRA, the Special Court is 

to be guided by the public interest and fair and equitable stand

ards, and is ,further instructed to decide whether the transfers 

are more or less fair and equitable than is required as a consti

tutional minimum. The Act also requires the Association to 

formulate an offering price for conveyances of rail properties 

from railroads in reorganization to profitable railroads. In mak

ing such determinations the Association has been guided by 

its understanding of the same standards as will be applied under 

the Act to such transactions by the Special Court. 

The basic touchstones of the valuation process are the public 

interest, fairness and equity and constitutional minimum stand-
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ards. The first part of the chapter discusses the meaning of these 

standards in the context of the Act and the FSP, and sets forth the 

rationale behind the Association's adoption of earning power and 

net liquidation as the appropriate methods for determining value. 

Subsequent sections of the chapter discuss the Section 77 

valuation process, USRA's deterniination of net liquidation value 

and the special valuation problems posed by the transfer of 

assets from nonba,nkrupt entities. The chapter addresses the 

identification and valuation of "other benefits" and the valuation 

and allocation of ConRail securities. The final section sets forth 

the Association's conclusion that the t1·ansfer of assets in return 

for the ConRail securities and other benefi.ts as proposed in the 

FSP satisfies the public interest, fair and equitable and constitu

tional minimum reqiiirements. 

Attached to the chapter is an appendix describing in detail 

the net liquidation valuation process. 

The valuation of rail properties and of ConRail secu
rities and other benefits under the Act exchanged for 
those properties has been among USRA's major activi
ties. In fulfilling these valuation responsibilities USRA 
has sought direction from the Regional Rail Act and 
its legislative history, from principles suggested in the 
decisions of the Special Court and the Supreme Court 
in litigation involving the Act,1 from doctrines that are 
part of the history of rail reorganization under Section 
77 of the Bankruptcy Act and from other relevant legal 
and economic principles. 

Requirements of the Act 
The Act requires the valuation by USRA of most of 

the rail properties to be transferred and conveyed under 
the Act (see Chapter 8). The exceptions, as will be dis
cussed, are based mainly on the parties involved in 
particular transactions. The following sections describe 
the applicability of the Act's valuation requirements to 
various types of transfers and conveyances and discuss 
the valuation standards prescribed in the Act. 

Rail Property Transfers from Railroads in Reorganization 
to ConRail 

The vast majority of rail properties transferred or 
conveyed pursuant to the Final System Plan will move 

1 Significant Insight Into applicable reorganization law and the legis
lative history of the Regional Rall Reorganization Act ls provided In 
the Supreme Court and Special Court opinions reviewing the Act. (See 
Regional Rail Reorganization Act Gases, 419 U.S. 102 (1974) ; In re 
Penn Central Transportation Co., 384 F. Supp. 895 (Special Oo1trt 
1974).) 

from railroads in reorganization to ConRail. These 
transactions are subject to the following provisions of 
section 206 ( f) of the Act : 

"(f) VALUE.-The final system plan shall desig
nate the value of all rail properties to be transferred 
under the final system plan and the value of the 
securities and other benefits to be received for trans
ferring those rail properties to the Corporation in 
accordance with the final system plan." 

As regards all rail properties transferred to ConRail 
from railroads in reorganization, the Act therefore re
quires that the Final System Plan designate values for 
such rail properties, for securities to be issued by Con
Rail and for "other benefits" to the transferors pro
vided through operation of the Act. USRA is then 
required, within 90 days following the effective date of 
the Final System Plan, to certify to the Special Court 
under section 209 ( c) ( 4) 

"that the transfer of rail properties in exchange for 
securities of the Corporation (including any obliga
tions of the Association) and other benefits is fair 
and equitable and in the public interest." 

The "public interest" and "fair and equitable" stand
ards to which USRA's valuation process must be ad
dressed also are established as standards controlling the 
determinations of the Special Court under section 303 
(c) (1). In section 303(c) (1) (A) the Special Court is 
directed to decide, more specifically, whether the trans-
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fers and conveyances of rail properties from railroads 
in reorganization 

"are in the public interest and are fair and equitable 
to the estate of each railroad in reorganization in 
accordance with the standard of fairness and equity 
applicable to the approval of a plan of reorganiza
tion or a step in such a plan under section 77 of the 
Bankruptcy Act (11 U.S.C. 205) ... " 

Under section 303(c) (1) (B) the Court is further di
rected to decide whether such transfers and convey
ances "are more fair and equitable than is required as a 
constitutional minimum." 

While USRA is not obliged to certify that its valua
tions comply with this "constitutional minimum" stand
ard, a due regard for the needs of Congress and the 
Special Court in appraising the Final System Plan 
imposes the practical duty on USRA to address this 
standard as well. 
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The Act also authorizes USRA to include in its desig
nations under the Plan and its certifications to the 
Special Court the rail properties of various railroads 
not themselves in reorganization, but which are leased, 
operated or controlled by railroads in reorganization. 
Section 303(c) (1) (A) and (B) also establishes stand
ards of fairness and equity app1icable to transfers and 
conveyances from such railroads. However, insofar as 
rail properties of these railroads are not presently 
undergoing Section 77 reorganization processes, they 
have been the subject of separate comment in the legis
lative history of the Act and by the Special and Supreme 
Courts. They also have been the subject of separate con
sideration by USRA in its valuation process and will be 
discussed separately in this chapter. 

Rail Property Conveyances From Railroads in Reorgani
zation to "Profitable Railroads Operating in the 
Region" 

In general, the Act distinguishes between "transfers" 
from "railroads in reorganization" to ConRail and 
"conveyancesi' from these railroads to carriers in the 
Region other than ConRail. 2 These other carriers (in
clu~ing the Boston & Maine, which, while undergoing 
section 77 reorganization, is not a "railroad in reorga
nization" as defined in the Act) are designated as 
"profitable railroads" under the Act. 

Rail property conveyances to profitable railroads 
from railroads in reorganization are subject to the same 
section 303 ( c) ( 1) (A) and ( B) standards governing 
Special Court determinations as are applicable to the 
transfer of such properties to ConRail. Under section 
209(c) (4), however, no similar obligation-is placed on 
USRA to certify that these rail property conveyances 
"in exchange for compensation from the profitable rail-

•Section 303, however, refers to all such transactions as "convey
ances". To avoid undue repetition, the terms may be used interchange
ably in this chapter. 

road ( s) " (see section 206 ( d) ( 2) ) are in the public in -
terest or are fair and equitable. 

The absence of this certification requirement regard
ing such conveyances is consistent with the absence of 
any initial USRA obligation to place a "value" as such 
on the particular rail properties so conveyed. As noted, 
section 206 ( f) requires the designation of values for rail 
properties transferred to ConRail from railroads in re
organization. It omits the requirement in the case of 
conveyances to profitable railroads. 

The Act does require, however, the formulation of 
"offers" relating to rail properties designated in the 
Final System Plan for sale to profitable railroads (sec
tion 206(c) (1) (B) ). (See Chapter 1 for a discussion of 
the role of such designations in the plan for restructured 
rail service in the Region, and the Appendix to Part II 
for listings of designations made under section 206.) 
Under section 206(d) (4) such offers terminate unless 
accepted within 30 days following the effective date of 
the Final System Plan. 

USRA has not determined any values, as such, for 
rail properties to be conveyed to profitable railroads. 
Nevertheless, offers of properties under section 206 must 
include an offering price.3 Since the standards in sec
tion 303(c) (1) (A) and (B) applicable to both "trans
fers" and "conveyance" are identical, USRA has sought 
to formulate offering prices consistent with the stand
ards of judgment to be applied by the Special Court. 

In some cases the offering prices of selected rail prop
erties to profitable railroads exceed the general level of 
net liquidation values designated for rail properties 
transferred to ConRail. Such offering prices are in
tended to reflect the unique worth of such rail properties 
to the designated profitable railroad in configuration 
with the balance or its system. Much of such "excess 
worth," however, derives from the exclusion from such 
rail properties or nonprofitable light density lines and 
nonprofitable commuter passenger operations. The 
unique worth thus imparted to such rail properties 
cannot be viewed as their "value", either in liquidation 
or when included as part of a larger group of properties 
over which continuing rail operations are required. 

Rail Property Sales by Profitable Railroads to Other Rail

roads or to ConRail 

Under terms of the Act designations may be made in 
the Final System Plan of rail property sales from 
profitable railroads to other profitable railroads or to 
ConRail (section 206(c) (2) ). (See also Chapter 8.) 
These transactions, being voluntary on the part of both 
buyers and sellers, are not subject to the conveyance or 
judicial review provisions of section 303. The designa
tions are intended to facilitate transactions which fu-r
ther the statutory goals of the Final System Plan by 

•The offers, as contained in Part II, require payment in cash or other 
consideration having a reasonably equivalent present value. 



bringing them within the applicable section 601 exemp
tions of the Act. Given the limited purpose of these 
designations, USRA has no role in designating values 
or in formulating offering prices. 

The Relevance to the Valuation Process of the "Public 
Interest," "Fair and Equitable" and "Constitutional 
Minimum" Standards 

As noted above, the "public interest" and "fair and 
equitable" standards of sections 209 ( c) ( 4) and 303 ( c) 
(1) (A) are rooted in and should be interpreted with 
reference to traditional Section 77 income based reorga
nization doctrines. In contrast, the "constitutional mini
mum" standard of section 303 ( c) ( 1) ( B) is more di
rectly relevant to the particular context of the Act. 

Under Section 77 reorganization doctrines, the "pub
lic interest" standard refers principally to the court's 
obligation to balance the interests of claimants against 
the estate's assets with the interest of the public in 
maintaining adequate rail services. Insofar as the bank
rupt railroad can be shown to have a capability for fu
ture profitable operations, claimants against the estate 
are precluded from any possible maximization of their 
returns through the total or piecemeal liquidation of its 
assets. In particular, having committed their assets to a 
public service enterprise, security holders may be com
pelled to accept the returns available through a con
tinuity of rail operations. Only in the absence of any 
reasonable prospect of future financially self-sustaining 
rail service by a reorganized carrier does the interest of 
creditors and other claimants prevail over the interest 
of the public in adequate rail service to the point of per
mitting a general withdrawal of assets from rail service. 

In the context of the Act, this element of "balance" 
also involves the allocation of future revenues between 
the servicing of ConRail's capital structure and the pro
vision of adequate service. Fixed charges should not be 
so burdensome as to constitute an inequitable portion of 
total available revenues. The question arises in this case, 
as it traditionally has in Section 77 reorganizations, as 
to whether the allocation of projected revenues to pro
vide an adequate capital structure, compared to the allo
cation of projected revenues to meet necessary and 
re~sonable operating expenses, properly balances the 
wide range of public interests at stake. 

The "fair and equitable" standard historically has re
lated most closely to the Section 77 "absolute priority" 
doctrine. It looks to fairness of treatment among the 
classes of claimants against the estate. In the context of 
the Act, this standard does not have any direct refer
ence to priorities because the ultimate distribution of 
assets within each estate is a matter for each of the re
spective reorganization courts. However, the standard 
clearly has relevance under the Act to the allocation of 
ConRail securities among the various estates contrib
uting rail properties to the reorganized enterprise. As 

122 

reflected in section 303 ( c) ( 2) and ( 3) , the "fair and 
equitable" standard also may relate to the general ade
quacy, or excess, of consideration distributed to each 
estate. Any consideration which is more "fair and equi
table" than is required as a "constitutional minimum" 
in fact must be ordered returned to ConRail or a profit
able railroad. In this .sense, the "fair and equitable" 
standard of the Act is closely related to the public 
interest standard. It involves, once again, an appropri
ate accommodation of any conflict which may occur be
tween the more immediate interests of the estates as 
ConRail security holders and the wider public interest 
in adequate rail service. 

In the context of section 303(c) (1), (2) and (3) the 
"constitutional minimum" standard provides at once 
a floor and a ceiling for the consideration passing to the 
estates under the Act. Having no clearly articulated 
antecedent in Section 77 income based reorganization 
doctrine, this standard, derived from New Haven In
cVu.sion Oases, 399 U.S. 392 (1970), must be considered 
primarily in the context of the Act. 

The Act contemplates the establishment of a financial
ly self-sustaining ConRail through the process of an 
income-based reorganization, made possible through a 
restructuring of the regional rail systiem combined with 
government financial assistance. If this process is suc
cessful, any "constitutional minimum" amounts of con
sideration to which the combined estates are entitled 
would be provided automatically. In traditional Section 
77 proceedings, the "constitutional minimum" standard 
well may be encompassed in the court's determination 
of the capitalized value of the reorganized entity. It is 
this capitalized value, predicated on projected earnings 
and a selected capitalization rate, which served to de
termine the degree of participation in the reorganized 
entity by classes of claimants against the railroad estate. 
Once that determination was made, the sole entitlement 
of any participant was the security values actually 
achieved through the earnings flow of the new company. 
If the earnings projections on which the capitalization 
was based proved overly optimistic, the failure to realize 
the contemplated values was viewed as the product of 
inherent business risk. Conversely, if actual earnings 
resulted in market values higher than the initial capital
ization value, these "excess" values similarly were ac
corded exclusively to the original participants, here as 
beneficiaries of the business risk. In short, once the die 
was cast, the only "constitutional minimum" was what
ever the market would offer. 

This concept has important relevance to the valua
tion standards of the Act. If an income-based reorgani
zation is achieved, then, by analogy, the security values 
provided to the estates should satisfy the "constitu
tional minimum" standard. The Special Court 4 left 

• See In Re Penn Central Transportation Company, 384 F. Supp. R!l!'i 
at 928. 
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open the question of whether the standard would be met 
through the realization of anything more than "min
imal" earnings-based security values which in fact 
proved to be less than the net liquidation value of the 
rail assets. It is not necessary, however, for USRA to 
prejudge this issue. The financial projections as set out 
in Chapter 3 indicate the likely realization of security 
values in the reasonably foreseeable future substantially 
above net liquidation values. 

It must be recognized, however, that "likely" falls 
somewhat short of "certain." The history of Section 77 
reorganization in itself suggests the uncertainties in
herent in financial projections. Moreover, it is impos
sible to ignore an added element of uncertainty inherent 
in the character of statutory planning process. 

In the customary Section 77 reorganization it is pos
sible to base future projections on carefully considered 
adjustments to a "normalized" year, as refiected itn ac
tvd ewperierwe. The basic system structure and operat
ing characteristics of the railroad reflected in the 
"normalized" year were generally the same as those of 
the reorganized entity. In the context of the restructur
ing process of the Rail Act and the heavy rehabilitation 
needs of the ConRail properties, however, there is no 
significant experience from which to develop estimates 
for a "normalized" year; those estimates must be de
veloped as a construct of the planning process. Without 
seeking to cast doubt on the projections of ConRail 
earnings, the Association understands that those projec
tions will be viewed by many as inherently more un
certain of attainment than customary Section 77 
financial projections. 

A necessary predicate to these earnings projections 
and, indeed, to an income-based reorganization is the 
infusion of an estimated $1.85 billion in government 
funds. In some degree the earnings capacity created by 
new capital must be allocated to meet the reasonable 
costs of such new capital. This issue has been resolved 
in the formulation of ConRail's capital structure, which 
reflects the recommended infusion of government funds 
on terms more favorable th'an funding availruble 
through other sources-assuming its availability from 
other sources on any terms. 

In view of the initial risk to the government in meet
ing ConRail's external funding needs, a strong argu
ment could be made that the government, as a "joint 
venturer," should participate with the estates in any 
earnings-based values made possible by its capital con
tributions. The capital structure proposed in the Final 
System Plan does not establish the government as a par
ticipant in any earnings in excess of those reasonably 
required to service the ConRa.il securities issued to the 
government on the specific terms proposed. 

USRA recognizes that Congress may have a different 
view of the matter. It is conceivable that such participa
tion ultimately could be estaJblished at a level which 
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would lessen substantially the earnings-based values 
allocable to ConRail securities issued to the estates. 
Moreover, given any prolonged extension of current 
economic conditions or a failure of public policy gen
emlly to right problems endemic to the industry, Con
Rail may yet fail to estrublish in a timely way a potential 
earnings capacity adequate to sustain security values 
equivalent to a "constitutional minimum". 

For all these reasons, USRA would fail in its re
sponsibilities to Congress, the Courts and the estates 
were it not to present its considered judgment on the 
"constitutional minimum" standard in the assumed ab
sence of earnings-based values in ConRail securities 
adequate to meet the requirements of 1an income-based 
reorganization. In the absence of such security values, 
USRA considers that the "constitutional minimum" 
value should reflect the current value of the flow of net 
proceeds which the estrutes would realize from rail 
properties transferred and conveyed under the Act-
were they free to dispose of those properties in the open 
market under circumstances reflecting the public use 
obligations imposed on those properties. That "consti
tutional minimum" value, as will be explained in some 
detail, is most closely approximated through an appro
priate determination of "Net Liquidation Value." It 
derives from the principles of New Haven Inclusion 
Oases, supra. 

In arriving at the final "constitutional minimum" in 
the context of the Regional Rail Reorganization Act, it 
is also necessary to reduce this value by the value of 
"other benefits" conferred on the estates by virtue of the 
operation of the Act. This subject also will be discussed 
in detail below. 

Valuation of Rail Properties 

Section 77 Valuation Principles 

Historically the most important determinant of asset 
value in Section 77 reorganizations has been earning 
power. Under this concept, the principal criterion of 
value is the capitalization of earnings projected for the 
new entity. As prescribed in Section 77(e): 

The value of any property used in railroad opera
tion shall be determined on a basis which will give 
due consideration to the earning power of the prop
erty, past, present and prospective, and all other rel
evant facts. In determining such value only such 
effect shall be given to the present cost of reproduc
tion new and less depreciation and original cost 
of the property, and the actual investment therein, as 
may be required under the law of the land, in light of 
its earning power and all other relevant facts. 

Determinations of rate of capitalization generally have 
been based on considerations of the expected return on 
the subject railroad's securities as well as the return on 
railroad investments generally. 



Since the capitalization of the reorganized entity is 
a function of the earnings-based value of its assets, 
earning power has played an important role in deter
mining the capital structure of a railroad reorganized 
under Section 77. 

For purposes of both valuation and capitalization, 
courts and the ICC generally have focused on the antic
ipated future earning power of the reorganized rail
road. Considerations weighed in determining future 
earning power include the railroad's history of earn
ings, savings from rationalization of the system, an
ticipated industrial growth, pending increases in au
thorized rates, the terms on which any desired new 
capital could be made available and any other projected 
circumstances which might influence prospective earn
ings. 

The ICC has considered other standards in estab
lishing Section 77 valuation and capitalization only 
when those standards have a direct bearing on earning 
power. Even in these rare cases the other valuation 
methods have not displaced earning power as the pri
mary measure of value. 

More recently the Supreme Court has dealt with a 
Section 77 reorganization of a railroad having no earn
ing potential. Its decision served as a major guidepost 
to Congress in drafting the Act. [New Haven Inclusion 
Oases, supra.] In that proceeding liquidation value 
was held to be a proper valuation method where 
there is no reasonable prospect of future earnings. 
Having only a negative earnings value to contrib
ute, New Haven nevertheless was reorganized by the 
sale of its assets to the Penn Central system as a condi
tion of the Penn Central merger. The condition was ac
cepted by Penn Central in the belief that the merger 
benefits would more than offset losses incurred on the 
New Haven properties. 

The Final System Plan demonstrates that the assets 
contributed by each of the bankrupt estates take on 
earning power when reorganized in ConRail only be
cause of the funding to be provided by the United 
States. This funding is analogous in some respects to 
that which is often obtained in Section 77 reorganiza
tions from private lending institutions, or in some in
stances, from the Reconstruction Finance Corporation, 
a federal lending agency operating from the 1930s to 
the early 1950s. What differs here is the unavailability 
of private capital to finance the heavy rehabilitation 
programs required for the realization of ConRail earn
ings. The value which this government funding adds 
to the earning capability of the assets in this reorga
nization is reflected in the value of ConRail securities. 

Since the value of the .securities which are to be issued 
is greater than the present value of the flow of proceeds 
which reasonably could be expected through liquida
tion, the estates are entitled to receive securities of Con
Rail reflecting their proportionate contribution to the 
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earnings of ConRail. These earnings based values may 
be compared to the results of the extensive appraisal 
conducted to determine net liquidation values, as de
scribed later in this chapter. The use of these latter 
values may arise from the fact that the transferees will 
vary greatly in their relative contributions to ConRail's 
earning capabilities. USRA believes these values reflect 
a realistic assessment of what actually would have 
occurred if the rail properties remained moribund in 
the bankrupt estates, and were liquidated. 

Given the precedent which has developed under Sec
tion 77 and the present economic circumstances of the 
assets held by the bankrupt estates, USRA's opinion is 
that the methods of asset valuation which have been 
used are the only two which are economically, practi
cally and legally significant to the Regional Rail Re
organization Act reorganization. USRA believes such 
artificial constructs of economic value as "reproduc
tion cost new les.s depreciation", or "book value" or 
so-called "assemblage" value serve no useful purpose in 
determining values realistically achievable by the vari
ous estates. Although USRA recognizes the contrary 
arguments which can be mounted on the basis of one 
judicial precedent or another, the Association is con
vinced that the principal thrust of judicial precedent 
regarding the valuation of properties dedicated to pub
lic use has been toward a realistic definition of economic 
values. 

Net Liquidation Value Process in Summary 

In the normal reorganization context there are suffi
cient prospects that the bankrupt entity can emerge 
from reorganization as a viable concern that claimants 
are required to await the attainment of viability for 
their claims to be satisfied from securities of the re
organized entity. At least in theory it is possible that 
the delay before viability will be achieved-or the un
certainty that viability will ever be achieved-can be
come so great that the claimants are entitled to dis
missal of the reorganization proceeding and to exercise 
freely their creditor remedies, terminating rail opera
tions and .selling, dismantled or intact, the estates' assets 
in whatever manner deemed advantageous. Such sales 
would, however, be subject to normal and lawful regu
latory constraints consistent with the public use obliga
tions imposed on the rail properties. The net liquidation 
process pursued by USRA is intended to replicate the 
consequences of an actual exercise of their ultimate 
creditor rights by the claimants of the bankrupt estates. 

USRA's analysis of the liquidation process. was ad
dressed to five fundamental issues. 

• The inventory and condition of the properties to 
be sold. 

• The time sequence of a planned process of asset 
disposition. 
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• The estimated dollar amount of the proceeds to be 
received from asset disposition over time. 

• The estimated costs of preparing the assets for sale 
and of selling the assets over time. 

• The present value of the future proceeds net of the 
costs of preparation and sale of the estates' asse~s 
under the postulated liquidation, as of the esti
mated conveyance date under the Final System 
Plan. 

USRA's conclusions on these key issues will be de
scribed only briefly in the text of this chapter: A de
tailed description of the actual process, essential to a 
full understanding of the projected results, is set forth 
in the appendix. 

The task of inventorying the estates' assets and assess
ing their physical condition was massive and complex. 
The inventory was developed by obtaining the records 
of the estates and by physical inspection and other an
alyses performed under contract. to USRA. B.echtel 
Corporation and DeLeuw, Cather mspected and .mven
toried all fixed rail facilities, Simpson & Curtm was 
responsible for rolling stock and other equipment ac
counts and Gladstone Associates for buildings and 
land. The result is an inventory of the assets of the 
estate more detailed than any other available inventory. 
The inventory includes reliable assess~ents of the ph~
sical condition of the assets and provides a sound basis 
for valuing the estates' assets. 

The second key issue was to determine when the 
estates would actually begin disposing of their assets 
and the sequence of such asset disposition. The answer 
to this question lay in an analysis of legal and economic 
conditions. First, it would be necessary for the estates 
to obtain the legal right and requisite regulatory 
approvals to cease rail operations and to dispose of their 
assets for rail or other use. Second, the estates would 
have to evaluate the impact of the economic disruption 
occasioned by their own cessation of rail operation on 
the price their assets might command. Final.ly, the 
estates would have to consider the costs and time re
quired to prepare assets for sale, the effect on salvage 
prices of the quantity of assets to be sold and the pace 
of such sales given the likelihood of flooding the market 
for such items as used crossties, scrap steel and real 
estate. 

To resolve these and other issues, USRA postulated 
a "master liquidation plan" describing in detail an 
orderly process for the disposition of each estate's as
sets. The key assumption of the plan is that the estates 
would be required to sell substantial assets for con
tinued rail use but that the prices for such sales would 
be regulated and fixed at the pricing levels which would 
obtain if all rail operations over the lines of the bank
rupts actually ceased and as if the assets of the rail
roads in reorganization actually were dismantled and 
disposed of for other uses. USRA assumed further that 
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because of the valid requirements of common carrier 
regulations the estates would operate under subsidies, 

' . 7 if need be, and maintain their rail operations until 19 ?' 
at which time the orderly liquidation would begin. This 
subsidy period is also consistent with the self-interest 
of the estates in maintaining healthy price levels for 
their assets. USRA's plan also makes the favorable 
assumption that orderly cessation actually occurs and, 
therefore, prices are not adversely affected by the eco
nomic dislocations which would result if the actual 
service termination were abrupt and not orderly. The 
master liquidation plan also recognizes the physical re
quirement for preparing assets for sale and their effect 
on the timing of asset disposition. 

In essence, then, the liquidation plan postulated by 
USRA is for an orderly transfer of the transportation 
services provided by the estates to other railroads with 
the prices of such transfers computed as if the estates 
had actually been allowed to exercise their asserted right 
to liquidate by selling all of their assets for nonrail uses. 
The pricing under the assumption of total liquidation is 
based on supply and demand conditions which such a 
time-phased liquidation of rail assets into nonrail uses 
would produce. The pace of asset disposition is tied to 
the time required to accomplish a transition to alternate 
modes and to prepare assets for sale. 

Assessments of the time and cost of preparing the as
sets for sale, and the expected time required to dispose 
of such assets once prepared for sale in light of supply 
and demand conditions were made by DeLeuw, Cather 
& Company for track and other rail facilities, by Simp
son & Curtin for rolling stock and other equipment ac
counts, and by Gladstone Associates for land. The over
all economic environment within which these activities 
would occur was projected by Temple, Barker & Sloane, 
which also had responsibility in many instances for de
termining actual sales prices. 

Right-of-way land sales will be a substantial part 
of any liquidation program; the pricing of rail right
of-way land, therefore, is particularly important. Rail 
right-of-way constitutes an unusual class of real prop
erty. Its most obvious physical characteristic is great 
length in relation to width. Even when the properties 
are subdivided into parcels, narrowness eliminates the 
prospects of normal development for most right-of-way 
segments. Moreover, access is often inadequate, occur
ring typically at either end of a parcel rather than along 
its side. Accordingly, the best comparable market for 
the sale of existing right-of-way real estate is the actual 
results produced by similar past sales of right-of-way 
real estate. Since there are numerous instances of sales 
of abandoned rail rights-of-way, USRA looked to such 
actual comparable sales in determining the prices the 
estates would recover upon sale of their rights-of-way. 
It is important to emphasize that the value inherent i.n 
the creditors' asserted right to liquidate is not what it 



might cost today to assemble the facility which because 
of economic failure must be dismantled, but the net 
price which sale of the existing facility for nonrail use 
would produce. 

The master liquidation plan also carefully analyzes 
the substantial costs of preparing the assets for sale. 
These costs include the cost of dismantling and salvag
ing :facilities, of assembling and preparing equipment, 
of parceling land, of administrative, overhead and 
commission costs, of transportation and of numerous 
other costs necessarily incurred in realizing the poten
tial values represented by the assets. The cost estima
tion process is fully detailed in the appendix. 

Finally, the master liquidation plan discounts the 
proceeds net of cost to the presumed conveyance date of 
January 1, 1976. Determination of a present net liqui
dation value as of conveyance date is required for 
comparison of net liquidation value to the value of the 
ConRail securities and other benefits at that time. The 
results of such comparison are explained later in this 
chapter. 

In selecting the discount rate to be used in determin
ing present value, USRA took into account the uncer
tainty inherent in the future cash flows to the estates 
projected in the master liquidation plan. Accordingly, 
it was determined that the appropriate discount rate 
should be 15 percent after tax for land and 12 percent 
after tax for all other assets. 

The results of the net liquidation valuation process 
are as follows. The projected net liquidation value as 
of January 1, 1976 of all assets being transferred to 
ConRail is $422 million .. This value is distributed 
among the seven primary debtors and the 15 secondary 
debtors as shown in Table 1. 

Nonbankrupts and Other Special Valuation Issues 

The seven primary railroads in reorganization do not 
own in fee all the rail lines over which they operate. Sub
stantial portions of their rail lines are the so-called 
"leased lines," operated under leases from separate lessor 
corporations. Other lines, owned by subsidiary corpora
tions, are operated by a primary bankrupt carrier as an 
integral part of its system. In addition, many of the 
estates' rail services are provided through operating or 
trackage rights agreements with other entities. Finally, 
there are several separately owned and operated termi
nal companies and a few separately owned and operated 
railroads which perform functions essential to the sys
tem operations of the railroads in reorganization. 

In order for ConRail and the solvents to maintain the 
integrity of the operating system they are acquiring it is 
necessary to include assets from nonbankrupt corpora
tions in the new system. Congress was aware of this 
problem and expressly provided in section 206 ( c) of the 
Act for the transfer of rail properties "owned, leased or 
otherwise controlled" by a railroad in reorganization ,as 
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TABLE !.-Valuation of prop,ertiies to lie trOJnsferreiL 

Primary debtors: 
Penn Central Transpor-

ConRail net 
present 
value 

Northeast 
Corridor 

net present 
value 

Olferlng 
prices for 

other 
projects 

Total 

tation Co.•.------------ $365,932,000 $86,178,000 $19,082,998 $471,192,998 
Erle Lackawanna Rail-

WaY-----·-----··------- 18, 692, 000 
Reading Co______________ 11,610,000 

Lehigh Valley Railroad.. 14, 297, 000 
Central Railroad Co. of 

New Jersey _________ -- -- 10, 307, 000 
Ann Arbor Railroad______ 480,000 
Lehigh & Hudson River 

Railway________________ 1, 137, 000 

0 36, 395, 547 55, 087, 547 
0 23, 073, 863 34, 683, 863 
0 0 14, 297, 000 

0 0 10,307,000 
0 149, 104 629, 104 

0 0 l, 137, 000 

Total.. .. _____________ 422, 455, 000 86, 178, 000 78, 701, 512 587, 334, 512 

Secondary debtors: 
Beech Creek Railroad ... 
Cleveland & Pittsburgh 

Railroad ______________ ._ 
CCC & St. Louis Rail-

way ____ ----------------
Connecting Railway _____ _ 
Delaware Railroad ...... . 
Erie & Pittsburgh Rail-

road __________________ __ 

Mlchlgan Central Rail-
road .... __ -- -- ---- -- -- --

Northern Central.. ______ _ 
PhlladelpWa, Baltimore 

& Washington Railroad. 
PWladepWa & Trenton 

Railroad _____ .. -- . _. - . - . 
Pittsburgh, Fort Wayne 

& Chicago Railroad •.• 
Pittsburgh, Youngstown 

& Ashtabula Railway._ 
Union Railroad Co. of 

Baltimore 1 ____________ _ 

United New Jersey Rail
road & Canal Co.------

Penndel Co ______________ _ 

429, 782 

7,829,446 

18, 156, 800 
5, 796, 590 

0 

222,998 

15, 682, 513 
3,370, 141 

31,883, 253 

530, 721 

18,085,585 

1,680,368 

402, 185 

11, 272,449 
810,559 

0 

0 

0 
3, 781, 059 

0 

0 

0 
114, 123 

7,310, 959 

6, 749, 945 

0 

0 

(-206,057) 

5, 498,310 
0 

0 

18,407 

2, 968,311 
919,451 

2,540,000 

40,639 

2,278,265 
0 

3,064,377 

0 

0 

7,205 

0 

0 
2, 220, 915 

429, 782 

7,847,853 

21, 125, lll 
10, 497, 100 
2,540,000 

263,637 

17, 960, 778 
3,484, 264 

42,258, 589 

7, 280,666 

18, 085, 585 

1,687,573 

196, 128 

16, 770, 759 
3,031,474 

Total... ______________ $116, 153, 390 $23, 248, 339 $14, 057, 570 $153, 459, 299 

1 Includes values attributable to the secondary debtors of the Penn Central. See 
the secondary debtor tables to determine the extent of their Individual contributions 
to Con Rail and the Northeast Corridor. 

2 It should not be assumed that the Union Railroad Co. of Baltimore will receive 
no consideration for Northeast Corridor properties if these properties are conveyed 
to Amtrak. At that time the contribution of each railroad to the value of the corri
dor will be taken into account, and a distribution of consideration will be made after 
concluding contribution studies such as those described on page 19 infra. 

well as such properties of a railroad "leased, operated or 
controlled" by a railroad in reorganization; these defini
tions include properties which may be owned by non
bankrupt corporations.5 

Fifteen of the Penn Central's leased lines are them
selves undergoing reorganization pursuant to Section 77. 
These lines, known as secondary debtors, all have been 
determined in proceedings under section 207 (b) to be 
fully subject to the processes of the Act in the same man
ner as are the primary debtors. The remaining entities, 
although leased, operated or otherwise controlled by 

• Congress exercised its power to reach assets of nanbankrupt com
panies with some precision. In section 102(10) it further qualified the 
"owned, leased or otherwise controlled" standard with a proviso which 
excluded non-wholly owned Class I railroads. 
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one or more of the bankrupts, are not now parties to 
bankruptcy proceedings. 

The mandatory transfer of assets from nonbankrupt 
corporations raises a question as to whether such trans
fers are based on an exercise of Congress' power of emi
nent domain rather than its powers to regulate com
merce and enact bankruptcy laws. If viewed as an exer
cise of the eminent domain power, theories of valuation 
other than the theories of net liquidation and earnings 
value would be argued to apply to the valuation of assets 
transferred from nonbankrupt corporations. While the 
form of the consideration which must be paid for the 
transferred assets is not necessarily limited to cash in an 
eminent domain context, there would also be an argu
ment that if the payment is made in securities, such se
curities must have a market value at time of transfer 
equivalent to the value of the assets. 

There are two answers to these arguments. First, even 
if the transfers of properties from non-bankrupt affili
ates are governed by eminent domain principles, the re
sulting valuation of their properties would be essen
tially the same as it would be for the properties of sec
ondary debtors. The leased lines and railroad subsid
iaries from which assets are to be transferred are 
wedded economically to the operations of the railroads 
in reorganization. The nonbankrupt leased lines are 
essentially corporate fictions. The entirety of their prop
erties have been leased to one of the bankrupt estates, 
generally for terms amounting to perpetuity. The now 
bankrupt lessee has assumed complete responsibility 
for the lessor's rail operations. In effect, the lessor line 
was withdrawn from the railroad business and exists 
as an entity only to distribute rental payments by the 
lessee to its various creditors and investors. Its economic 
values are linked to those of its lessee. 

Historically, the long term lease served as a substitute 
for railroad mergers and consolidations. While the prac
tical operating results of the latter are achieved, various 
problems such as the need for shareholder approval a.re 
bypassed. The rental payments called for under these 
lease agreements today are unrelated to the economic 
values inherent in the lease arrangement. Leased lines 
which would show deficit operations on any reasonable 
revenue/expense study cannot be valued in terms of out
dated lease agreements which are irrelevant to the cur
rent realities of railroad economics. 

It is the purpose of the Act to create a viable rail 
system in the Northeast and Midwest sectors of the 
United States. H that purpose is to be achieved, the 
system cannot be required to bear artificially imposed 
costs having no relation to a.ctual economic contribu
tions. By providing for the rail properties of profitable 
leased lines to be consolidated into the new regional rail 
system, the Act has formalized the consolidation which 
has previously existed in fact. It has thereby provided a 
means for rationalizing rail operations, simplifying 
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capital structure and allowing accurate assessment of the 
profitability of individual lines. 

The other corporations owning lines of railroads, like 
the leased lines, also are operated as integral parts of 
the railroad systems in the Region. The separately op
erated rail companies in most instances have been able 
to avoid bankruptcy only because of the benefits they 
receive from the continued rail operations of the bank
rupts. In circumstances where both bankrupt and non
bankrupt transferring corporations constitute a fully 
integrated economic entity, it would be unfair and in
equitable to discriminate on the basis of noneconomic 
distinctions. To do so would fail to recognize real eco
nomic values as the touchstone of legal valuations. 

Nor is there any basis for such discrimination in 
terms of legal theory. The ultimate resolution by the 
courts as to which of its powers Congress was employ
ing in the Act may not have any significant practical 
effect in the context of the Final System Plan. Even if 
eminent domain concepts were finally determined to 
provide the appropriate theory of valuation, USRA 
still would maintain that actual earnings value or, in its 
absence, net liquidation value are the appropriate stand
ards to apply to the specific assets of the nonbankrupts 
proposed for transfer. For these reasons, USRA has 
valued all rail properties to be transferred, including 
those of the nonbankrupt entities, at their net liquida
tion or actual earnings value. USRA has provided as 
consideration for such transfers ConRail securities, Cer
tificates of Value and other benefits allocated in the same 
manner for assets transferred from nonbankrupts as 
for assets transferred from bankrupt entities. 

Second, the question whether such transfers are to be 
judged by eminent domain principles or reorganization
like principles has not been finally resolved. 

In the notice of a.ppeal to the Special Court from the 
"180 Day" determinations, the Government parties, in
cluding USRA, stated, in the context of that litigation, 
that no contention was being made that the acquisition 
of rail properties from nonbankrupts would be on any
thing other than an eminent domain basis. 6 That state
ment possibly could have been interpreted as an absolute 
and final concession that eminent domain concepts pro
vided the appropriate theory for valuing assets trans
ferred from nonbankrupt entities subject to the Act. 
Judge McGowan's opinion refers to this statement in 
the notice of appeal in setting forth the pending issues. 
In addition, oral statements in open court by counsel for 
the United States would seem to reinforce that view. 
Moreover, the differing statements of the "fair and 
equitable" standard under section 303 ( c) (1) (A) dem
onstrate that Congress was aware that the technical 
distinction in the status of the bankrupt and nonbank
rupt entities might be legally significant under the Act. 

• There was a comment In a paragraph of Judge Fullam's opinion 
in the secondary debtors ·180 day proceeding that explicitly acknowledged 
that the Issue was not "technically ... directly before this Court ... " 



There is also legislative history which suggests that 
Congress understood a different standard of valua.tion 
might be required for assets transferred from nonbank
rupt entities. 

Notwithstanding, the issue has not been decisively 
resolved. In Judge Friendly's Special Court opinion 
there is a discussion with respect to the compulsory 
unification of bankrupt entities under the commerce 
power which well may have relevance to assets trans
ferred from nonbankrupt entities. Citing precedents 
under the Public Utility Holding Company Act, the 
Interstate Commerce Act and the Bankruptcy Act, 
Judge Friendly noted that Congress could mandate a 
reorganization under the commerce power pursuant to 
which investors in one entity could be required to ex
change their interests for positions in a wholly different 
entity. Given the overriding purpose of the Act to effect 
a total restructuring of rail service in the Region, it is 
entirely reasonable to presume that Congress intended 
to effect through the Act a reorganization under the 
commerce power which, to the fullest extent permissible 
under the commerce power, would treat similarly all 
assets subject to transfer, regardless of the bankrupt or 
nonbankrupt status of the corporate owner. 

There were some other instances where the nature of 
the rail property transferred required separate consid
eration of the appropriate valuation standard. The 
Final System Plan designates as rail properties to be 
transferred the stook interests of the bankrupts in vari
ous other entities. Most of the transfers involve stock 
interests in terminal or separately operated railroad 
companies. In those few instances where the company is 
profitable and the stock pays a dividend, the stock was 
valued in accordance with the dividend. Most of the 
companies involved, however, only break even or oper
ate at a loss. In these cases, stock was valued at its equity 
share in the net liquidation value of the underlying 
assets. In two other special instances, the stock interest 
held in Trailer Train Company and in Fruit Growers 
Express Company, the stock in effect is a membership 
in an operating pool and has no independent signifi
cance. Since the benefits and costs of belonging to the 
pool are reflected in ConRail's earnings no separate 
value was ascribed to the stock. 

There are several designations in the Final System 
Plan of operating agreements or other operating rights 
of the bankrupts in conjunction with nonaffiliated cor
porations. In liquidation such operating agreements or 
rights would be without value. The benefits and costs 
arising from the agreements are included in ConRail's 
projected earnings. Therefore, no separate value was 
attributed to the operating agreements. 

Finally, there are a few instances in which rail lines 
are transferred in fee to ConRail or to a profitable rail
road with a separate designation of trackage tights 
over the line to another acquiring entity. As to the 
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transferor, the line was valued as though it had been 
transferred exclusively to the entity acquiring the fee 
interest and the full consideration is to be paid by that 
entity. The entity acquiring the trackage rights interest 
will reimburse its share of the acquisition cost through 
the inclusion of such cost as a capital charge under a 
standard trackage right agreement. 

Valuation of "Other Benefits" 

The Rail Act explicitly requires that "other benefits" 
conferred upon the rail estates by the Act's provisions 
be taken into account in evaluating transfers of rail 
property to ConRail. First, section 206 ( f) requires that 
the Final System Plan designate the value of the "other 
benefits" to be received by the estates through operation 
of the Act; that designation is the task of this section 
of the Final System Plan. Later, section 209 ( c) ( 4) 
requires USRA to certify to the Special Court that the 
transfer of rail properties in exchange for ConRail se
curities and "other benefits" is fair and equitable and in 
the public interest. Still later, section 303(c) (1) (A) (i) 
requires the Special Court to take "other benefits" into 
account in determining whether fairness and equity 
have been achieved. 

Definition and Role of Other Benefits Under the Act 

The Act does not define "other benefits," although 
its legislative history contains suggestions to which 
USRA has paid close heed. 7 The general guideline 
USRA has followed is derived from the explicit pur
pose of the "other benefits" provisions-to determine 
whether transfers of property in exchange for ConRail 
securities are fair and equitable: an "other benefit" is 
any consequence of the Act, in addition to the provision 
of OonRail securities .arnd the Certificates of Value, that 
improves the financial condition of a rail estate as com
pared with its position in the absence of the Act. 

The simplest way to view "other benefits" of the Act 
is to strike a comparison by contrast-the situation pre
vailing if properties were transferred at their net liqui
dation values as described in the appendix. Some 
items-particularly the elimination of existing obliga-

1 The Senate Blll which preceded the Act, S. 2767, contained a provi
sion Identical In all material respects with Section 303(c) (1) (A) (i) of 
the Act as enacted. In discussing benefits the Senate Committee on 
Commerce Report, recommending enactment of the Senate Blll, gave ex
amples of the types of benefits embraced by this provision : 

"Subsection ( c) (1) requires the special court, In passing on the 
fairness and equity of conveyance by rallroads In reorganization to 
the Corporation, to consider not merely the value of the securities 
received by the railroads but also the other benefits accruing to It 
[sic] as a result of the exchange, especially those benefits accruing to 
a rallroad In reorganization by virtue of its reorganizing under the 
Bill. Such beneflt(s) would include, for example, the value of the 
right to discontinue rall service and abandon rail properties pursuant 
to section 304 or receive a reasonable rate of return on any rail prop
erties the continued operation [of] which ls maintained through a rail 
continuation eubsldy, the value of an expedited decision on the sale 
of rail properties to a profitable railroad operating In the Region, the 
value of obtaining freedom from current contractual liabilities, and 
the value of the estates of each railroad In reorganization of having 
government-financed employee protection and severance payments 
made (under Title VI of the Bill) to the employees of that rallroail 
who would otherwise have claims against It for such payments ... " 
S. Report No. 93-601 93d Cong., 1st sess. 34-35 (December 6, 1973). 
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tions by the operation of the Act-could have been 
netted out in describing net liquidation value rather 
than counted as "other benefits". What matters is that 
the same item not be counted twice. 

A more subtle point, but one of great importance to 
the proper use of "other benefits," is that their nature 
and amounts ultimately depend upon assumptions about 
the nature and priority of claims against a particular 
estate and the extent to which they would be paid in the 
absence of the Act. The Act's elimination of particular 
potential claims is a "benefit" only to estates whose as
sets are sufficient to satisfy claims of equal rank, and is 
no benefit at all if the eliminated claims would not have 
been reached in any event. 

Where possible, this plan designates the value of these 
benefits. ·where the analysis required to estimate the 
value has not been completed, that fact is reported. 
USRA is continuing to work on "other benefits" and 
may present additional findings while the Final System 
Plan is before Congress for approval. USRA recognizes 
the particular interest Congress may have in the value 
attributed to these benefits because the Act and the liti
gation upholding it make clear that value attributed to 
"other benefits" reduces the value that otherwise must 
be available in the form of ConRail securities. 

The Process of Identifying Benefits 

In determining whether various potential benefits of 
the Act are in fact benefits to the estate, USRA has had 
to determine whether the financial position of the estate 
is improved by implementation of the Act, as compared 
with its position if the Act had not been passed. The 
alternative available to the estates of the railroads in re
organization in the absence of the Act would have been to 
sell their essential rail assets to others for rail use, but at 
prices based on net liquidation values, and to liquidate 
the remaining rail assets. Consequently, the identifica
tion, analysis, and quantification of the benefits of the 
Act proceeded on the assumption that the core of the 
existing system would have been sold to other entities 
th~t would assume the obligation to operate. The ana1y
sis of benefits did not attempt to quantify the total pos
sible liability that might be incurred if all rail opera
tions ceased. But the total adverse consequences to the 
estates could be drastic. 

"Other benefits" are provided to the estates by the Act 
either in the form of an increase in realizable values on 
retained assets or through the avoidance or elimination 
of obligations or liabilities associated with the assets 
conveyed. Accelerated abandonments are an example of 
enhanced values. Under the Act the estates are able to 
realize proceeds from the lines abandoned much sooner 
than would have been possible through the normal ICC 
regulatory process. An example of elimination of obliga
tions is the transfer of equipment obligations to Con-
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Rail : where ConRail will assume the debt associated 
with the rolling stock it acquires, the estates will be 
relieved of a considerable financial burden. 

Elimination of an obligation is deemed a benefit only 
if it appears reasonable to assume that the obligation 
would have been satisfied completely or partially in a 
bankruptcy settlement. The potential for such satis
faction is dependent on the priority of specific obliga
tions as well as the total value of the estates' assets. The 
absolute priority rule requires the satisfaction of senior 
classes of claims before any portion of any junior class 
will be allowed to participate. The seniority of any par
ticular claim will depend both on its terms and the 
identity of the holder. As an example, a first mortgage 
on a leased line guaranteed by the lessee may be a very 
senior secured claim in the estate of the leased line, but a 
very junior unsecured claim in the estate of the lessee. 
Obligations entered into after bankruptcy generally 
rank substantially higher than similar obligations en
tered into prior to bankruptcy. Under these conditions 
the determination of the status of a particular benefit 
often has been difficult at best. 

The estates of railroads in reorganization are com
prised of rail assets which will be transferred to Con
Rail and nonrail property owned by estates which will 
be left behind, plus rail operating properties which will 
not be transferred under the Act and which may be 
developed or sold by the estate. Since the total value of 
the estate's assets has these several components, USRA's 
assumptions about the liquidation process for rail assets 
do not in themselves provide certainty regarding the 
coverage of claims against the estate. 

The timing of the flow of values from the nonrail 
properties is particularly important. Many more claims 
would be reached if all future values are considered 
than if those values were discounted to a present value. 
On the other hand, additional high priority claims could 
be incurred in the interim which would act to push 
already junior claims even lower. 

Another consideration in determining a potential 
benefit is the internal consistency between the method 
used to compute those benefits and the methods used to 
value the ConRail securities and the estates' rail assets. 
It must be possible explicitly to account for any obliga
tion relieved or value of property enhanced in a manner 
compatible with the overall valuation process-without 
double counting. To achieve this, benefits have been 
measured in the context of the master liquidation plan 
described in the appendix. Timing, discount rates, com
modity valuations, and costs reflect identical assump
tions. Under this approach, the difference between the 
value derived in the master liquidation plan and those 
resulting from the implementation of the Act quantifies 
the benefits the estates will receive by reorganizing 
under the Act that would not have been realized through 
the normal course of liquidation. 



Benefits of the Act 

For analytical purposes it was useful to divide bene
fits into the two general categories of enhancements to 
retained assets and relief from obligations or liabilities 
by virtue of asset conveyances. Enhancements thus far 
considered include: 

• Accelerated abandonment 
• Federal financial assistance under sections 213 and 

215 of the Act 
• Sales to solvents at greater than net liquidation 

values 
• Rail service continuation subsidies (under Title IV 

of the Act) 
• Expedited sales to solvents. 

Obligations relieved thus far considered include: 

• Expenses of administration 
• Rolling stock obligations 
• Labor protection 
• Lehigh & Susquehanna lease 
• Executory agreements 
• Underfunded pension liability. 

Enhancements 

Accelerated Abandonment.-Section 304 of the Act 
permits an accelerated procedure by which the estates 
may discontinue service on and abandon rail properties 
which are not designated in the Final System Plan for 
transfer to ConRail or sale to profitable railroads or 
public purchasers. Accelerated procedures for discon
tinuances and abandonments following the date of 
transfer to ConRail are also established. The key provi
sion is section 304 ( c) which states in pertinent part: 

(c) LrMITATIONs-Rail service may be discon
tinued and rail properties may be abandoned under 
subsections (a) and (b) of this section notwithstand
ing any provision of the constitution or law of any 
State or the decision of any court or administrative 
agency of the United States or of any State. 

. Under section 304(a), a discontinuance notice may 
be sent 30 days after the effective date of the Final 
System Plan, and rail service described in the notice 
may be discontinued 60 days after the date such notice 
is received. Under section 304(b), rail properties may 
be abandoned 120 days after service is discontinued. 

Under section 304 ( c), the accelerated discontinuance 
and abandonment procedures of section 304 will be 
available for a period of 2 years from the effective date 
of the Final System Plan. Furthermore, section 304 
provides a mechanism under which a shipper, a state, 
the United States, a local or regional transportation 
authority or any res~onsible person may offer either to 
purchase or to subsidize service on a rail property over 
which the estate has given notice of intention to discon
tinue service under section 304 (a). If such a "rail 
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service continuation subsidy" is subsequently with
drawn, the 2-year effective period of applicability of 
the accelerated discontinuance and abandonment proce
dures of section 304 (a) and (b) runs from the date the 
last subsidy payment is made. 

Properties not designated for transfer or conveyance 
under the Act thus are eligible for immediate subsidy 
or abandonment, as compared with the more time
consuming processes which otherwise would apply. The 
benefits which the estates will receive under section 304 
are calculated as the difference between the present 
values of the properties abandoned under the provisions 
of section 304 and the net liquidation values of the same 
properties as determined under the master liquidation 
plan. In order to maintain consistency with the assump
tions used in developing the proformas we have assumed 
that all property available for subsidies would receive 
such subsidies for a period of 2 years. Thus the benefit 
is essentially limited to being able to dispose of the 
property 1 year earlier than hypothesized in the master 
liquidation plan. 

Sections 213 and 215.-Sections 213 and 215 of the 
Act cover, respectively, Department of Transportation 
preconveyance emergency assistance to the estates and 
agreements to acquire, maintain or improve rail prop
erties. Both sections provide that: 

. . . ( 1) to the extent that physical condition is used 
as a basis for determining, under Section 206 ( f) or 
303 ( c) . . ., the value of properties . . ., the physical 
condition ... on the effective date of the agreement 
shall be used ; and 
(2) in the event property subject to the agreement is 
sold . . . the trustees . . . shall pay to the Secretary 
that portion of the proceeds of such sale . . . which 
reflects value attributable to the maintenance and im
provement provided pursuant to the agreement. 

The funds provided under section 213 and section 215 
qualify as potential enhancements. Net liquidation 
values were derived by valuing the properties based on 
their condition early in 1974. Since this baseline pre
ceded any improvements which subsequently may have 
been made with 213 or 215 funds, no specific quantifica
tion is required to reflect enhancements in physical 
condition.8 

Sales To Solvents At Greater Than Net Liquidation 
Values.-In designing the master liquidation plan, 
USRA assumed that the core system it has designed 
would be determined to be required to meet the service 
needs of the Region even in the absence of the Act. The 
assumption is that a disposition process would take 
place in which solvent railroads would be induced by 
the estates and regulatory commissions to acquire and 
operate these essential rail properties. These acquisi-

• USRA has not yet quantified any benefits produced by Sections 
213 and 215 assistance In reducing the burden of deficit rail operations 
on the estates or flowing from the operational economies permitted by 
the Improvement. This analysis will continue. 
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tions, however, in turn would be made at prices based 
on net liquidation values. These prices would be more 
than the economic worth to transferees of some prop
erty segments and less than the economic worth of other 
segments. It has been assumed, however, that the trans
ferees would be required to accept overall packages for 
which they would pay liquidation values. 

To the extent that transfers made under provisions of 
the Act result in payments by solvent carriers in excess 
of liquidation values, such prices are a result of the 
Act's processes and ConRail's operation of substantial 
rail service in the Region. Without the existence of 
ConRail, the solvent railroads would be urged to 
acquire substantially larger portions of the system, in
cluding lines with extensive passenger operations. It is 
reasonable to expect that prices paid under those condi
tions would approximate alternative net liquidation 
values. The resulting benefit to the estates from the 
existence of ConRail, therefore, has been measured as 
the difference between the value offered for rail prop
erties by the solvent railroads and the net liquidation 
value for those same properties. 

Rail Se'l'Vioe Continuation Subsidies and Ewpedited 
Siles to Solvents.-The categories of rail service con
tinuation subsidies and expedited sales to solvents have 
been treated as one category, because the basis for valu
ing both is the net liquidation value of the property as 
determined under the master liquidation plan. 

Section 402 of the Act authorizes rail service continu
ation subsidies under which the bankrupt estates are 
entitled to "a reasonable return on the value" of the 
properties operated under subsidy. The Rail Services 
Planning Office of the ICC, pursuant to its obligation 
under the Act to determine and publish standards for 
determining the meaning of "a reasonable return on 
value," has found that net liquidation is the proper 
standard. 

Similarly, some properties have been offered for sale 
to solvent railroads at the net liquidation values deter
mined by USRA. 

The use of net liquidation values in :fulfilling both of 
the aforementioned requirements of the Aot leaves the 
estates in no better position than would have existed 
had they been allowed to dispose of their properties as 
otherwise postulated in the master liquidation plan. 

Obligat'ions 

Obligations derive from contractual agreements, 
regulatory requirements or expenses related to the op
eration of a railroad. In each instance ConRail's as
sumption of an estate's obligations creates a benefit to 
the extent that it eliminates a financial obligaton which 
the estate would have to have discharged in the normal 
course of liquidation. Thus, any financial obligations 

' assumed by ConRail or otherwise eliminated by the Act 
. is a benefit of the Act. 
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Ewpenses of Administration.-Administrative claims 
would have been incurred, absent the Act, between 1976 
and the commencement of liquidwtion under the master 
liquidation plan on January 1, 1979. Such costs would 
resul1t from the requirement of an orderly liquidation 
in the best interest of the public and of the estates. Ex
amples of such claims include stwte and local property 
taxes and casualty and insurance reserves. Since ex
penses of administration are priority claims against the 
estates, they would have to be discharged as part of a 
bankruptcy settlement out of liquidation proceeds. 

Transfer to ConRail in 1976 relieves the estates of the 
further accrual of administrative claims related to the 
assets conveyed. As such, the creation of ConRail con
fers a benefit on the estates equivalent to the present 
value of the administrative claims which otherwise 
would have been incurred. 

Rolling Stock Obligations.-.Section 303(b) (3) of the 
Aot provides : 

[I]f railroad stock is included in the rail properties 
to be conveyed, such conveyance may only be effected 
if * * * [ConRail] * * * assumes all of the ob
ligations under any conditional sale agreement, 
equipment trust agreement, or lease in respect to such 
rolling stock and such conveyance is made subject 
thereto; and the provisions of this Act shall not af
fect the title and interests of any lessor, equipment 
trust trustee, or conditional sale vendee or assignee 
under such conditional sale agreement, equipment 
trust agreement or lease under Section 77 ( j) of the 
Bankruptcy Act (11U.S.C.205(j) ). 

Since the Final System Plan recommends that most 
railroad rolling stock be included in the rail properties 
transferred to ConRail, each estate will receive a benefit 
from ConRail's assuming that estate's liabilities under 
the applicable conditional sale agreements, equipment 
trust certificates and leases. To the extent that these ob
ligations were first entered into by the trustees after 
Section 77 proceedings commenced, they constitute ad
ministrative claims against the estates. To the extent 
that these obligations were entered into by the railroads 
prior to the commencement of Section 77 proceedings, 
they represent an unsecured claim (to the extent not 
satisfied by the net proceeds realized in sale of the 
equipment) against the estates. Accordingly, any pay
ments remaining a:fter January 1, 1979 would have to 
'be discharged out of the equipment proceeds with the 
shortfall being an unsecured claim against the proceeds 
of liquidation-to the extent there were sufficient pro
ceeds left after all administrative and other higher pri
ority claims had been paid. 

In liquidation the rolling stock would be sold. In order 
to quantify the benefits accruing from the assumption of 
both the pre- and the post-bankruptcy obligations the 
discounted present value of the proceeds was subtracted 
from the discounted present value of the obligations re
maining after January 1, 1979. 



Labor Protection Costs.-Under the assumptions o:f 
the master liquidation plan, segments o:f many rail prop
erties would be sold to other railroads while others 
would be abandoned. With respect to those which would 
be abandoned, it is reasonable to anticipate that the 
railway labor organizations would vigorously press the 
ICC and the reorganization courts for specific perform
ance of all the labor protection provisions in those con
tracts with the bankrupts covering all those employees 
who would be discharged as a result of such abandon
ments.9 The unions would seek to have all such pay
ments assessed against the bankrupt estates on a priority 
tJqual to that accorded expenses o:f administration. It also 
is reasonable to anticipate that the trustees and creditors 
would vigorously resist such efforts, contending that all 
such claims should be treated as general unsecured obli
gations o:f the estates. Whether and to whatever extent 
the executory agreements were deemed enforceable in a 
liquidation, they presumably would constitute a sig
nificant equitable claim on the estates' assets which 
would influence the character o:f protective benefits ulti
mately provided. 

Although abandonments on the sea.le hypothesized 
under the master liquidation plan are unprecedented, 
it is reasonable to conclude that the ICC and the 
reorganization courts would be compelled by public 
interest considerations to reject the contentions o:f the 
trustees and creditors that labor protection amounts to 
nothing more than an unsecured general claim. Presum
ably, however, the ICC and the courts would find it 
inequitable specifically to enforce all of the provisions 
of existing contracts as to the employees affected. 

It is settled that the ICC has power to impose labor 
protection provisions as a condition of line abandon
ments. In JOO v. Railway Labor Exeoutives Ass'n., 315 
U.S. 373 (1942), the Supreme Court held: 

[I] f national interests a.re to be considered in 
connection with an abandonment, there is nothing 
in the [Transportation Act o:f 1920] to indicate 
that the national interest in purely financial sta
bility is to be determinative while the national inter
est in the stability of the labor supply available to 
the railroads is to be disregarded. On the contrary, 
[United States v. Lowden, 308 U.S. 225] recognizes 
that the unstabilizing effects o:f displacing labor 
without protection might be prejudicial to the or
derly and efficient operation of t:rn national railroad 
system. Such possible unstabilizing effects on the 
national railroad system are no smaller in the case 
of an abandonment like the one before us than in 
a consolidation like that involved in the Lowden 
case. [315 U.S. at 377.] 

In accordance with its power to attach labor protection 
conditions as a condition of line abandonments, the 

9 It ls also reasonable to assume that the ICC would condition 
transfers of system segments to solvent carriers upon agreements by the 
solvents to assume the labor protection costs applicable to such em
ployees. See Railway Labor Executives Association v. United States, 
339 U.S. 142 (1950). 
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ICC has frequently done so. E.g., Missouri-K(Jffl,8as
Texas R. Co. Abandonment, Okla., 338 I.C.C. 728, 752-
753 (1971) (imposing the "Burlington conditions" dis
cussed infra); East Carolina Ry. Abandonment, 324 
I.C.C. 506, 520-522 (1964) (imposing the "Burlington 
conditions") ; Seaboard Air Line R. Co. TrMkage 
Rights, 312 I.C.C. 797, 801-802 (1962) (imposing the 
"New Orleans conditions" discussed infra). 

The "Burlington conditions" imposed in two of the 
cases cited above spring from the ICC's decision in 
Chicago, B.&Q. R. Co. Abandonment, 257 I.C.C. 700 
(1944) and are set forth in detail in that case. See 257 
I.C.C. at 704-707. In summary, they provide for a maxi
mum of up to 12 months' severance pay at 100 percent 
of salary immediately prior to dismissal for a protective 
period of up to 4 years for employees who are displaced 
and remain unemployed for a 12-month period. The 
"New Orleans conditions" imposed in the other case 
cited above spring from the ICC's decision in the New 
Orleans Union Passenger Terminal Case, 282 I.C.C. 
271 (1952). In the New Orleans case which involved 
merger, consolidation and abandonment issues, the ICC 
approved labor protective conditions which in effect 
would guarantee a displaced employee 4 years' sever
ance pay at his salary level prior to termination, if he 
remained unemployed for that entire period. 

In cases of the complete abandonment of lines by 
railroads in economic distress the ICC on occasion has 
found it not just and reasonable to impose conditions. 
(See discussion: Bush Terminal R.R.-Entire Line 
Abandonment, 342 I.C.C. 34(1971); 347 I.C.C. 278 
(1972). But in another recent proceeding involving a 
major abandonment by a railroad in reorganization, the 
ICC imposed 3-month severance pay protection for dis
placed employees. CNJ-Abandonment, 342 I.C.C. 227 
(1972). 

In light of the foregoing ICC precedents and the 
equitable considerations arising from existing labor 
protection agreements, USRA believes it is reasonable 
to assume that if the processes of the master liquidation 
plan were carried out, the ICC and the courts would 
require severance payments to the estates' affected em
ployees in an amount approximating 6 months' sever
ance pay at 100 percent of salary for a protective period 
of 4 years. Payments made pursuant to such conditions 
would be assessed against the estates on a priority equiv
alent to an administrative claim on the net proceeds 
from the liquidation. The 6 months' severance pay
ments hypothesis yields a conservative estimate of the 
liability from which the estates are relieved.10 Under 
the rationale of the foregoing analysis, the benefit to be 

10 By contrast, in the House Hearings on the Act, the trustees of 
the Penn Central testified that as to their railroad alone, their "best 
estimate of the amount of labor protection costs involved if the Penn 
Central were permitted to move immediately to an 11,000-mlle sys
tem • • • is $600 million" Hearings on H.R. 6591, Etc. Before the 
Subcommitte on Transportation And Aeronautics, 93d Cong., 1st sess., 
part 1, p. 292 (1973). 
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claimed is not measured directly by any appropriations 
under section 509 of the Act. 11 

Lehigh and Susquehanna Lease.-Section 303(b) (4) 
of the Act provides in pertinent part: 

"[I] f a railroad in reorganization has leased rail 
properties from a lessor that is neither a railroad nor 
controlled by or affiliated with a railroad, and such 
lease has been approved by the lessee railroad's reor
ganization court prior to the date of enactment of 
this Act, conveyance of such lease may only be ef
fected if [ ConRail] * * * assumes all of the terms 
and conditions specified in the lease, including * * * 
rent to the non-railroad lessor." 

To qualify for consideration under this section, a lease 
of rail properties from a non-railroad not controlled 
by or affiliated with a railroad must meet all of the 
following three tests: ( i) the lease must have been 
entered into prior to January 2, 197 4, (ii) the lease 
must have been approved by the lessee railroad's re
organization court, and (iii) USRA designates the lease 
for assumption in the Final System Plan. 

There is only one lease of rail lines that meets all 
three tests. That is a 1972 lease by the Lehigh Valley, 
approved by its reorganization court, of certain rail 
properties from the Lehigh & Susquehanna Railroad
a railroad controlled by the Lehigh Coal & Navigation 
Co. (a non -railroad) . 

This postbankruptcy lease constitutes an admin
istrative claim against the estate of the Lehigh Valley, 
and inclusion of the Lehigh & Susquehanna properties 
presently subject to this lease as part of the ConRail 
System results in a benefit to the Lehigh Valley meas
ured by the discounted present value of the payments 
remaining under the lease after January 1, 1979. 

Other Emeoutory Agreements.-There are over 200,-
000 other executory agreements presently binding the 
estates. ConRail's assumption of any of them might 
represent additional benefits to the estates. The over
whelming task of examining each one remains. Thus, 
the issue of benefits attributable to these is still open, 
and will probably remainn so until sometim~ after the 
date of conveyance of the bankrupt properties to 
ConRail. 

Underfwnded Pension Liabilities.-ConRail may 
assume certain of the pension liabilities of the railroads 
in reorganization, some of which are unfunded or 
underfunded. At this time USRA does not have 
adequate data with respect to either the extent of the 
underfunding, the amount which will become the re
sponsibility of ConRail, or the precise nature of the 
claim relieved. The numbers shown are subject to final 
decisions as to the assumption of liabilities. 

u Section 509 authorizes up to $250 million In federal monies to 
reimburse ConRail, or acquiring solvent railroads, for benefit payments 
to protected employees. This amount of government-provided funds is 
of no particular use in measuring labor protection costs accruing to 
the estates themselves In an orderly liquidation outside the Act. 

Gonclusion.-Tables 2 and 3 summarize the benefits 
by estates. The actual obligations relieved will be a func
tion of, among other variables, the level of priority of 
the claim. Consequently, the numbers shown could be 
reduced to reflect the probability that general unsecured 
claims will never be reached. If this were done through 
application of an additional discount factor for the 
lower-priority claims, those claims would be reduced by 
approximately $150 million. 

It has been impossible within the statutory deadlines 
to arrive at any final quantification as to all categories 
of "other benefits." In order to advise Congress as fully 
as possible of the potential amounts of legally cogniz-

TABLE 2.-Benejits by estates 

PCTC EL RDG CNJ LV AA LHR Total 

Enhancements: 
Accelerated aban-

donment ... _ __ __ _ $6. 8 $1. 3 $0. 7 $0. 4 $0. 7 $0. 4 $0 $10. 3 

213 and 215 
programs_________ o o 

Sales to solvents at 
greater than net 
liquidation value. 7. 5 O 

Rail service con-
tinuation 
subsidies ... ______ O 

Expedited sales to 
solvents.--------- 0 

TotaL--------- $14. 3 

Obligations: 
Rolling stock 

obligations ________ $203. 2 

Lehigh and Susque-
hanna lease___ _ __ _ 0 

Labor protection. _ _ (1) 

Expenses of 
administration. _ _ 285. 7 

Underfunded 
pension 
liabilities .. _______ 23. 8 

Executory agree-
ments. _ -______ --- 0 

0 

0 

$1.3 

$19.1 

0 
(I) 

3.2 

8. 2 

0 

0 0 

9.0 0 

0 0 

0 0 

$9. 7 $.4 

$21.0 $1.3 

0 0 
(1) (I) 

20.2 0 

3.1 6. 2 

0 0 

0 0 0 0 

0 0 0 16. 5 

0 0 0 0 

0 0 0 0 

$. 7 $.4 $0 $26.8 

$6. 8 $.2 $0 $251. 6 

2. 8 0 0 2.8 
(I) (1) (1) 20.2 

8. 8 0 0 317. 9 

1.0 . 5 . 5 43.3 

0 0 0 0 

TotaL ________ 1$512.7 1$30.5 1$44.3 1$7.5 1$19.4 1 $.7 1$.5 1$635.8 

1 Cannot be allocated by estate. 

TABLE 3.-Total benefits by estate 

Penn Central_ ___________ _ 
Erie Lackawanna ________ -
Reading ________________ _ 
Central of New Jersey ____ _ 
Lehigh Valley ______ - - - - - -
Ann Arbor_~------------
Lehigh & Hud3on River_ __ 
Labor protection (unallo-

cated) ________________ _ 

Enhance- Obliga-
ments tlons 

$14. 3 $512. 7 
1. 3 30. 5 
9. 7 44. 3 
.4 7.5 
.7 19.4 
.4 .7 

0 .5 

0 20. 2 

Net 
liquidation 

Total value 

$527.0 $494.9 
31. 8 60. 3 
54.0 32. 1 
7.9 11. 9 

20. 1 19. 4 
1. 1 1. 7 
.5 1. 1 

20. 2 NA 

Total _____________ $26. 8 $635.8 $662.6 $621. 4 



able other benefits, USRA has included estimates and 
approximations in the Final System Plan. The Associa
tion's analysis will continue as regards both the quanti
fication of established categories and the possible identi
fication and quantification of additional categories. 

The final results of this process will be incorporated 
in the certifications to the Special Court under section 
209 ( c). At that time, or as soon as possible in advance of 
the actual certifications, USRA will advise the Congress 
of those results. 

Valuation of Securities 

Four classes of debt and equity securities constitute 
the initial capital structure of ConRail. Its relative sim
plicity is a marked departure from prior railroad 
financings and from prior railroad reorganizations. 
In the past the complexity of railroad capital struc
tures, even those emerging from reorganization, has 
itself been a factor in many recurring bankruptcies. 
An examination of the capital structures of the roads 
which will participate in ConRail indicates that most 
of the railroads were burdened excessively by fixed 
charges. The complexity of their capital structures, 
however, tended to make it difficult to calculate this bur
den or to evaluate the outstanding securities. Public 
evaluation of ConRail securities will be benefited by the 
simplicity of its capital structure. Projected earnings 
made possible by the recommended funding are the pri
mary support for the values which will inhere in Con
Rail's securities. 

In the words of Justice Holmes, "Income producing 
property is worth what it can earn." It follows from 
that statement that the total securities issued by any in
come-generating entity will be worth in the aggregate 
the capitalized value of the earnings generated by the 
entity. This is not to say that the securities thus issued 
will be sold in the market at a. price exactly equal, or 
even closely approximating the intrinsic value of the 
securities. Congress recognized this fact in passing the 
Rail Act. The legislative history of the Act contains the 
following pertinent and accurate assessment of the secu
rities valuation process: 

The procedures of Section 303 incorporate a well 
established body of law under Section 77 which, in 
judging the fairness and equity of a plan of reor
ganization, have required creditors of an insolvent 
railroad to have their claims against it resolved in 
a way which, insofar as possible, is consistent with 
the public interest in the preservation of rail trans
portation. Thus, under Section 77, debt structures 
which would put so great a burden on the reorganized 
railroad as to endanger its viability have not been 
required. Also, secured creditors have not been en
titled to receive securities with a present market value 
equal to the dollar amount of their claims. Rather, 
secured creditors have been treated as long-term in
vestors in railroad property who are only entitled to 
have the securities they receive valued according to the 
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projected value of the reorganized railroad over a 
reasonable period of time. Under this Bill, the Special 
Court could, therefore, be mindful of the effect of its 
decision on the prospects for viability of the corpora
tion and would value the common stock of the corpora
tion on the basis of its projected value over a 
reasonable time rather than its immediate value." 12 

For purposes of both valuation and capitalization, 
the courts and the ICC in applying Section 77 have gen
erally focused on the anticipated further earning power 
of the reorganized railroad. In estimating future earn
ings, consideration has been given to the railroad's his
tory of earnings and any circumstances which might 
influence earnings in the future. The attitudes of the 
courts and ICC towards prospective earning power 
have been influenced if it is apparent that abandonment 
of properties, industrial growth, rate increases, or 
similar events will probably result in increased earnings. 
If increased earnings are forecast, then such higher 
earnings figures will serve as the base for establishing 
valuation and capitalization. 

It has been a traditionally accepted principle of rail
road reorganization law that the new capital structure 
created in a reorganization must be a product of the esti
mated capitalized value of the reorganized entity. This 
capitalized value is determined by estimating the earn
ings which will be available for debt service and 
dividends in a future normal year, and then capitalizing 
that earnings figure using a rate of capitalization which 
fairly reflects the anticipated financial success of the 
reorganized railroad and the economic state of the rail 
industry generally. 

The need for a capital structure based on capitalized 
earnings value was extensively discussed by the Supreme 
Court in Group of Institutional Investors v. Ohioago, 
M. St. P. & Pete. R.R. Oo., 318 U.S. 523, 540-541 (1943) : 

The basic question in a valuation for reorganization 
purposes is how much the enterprise in all probability 
can earn ... The reasons why [earning power] is 
the appropriate test are apparent. A basic require
ment of any reorganization is the determination of a 
capitalization which makes it possible not only to 
respect the priorities of the various classes of claim
ants but also to give the company a reasonable pros
pect for survival. Only "meticulous regard for earn
ing capacity can afford the old security holders 
protection against a dilution of their priorities and 
can give the new company some safeguards against 
the scourge of overcapitalization." (Citation 
omitted.) 

Because a reorganized railroad is assigned a capital 
structure based on the road's projected capitalized earn
ing value, securities making up the road's capital struc
ture do not have a market value at the time of distribu
tion equal to the value assigned them for capitalization 
and allocation purposes. The market would, of course, 

12 S. Rep. No. 93-601, 93d Cong., 1st Sess. 34-35 (1973). 
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penalize the reorganized railroad because of the fact it 
is emerging from bankruptcy, and its chances of suc
cess are as yet unproven. 

In a Section 77 reorganization, creditors, based on 
their relative seniority, are allocated securities having 
an assigned value that substantially exceeds their pres
ent market value. It is general reorganization principle 
that creditors do not have a right to the market equiv
alent of the securities they surrender in the reorganiza
tion process, but instead, they are entitled to securities 
which have a reasonable prospect of reaching that mar-

. ket equivalent sometime in the future.13 

Accordingly, as a basic rule, only the most senior 
securities issued in a reorganization possess a market 
value equivalent to their assigned value and only the 
most senior creditors qualify for receipt of these secu
rities. The large majority of creditors are allocated 
securities having a present market value well below their 
assigned value. Yet the fact that assigned value is a 
function of the capitalized earnings value of the reor
ganized railroads serves as an indication that all secu
rities will at some point in time achieve their assigned 
value assuming earnings projections are met. 

The first task confronting USRA was to estimate 
the future earnings of ConRail. The projections result
ing from this analysis are outlined in depth in Chapter 
3 of this Final System Plan. In selecting the point 
at which the earnings of ConRail can be normalized, 
the Association had to recognize the fact that the par
ticipating railroads are all part of a bankrupt rail 
system. The bankruptcies of the 1970's were preceded 
by a decade during which dividends were ·paid on many 
of the securities of the participating roads. This fact, 
rather than giving encouragement, forces one to won
der whether such dividends ever should have been paid. 
Certainly management in declaring such dividends did 
not provide adequate reserves for the events which 
precipitated bankruptcies. The earnings projections for 
ConRail, therefore, take into account the fact that there 
will be a period during which the system must be 
rehabilitated, and large infusions of capital must be 
devoted to the improvement of the transportation plant. 
It would be irresponsible to devote a significant portion 
of earnings during this rehabilitation period solely to 
fixed charges and dividends on stock when the funds 
were needed for capital improvement purposes. In addi
tion to reinvesting all internally generated funds, Con
Rail will require a government investment of $1 85 
billion. That investment will be made .in increments 
between the period 1976 and 1981. Beginning in 1982 

,. One court explained : 

The rule Is that In tho order of their priority the security holders 
receive the "equitable equivalent" of the rights surrendered ( cita
tions omitted). "Equitable equivalent" does not mean "cash equiva
lent" as the argument of the [opponents to the plan of reorganiza
tion] would suggest. (In re Missouri Pac. RR Co., 129 F. Supp. 1392 
(E,D. Mo. Hl55), alf'd Sub Norn., Missouri Pac. R.R. Ca. 5'\4 % Se
cured Serial Banllhalllers Comm. v. Thomson, 225 F. 2d 761 (8th 
Cir. 1955), Cert. denied, 350 U.S. 959 (1956). 
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USRA estimates that cash will be available for 
interest and dividends as shown on Table 4. 

The first column of Table 4 shows that cash avail
able for dividends and redemption grows steadily be
tween 1982 and 1986 in the amounts of $122 million, 
$138 million, $155 million, $168 million to $336 million. 
From the period 1986 onward, the assumed level of 
"Income Available For Restricted Cash Payments" 
has been assumed to remain static at $672 million per 
year. In creating the capital structure only 50 percent 
of that income is allocated to the service and redemption 
of senior obligations, and the balance is reserved for 
reinvestment in ConRail so as to preserve and enhance 
the values represented by the ownership of the common 
stock. 

Based upon the assumption that ConRail will meet 
the financial projections, it has been estimated that the 
securities issued will have approximately the follow
ing market values by 1985: 

Amount outstanding, 
Seouritv 1985 

7.5% Debentures ____________ $1, 000, 000, 000 
Series A Preferred Stock____ 1 17, 290, 000 
Series B Preferred Stock____ 1 21, 000, 000 
Common Stoclt ------------- '21, 000, 000 

1 Shares. 

l!/stimated market 
value, 1985 

$900,000,000 
1,200,000,000 

875,000,000 
700,000,000 

These estimated values are based primarily on the 
financial projections for the period 1976-1985. Although 
the projections indicate that significant values will be 
achieved by 1985, there is the possibility that the pro
jections may not be realized. The estimated benefits for 
the holders of the securities might then not be realized 
as soon as projected or in the amounts projected. How
ever, since the value~£ the Certificates of Value is re
lated to the value offo_e Preferred Band Common and 
since the obligation to redeem the Certificates of Value 
is an obligation of the United States, the minimum 
value of the package of securities issued for the rail 
properties can be estimated with a high degree of 
certainty. 

Assuming the issuance of 21 million certificates (an 
amount equal to the proposed number of Series B Pre
ferred and Common Stock shares), the "Valuation 
Base" of each Certificate of Value is equal to $50.00 per 
certificate in 1987 and is equal to $21.44 per certificate in 
1976. The total year end valuation base is $1,050 million 
in 1987 and $450 million in 1976. 

The "Redemption Price" of the Certificates of Value 
issued to each estate is equal to the total "Valuation 
Base" for that estate minus the combined value of the 
Series B Preferred Stock and Common Stock issued to 
that estate. Therefore, if redeemed at year end 1976 the 
combined value of the securities issued to the estates 
would be no less than $450 million. If redeemed in 1987 
the combined value would be no less than $1,050 million. 

In considering the values estimated above, it must be 
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TABLE 4.-Schedule of interest, dividends and redemption 
[Dollars in millions] 

Cash' 
available 

for 
restricted 

7.50 percent debentures Series A preferred stock 

cash Cash Cash 
Year payments Outstanding Interest Redemption Outstanding dividend Redemption 

Series B 
preferred 

stock 
cash 

dividend 

1976 __________________________________________________________ _ 
1977 __________________________________________________________ _ 

1978 _____________ -------- --------------------------------------
1979 __________________________________________________________ _ 

1980-----------------------------------------------------------
1981-----------------------------------------------------------
1982-----------------------------------------------------------
1983--------------------------------------------------------- --1984 __________________________________________________________ _ 

1985-----------------------------------------------------------
1986-----------------------------------------------------------
1987 ___________________________________________________ --------

1988-----------------------------------------------------------
1989 _________ --------------------------------------------------
1990 __________________________________________________________ _ 

1991-----------------------------------------------------------
1992 ___ ---------------- ------------------- ---------------------
1993 __________________________________________________________ _ 
1994 __________________________________________________________ _ 

1995-----------------------------------------------------------
1996 __________________________________________________________ -
1997 __________________________________________________________ _ 
1998 __________________________________________________________ _ 
1999 __________________________________________________________ _ 
2000 __________________________________________________________ _ 
2001_ _________________________________________________________ _ 
2002 __________________________________________________________ _ 
2003 __________________________________________________________ _ 
2004 __________________________________________________________ _ 

2005-----------------------------------------------------------2006 __________________________________________________________ _ 
2007 __________________________________________________________ . 
2008 __________________________________________________________ _ 
2009 __________________________________________________________ _ 
2010 __________________________________________________________ _ 
2011_ _________________________________________________________ _ 
2012 __________________________________________________________ _ 

2013 _____________________ --------------------------------------
2014 __________________________________________________________ _ 
2015 __________________________________________________________ _ 
2016 __________________________________________________________ _ 

1 For definition of term see Chapter 4. 

0 
0 
0 
0 
0 
0 

$122 
138 
155 
168 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 
336 

remembered that the values arc minimum values based 
solely or, the obligation of the United States to redeem 
the Certificates of Value. The minimum values are 
totally independent of the ability of ConRail to achieve 
the projected results through 1985. l£ ConRail does suc
ceed in meeting the projections, it has been estimated 
that the value of the Series B Preferred Stock and Com
mon Stock will be in excess of the valuation base prior 
to 1985 and that their combined value will be approxi
mately $1,575,000,000 by that time. 

Allocation of Securities 

The Association is not required to designate the 
amount, terms and value of ConRail securities (includ
ing USRA obligations) to be received by each of the 
railroads trans£ erring property to ConRail until such 
time as the Association, in accordance with section 206 
( c), delivers to the Special Court a certified copy of 
the Final System Plan approved by the Congress. While 

$698 0 0 
1,000 0 0 
1,000 0 0 
1, 000 0 0 
1,000 0 0 
1,000 0 0 
1,000 $75 0 
1,000 75 0 
1, 000 75 0 
1,000 75 0 

974 75 $26 
946 73 28 
916 71 30 
884 69 32 
849 66 35 
812 64 37 
772 61 40 
729 58 43 
683 55 46 
633 51 50 
579 47 54 
521 43 58 
459 39 62 
392 34 67 
320 29 72 
243 24 77 
160 18 83 
71 12 89 
0 71 
0 0 0 
0 0 0 
0 0 0 
0 0 0 
0 0 0 
0 0 0 
0 0 0 
0 0 0 
0 0 0 
0 0 0 
0 0 0 
0 0 0 

$29 
305 
700 

l, 115 
1, 351 
1, 527 
1, 594 
1, 651 
1,696 
1, 730 
1, 730 
1, 730 
1, 730 
1, 730 
1, 730 
1, 730 
1, 730 
1, 730 
1, 730 
1, 730 
1, 730 
1, 730 
1, 730 
1, 730 
1, 730 
1, 730 
1, 730 
1, 730 
1, 704 
1,601 
1,490 
1,371 
1, 243 
l, 105 

957 
798 
627 
443 
245 
32 
0 

0 
0 
0 
0 
0 
0 

$47 
63 
80 
93 

130 
130 
130 
130 
130 
130 
130 
130 
130 
130 
130 
130 
130 
130 
130 
130 
130 
130 
130 
128 
120 
112 
103 
93 
83 
72 
60 
47 
33 
18 
2 

0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 

$25 
103 
111 
119 
128 
138 
148 
159 
171 
184 
198 
213 
32 

0 
0 
0 
0 
0 
0 
0 
0 
0 
0 

$105 
105 
105 
105 
105 
105 
105 
105 
105 
105 
105 
105 
105 
10~ 

105 
105 
105 
105 
105 
105 
105 
105 
105 
105 
105 
105 
105 
105 
105 
105 
105 

the Association would have preferred to specify in the 
FSP the precise securities package to be allocated to 
each transferor entity~ time did not permit the com
pletion of all of the studies necessary to effect such an 
allocation. In lieu of a specific allocation, therefore, the 
FSP sets forth the principles which the Association pro
poses to use to effect the allocation of securities. 

In traditional Section 77 reorganizations new secu
rities have generally been allocated among the partici
pating entities primarily on the basis of the contribution 
made by each group of assets to the future earning 
power of the reorganized entity. It has also been estab
lished in Section 77 reorganizations that the earnings 
value contributed by a group of assets need not be com
pensated for with securities having a market value on. 
the date of the exchange exactly equal to the assigned as
set value. 

In calculating contributions to future earning power, 
the courts have employed various valuation techniques 
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to break down the projected earning power of the re
organized entity among the several groups of assets 
making up the system. The first step in such an analysis 
has generally been a segregation study, allocating ex
pected revenues and expenses among the various asset 
groups generating them. The earnings contributions de
rived from the segregation study are then modified in 
light of special values assigned to particular groups of 
assets pursuant to severance, contributed traffic or other 
like studies.14 These latter studies have been particularly 
useful in assigning a positive value for purposes of se
curities allocation to assets which are shown to have a 
negative or nominal earnings value under a segregation 
study. 

While earnings contribution has been the traditional 
method of allocating securities in income-based rail
road reorganizations, the New Haven Inclusion Oases, 
11Upra, suggests that participating entities with "neither 
e,iirning power nor the prospect of earning power" ( 399 
U.S. at 436) may be entitled to a "constitutional mini
mum" value which is most closely approximated by "net 
liquidation value." Hence, there would appear to be 
two sets of allocation rules under Section 77: ( 1) where 
assets with positive earnings value are reorganized, a 

. primary principle is that each asset group is entitled 
to receive securities of the reorganized enterprise in 
proportion to its contribution to the earnings of the re
organized entity and these securities need not have a 
present market value precisely equal to the separate 

\earnings value of the contributed assets; and (2) where 
assets without going concern value are included in the 

·reorganization (or where the reorganized entity itself 
has no reasonable prospect of future earnings), these 
'assets are valued by reference to their net liquidation 
value and the securities allocated in exchange therefor 
must possess some reinforced expectation that their 
market value will at future date attain net liquidation 
value. 

The Rail Act, as interpreted by the Supreme Court 
.and the Special Court, clearly suggests that the securi
ties of ConRail (including obligations of USRA) are to 

it The following are summary definitions of the above-described valua
:tlon studies : 

(a) Segregation Study.-Thls Is the only study for which there 
exists express statutory authority, Pursuant to section 77(e) (10), 
the ICC Is authorized to employ a segregation study to allocate the 
revenues and expenses of a single system to its various component 

' parts. Such a study has been of particular importance where there 
was need to determine the net earnings or deficits of various leased 
lines or mortgage divisions. Segregation studies have often been 
relied upon to aid in determining allocations in complicated reorga
nizations Involving many dift'erent securities having separate liens of 
equal rank upon many separate properties. 

(b) Severance Study.-A severance study seeks to develop both 
the earning power of a particular line If its operation is severed 

, from the remainder of the property as well as the loss of earnings 
which the remaining property would suft'er from the severance of the 
particular property. Based on these calculations, a value may be 
assigned to a line or mortgage division which is higher than that 
calculated by simply allocating revenues and expenses under a 
segregation study. 

( c) Contributed TrajJtc Study.-This study attempts to analyze 
the amount of traffic originated and terminated by a particular line 
for the rest of the system. Its basic objective is to assign value to a 
line based on its contribution to the system as a "business getter." 

(d) Traffic Density and Strategic Value Studies.-These studies 
demonstrate how a particular line might be responsible for a larger 
or smaller proportion of earnings than would normally be expected. 
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be allocated among the various railroads contributing 
property to the reorganized enterprise in accordance 
with traditional reorganization principles. If an in
come-based reorganization is achieved, these principles 
require an allocation based upon aliquot contribution to 
ConRail's projected earnings. The purpose of the Rail 
Act is to provide for an income-based reorganization of 
assets held in the bankrupt estates, a reorganization 
which will result in the emergence of a viable new rail 
entity, ConRail. Moreover, the financial projections 
developed by the Association indicate the probability 
that an income-based reorganization will in fact be 
achieved. However, as has been stated, the Associa
tion cannot ignore the fact that there are inherent un
certainties in long-term projections of this nature, the 
existence of which may require that consideration be 
given to net liquidation values in the allocation 
process. 

The capital structure proposed for ConRail offers suf
ficient flexibility to permit an allocation rooted in the 
relative contribution to the earnings power of the re
organized enterprise while at the same time ensuring 
each participating railroad that it will receive the net 
liquidation value of its transferred assets on the date 
of conveyiance irrespective of the actual performance of 
ConRail. This will be accomplished under the FSP by 
an allocation of securities in accordance with the fol
lowing principles: 

• Series B PrefeT'T'ed Stock.-Each entity participat
ing in the reorganized enterprise will be allocated 
shares of ConRail Series B Preferred Stock on the 
basis of its net liquidation value contribution to 
ConRail. 

• Oommon Stock.-ConRail Common Stock will be 
allocated to each of the entities participating in the 
reorganized enterprise in accordance with their 
aliquot contribution to the projected "excess earn
ings" of the reorganized enterprise available after 
the necessary servicing of the Government's in
debtedness and the Series B Preferred Stock. By 
the term "excess earnings" is meant the amount by 
which proj~ted earnings exceed that amount of 
earnings which, when capitalized at an appropriate 
rate, produce an earnings value equal to net liqui
dation value. The segregation and related valuation 
studies now under way should permit a reasonaibly 
accurate determination of the excess earnings con
tribution of each of the entities participating in the 
reorganized enterprise. 

• Certificates of Value.-There will be issued to each 
partici pa.ting transferor a Certificate of Value evi
dencing the obligation of the Association to pay 
to that transferor at a date selected by the Associa
tion but not later than December 31, 1987, the 
amount by which the net liquidation value as de
termined by the Association of the properties 



transferred by the transferor to ConRail, with in
terest accrued at 8 percent, exceeds the fair market 
value as of the selected date of the shares of Series 
B Preferred Stock and Common Stock received by 
the railroad in exchange for its properties. The 
Association's obligation under the Certificate of 
Value is subject to reduction to the extent that the 
net liquidation value determined by the Association 
is determined to exceed the constitutional minimum 
to which the particular transferor is entitled, in
cluding appropriate recognition of the other bene
fits received by the transferor. The issuance of the 
Certificates of Value is designed to insure that each 
participating transferor will receive for its proper
ties securities which have a market value not less 
than its constitutional due. 

The allocation of securities, as ultimately certified 
by the Association, will be reviewed by the Specifl,l Court 
in accordance with section 303 of the Rail Act. The 
Court is empowered to reallocate the securities if it de
termines that the proposed allocation is not fa.ir and 
equitable to the railroads transferring property to 
ConRail. If the lack of fairness and equity cannot be 
cured by a reallocation and increase, the Special Court 
is authorized to enter a judgment against ConRail. In 
the unlikely event that these procedures result in con
sideration which is less than the constitutional mini
mum, the affected transferors will be entitled to recover 
the balance of consideration from the government under 
the Tucker Act. 

Conclusion 

The purpose of the Act is to produce a viable rail 
system in the Region, a purpose which the Association 
believes the FSP achieves. Some estates and their 
claimants, however, have argued that the railroads in 
reorganization cannot be reorganized into a viable, 
privately owned railroad. Were there final certainty 
that a successful reorganization of ConRail could be 
accomplished, the basic valuation task confronting the 
Association would be greatly simplified, essentially re
quiring only an allocation of the ownership of ConRail 
among the transferor entities which reflected the gov
ernment's financial contribution. No such certainty can 
exist, however, and many of the estates and their claim
ants urge that they have a constitutional right to liqui
date their assets in whatever manner would maximize 
realizable values. It is not reasonable to expect the 
estates or their claimants to change their view so long as 
there is any uncertainty as to ConRail's viability. 

Recognizing the contrary arguments that have been 
and will be advanced, nevertheless, the Association be
lieves the Final System Plan demonstrates that ·a viable 
ConRail can be created and the assets of the railroads 
in reorganization thereby reorganized on an income 
basis. The studies which underlie the FSP show that 
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this conclusion is justified under each of the three stand
ards established by the Act to govern the ConRail re
organization-namely, the standards of public interest, 
fairness and equity and constitutional minimum. 

The earnings projected for the ConRail system in
dicate that the system will possess a substantial going
concern value which will steadily increase. The securi
ties which are to be issued in exchange for the transfer
ors' properties reflect that earning capacity and have a 
projected worth that will provide a fair return to their 
holders. In light of the forecasted viability of ConRail, 
the public intbrest in maintaining adequate rail service 
outweighs the creditors' asserted right to liquidate the 
assets to satisfy debts. 

The public interest also requires a capital structure 
for the reorganized rail entity which reasonably assures 
both a return to its owners and an ability to service the 
fixed charges of the enterprise. ConRail's capital struc
ture has been designed so that the payment of debt and 
equity obligations will not be a drain on cash such as to 
threaten ConRail's future solvency. Under the capital 
structure proposed, interest on all securities, even the 
senior debentures issued to USRA, is payable in cash 
only if cash is available. It is anticipated that by 1986 
ConRail should have sufficient earnings, after payment 
of interest and dividends on all securities, to begin a re
demption program that ultimately will retire the gov
ernment investment in the new enterprise. 

USRA has approached the fair and equitable stand
ard from two perspectives, valuing ConRail both by the 
capitalization of its earnings and by determining the 
present value of the flow of the net proceeds which 
could be generated through liquidating the estates. 
Comparing the results of these two valuation approaches 
one sees that an income based reorganization of Con
Rail is realizable, offering potential returns greater than 
those which are offered by a liquidation of the ibank
rupts. The Preferred and Common Stock of Con
Rail to be distributed to the transferors will be allo
cated pursuant to traditional reorganization principles 
based on asset values and earnings contributions. The 
government's participation in ConRail's earnings is 
limited to recovery of its capital contribution to the sys
tem, including a reasonable return. Thus, the estates 
will be the principal beneficiaries of the enlianced value 
of their reorganized and refinanced assets, values which 
over time will be directly reflected in the appreciation 
of the Preferred and Common Stock. 

The Association has also undertaken to guarantee the 
projections of future viability by issuing to the tra~s
ferors Certificates of Value which perform a function 
similar to the underwriting provision employed in the 
New H(ffVen Inclusion Oases, supra. As in that case, net 
liquidation value is adopted as the appropriate ~alue 
for assets which have no timely prospects of earnmgs. 
The Certificates of Value therefore assure that each 
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transferor will receive the net liquidation value of its 
contributed assets if the earnings projections of Con
Rail are not achieved. The Association believes that the 
issuance of Certificates of Value is justified as a precau
tion against this possibility. Assuming the earnings pro
jections are met, it is anticipated that the values of the 
securities issued to the transferors will surpass the net 
liquidation value of contributed assets in 1984, so that 
there then would be no claim under most of the Certifi
cates of Value. 

In assessing the fairness and equity of the Plan of 
Reorganization, the Association has not only consid
ered the net liquidation value of the assets, and the 
value of the securities to be issued, but has considered 
the other benefits accruing to the participating rail
roads. The Association estimates that the bankrupt es
tates will enjoy benefits in excess of $660 million, an 
amount which alone exceeds the net liquidation value of 
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the assets designated for transfer to ConRail. In allo
cating ownership of the new enterprise among the con
tributing transferors, the Association will take this 
amount into account along with other consideration 
which may be received directly by the estates. 

The values incorporated into this chapter, the meth
odologies used in deriving those values and the conclu
sion that an income based reorganization of ConRail 
is possible undoubtedly will be vigorously challenged 
by the estates before Congress and the courts. The Asso
ciation believes, however, that the values it has estab
lished for the designated rail properties are accurate 
assessments of realistic economic values which would 
be realizable in the absence of the Act. The Association 
is persuaded that the ConRail securities, the Certifi
cates of Value and other benefits provided by the Act 
constitute the full fair and equitable consideration to 
which the estates are entitled. 

NEGOTIATIONS WITH PENN CENTRAL INTERESTS 

For some time the United States Railway Association 
has been engaged in discussions ·with representatives of 
a broad range of interests in the Penn Central estate. 
Those interests have included both creditors and stock
holders. Representatives of the Penn Central trustees 
have also attended some of these discussions. 

The purpose of these discussions has been to explore 
the possibility of reflching agreements in respect to the 
transfers of Penn Central rail properties under the Re
gional Rail Reorganization Act. A major purpose of 
any settlement would be the elimination of litigation 
with respect to valuation issues, including possible de
ficiency judgments against ConRail and any and ap 
possible Tucker Act claims against the United States 

Government. A settlement would encompass claims as
serted by Penn Central interests for erosion losses and 
consideration for property transferred. Any settlement 
could also be the basi.s for settlements with other estates. 

No agreements have yet been reached on valuation 
concepts or on form or amounts of consideration to the 
Penn Central estate. 

Despite the existing disagreements, further discus
sions may prove useful. The matter of continuing dis
cussions ·will be pursued following publication of the 
final system plan. 

Should there be any significant developments toward 
settlement of the issues, the appropriate Committees of 
Congress will be advised. 



APPENDIX 

Net Liquidation Valuation 

In the normal reorganization context there are suffi
cient prospects that the bankrupt entity can emerge 
from reorganization as a viable concern that claimants 
are required to await the attainment or viability for 
their claims to be satisfied from securities 0£ the re
organized entity. At least in theory it is possible that 
the delay before viability will be achieved-or the un
certainty that viability will ever be achieved-can be
come so great that the claimants are entitled to have the 
reorganization proceeding dismissed and to exercise 
freely their creditor remedies, terminating rail opera
tions and selling, dismantled or intact, the estate's 
assets in whatever manner deemed advantageous. Such 
sale would, 0£ course, be subject to normal and lawful 
regulatory constraints consistent with the public-use 
obligations impressed on the rail properties. The net 
liquidation process pursued by USRA is intended to 
replicate the consequence 0£ an actual exercise by the 
claimants to the bankrupt estates 0£ their ultimate 
creditor rights. 

The determination of net liquidation value is impor
tant as one £actor in testing the fairness 0£ the value 
achieved through the reorganization process provided 
by the Act. Moreover, net liquidation also provides one 
measure 0£ the prices at which properties should be 
offe~ed to solvents and serves as a basis £or determining 
subsidy payments by the states and other qualified or
ganizations and individuals. 

USRA has determined net liquidation values for the 
rail assets 0£ all the bankrupt estates subject to the Act. 

Table 1 shows these values for the seven primary debtors 
(Ann Arbor, Central 0£ New .Jersey, Erie Lackawanna, 
Lehigh & Hudson River, Lehigh Valley, Penn Central 
and Reading) along with related book values and infor
mation available to USRA relating to other valuations 
performed by or on behalf of the estates. Table 2 shows 
the value of rail properties designated for transfer to 
ConRail and those for transfer to Amtrak as Northeast 
Corridor properties from all the estates. 

This appendix is intended to describe the process 
followed by USRA in determining net liquidation 
values. The process is illustrated in Figure 1. It is anal
ogous to the process that would be followed by a trustee 
weighing the decision to liquidate. It requires the devel
opment 0£ a plan of liquidation 1 which reasonably 
answers seven fundamental questions : 

• What is the public policy framework within which 
liquidation would occur? 

• ·when \vill the estate receive the judicial and regu
latory approvals necessary to permit sale 0£ its rail 
properties? 

• In what order and over what time periods should 
the assets be sold? 

• vVhat is the inventory and condition 0£ the proper
ties to be sold'? 

• vVhat are the estimated gross proceeds from sales? 

1 USRA assumes that each estate would develop its own master plan. 
As part of the net liquidation process, USRA postulated the key 
assumptions those master plans would contain. For convenience of 
reference these assumptions and the estates' plans are sometimes refer
red to as the "master liquidation plan." 
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TABLE 1.-Valuations as made by the estates 

(Thousands) 

Estate liquidation value 
Penn Central Transportation Co. Book value, RCNLD,' 

Dec. 31, 1975 1 Dec. 31, 1970 Gross, Dec. 31, 1970 Net, Dec. 31, 1970 

Materials and supplies ________________ - ______ - - _ $74, 033 $89 $41, 769 $38, 616 
Facilities ______________ - _ - - ___ - - - - - - _ - - - - - - - - - - 2,936,550 8,349,346 (55, 113) (152,696) 
Land and buildings _____ - - - - - - - - - - - - - - - - - - - - - - - - 922, 943 3,812, 082 2, 777,084 1, 578, 480 
Equipment net of obligations ____________________ 1, 162, 615 861,840 378, 166 180,219 

Subtotal ________________________________ 5, 096, 141 13, 023, 357 3, 141, 906 1, 644, 619 
Administrative expeme of liquidation _____________________________________________________________________ 
Depreciation ___________________________________ ( 1, 448, 305) - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -

Total ___________________________________ $3, 647, 836 $13, 023, 357 $3, 141,906 $1,644, 619 

Estate liquidation value 
Erle Lackawanna Ry. Book value, RCNLD,1 

Dec. 31, 1975 1 Dec. 31, 1973 Gross, Dec. 31, 1973 Net, Dec. 31, 1973 

Materials and supplies ____ - ____ - - - - - __ - - - - - __ - - - $10, 740 NA NA NA 
Facilities ______________ - - _ -- ___ - -- - __ - - - -- __ - - - 271,845 $2, 727, 272 NA $193, 935 
Land and buildings _____________________________ 57,445 771, 720 NA 206, 121 
Equipment net of obligations ____________________ 165, 970 141, 109 NA 67,647 

Subtotal-------------------------------- 506,000 3, 640, 101 NA 467, 703 
Administrative expense of liquidation _____________________________________________________________________ 
Depreciation ___________________________________ (188,446) __________________________________________ 

Total ___________________________________ $317, 554 $3, 640, 101 NA $467, 703 

Reading Co. Book value, 
Dec. 31, 1975 1 

RCNLD,' 
Dec. 31, 1971 

Estate liquidation value 

Gross Net, Dec. 31, 1971 

Materials and supplies __________________________ $4,832 $4,357 NA $2, 136 
Facilities ______________________________________ 211, 315 422, 015 NA 32, 315 
Land and buildings _____________________________ 53, 373 208,035 NA 28, 984 
Equipment net of obligations ____________________ 103,052 70,223 NA 33, 302 

Subtotal ________________________________ 372, 572 704,630 NA 96,737 
Administrative expense of liquidation _____________________________________________________________________ 
Depreciation ___________________________________ (133,316) __________________________________________ 

Total----------------------------------- $239, 256 $704, 630 NA $96, 737 

Estate liquidation value 
Lehigh Valley RR. Book value, RCNLD,• 

Dec. 31, 1975 ' June 30, 1971 Gross, June 30, 1971 Net, June 30, 1971 

Materials and supplies __________________________ $1,578 NA NA NA 
Facilities _______________ -- - ___ - -- ______________ 113, 382 $370,465 NA $15, 189 
Land and buildings _____ ---- _____ ---- ___________ 34,964 109, 777 NA 37, 719 
Equipment net of obligations ____________________ 40,469 43,906 NA 4, 747 

Subtotal ________________________________ 190, 393 524, 148 NA 57,655 
Administrative expense of liquidation _____________________________________________________________________ 
Depreciation ___________________________________ (54,915) __________________________________________ 

Total. __________________________________ $135, 478 $524, 148 NA $57,655 
See footnotes at end of table. 

USRANLV,• 
Dec. 31, 1975 

$35, 028 
84, 719 

385,478 
26,024 

531, 249 
(36, 282) 

--------------

$494, 967 

USRANLV,• 
Dec. 31, 1975 

$4,820 
18, 977 
38, 611 

938 

63,346 
(3, 049) 

--------------
$60,297 

USRANLV,• 
Dec. 31, 1975 

$2, 879 
9, 678 

19,349 
1, 772 

33,678 
( 1, 624) 

--------------
$32,054 

USRANLV,• 
Dec. 31, 1975 

$1,006 
6, 570 

12,443 
720 

20, 739 
(1,373) 

--------------
$19, 366 
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TABLE 1.-V aluations as made by the estates-Continued 

(Thousands) 

Central RR Co. of New Jersey 

Materials and supplies _________________________ _ 
Facilities_. ___________________________________ _ 
Land and buildings ____________________________ _ 
Equipment net of obligations ___________________ _ 

Book value, 
Dec. 31, 1975 1 

$1, 578 
63, 576 
17, 459 
22, 821 

RCNLD,2 
June 30, 1968 

NA 
NA 
NA 
NA 

Estate liquidation value 

Gross, June 30, 1968 Net, June 30, 1968 

NA 
NA 
NA 
NA 

$1,653 
14, 997 
56,256 
4,325 

SubtotaL_______________________________ 105, 434 NA NA 77, 231 
Administrative expense of liquidation ____________________________________________________________________ _ 
Depreciation___________________________________ (23, 511) _________________________________________ _ 

Total __ -------------------------------- $81, 923 NA NA $77, 231 

Ann Arbor RR Book value, 
Estate liquidation value 

RCNLD,2 
Dec. 31, 1975 1 Mar. 1, 1V74 Gros, Mar. 1, 1974 Net Mar. 1, 1974 

Materials and supplies _________________________ _ $469 NA NA $163 
Facilities _____________________________________ _ 13, 500 NA NA 4, 106 
Land and buildings ____________________________ _ 1, 365 NA NA 3, 723 
Equipment net of obligations ___________________ _ 11, 359 NA NA 2, 133 

SubtotaL __ . _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 26, 693 NA NA 10, 125 
Administrative expense of liquidation ____________________________________________________________________ _ 

Depreciation _____ -----------------------------·· 8, 812 ------------------------------------------

TotaL ___________ - - - - _ - .. - - - - - - - - - - - - - - - -

Lehigh & Hudson River Ry. 

Materials and supplies _________________________ _ 
Facilities _____________________________________ _ 

Land and buildings ____________________________ _ 
Equipment net of obligations ___________________ _ 

$17, 881 

Book value, 
Dec. 31, 1975 1 

$90 
4, 414 

551 
1, 250 

NA 

RCNLD' 

NA 
NA 
NA 
NA 

NA $10, 125 

Estate liquidation value 

Gross 

NA 
NA 
NA 
NA 

Net 

NA 
NA 
N,A 
NA 

SubtotaL _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 6, 305 NA NA NA 
Administrative expense of liquidation ____________________________________________________________________ _ 
Depreciation___________________________________ ( 1, 533) _________________________________________ _ 

Total ----------------------------------

Total-all estates: 
Materials and supplies _____________________ _ 
Facilities _________________________________ _ 
Land and buildings ________________________ _ 
Equipment net of obligations _______________ _ 

$4, 772 

$93, 320 
3, 614, 582 
1, 088, 100 
1, 507, 536 

NA NA NA 

SubtotaL _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 6, 303, 538 _________________________________________ _ 
Administrative expense of liquidation ________________________________________________________________ _ 
Depreciation_______________________________ ( 1, 858, 838) _________________________________________ _ 

Total ---------------------------------- $4, 444, 700 

USRANLV,3 
Dec. 31, 1975 

$665 
3, 838 
8, 393 

(237) 

12, 659 
(796) 

$11, 863 

USRANLV' 
Dec. 31, 1975 

NA 
$1, 443 

221 
147 

1, 811 
(122) 

$1, 689 

USRANLV,a 
Dec. 31, 1975 

$46 
438 
675 

35 

1, 194 
(57) 

$1, 137 

$44,444 
125, 663 
465, 170 

29, 399 

664, 676 
( 43, 303) 

$621, 373 

1 Estimated. 
'Reconstruction cost new less depreciation. 
•Net liquidation value. 

Source: For book value: USRA and estate records. For RCNLD, gross and net 
liquidation value: estate valuation studies. For NLV: USRA. 
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TABLE 2.-USRA net liquidation values 
[Thousands] 

Penn Central Transportation Co.: 2 

USRA 
NLV 

12-31-75 

Materials and supplies __ ----------------- $35, 028 
Facilities __________ -----_________________ 84, 719 
Land and buildings _____________________ 385,478 

Equipment_----------------------______ 26,024 

North-
ConRail east Balance' 

$32, 573 
79, 754 

252, 956 
24,898 

Corridor 

$2,455 
(7, 985) 
94, 740 

1, 126 

0 
$12, 950 
37, 782 

0 

SubtotaL --------------------------- 531, 249 390, 181 90, 336 50, 732 
Administrative expense ofliquidation___ _ (36, 282) (24, 249) (4, 158) (7, 875) 

TotaL _____________________ ---- _____ 494, 967 
Erie Lackawanna Railway: 

Materials and supplies __________________ 4,820 
Facilities _____________________ . _______ . __ 18, 977 
Land and buildings _____________________ 38, 611 
Equipment __________ ----------- ________ 938 

SubtotaL _______ ____ ________________ 63, 346 
Administrative expense ofliquldation_ _ _ _ (3, 049) 

TotaL _ ----------- ------------- -----
Reading Co. : 

Materials and supplies __ ----------------
Facilities _______________________________ _ 
Land and buildings ____________________ _ 
Equipment ____________________________ _ 

60, 297 

2,879 
9,678 

19,349 
!, 772 

SubtotaL --------------------------- 33, 678 
Administrative expense ofliquidation___ _ (!, 624) 

Total_------------------------------
Lehigh Valley Railroad: 

Materials and supplies _____ -------------
Facilities ________________________________ 
Land and buildings _____________________ 
Equipment_ ____ --------------- _________ 

SubtotaL _________________________ _ 

Administrative expense ofliquidation ___ _ 

32, 054 

1,006 
6,570 

12, 443 
720 

20, 739 
(1,373) 

TotaL -------------- _____________ ___ 19, 366 

365, 932 

!, 607 
871 

16, 524 
76 

19, 078 
(386) 

18, 692 

864 
3,867 
7, 374 

301 

86, 178 47, 857 

0 3,213 
0 !8, 106 
0 22, 087 
0 862 

0 44, 268 
0 (2, 663) 

0 41, 605 

0 2, 015 
0 5,811 
0 11, 975 
0 !, 471 

-------------
12, 406 

(796) 

11, 610 

!, 006 
3, 103 

IO, 579 
348 

15, 036 
(739) 

14, 297 

0 
0 

0 

0 
0 
0 

0 

0 
0 

0 

21, 272 
(828) 

20, 444 

0 
3,467 
1,864 

372 

5, 703 
(634) 

5,069 

1 Transfer to solvents, commuter authorities, or left behind with the estates. 
2 Includes values attributable to the secondary debtors of the Penn Central. See the 

• What are the estimated liquidation expenses? 
• What are the proceeds after deducting liquida

tion expenses and what is the present value to the 
estates of those proceeds as of January 1, 1976? 

Public Policy Framework 

The determination of the public policy framework 
within which the liquidation will occur is the most 
critical question facing the trustee in developing the 
plan of liquidation as its resolution impacts on the 
answers to each of the subsequent questions. To ap
proach this issue the trustee must assume that he will 
be able to convince the courts, the regulatory bodies, 
and the public that the railroad has no prospect of 
future earnings, that its continued operation as a rail
road is valueless to its creditors, and that it should be 
permitted to terminate operations. A prudent trustee 
(indeed prudent creditors of the estate) would also 
evaluate a complex and interwoven series of legal and 
economic conditions. First, it would be necessary to 

Central RR Co. of New Jersey: 
Materials and supplies _________________ _ 
Facilities ______________ -- - --- -- - .. - -- --- --
Land and buildings ____________________ _ 
Equipment__--------------- __________ _ 

USRA 
NLV 

12-31-75 

$665 
3,838 
8,393 

(237) 

Subtotal____________________________ 12, 659 

Admlilistrative expense of liquidation___ (796) 

TotaL ________ _ 11,863 
Ann Arbor Railroad: 

Materials and supplies _________________ _ N/A 
Facilities ______________ -- ____________ -__ _ 1, 443 
Land and buildings ____________________ _ 221 
Equipment_ ___________________________ _ 147 

-----
SubtotaL _________________________ _ 1,811 

Administrative expense of liquidation __ _ (122) 

TotaL _ ---------------------------- 1,689 
Lehigh & Hudson River Railway: 

Materials and supplies _________________ _ 46 
Facilities _______________________________ _ 438 
Land and buildings _____________________ _ 675 
Equipment_ ___________________________ _ 35 

SubtotaL _ ____ ______________________ 1, 194 
Administrative expense of liquidation___ (57) 

TotaL ___________________________ _ 

Totals-All estates: 
Materials and snpplies __________ _ 
Facilities _______________________________ _ 
Land and buildings ____________________ _ 
Equipment_ ___________________________ _ 

SubtotaL _______________ _ 

1, 137 

44,444 
125, 663 
465, 170 

29,399 

664, 676 
Administrative expense of liquidation___ (43, 303) 

North-
ConRall east Balance' 

$665 
3, 1.51 
7, 287 

(159) 

10, 944 
(637) 

10, 307 

N/A 
261 
133 
109 

Corridor 

$0 
0 
0 
0 

0 
0 

0 

N/A 
0 
0 
0 

$0 
687 

1, 106 
(78) 

1, 715 
(159) 

1,556 

N/A 
1, 182 

88 
38 

--------------
503 0 1,308 
(23) 0 (99) 

480 0 1, 209 

46 0 0 
438 0 0 
675 0 0 
35 0 0 

1, 194 0 0 
(57) 0 0 

--------------~--

1, 137 0 0 

36, 761 2,455 5, 228 
91, 445 (7, 985) 42, 203 

295, 528 94, 740 74, 902 
25, 608 l, 126 2,665 

------------
449, 342 90,336 124, 998 
(26, 887) (4, 158) (12, 258) 

Tota'------__________________________ 621,373 422, 455 86, 178 112, 740 

secondary debtor tables to determine the extent of their individual contributions to 
ConRail and the Northeast Corridor. 

obtain the legal right and required regulatory approv
als to cease rail operations and to dispose of the 
assets for rail or other use. Second, the trustees would 
have to evaluate the impact the disruption occasioned 
by their own cessation of rail operation would have on 
the price their assets mig"lit command. Finally, the 
estates would have to consider the costs and time re
quired to prepare assets for sale and the effect on price 
and pace of the quantity of assets to be sold. 

To resolve these and other issues, USRA postulated 
a master liquidation plan describing in detail an orderly 
process for the disposition of each estate's assets. Its key 
assumption is that the estates would be required to sell 
substantial assets for continued rail use where possible 
but that the price for such sales would be regulated and 
fixed at the pricing levels which would obtain if all rail 
operations over the lines of the railroads in reorganiza
tion actually ceased and as if their assets were actually 
dismantled and disposed of for other l.Ses. USRA 
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TABLE 2.-USRA net liquidation values-Cont. 

Secondary Debtor Total 1 (Net Present Value) 

Northeast 
Secondary debtor ConRall net Corridor net 

present value present value 

Beech Creek Railroad_ $429, 782 
Cleveland & 

Pittsburgh 
Railroad _ _ _ _ _ _ _ _ 7, 829 , 446 

CCC & St. Louis 
Railway -------- 18, 156,800 

Connecting Railway __ 5,796,590 
Delaware Railroad - - 0 
Erie & Pittsburgh 

Railroad -------- 222,998 
Michigan Central 

Railroad -------- 15,682,513 
Northern CentraL ____ 3,370,141 
Philadelphia, 

Baltimore & 
Washington 
Railroad -------- 31,883,253 

Philadelphia & 
Trenton Railroad __ 530,721 

Pittsburgh, Fort 
Wayne & Chicago 
Railroad -------- 18,085,585 

Pittsburgh, 
Youngstown & 
Ashtabula 
Railway ___________ 1,680,368 

Union Railroad Co. 
of Baltimore _______ 402, 185 

United New Jersey 
Railway & Canal 
Co _______________ 11,272,449 

Penndel Co __________ 810,55\i 

Total ______ 116,153,390 

t Total includes facilities, land and equipment. 

0 

0 

() 

$3,781,059 
0 

0 

0 
114, 123 

7,310,959 

6,749,945 

0 

0 

(206, 057) 

5,498,310 
0 

23,248,339 

assumed further that because of the valid requirements 
of the regulatory process, the estates would operate 
under subsidies, if need be, and maintain their rail oper
ations until 1979, at which time the orderly transfer 
of that responsibility would occur. This subsidy period 
is also consistent with the self-interest of the estates 
in maintaining healthy price levels for their assets. 
USRA's plan also makes the favorable assumption that 
orderly cessation actually occurs and, therefore, prices 
are not adversely impacted by the severe economic dis
locations which would result if the actual service 
termination were abrupt and not orderly. 

In essence, then, the liquidation process postulated 
by USRA is for an orderlv transfer of the trans
portation services provided by the estates to other rail
roads with the prices of such transfers computed as 
if the estates had actually been allowed to exercise their 

FIGURE 1.-Net liquidation valuation. 
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asserted right to liquidate by selling their assets for 
nonrail uses. The pricing under the assumed total 
liquidation scenario is based on the supply and demand 
conditions which such a time-phased liquidation of rail 
assets into nonrail uses would produce. The pace of 
asset disposition is tied to the time required to accom
plish a transition to alternate modes and to prepare 
assets for sale. 

Having determined the public policy framework 
within which the estates would liquidate, USRA then 
developed a plan which responded to the remaining E:ix 
questions outlined above. 

Obtaining Authority To Sell Rail Properties 

USRA recognized that opposition by groups of con
cerned citizens, shippers, and local, state, and federal 
agencies would delay any abandonment and liquidation 
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for many years. In developing its plan of liquidation 
USRA sought to avoid undue burdens of delays upon 
the estates. For example, under phase I of the plan 
USRA assumes that the estates could receive authority 
to begin applying for abandonments by January 1, 1976. 
USRA then determined that the trustees would enter a 
second phase during which they would secure approval 
to abandon specific properties. USRA postulated, for 
purposes of analysis, that all necessary state and federal 
approvals for abandonment or transfer would be 
granted and that the capacity for modal substitution 
would be in place by January 1, 1979. In assessing this 
assumption, one should consider, for example, that the 
seven major bankrupt estates operated 28,355 route 
miles as of 1973, while in 1972, the ICC granted 
abandonment petitions for 3,458 route miles, the most 
mileage authorized for abandonment in any year in 
the history of the ICC yet a figure less than 15 
percent of the estates' mileage. Moreover, modal 
substitution is estimated to require 10 years for com
plete implementation. 

Timing of Asset Sales 

Major yards cannot be sold until materials on the 
rights-of-way either are removed or transported to an
other yard. Tracks cannot be removed as long as freight 
cars must travel over them. Scheduling these tasks must 
take into account the sheer volume of materials and 
properties involved. In 1973, the seven railroads em
ployed assets including almost 200,000 freight cars, over 
5,000 locomotives, 14.6 million tons of ferrous scrap, 
18,000 bridges, up to 6,000 buildings, 129 million cross
ties and 400,000 acres of land. A precipitous shutdown 
and liquidation of the rail plant would not only over
whelm the market, depressing the prices of these mate
rials severely (in many instances the material available 
for sale would be equivalent to several years of normal 
market transactions), but would have a drastic impact 
on the economics of the Region and the nation as a 
whole, since these railroads handle a significant portion 
of the nation's transportation needs including the car
riage of 16 percent of the nation's coal production, 18 
percent of primary metals output, and 26 percent of 
transportation equipment production. Thus, even if the 
railroads had the right to cease operations unilaterally, 
they would find it in their best interest to pursue an 
orderly liquidation at a pace which balances supply and 
demand at reasonable price levels. 

USRA therefore postulated a time period, phase III, 
during which the estates reasonably could expect to sell 
their properties while not significantly disrupting the 
balance of supply and demand. In brief, USRA 
assumed that locomotives and freight cars (except those 
necessary for the collection and sale of other assets) 
would be sold during 1979 and 1980. Facilities (includ
ing track, bridges, signals, communication equipment, 

electric traction equipment, and shop machinery) could 
be dismantled over a 6-year period and sold as available 
from 1979 to 1985. The real-estate inventory of the rail
roads would be sold over a period of about 25 years, 
though the great bulk of valuable city property could 
be sold as available between 1980 and 1983. Ascertain
ing the general time periods outlined above required a 
difficult analysis, but was necessary to arrive at a reason
able valuation. 

The Inventory and Condition of the Properties and 
the Proceeds of Sales 

Rolling Stock 

USRA prepared inventories of freight cars, locomo
tives, highway revenue equipment, work equipment, 
passenger train cars, floating equipment, equipment 
awaiting disposition and materials and supplies-all as 
of the end of 1973. A combination of ICC records, the 
Association of American Railroad's UMLER File, and 
estate records were used to determine the amount and 
ownership of the rolling stock. 

The assets mentioned were subject to field inspections 
to estimate their current physical condition and the in
vestment necessary to bring them to average serviceable 
condition for their age. Over 2,000 freight cars and 450 
locomotives were inspected, as well as representative 
amounts in the other equipment categories. 

The average useful life of each class of cars was used 
to estimate the cars which would be retired from service 
between 1973 and 1979. The master liquidation plan 
contemplates the following: 

• The railroads in reorganization would be committed 
to a strategy of liquidation and, therefore, would 
cease to purchase new cars and locomotives. 

• New car and locomotive requirements after Decem
ber 31, 1973 would be supplied by the solvent rail
roads and/or the federal government. The freight 
traffic of the railroads in reorganization therefore 
would not decrease between 1973 and 1979 as the 
result of a lack of freight cars or locomotives. 

• The railroads in reorganization would continue to 
retire freight cars and locomotives from service 
according to industry practice. All retirements 
made prior to January 1, 1976 would be considered 
a part of normal operations; the proceeds have not 
been considered part of the liquidation value. Re
tirements after January 1, 1976 would generate 
liquidation proceeds. 

USRA determined the market conditions for rolling 
stock that reasonably would be expected to exist in 1979 
based on an analysis of pre- and post-liquidation traffic 
flows. In 1973, the brankrupt railroads in reorganization 
owned (or leased) approximately 173,000 serviceable 
freight cars. As shown in Table 3, because the railroads 
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in reorganization required approximately 397,000 serv
iceable freight cars daily to meet traffic requirements, 
they were using 224,000 cars daily which were supplied 
by solvent roads or private shippers. If liquidation had 
occurred in 1973, and 30 percent of the traffic moving on 
the railroads in reorganization was retained by the 
solvent roads, only 119,000 serviceable cars would have 
been required by the solvents to handle such retained 
traffic. The solvent roads, therefore, would have been 
faced with a 105,000-car surplus created by the abandon
ment of an essentially car-absorbing railroad system. 
A similar calculation using 1979 traffic estimates and ac
counting for the aging of the serviceable fleet of the 
railroads in reorganization shows that the solvent sur
plus would drop slightly, yet still equal almost 100,000 
cars (Table 3). 

TABLE 3.-0akulati,on of freight car surplus 

(Data in thousands) 

Daily requirements for service-
able cars _________________ _ 

Operated by bankrupts _______ _ 

Supplied by solvents or 
government _________ _ 

Solvent r~quirements at 30 
percent retention __________ _ 

Solvents and government 
surplus cars ________ _ 

SOURCE: Temple, Barker & Sloane, Inc. 

1973 

397 
173 

224 

119 

105 

1979 

342 
141 

201 

103 

98 

Thus, the railroads in reorganization would be 
attempting to dispose of approximately 183,000 service
able and unserviceable freight cars 2 to solvent railroads 
confronted with a surplus in their own fleets of almost 
100,000 cars. 

The solvents, except for specialized equipment, prob
ably would defer new-car purchases for several years.3 

They might substitute cars of the railroads in reorgani
zation for their older cars, however, and retire their 
older cars to achieve maintenance cost savings. These 
savings, as well as the proceeds generated by scrap
ping the older cars replaced by the substitution process 
would allow the solvents to pay a premium over scrap 
value to the estates. 

Analysis revealed that cars over 15 years old would 
have scrap values exceeding their market values, and 

1 The 1973 bankrupt Inventory contained 198,370 serviceable and un-
11ervlceable cars. By 1979, It Is estimated that 37,612 would have been 
retired, but 22,635 of the retired cars (between 1976 and 1978) 
would be held back and the proceeds obtained In 1979. The estimated 
1979 fleet would be 198,370 -37,612+22,635=183,393. 

•The solvents would normally be purchasing approximately 50,000 
new cars a year. 

would be technically obsolete. Likewise, rebuilt cars in 
the inventory of the railroads in reorganization would 
have remaining useful lives of less than 10 years and 
relatively little market value. Accordingly, it was as
sumed that both classes of cars would be scrapped. 

As shown in Table 4, the gross proceeds from the sale 
of freight cars for reuse or scrap would total $316 mil
lion in 1976 dollars. The greatest single portion of that 
value, $156 million, is represented by the newest cars in 
the fleets of the estates, most of which are held under 
financing agreements or leases. 

TABLE 4.-Gross val,ue of freight car proceeds (mUlions of 
1976 dollars) 

183,825 freight cars in 1979=$316.l million value 

Unencumbered cars Financed cars 

Sold at Number Value Number Value 

Market value ____________ 437 $1. 1 57, 741 $156. 4 
Scrap value ______________ 50,628 64. 7 52, 384 66. 7 

Subtotal ___________ 51,065 65. 8 110, 125 223. 1 
1976-79 retirements _______ 10,089 12. 2 12,546 15. 0 

Grand totaL _______ 61, 154 $78. 0 122, 671 $238. 1 

NOTE: Computer printouts supplied to the USRA by Temple, Barker & Sloane 
show these values classified by type of car, estate, and method of financing (owned, 
leased, equipment trust, and conditional sales agreement). 

SouRCE: Simpson & Curtin and Temple, Barker & Sloane, Inc. 

The master liquidation plan assumes, consistent with 
their special status in a Section 77 reorganization, that 
the proceeds from disposition of the units held under 
financing agreements or leases would flow first to the 
lessors or holders and to the estates only to the extent 
that the proceeds from sale of the equipment were ade
quate to satisfy the obligations under the financing 
agreements. 

Generally the value of the equipment does not exceed 
the value of the debt. As a result, while proceeds are 
generated by the equipment covered by financing agree
ments or leases, those proceeds do not accrue to the 
estates. In this case, 75 percent of the total value of the 
freight cars, approximately $237 million of freight-car 
proceeds, is related to equipment held under financing 
agreements or leases 'and therefore not received by the 
estates. 

A similar ,analysis was performed for locor,notives. 
Table 5 shows that because of substantial locomotive 
retirements by the railroads in reorganization between 
1973 and 1979, the solvent/government-owned surplus 
locomotive fleet would increase significantly during the 
period. Again, market va.lue is based upon an analysis 
of substitution values. Freight and passenger locomo
tives less than 15 years old by 1979 would be sold at 



TABLE 5.-Calculation of locomotive surplus 

1973 1979 

Daily requirements for scrvicable locomotives_ 
Operated by bankrupts ___________________ _ 

Supplied by solvents or government __ _ 
Solvent requir~ments for 30 percent retention_ 

Solvents government surplus locomo-
tives ___________________________ _ 

SOURCE: Temple, Barker & Sloane, Inc. 

6, 852 
5, 172 

1, 680 
1, 429 

251 

6, 293 
3,470 

2, 82'3 
1, 398 

1, 425 

market value, but all electric locomotives would be 
scrapped, because the liquidation of the bankrupt estates 
would eliminate the only remaining major electrified 
rail system in the United States. Given the age, trans
portation, and refitting costs of these units, a foreign 
market is not likely. 

All nonrebuilt diesel locomotives older than 15 years 
of age as of 1979 would be scrapped. USRA assumes 
that the market for these older locomotives would be 
negligible, particularly in view of the market surplus 
condition that would exist, their technical obsolescence 
and the probable requirements for major rebuilding. 
Similarly, the relatively fe-w diesel locomotives rebuilt 
prior to 1974 would be scrapped in 1979 because of their 
short remaining economic life (Table 6). 

TABLE 6.-Gross value of locomotive proceed~ (million$ of 
1976 dollar~) 

4,542 locomotives in 1979=$163.6 million value 

Owned locomotives Financed locomotives 

Sold at Number 

Market value____________ 48 
Scrap value______________ 870 

Subtotal___________ 918 
1976-79 retirements_______ 838 

Grand total_________ 1, 756 

Value Number 

$1. 8 
10. 1 

11. 9 
8. 7 

$20. 6 

2, 096 
466 

2,562 
224 

2, 786 

Value 

$134. 5 
5. 9 

140.4 
2. 6 

$143. 0 

NOTE: Computer printouts supplied to the USRA by Temple, Barker & Sloane 
show these values classified by type of locomotive, estate, and method of financing 
(owned, leased, trust, and conditional sales agreement). 

SOURCE: Flimpson & Curtin and Temple, Barker & Sloane, Inc. 

Total gross proceeds for rolling stock would be 
approximately $619 million, of which $479.7 million (77 
percent) represents the value of locomotives and freight 
cars discussed above. The remaining assets in the rolling 
stock category are treated below. 
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In contrast to the method for valuing freight cars and 
locomotives, the present market price for highway reve
nue equipment seemed appropriate in view of the de
mand for highway tractors and trailers that would 
accompany the orderly transition of tonnage from the 
bankrupt railroads to motor carriers. The gross pro
ceeds from the sale of highway revenue equipment were 
estimated at $35.8 million. 

The remaining rolling stock-work equipment, pas
senger train cars, floating equipment and equipment 
awaiting disposition was valued at salvage prices. 

The liquidation of the rolling stock was estimated to 
take a single year for reuseable equipment and 2 years 
for scrapped equipment. Detailed manpower and liqui
dation costs, discussed later, were developed for the dis
posal of the rolling stock over the 2-year period. 

Interstate Commerce Commission Account 712, Mate
rials and Supplies, includes the value of all unapplied 
material, such as road and shop material, articles in 
process of manufacture, fuel, stationery and dining car 
and other supplies. The valuation of materials and sup
plies included the determination of book value, the ap
plication of factors to correct the nonrecoverable values, 
the determination of marketability of material, and an 
estimation of the costs of sale. Following separate 
analysis of each account, USRA estimated that mate
rials and supplies could be sold for $70.3 million. 

Facilities 

Facilities were defined to include track, bridges, 
signals, communication equipment, electric traction 
equipment and shop machinery. The track category 
(rail, ties and other track material) accounted for more 
than 90 percent of the facilities value. From a com
modity point of view, the critical requirement was to 
determine the value of ferrous scrap, since it repre
sented almost 80 percent of estimated facility proceeds. 

In view of the importance of ferrous scrap, a signifi
cant research effort was directed toward determining 
the future price of scrap iron and steel. A review of 
historical No. 1 heavy melt scrap prices revealed ex
treme volatility. As indicated in Figure 2, No. 1 heavy 
melt prices reached a high of approximately $90 per 
ton (in constant 1973 dollars) in 1956, then fell sharply 
even as steel production was increasing. By 1963, the 
price had reached $40 and, after an increase to almost 
$49 in 1965, plunged to a low of $33 in 1968. But, in 1973 
and particularly 1974, scrap prices soared and reached 
an average level of $100 for the year 1974. A critical 
question was whether it ·was reasonable to expect these 
high scrap prices to continue into the future. 

USRA developed an econometric model of "No. 1 
heavy melt" prices based on an analysis of steel produc
tion. In effect, the model generated the domestic demand 
for purchased scrap with the price a function of the 
domestic demand. 
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FIGURE 2.-USRA asset valuation No. 1 heavy melt sorap pro

jections. 
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In turn, it was found that the prices of the five major 
categories of scrap associated with the liquidated rail
road assets-reroller rail, general rail scrap, destroyed 
steel car scrap, general railroad scrap and railroad 
structural scrap could be correlated historically with the 
price of No. 1 heavy melt. 

Figure 2 also shows the degree to which the model 
output compares with the volatile scrap price move
ments during the period 1966-74. In 7 of the 9 years, the 
error was less than $6 per ton and within 15 percent 
and, with the exception of 197 4, the model tended to 
generate retrospective forecasts higher than actual. 

Using estimates of Gross National Product and steel 
production for 1975-85, the model forecast a significant 
drop in scrap prices during 1975-80, followed by a grad
ual return to the $85 level (in 1978 dollars) by 1985. 

In addition to projecting the price of No. 1 heavy 
melt and the individual prices of the five scrap cate
gories, USRA estimated the price impact of dumping 
large quantities of ferrous scrap in the normal scrap 
market. During 1965-74, annual tonnage of purchased 
scrap ranged :from 21 to 33 million tons. The liquidation 
of the seven bankrupt railroads would add five to six 
million tons of ferrous scrap annually (over 20 percent 
of the normal tonnage) in the early years of physical 
liquidation, thus tending to depress prices an additional 

, 15 to 20 percent. 
USRA also analyzed the potential reuse market for 

relay rail and ties. Historically, railroads have tended 
to use relay rail on upgraded branch lines, secondary 
main lines and yards. These replacements were satis
fied internally by used rail that had become available 
through line abandonments, the installation of new rail 
on main lines, the removal of double track following the 
decline of passenger traffic and reduced trackage re
quirements arising :from the installation of new signal 
systems, a pattern that likely will continue. Under the 

liquidation scenario, with the loss of significant inter
line tonnage, it seems doubtful that the solvents would 
invest funds in reuse rail unless it could be obtained at 
an unusually low price. 

USRA estimated that 25 perecnt of the best classes of 
rail and tieplates might be sold at a price equivalent to 
125 percent of the reroller steel scrap price. The balance 
of the rail and rail-related materials would be sold at 
the general rail scrap price. 

The analysis of the market for used ties concluded 
that other railroads could aJbsorb the approximately 13 
million reuseable ties at a price of $6.10 per tie. The 
market for landscape ties-the only other major use
was more limited. It was estimated that only 1.25 mil
lion ties could be sold profitably for 1'andscape use at 
$3.66 per tie during the liquidation process. 

The other commodities were not subjected to extrm
sive market analyses in view of their relatively low share 
of the proceeds. Prevailing 1974 spot prices were used 
so the proceeds are likely to be overstated somewhat. 

USRA estimated the gross proceeds in 1976 dollars 
:from the disposition of the facilities to be $1.198 billion. 

Real Estate 

USRA valued the operating land and structures, in
cluding right-of-way, major and minor yards, passenger 
stations, office buildings and various other structures re
quired for railroad operations. 

The starting point in the process was the land inven
tory as received :from each of the seven estates in the 
form of files, computerized data and valuation maps. 
More than 28,335 route miles of right-of-way comprising 
nearly 400,000 acres were covered. 

All real estate was classified according to its location 
in urban, suburban or rural areas. The basis for this 
classification was the location of a parcel of real estate 
in geographical areas ranked according to population 
dPnsity in H)70 as follows: 

Location class: Population density: 
UrlJan_____________________ Over 3,000 persons per square 

mile. 
SulJurlJan__________________ From 1,000 to 2,999 persons 

per square mile. 
Rural_____________________ 0 to 999 persons per square 

mile. 

The distribution of system mileage according to the 
same classification format is as follows. 

Location class: System mileage: 
Urban_____________________ 16 percent. 
SuburlJan_________________ 9 percent. 
RuraL____________________ 75 percent. 

Due to the complexity of the analysis no independent 
input on title quality, reversions and related matters was 
generated by USRA. \Vhen, however, real estate pareels 
were identified by the estates as having poor title qual
ity, that fact was reflected as such in the valuation. The 



matter of title and reverters will be the subject of fur
ther reviews prior to conveyance. 

The conventional method of valuing real estate is 
to establish highest and best uses, identify comparable 
transactions in the vicinity of the parcel under valua
tion for the same use and then make appropriate ad
justments to consider a variety of factors accounting 
for differences in the nature of the specific parcel and 
comparable property. This same method was used by 
USRA in valuing right-of-way real estate. 

The first step in the process was to review the estate 
data on unadjusted values throughout the system. Spe
cifically, a sample was selected and key variables affect
ing the valuation were analyzed. Included among the 
variables checked were: 

• The number of acres contained in the segment of 
right-of-way being appraised (disposition parcel), 

• Topography of right-of-way disposition parcels in 
relation to abutting properties (e.g., relative eleva
tion from hilly to mountainous and flat, low or 
marshy areas), 

• Alternate highest and best nonrailroad use, 
• 'Vhether comparables co1lected by the estates were 

appropriate, and 
• Whether that comparable sales data had been ar:'.

curately collected. 

As a result of the foregoing tests and an analysis of 
the extent to which the value is concentrated in key par
cels, it was judged most effective to focus comprehen·· 
sively on the high-value parecls in the data base. 

More specifically, using the Penn Central files as a 
case in point, a value threshold of $40,000 per acre re
vealed that approximately 10 percent of the parcels 
containing 5 percent of the acreage accounted for 6:3 
percent of the total value of land. On this basis, high 
value parcels were sorted for comperhensive analysis. A 
similar process was used for Reading. In the case of 
the Central of New Jersey, Lehigh Valley, Ann Arbor, 
Lehigh & Hudson River and the Erie Lackawanna, un
adjusted values were not available and, therefore, were 
established directly by consulting appraisers to USRA. 

It is clear that railroad right-of-way real estate is a 
unique class of real property. Its basic physical charac
teristic is its great length in relation to width. Even 
when subdivided into parcels, its narrow width elimin
ates the prospect of normal development for meaning
ful portions of the right-of-way. In addition, access is 
often inadequate, principally at either end of a parcel 
rather than along its side. For these reasons right-of
way real estate is not comparable to normally shaped 
abutting parcels and accordingly the most significant 
comparable for right-of-way real estate is right-of-way 
real estate itself. Due to the extensive pattern of his
toric abandonments of rail rights-of-way a substantial 
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base of abandonment comparables was available for 
analysis. 

An analysis of previous abandonments in the north
eastern part of the United States was undertaken in 
connection with this valuation for USRA, with ICC 
records of abandonments providing the starting point. 
The extent of abandonment in this area provides a gen
erous base for sampling purposes even against a scale 
of the 28,335 system miles being valued. A total of more 
than 13,000 miles of railroad in this area was approved 
for abandonment by ICC over the past 30 years, 
amounting to nearly one-half the route miles now being 
valued. 

A broadly based sample of abandonments in this 
area was selected for analysis as part of USRA's study. 
Because of heavy value loading (85 to 90 percent of the 
real-estate values are concentrated in urban and sub
urban areas) 89 percent of the abandonment sample 
was selected for location in urban/suburban areas. The 
sample selected represented more than 80 percent of all 
urban abandonments in the area since 1955. 

The sample coverage of the system is substantial. 
Specifically, one abandonment was analyzed for each 
270 miles in the system. The selection was more dense 
in urban/suburban areas where approximately one 
abandonment was analyzed for every 72 such miles in 
the system. In terms of comparable length, one aban
donment mile was included in the sample for each 37 
miles in the total operating system. These samples were 
spread throughout the Region. 

The historic abandonment analysis focused on the de
velopment of empirical data for three subjects of key 
importance in the valuation process: price, pace and 
users. 

The actual price for transactions involving aban
doned parcels was established. In addition, based on 
determination of highest and best alternate nonrail
road use for the right-of-way land, comparable non
right-of-way sales in the vicinity of the abandonment 
were found and unadjusted values determined and 
analyzed. 

On this basis it was possible to relate the price in 
disposition actually received for abandoned right-of
way directly to unadjusted value. This linkage empiri
cally established an appropriate adjustment factor for 
systematically relating market place adjustments to the 
unadjusted values initially placed on right-of-way real 
estate. This approach gives recognition to the unique 
attributes of right-of-way real estate and the sensitive 
local market and economic factors affecting any real 
estate. 

The same historic abandonment sample yields mean
ingful insights into the pace at which disposition of 
right-of-way real estate in various locations proceeds in 
the market place. In urban areas, 71 percent of the total 
value realized in abandonment dispositions is realized 
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by the end of the fifth year following abandonment. 
Thirty-six percent of the total is realized in the first 
year. The pattern for suburban and rural areas is sub
stantially the same, with approximately 65 percent of 
the total value realized by the end of the fifth year. 

Looking at the other end of the scale, approximately 
10 percent of urban and ~uburban real estate in aban
doned rights-of-way remains unsold following the 25th 
year. This proportion drops to approximately 5 percent 
in rural locations. 

Empirical data flowing from actual abandonment ex
perience replaces intuitive judgments as to disposition 
pace. The figures resulting from the historical abandon
ment study are basic to the disposition pace used 
throughout USRA's valuation process. 

Finally, the markets for railroad right-of-way real 
estate are sharply limited because of its location and 
specialized and unique character. The overwhelming 
proportion of all land purchased in abandoned rights
of-way is accounted for by those owning abutting land 
who typically add to their already existing holding and 
use patterns, and by specialized corridor users from 
both the public and private sectors. 

Overall, right-of-way values generally require sub
stantial discounts as a result of the severe handicaps 
affecting this type of real estate, including: 

• The long and narrow shape, 
• The limited market (those owning abutting land 

and corridor real estate users both public and 
private), 

• Lack of access, 
• Location (real estate often is located in less de

sirable areas characterized by age of structures and 
blighted conditions) and 

• Title quality problems. 

The foregoing items are apart from the extraordi
nary supply of right-of-way real estate to be disposed 
under the liquidation plan. 

This prospective disposition is in contrast to the 
13,000 miles disposed under the normal abandonment 
process in the preceding 30 years. Thus, use of the his
toric abandonment disposition pace would reflect a con
servative interpretation of the possible absorption pat
tern for this real estate in the 25-year period projected 
for complete disposition. 

A total of 57 of the approximately 425 yards in the 
seven bankrupt estates were designated by USRA for 
special analysis. Field inspections established reuse po
tentials, the character of adjacent land uses, existing 
conditions of the yards, property configuration and 
presence of buildings. Any impediments to develop
ment, environmental constraints and conditions, and 
overall location and marketability factors also were ex
amined. Supplementary surveys and statistical analyses 
w.ere conducted to establish land use forecasts for indi-
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vidual metropolitan areas where current and prospec
tive market conditions would affect land reuseability 
and absorption. Forecasts were prepared for a full range 
of real estate uses including industrial, housing (both 
low and high rise) , and commercial (including office and 
retailing). Local market forecasts were based on pro
jected population, households, and employment changes. 

Against this background specific reuse programs for 
each of the 57 yards were established on an annualized 
basis. Finally, especially in instances of major indus
trial reuse, the relationship of such sales to the availa
bility of rail service was analyzed to take into account 
the magnitude of local market reuse potentials in the 
absence of that rail service. 

The selection of buildings with potential reuse value 
depended greatly upon the comprehensiveness, accuracy, 
and reliability of the inventory of buildings available 
from the estates. It was determined that the inventories 
were inadequate with regard to current existence, loca
tion, age, dimension, present use and condition. 

Approximately 117 buildings with substantial reuse 
potential were surveyed in the field, of which 33 were 
in the 57 major yards and 84 elsewhere. 

The gross proceeds from the disposition of real estate 
and structures came from these sources. 

Rigiht-of-way ------------------------ $1, 487, 000, 000 
Major yards and yard buildings______ 242, 000, 000 
Other buildings______________________ 29,000,000 

Total ------------------------- 1, 758, 000, 000 

Summary of Gross Proceeds 

If the railroads in reorganization were liquidated ac
cording to the timetable discussed earlier in this appen
dix, gross proceeds totalling over $3.5 billion would be 
realized, distributed as follows: 

Land and structures __________________ $1, 758, 000, 000 
Rolling stock________________________ 619, 000, 000 

Facilities --------------------------- 1, 198, 000, 000 

Total------------------------- 3,575,000,000 

The bulk of the proceeds-approximately 89 per
cent-would be obtained during 1979 to 1985. The net 
liquidation value of these proceeds to the estates, as of 
January 1, 1976, however, would be substantially smaller 
since substantial liquidation costs must be subtracted 
from the gross proceeds and the stream of net proceeds 
received following 1979 must be discounted back to 
J anua.ry 1, 1976. These computations are the subjects 
of the following sections of this appendix. 

The Estimated Liquidation Expenses 

Dismantling and selling the assets of the railroads 
in reorganization would be a major business undertak
ing, not unlike the process of construction in reverse. It 
is estimated, for example, that it would take almost 6 
years to remove track and bridges from the Penn Central 



system. There would have to be a large administrative 
group to manage the sale of assets that ultimately would 
produce over $3.5 billion in gross proceeds. Some of the 
major uncertainties surrounding the precise values of 
the net proceeds would only be resolved through experi
ence in the abandonment and dismantling process. 
Should every bridge abuttment have to be removed, for 
example, net proceeds would be reduced by hundreds of 
millions of dollars below the values estimated in this 
analysis. 

The master liquidation plan assumes a schedule under 
which the properties physically would be dismantled 
and made available for sale. In general, the rolling 
stock would be sold during 1979 and 1980, and the facili
ties would be dismantled completely by 1985. The sale 
of the real estate would take 25 years or more. 

Detailed liquidation and work force plans were 
developed for the period 1979-85, including work force 
and operations costs associated with the gathering, 
processing, and sale of the rolling stock, labor and ma
terial costs for the physical liquidation of facilities on 
a district-by-district basis and the professional costs 
necessary to sell the real estate. These plans were re
viewed and integrated with the master liquidation plan 
schedule. 

Pursuant to the schedule, the liquidation would 
proceed in 1979 in three phases. 

First, there would be a shutdown phase lasting 6 
weeks which would begin on embargo day. The delivery 
of foreign cars to interchanges would be completed by 
the end of that period. As the cars of the railroads in 
reorganization were returned empty, they would be 
inventoried and routed to designated storage yards. 
Equipment would be classified and aggregated by 
ownership to facilitate inventory and inspection by the 
owners. A closedown and security force would be estab
lished to handle necessary notifications and accounting 
for agreements that would be terminated. By the end 
of this 6-week phase, railroad employment would have 
dropped approximately 75 percent over the preembargo 
normal levels. 

The shutdown phase would be followed by a con
solidation and initial liquidation phase, lasting 26 
weeks. During this phase, the estates would consolidate 
their inventories of rolling stock, materials and supplies 
and other nonfixed assets, preparing them for sale. 
Lien holders and other owners of the equipment 
formerly operated by the railroads would liquidate 
their own property, but the estates would bring expres
sions of interest and bids for particular lots of equip
ment to their attention. The liquidation cost estimates 
include provision for the expense incurred by mortgage 
holders in disposing of their equipment. 

The consolidation of equipment would be planned 
according to the geographic location of prospective 
purchasers and with attention to the accessibility to 
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junction points with operating railroads. For example, 
box cars generally would be stored at western locations. 

Much of the equipment sold for reuse would be 
marketed during the consolidation phase. Following 
the consolidation phase, a 16-week liquidation period, 
ending December 31, 1979, would occur. During this 
time all remaining reuseable equipment would be sold. 
By the end of 1979, the work force required to effect the 
sale of rolling stock would be reduced to 3 percent of its 
pre-embargo level. During 1980 the remainder of the 
rolling stock sold for scrap would be delivered to the 
mills and the liquidation of rolling stock would be 
completed. 

Detailed work force charts were prepared for each 
of these phases. Figure 3 shows a typical organization 
chart for the liquidation of a typical estate. 

The facilities dismantling organization would con -
sist of 39 liquidation districts, each headed by a dis
mantling engineer. The work force would be organized 
by asset classification: track, bridges, signals, and com
munications, electric traction and buildings and ma
chinery. At its peak, the dismantling organization 
would include a work force of approximately 10,000, 
including bridge and electrical contractors. 

Table 7 is a summary manpower exhibit and Table 8 
indicates the direct cost factors used in the calculations. 

Real estate disposition costs include make-ready costs 
associated with the physical preparation of the land and 
organization and holding costs associated with the resid
ual real-estate inventory at various times. The greatest 
portion of these costs are accounted for outside the real-

TABLE 7.-Liquidation costs: liquidation manpower/all 
estates 1 

(Man-years)-post embargo 

1979 1980 1981 1985 

1. Admini :itration: 
Top tier _______________ 35 34 34 34 
LegaL _________________ 33 76 60 37 
Security _______________ 646 513 411 26 
Other administration ____ 3,357 2, 270 1, 866 519 
Equipment cont. and 

disp _________________ 54 18 18 3 
2. Sales _________________ 155 366 313 151 
3. Operations: 

Dismantling ____________ 5,558 6,836 5,839 147 
Contractora (bridge and 

electrical) ____________ 91 3,964 3,934 2,454 
Maintenance of way ____ 228 213 102 --------
MechanicaL ___________ 1, 873 99 ----------------
Transportation 2 ________ 5,937 437 ----------------

Total ______________ 17,967 14,826 12,577 3,371 

1 Excluding nonrallroad owner manpower. 
' For consolidating and relocating rolling stock. 

SOURCE: Simpson & Curtin; DeLeuw. Cather & Co.; Gladstone Associates; Temple, 
Barker & Sloane, Inc. 
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FIGURE 3.-sa.mple liquidation organization chart. 

SAMPLE LIQUIDATION ORGANIZATION CHART 

BANKRUPTCY COURT 
COORDINATOR 

ADMINISTRATION 

LIQUIDATION 
ADMINISTRATOR 

FINANCE DATA PERSONNEL EQUIPMENT 
SALES PROCESSING SUPPORT 

OPERATIONS 

EQUIPMENT CONTROL & DISPOSAL 
COORDINATION 

SOURCE' SIMPSON & CURTIN 
OELEUW, CATHER & COMPANY 
GLADSTONE ASSOCIATES, INC. 

LIQUIDATION ADMINIS
TRATION (FACILITIES) 

TRAIN 
OPERATIONS 

YARD 
OPERATIONS 

MISC. 
OPERATIONS 

LOCOMOTIVE5 GENERAL 
SUPPORT 

BRIDGES SIGNALS ELECTRIC 
COMMUNICATIONS TRACTION 

BUILDINGS & 
MACHINERY 

estate valuation process. Specifically, under the master 
liquidation plan, the facilities proceeds are charged 
with the costs of demolition of bridges, sealing tunnels, 
and removing track, economically reusable ties, other 
track material and catenary. 

Buildings which do not enhance the value of the land 
would be demolished and residual ties marketable for 
landscaping purposes would be cleared and sold. The 
right-of-way would be made ready for sale on an as-is/ 
where-is basis with no further grading or other prep
aration nor any removal of wooden poles (following 
their knockdown under the facility dismantling proc
ess), excess ties or track ballast. 

TABLE 8.-Liquidation costs: annual cost per employee 
(Constant 1976 dollars) 

Annual 
direct 

1. Administration : Labor 
Top tier _______________________________________ $34, 858 

Legal ---------------------------------------- 30,500 
Security --------------------------------- ______ 14, 034 
Other administration___________________________ 16, 409 
Equipment, cont. and disp_______________________ 15, 165 

l Sales------------------------------------------- 16,914 
3. Operations : 

Dismantling ---------------------------------- 15, 533 
Contractors

1 
---------------------------------- 15,533 

Maintenance of way____________________________ 15, 533 

Mechanical------------------------------------ 12, 922 
Transportation-------------------------------- 14,372 

1 Derived from total dollar value of contracts. 

Source: DeLeuw, Cather & Co.: Simpson & Curtin; Gladstone Asso
ciates; Temple, Barker & Sloane, Inc. 

The second increment of costs associated with holding 
and organizing for the disposition of the property in
cludes overhead costs related to personnel and similar 
items in administrative, marketing and legal areas. 
Here, specific manpower projections were established 
at the estate level on an annual basis and carried for
ward through the disposition period. Staffing projec
tions were coordinated for all asset classes and overlaps 
eliminated. 

Direct salary costs and indirect costs as a ratio of 
salary were coordinated for consistency throughout the 
staffing plan and budget projections under the master 
liquidation process. Marketing costs for outside brokers 
as a supplement to in-house marketing staff also were 
identified and projected. 

Finally, liability for ad valorem taxes to local juris
dictions was projected as applicable beginning in 1979. 
To compute real-estate tax liabilities at the local juris
diction level, analyses of effective real-estate tax rates in 
individual jurisdictions at present and in past years 
were completed. These past trends in real-estate tax 
rates were used as a basis for projecting future rates, 
again at the individual jurisdiction level. The effective 
rates were applied to the residual real-estate inventory 
on an annual basis. The inventory was valued at fair 
market levels plus appreciation over time. The impact 
of appreciation was adjusted to compensate for the 
fact that evaluations for tax purposes typically are not 
made on an annual basis. 

The principal integration tasks were performed to 



ensure that the proper .security forces would exist to 
serve the needs of the rolling stock, facilities and real 
estate organization, that provision would be made for 
a continuing top tier organization, including Trustees 
and their staffs, and that locomotives and freight cars 
necessary for dismantling operations would be held back 
from sale until dismantling was completed. 

In summary, the gross liquidation costs over the dis
posal period totaled $1.79 billion (in 1976 constant dol
lars) distributed as follows : 

MillioM of 
dollars 

Land and structures__________________________ $466 

Rolling stock--------------------------------- 280 
Facilities ------------------------------------ 924 
General ------------------------------------- 126 

Total---------------------------------- 1,796 

Present Value of Net Proceeds 

Discount rates were used to determine the present 
value of the projected net proceeds to the bankrupt es
tates. The requirement for determining net present val
ue of the proceeds was delineated in the New Haven In
clusion Case and stems from the accepted financial prin
ciple that a dollar today in the hand of the holder is 
worth considerably more to him than a dollar promised 
for delivery in the future, particularly if there is un
certainty associated with its delivery. 

Discount rates either explicitly or implicitly reflect 
the sum of: 

• The rate of return on riskless investment, 
which compensates the investor for the loss of his 
opportunity to use funds over a period of time. 

• The inflation premium, which compensates the in
vestor for the shrinking purchasing power of the 
dollar when delivered in the future, and 

• The risk premium, which reflects the additional re
turn required to compensate the investor for the un
certainty associated with projected future funds 
flow. 

Because of the differences in tax shields, dift'erential 
tax rates, etc., investments are compared most easily on 
an after-tax basis. Accordingly, discount rates were de
termined on an after-tax basis and then adjusted to 
a pre-tax basis. There is no implicit assumption in the 
derivation of net proceeds that they are on an after
tax basis. If it is later determined that the net proceeds 
are subject to no form or magnitude of taxation, the 
discount rate would have to be revised to its afte:c tax 
equivalent. 

The rate of return on riskless investment (after-tax 
basis) can be estimated readily by a standard method 
that involves calculating the difference between the 
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yield over time of relatively risk-free investments (e.g., 
U.S. Treasury Bonds) and the rate of inflation. This 
analysis yielded a rate of 3.25 percent. 

It became unnecessary to include the second compo
nent, the inflation premium, because the projections of 
net proceeds were calculated on a constant dollar and 
noninflationary basis. 

The third component, risk premium, was the most 
critical and complex to analyze. Clearly, the ability of 
the estates to realize the projected proceeds entails con
siderable risk in the sense that estimated unit values may 
not be realized at the precise levels forecast, nor in the 
projected time frame. It is important to note in this re
gard that the projection of net proceeds, both as to vol
ume and timing, took no explicit account of risk and 
that the projected values were single-point estimates. 

The appropriate risk premium is a function of the 
best current projections of the uncertainty of the future 
cash flows to the estates. The most relevant view of risk 
premium now is the implicit discount rate that a knowl
edgeable and sophisticated investor would use to deter
mine what he would pay to an existing trustee of the 
bankrupt estates if the trustee were prepared to sell his 
interest in the projected future net proceeds for current 
consideration. 

Since there never b~fore had been a liquidation of this 
type, one could not measure empirically the risk pre
mium actually demanded by investors in a situation 
comparable to that facing the seven estates. Therefore, 
other investment examples having similar uncertain
ties with respect to the magnitude and timing of cash 
proceeds were analyzed. 

Giving weight to two baseline analyses-a study of 
real rate of return in New York Stock Exchange com
mon stocks 4 and an analysis of discount rates as applied 
to the evaluation of long-term capital investment proj
ects in United States industrial corporations-USRA 
concluded that the risk premium appropriate to the 
projected net proceeds resulting from the disposition of 
non-real estate assets of the bankrupt estates was in the 
range of 8.5 to 9 percent. Accordingly, it was deter
mined that the appropriate discount rate would be 12 
percent after tax ( 13 percent pre-tax), the sum of the 
real riskless rate of mt urn ( 3.25 percent) and the risk 
premium attributable to uncertainties in the timing and 
magnitude of funds flows to the estates (8.75 percent). 

Similarly, USRA made a special survey of real estate 
and real estate-related corporations to establish the 
present value discount rate appropriate to use for the 
real estate valuation process. Giving due consideration 
to the illiquid nature of land investment, an after-tax 

•Lawrence Fisher and James Lorie, "Rates of Return on Invest
ments in Common Stocks," Journal of Business (January, 1964), pp. 
1-21. 
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rate of 15 percent (16 percent pre-tax) was selected. 
This rate is at the low end of the range currently ap
plied in industry for real estate programs. 

Table 9 summarizes the gross proceeds, liquidation 
costs, and net proceeds by year and, using the two dis-

count rates discussed above, computes the present 
values of the net proceeds as of January 1, 1976. Table 9 
shows that the 1976 present value of the bankrupt 
estates would be $757 million, of ·which $621 million 
represents the present value of owned net proceeds. 

1979 

Gross proceeds: 
Land and structures __________________ _ 
Rolling stock_________________ $435 . .'i 
Materials and supplies_________ 70. 3 
Facilities __ . _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 140. 2 

TABLE 9.-Net liquidation value 
[Dollars in millions] 

1980 1981 1982 1983 1984 

$356. 8 $396. 2 $253. 3 $203. 9 $111. 6 
110. 8 - - - - - - - - . 6 . 8 . 5 

1985 

$75. 6 
1. 0 

------------------------------------------------
288. 1 263. 9 228. 6 170. 9 96. 3 9. 9 

Subtotal Post 
1985 

$1, 397. 4 $359. 7 
549. 2 - - - - - - - -

70. 3 --------
1, 197. 9 -- ------

Total 

$1, 757. 1 
549. 2 

70. 3 
1, 1Cl7. 9 

TotaL ____________________ $646. 0 $755. 7 $660. 1 $482. 5 $375. 6 $208. 4 $86. 5 $3, 214. 8 $359. 7 $3, 574. 5 

Liquidation costs __________________ $436. 3 $330. 0 $284. 6 $234. 3 $164. 2 $102. 6 $37. 8 $1, 589. 8 $'206. 5 
Net proceeds _____________________ 209. 7 42.5. 7 375 . .') 248. 2 211. 4 105. 8 48. 7 1, 625. 0 153. 2 
Present value of net proceeds ________________________________________________________________________________ _ 
Present value of owned net proceeds. _________________________________________________________________________ _ 

SOURCE: USRA, DeLeuw, Cather & Co., Gladstone Associates, Simpson & Curtin, Temple, Barker & Sloane, Inc. 

$1, 796. 3 
1, 778. 2 

757. 4 
621. 4 
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Manpower 

ConRail's manpower requirements depend on the demand 

for transportation services. To determine these requirements, 

TJSRA assessed past transportation trends and future operating 

projections for ConRail. The estimated manpower requirements 

then were matched with the skills and locations of the men and 

women employed by the railroads in reorganization. U SRA recom

mends that ConRail design a manpower plan in accord with the 

anticipated demand for transportation services but which repre-

sents minimum disruption to the lives of employees. 

The Act recognizes that the manpower employed by the rail

roads in reorganization might exceed the requirements of Con

Rail. As a result, Title V of the Act provides protection for 

employees ·who may be adversely affected. The Act authorizes 

a total of $250 million for employee protection costs. 

In examining the adequacy of this fund, USRA estimates 

that the $250 million figure may be adequate, depending on 

various factors such as the number of employees offered jobs 

by acquiring railroads and the percentage of employees who 

would relocate. For example, if the acquiring railroads offered 

employment to 60 percent of the employees associated with the 

properties to be acquired, employee protection costs would 
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amount to ab.out $200 million. The figure could exceed the statu
tory authorization, however, in which case an amendment to the 

Act would be sought to increase the size of the fund. 

The demand for transportation services changes as 
industrial production and general economic activity 
expands or contracts. The manpower requirements for 
ConRail are dependent upon the demand for transpor
tation services and the specific operating circumstances 
ConRail faces. USRA has projected ConRail man
power requirements from past trends and the operat
ing plan for ConRail. These requirements have been 
matched with the skills and locations of the men and 
women currently employed by the railroads in reor
ganization. 

In commenting on the PSP, various communities and 
labor organizations expressed concern that r~il employ
ment may decline if USRA's plan is adopted. Recog
nizing that the concerns of individual employees as 
well as economic objectives are at stake, USRA recom
mends that ConRail design a manpower plan in accord 
with the anticipated demand for transportation services 
but which represents minimum disruption to the lives of 
employees. 

Congress recognized that an imbalance might occur 
between ConRail's personnel requirements and the 
composition of the current workforce of the railroads 
in reorganization. The Act requires, in section 202 (b) 
( 6), that the Association "consider the effect on rail
road employees of any restructuring of rail services in 
the region". The economic impact of reorganization is 
minimized for individual employees by the employee 
protection provisions contained in Title V of the Act, 
which also provides a $250 million fund to cover the 
cost of protection. A principal aim of USRA's man
power planning effort has been to estimate the ade
quacy of the $250 million employee protection fund. 
Under the Act as now written, employee protection ex
penditures in excess of $250 million must be covered by 
ConRail and the acquiring carriers. Any significant 
employee protection costs in excess of $250 million 
could affect the financial condition of ConRail and the 
acquiring carriers unless additional funds are au
thorized and appropriated. 

USRA's estimates of employee protection expendi
tures depend on the number of employees offered em
ployment by the acquiring carriers. Unfortunately, the 
solvents have not yet had time to develop adequate 
plans to specify their manpower needs for the acquired 
properties. Many other presently unknown factors 
could have a significant impact on employee protection 
costs. Therefore, USRA has estimated a range of possi
ble employee protection expenditures, depending on 
different assumptions. A computerized model was de
veloped to assist preparation of the estimates. 

Based on the findings and assumptions discussed sub-

sequently in this chapter, USRA estimates that if the 
acquiring carriers offer employment to 60 percent of 
the employees associated with the properties to be 
acquired, the employee protection expenditures would 
be about $200 million, $50 million less than the amount 
authorized in the Act. If the solvents offered employ
ment to 80 percent, the costs would drop to $162 mil
lion. A reduction in the attrition rate from the expected 
6 percent to 3 percent would increase the costs from 
$200 million to $268 million (assuming 60 percent are 
offered employment by the solvents). The range of ex
penditures, given the current assumptions, indicate that 
the $250 million fund provided in Title V may be ade
quate. Should there be an unforeseen contraction of 
economic activity, however, the manpower require
ments for ConRail would decline and employee protec
tion costs may increase. 

Manpower Requirements for the Restructured Rail 
System 

USRA has sought to match existing personnel with 
projected staffing needs as accurately as possible. In 
general, personnel requirements are a derived demand; 
that is, they are generated by traffic volume, train re
quirements, service levels and routings, etc. In planning 
for ConRail, USRA employed a variety of means to 
identify these variables. Once identified, they were 
translated into personnel requirements. 

Factors in Estimating Manpower Requirements 

In developing the FSP, five important factors were 
used in determining ultimate manpower requirements. 

Industry Structure.-ConRail's manpower require
ments as discussed in this chapter are based on the rec
ommended industry structure described in Chapter 1. 
Included in ConRail are the Penn Central (PC), Cen
tral of New Jersey (CNJ), Lehigh Valley (LV), Le
high and Hudson River (LHR), Pennsylvania-Read
ing Seashore Line (PRSL), Ann Arbor (AA) and 
limited portions of the Erie Lackawanna (EL) and 
Reading ( RDG) railroads. The consolidation of these 
properties makes it possible for ConRail to realize cer
tain economies due to the centralization of car and 
locomotive repair shops, headquarters staff and stores, 
etc. It also permits the elimination or downgrading of 
some duplicate main lines and terminals. 

Transaotwns With Solvent Oarriers.-The industry 
structure and the relationship with the solvent carriers 
are, of course, interrelated. The industry structure 
recommended by the Association involves a number 
of railroads, including the Chessie, N&W, D&H, 
DT&I, SOU, GTW, P&LE, and TP&W. Trans-
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' actions between ConRail and the solvents will be essen
tially of two kinds: Solvents may acquire some proper
ties of the railroads in reorganization ; and ConRail 
may acquire some solvent carrier properties (i.e., pro
posed ConRail acquisition of the B&O Washington to 
Philadelphia line). 

As defined in section 501 of the Act, the Chessie, 
N&W, D&H, DT&I, SOU, GTW, P&LE, and TP&W 
will become "acquiring railroads" if the FSP is imple
mented. An acquiring railroad is required "to offer such 
employment and afford such employment protection to 
employees of a railroad from which it acquires prop
erties or facilities pursuant to the Act ... as shall be 
agreed upon between the said acquiring railroad and 
the representatives of such employees prior to said 
acquisition." USRA estimates that approximately 8,100 
employees will be offered employment with the ac
quiring carriers. 

Volume Projections.-ln developing projections of 
ConRail traffic volumes and thereby work requirements, 
USRA used the Temple, Barker & Sloane (TBS) car
load forecast for ConRail, as described in Chapter 7. 

In ConRail's early years tonnage is down, but recovers 
in 1980 and increases thereafter. Carloads follow this 
same pattern but grow more slowly because of increas
ing average unit capacity in the car fleet and heavier 
loading trends. Projected ConRail employee require
ments through 1985 follow the basic economic pattern 
but do not duplicate it because of consolidations, effi
ciency improvements and other factors. 

The method used to assess the impact on ConRail's 
manpower requirements of changes in tonnage and car
loadings and the results obtained through application 
of this method are discussed in a subsequent section of 
this chapter. 

E'ffimency lmprovements.-In estimating manpower 
requirements by year and by location, USRA took into 
account projected efficiency improvements resulting 
from improved terminal management, train blocking 
and equipment control. These improvements reduce Con
Rail's workload and, accordingly, employee require
ments. Planning has not assumed any changes in labor 
agreements, work pace or technology. 

Rehabilitation.-The rehabilitation effort will affect 
manpower directly through augmentation of mainte
nance-of-way forces to meet program goals and indirect
ly because of diminished wreck ·clearing requirements 
and improved road train transit time. As the rehabilita
tion program progresses, it will decrease the need for 
other types of employees due to improvements in both 
over-the-road and terminal operations. 

Projected Manpower Requirements 

ConRail's need for employees was estimated by assess
ing the impact of each of the five critical factors dis
cussed above on the following categories of employment. 

• Maintenance of way and structures, 
• Maintenance of equipment and stores, 
• Transportation and 
• Executive, professional and clerical. 

Maintenance of Way and Structures.-The manpower 
level for railroad plant maintenance is a function of the 
size of the plant, traffic carried, location, and in this 
case, condition of the acquired property. The railroads 
in reorganization currently have more than 12,400 peo
ple engaged in maintenance-of-way and structures. 

Based on a detailed review of current manning levels 
throughout the maintenance-of-way and structure or
ganizations of the railroads in reorganization, USRA 
estimates this force level will be increased, with appro
priate adjustments for transfers and abandonments. 

Maintenance-of-way manpower requirements have 
been estimated for: supervision, track, signals and com
munication, bridges and buildings, electric traction and 
miscellaneous. In developing requirements in each of 
these areas, productivity improvements resulting from 
more and better equipment and enhanced operating ef
ficiencies have been considered. Summary estimates for 
the four subcategories and total maintenance-of-way are 
shown in Table 1. 

Maintenance-of-way supervisory forces should be in-
creased for a number of reasons. 

• The existing supervisory force cannot handle ex
panded work programs. 

• Capital programs are going to be expanded during 
the rehabilitation of facilities. 

These factors will result in an increase in mainte
nance-of-way supervisory forces. In merging six rail
roads in reorganization and portions of two others into 
ConRail, however, certain parallel supervisory positions 
can be eliminated. The net effect, nevertheless, is that 
ConRail still will need to increase its maintenance-of
way supervisory forces. 

The largest component of the maintenance-of-way 
force is the track complement. There are four force 
groupings within this area. 

• A basic force is required for such routine activities 
as inspection, spot surfacing and general house
keeping. This component has been calculated as a 
function of miles operated, tonnage carried per 
track-mile and plant condition. 

• A program maintenance force is required for 
mechanized renewal of track components and ge
ometry, including ties, rail and surfacing. This 
force level is a function of the work programs to be 
performed, which are the result of normal main
tenance requirements, with adjustments for de
ferred renewals where applicable. 

• Program support personnel are required for ma
terial distribution and detail work associated with 
heavy maintenance programs. 
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TABLE 1.-Projected manpower requirements, maintenance-of-way 

Year' Track 

1976 _________________________________ 11, 034 
1977 _________________________________ 11, 550 
1978 _________________________________ 9, 189 
1979 _________________________________ 9, 218 
1980 _________________________________ 9,239 
1981 _________________________________ 9, 193 
1982 _________________________________ 9, 147 
1983 _________________________________ 9, 147 
1984 _________________________________ 9, 147 
1985 _________________________________ 9, 147 

1 year end fiilll"es. 

• A work force is needed to hold maintenance on lines 
to be phased out of the system, light density lines 
included in the system and certain light volume 
yard and branch line trackage. These employees 
will be relocated as ConRail becomes less involved 
in operating subsidized branch lines. This will en
able ConRail to keep maintenance-of-way produc
tion gang forces assigned to their respective special
ized tasks. 

Employment requirements for bridge and building 
forces, electric traction forces and miscellaneous em
ployees such as bridge tenders, crossing watchmen, etc. 
are expected to remain constant. 

Requirements for signal and communications employ
ees should remain constant at the present level, with 
the exception of employees required to perform signal 
work in the rehabilitation program. In addition to the 
manpower required to keep the present signal system 
operating properly and the manpower required to main
tain the existing communication system, manpower 
will be required to supervise, engineer, and construct 
ConRail's new signal and communication systems. 

The 10-year projection for maintenance-of-way em
ployees indicates a 31 percent increase over the num
ber of maintenance-of-way employees on properties to 
be transferred to ConRail. In 1978, it is projected that 
maintenance-of-way employment would decrease, as
suming ConRail becomes less involved in operating 
subsidized branch lines. There:dter, the staffing level 
reflects the reduced plant size, provision of better equip
ment, improved maintenance programming and the 
benefits of progress in the rehabilitation program. After 
1982 it is assumed that maintenance-of-way gang levels 
and other forces will stabilize with increases in ton
nage offset by benefits of rehabilitation. The rehabilita
tion program thus has been structured to stabilize 
employment. 

JJ!aintenanee of Equiprnent and Stores.-The pro
jected demand for maintenance of equipment employees 
was developed by defining the need for car and loco-

Supervision and Signal and com- Bridges, buildings Total malntenanc • 
clerical municatlon and miscellaneous of-way 

1, 132 3,290 1,533 16, 989 
1, 122 3,290 1,533 17,495 
1, 121 3,292 1, 533 15, 135 
1, 120 3, 199 1, 533 15,070 
1, 167 3, 133 1, 533 15, 072 
1, 158 3, 119 1,533 15,003 
1, 152 3, 106 1,533 14,938 
1, 152 3, 106 1, 533 14, 938 
1, 152 3, 106 1, 533 14, 938 
1, 152 3, 106 1, 533 14,938 

motive maintenance during the 1976-1985 period, given 
projected car and locomotive use, shop capabilities and 
traffic demand levels. This process relates the capabili
ties of the major shop facilities and running repair 
shops to locomotive requirements and car fleet size. Em
ployment in this category is projected to decline after 
1979 at an average rate of 2 percent per year through 
1985. This decline reflects reductions in the equipment 
fleet from improved utilization which should more than 
offset an increase in repair requirements resulting from 
efforts to reduce the current abnormally high bad order 
ratio. Productivity gains are expected to result from 
improved tooling and upgraded working conditions in 
some shop facilities as well as better designed and more 
modern locomotive servicing facilities. 

Con Rail is expected to perform the equipment re
pairs necessary to bring down the bad order ratio for 
cars from its existing level of 12.3 percent to 5 percent 
by 1985. This reduction, combined with a projected 28 
percent improvement in car use, is expected to result 
in a car-fleet reduction from 149,273 cars in 1976 to 
106,682 cars in 1985. In addition to the manpower re
quired to carry out the projected car repair program, 
it is expected that forces will be augmented to handle 
the increasing inspections and more frequent compo
nent replacements resulting from possible changes in 
FRA regulations. 

Transportation.-To define the anticipated demand 
for transportation employees, it was necessary to adjust 
existing manning lev'3ls to reflect both changes in vol
ume as well as changes caused by other factors, such as 
increases in efficiency reflected in the combined operat
ing plan for ConRail. 

To estimate variations in volume multiple regression 
coefficients (statistically derived rates of change) were 
developed for each catEgory of transportation employee 
by relating miles of yard track, road miles, gross ton 
miles and car miles with employment levels for each 
category of employee on each Class I railroad in 1973. 
The multiple regression coefficients then were applied 
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against site-specific volume projections for ConRail for 
each category for each year from 1976 through 1985. To 
obtain the site-specific volume projections, the existing 
volume and traffic mi.x at each of the 493 gathering 
points (locations at which switching crews go on and 
off duty) in the ConRail network were expanded by 
commodity type and by growth in average net load by 
car type as in the TBS volume forecast. Each of the 
gathering points then was converted into an equivalent 
pay location to provide the site-specific volume growth 
factors against which the multiple regression coefficients 
could be run. To refine the projected manpower require
ments, the ConRail network was modified to exclude the 
Saginaw-Bay City-Midland, Mich., Charleston, W. Va. 
and Delmarva Peninsula markets and, after 2 years, all 
branch lines available for subsidy but not included in 
the FSP. 

In addition to adjusting the existiug manpower for 
changes in traffic growth, USRA also applied yard and 
road efficiency factors at each location for each year 
from 1976 through 1985. These efficiency factors in
cluded the projected impact on manpower resulting 
from rehabilitation, improved terminal management 
and shifts in the role of a facility in system operations 
due to implementation of a ConRail operating plan. 
These efficiency factors, drawn from USRA's yard im
provement and management effectiveness studies, also 
are reflected in the financial pro fo'f'lnas (see Chapter 3). 
Projections for transportation manpower requirements 
are shown in Table 2. 

Train and engine sei vice employment is expected to 
decline after 1976 due to improved operating efficiencies, 
rehabilitation benefits and consolidations. These man
power reductions more than offset increases in employ
ment attributable to projected increased carloadings 
during the next 10 yea.rs. 

ConRail's projected requirements for transportation 
employees (other than train, engine and yard service) 
are relatively constant throughout the planning period. 

TABLE 2.-Projected manpower requirements, 
transportation 

[Including passenger] 

Year' 
Other tha.n train Train and Tota.I 

Yardmasters and engine engine transportation 

1976 ____ 1, 155 4, 250 31, 312 36, 717 
1977 _ - - - 1, 045 4,250 30, 165 35,460 
1978 ____ 990 4, 175 29, 192 34,357 
1979 ____ 993 4, 180 29,366 34, 539 
1980 ____ 952 4,225 29, 605 34, 782 
1981_ ___ 946 4, 170 29,472 34,588 
1982_ - - - 931 4, 200 29,549 34,680 
1983 ____ 915 4, 175 29, 784 34,874 
1984 ____ 908 4, 075 30, 093 35, 076 
1985 ____ 919 4, 025 30, 311 35,255 

1 Year end figures. 

This is because these categories of employment have 
been shown through regression analyses to be relatively 
insensitive to changes in volume. Yardmasters and yard 
clerks, however, were assumed to vary directly with the 
projected reduction in switching requirements resulting 
from application of an improved blocking plan. Re
quirements for these types of employees are expected to 
decline as terminal operating efficiencies are improved. 
In total, as Table 2 indicates, the projected requirement 
for yardmasters, switch tenders and hostlers is expected 
to decline by approximately 1 percent per year during 
the entire 10-year planning period. 

Executive, Professional and Olerical.-To determine 
requirements in these categories, USRA conducted a 
study of the general and administrative functions on 
the railroads in reorganization on a departmental and 
functional basis. This was done to identify consolida
tion opportunities among the various staff functions. 
The consolidation of six railroads in reorganization and 
portions of two others into ConRail should bring a 
reduction in the total number of employees in the 
executive category. 

Merger and consolidation opportunities in the gen
eral and administrative areas are not as high as might 
be expected because many of these functions are related 
to volume of traffic rather than corporate structure. It 
is expected, however, that employment requirements in 
most of the nonvolume related functions will decline 
as the railroads in reorganization are consolidated into 
ConRail. 

Summary of Projected Manpower Requirements 

Based on the previously described analyses, ConRail's 
manpower requirements through 1985, including pas
senger services, would be as follows : 

Projected OonRail employee requirements 

(Through 1985) 
A.ppro:i;mate 

number of 
Year: employees 

1976 ------------ 90,169 
1977 ------------ 96,009 
1978 ------------ 92,952 
1979 ------------ 89,221 
1980 ------------ 90,185 

Manpower Availability 

A.ppro:ilmate 
number of 

Year : tJmf)loyeea 

1981 ------------ 91,293 
1982 ------------ 91,449 
1983 ------------ 92, 141 
1984 ------------ 92,800 
1985 ------------ 93,312 

The Act requires that ConRail off er employment to 
each employee of a railroad in reorganization on the 
date of conveyance if the employee has not already ac
cepted an offer of employment by the Association 
(where applicable) or acquiring solvent railroads. To 
estimate the number of employment offers which Con
Rail must make on the date of conveyance, it was neces
sary to determine the number of employees currently 
working on the eight railroads in reorganization. 
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USRA identified these employees by craft, seniority 
district and pay location, as summarized in Table 3. In 
addition, the numbers of employees on leave of absence, 
disability and furlough also were determined. In those 
areas and crafts where ConRail finds the present force 
inadequate, the number of furloughed employees is par-

ticnlarly significant (see Table 4). The latest figures 
available indicate there are a total of 98,173 active em
ployees and 4,770 employees furloughed. These data 
will be updah'd prior to conveyance. 

The next step was to estimate the number of employ
ees to he offered employment by acquiring carriers. A 

TABLE 3.-Number of employees by craft groupings of railroads in reorganization 

Craft groupings PC Rdg CNJ AA LV EL PRSL L&HR Total 

Executives, professionab _____________________ 3, 800 304 113 12 1311 56.5 13 8 4, 953 
Clerks _____________________________________ J.5, 643 I, 383 424 31 551 2, 035 95 23 20, 185 
Police _____________________________________ 647 60 29 -------- 71 82 .5 ---------- 894 
Machinists _____________________________ - ___ 3, 166 157 70 1.5 81 389 12 4 3 

' 
894 

Maintenance-of-way _________________________ 7, .535 617 234 86 368 781 114 16 9, 751 
Communications and signal_ _________________ 1, 972 166 52 6 110 390 31 ---------- 2, 727 
Subordinate foremen ________________________ 2, 140 143 36 7 72 260 1 3 2, 662 
Blacksmiths ________________________________ 259 5 1 -------- 3 30 4 ---------- 302 
Boilermakers _______________________________ 244 17 7 -------- 5 19 -- - -- - - - - -- - - - -- - - 292 
Carmen ___________________________________ 8, 100 665 148 29 236 836 20 5 10, 039 
Electrical workers ___________________________ 2, 867 167 .58 2 46 218 3 1 3, 362 
Sheet metal workers _________________________ I, 047 28 22 3 13 45 ----------- - --- --- I, 158 
Skilled helpers ______________________________ 381 78 2.5 2 10 22.5 ------------------ 721 
Apprentices ________________________________ 35 -------- -------- 7 29 ---------- -------- 72 
Firemen and oilers __________________________ I, 621 116 31 6 48 154 -------- 5 I, 981 
Train dispatchers ___________________________ 624 27 17 4 8 77 4 5 766 
Dining car workers __________________________ 16 2 - - - -- - - - - - - - - - - - - -- - - - - - 9 ------- ----- --- --- 27 
Marine forces _______________________________ 91 9 -------- 60 10 35 ----------------- - 205 
Yard masters ______________________________ 1, 010 66 11 5 35 96 7 1, 231 
T . ra1nmen __________________________________ 16,663 I, 119 364 so S33 2, 548 121 10 21,408 
E . . 9, 273 535 149 26 203 I, 294 58 .5 11, .543 ,ng1ne service _________________________ 

- - - -

Tot~-------------------------------- 77, 134 5, 664 1, 792 344 2, .548 10, 117 488 86 98, 173 

----·--·---------------

So1•acE: I.C.C. Form A Reports, March 1975. 

TABLE 4.-Number of furloughed employees by craft groupings of railroads in reorganization 

Craft groupings PC Rdg CNJ AA LV EL PRSL L&HR Total 

Executives, professionals ______________________________________________________________________________________________ _ 
Clerks_____________________________________ 324 ________________________ 11 78 12 __________ 425 
Police ___________________________________ .. _ 2 _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 2 

Machinists_________________________________ 706 ------------------------------------------------ 5 711 
Maintenance-of-way_________________________ 118 1 ________________ 2 250 __________________ 371 
Communications and signal___ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 37 _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 2 32 _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 72 
Subordinate foremen_________________________ 16 ---------------------------------------------------------- 16 
Blacksmiths and boilermakers________________ 289 ------------------------------------------------ 2 291 
Carmen____________________________________ 501 60 ________ 251 37 27 1 878 
Electrical workers____ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 96 _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 2 98 
Sheet metal workers __________________________________________________________________________________________________ _ 
Skilled helpers______________________________ 126 _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 6 26 _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ J.58 
Apprentices _________________________________________________________________________________________________________ _ 
Firemen and oilers_ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 191 6 _ _ _ _ _ _ _ _ 1 _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 1.5 _ _ _ _ _ _ _ _ _ _ 213 
Train dispatchers_ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 4 _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 4 
Dining car workers _______________________ ·_ _ _ 9 _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 4 _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 13 
Marine forces_______________________________________________________ 2 24 __________________________ 26 
Yard masters_______________________________________________________________ 3 __________________________ 3 
Trainmen_____ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 1, 187 28 _ _ _ _ _ _ _ _ 9 21 143 19 12 1, 419 
Engine service_____ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 38 _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 30 _ _ _ _ _ _ _ _ 9 77 

TotaL _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 3, 640 9,5 - - - - - - - - 21 343 574 73 31 4, 777 

SouRcE: Telephone survey of Railroads involved (June 24, 1975). 
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study was made of the extent to which current jobs on 
the lines to be acquired by solvents are related to traffic 
volume or are susceptible to consolidation. Using this 
study, USRA estimates that 10,800 employees, or ap
proximately 80 percent of the 13,500 employees associ
ated with these lines, might be offered employment by 
the acquiring carriers. Preliminary comments by the ac
quiring carriers indicate, however, that the offer of em-
ployment might be less, perhaps only 60 percent or 
about 8,100 of the employees currently associated with 
the properties to be acquired. This would have a sig
nifi.cant impact on the $250 million employee protection 
fund. The actual number of contract employees to be 
offered employment by the acquiring carriers will de
pend on the agreements negotiated between the acquir-

. ing carriers and the union representatives as well as the 

. solvents' plans for operating the acquired properties. 
Neither of these has been determined at this time. For 
nonagreement employees, the offer will be based on the 
manpower requirements of the acquiring carriers. To 
show the range of the impact on the employee protec
tion fund, estimates were prepared for both the 60 and 
80 percent assumptions. To illustrate the anticipated 
impact, the 60 percent assumption is used as the basis 
for the following discussion. 

Table 5 shows estimated ConRail employees by craft 
on the date of conveyance. Based on the 60 percent 

TABLE 5.-Estimated number of ConRail employees 1 by 
craft groupings on date of conveyance 

Estimated 
Total number number of Estimated number 
of employees employees to of ConRall 
railroads in be offered employees on Craft groupings 

reorganization employment date of 
(March ln75) 2 with acquiring conveyance 

carriers 3 

l1ecutlves, professionals ______ 4,953 531 4,422 
Clerks. _______________________ 20, 185 2,083 18, 102 
Police ________________________ 894 27 867 
Machinists. ___________________ 3,894 230 3, 664 
Maintenance-of-way __________ 9, 751 870 8,881 
Communications and signaL _ 2, 727 252 2,475 
Subordinate foremen _________ 2,662 115 2,547 
Blacksmiths __________________ 302 3 299 
Boilermakers _________________ 292 31 261 
Carmen __ ------------ ________ 10,039 772 9, 267 
Electrical workers ____________ 3,362 198 3, 164 
Sheet metal workers __________ 1, 158 49 l, 109 
Slr:illed helpers ________________ 721 2 719 
Apprentices __________________ 72 0 72 
Firemen and oilers ____________ 1, 981 150 1,831 
Traiu dispatchers _____________ 766 50 716 
Dining car workers ___________ 27 0 27 
Marine forces _________________ 205 21 184 
Yard masters _________________ 1,231 110 1, 121 
Trainmen ____________________ 21,408 1, 758 19, 650 
Engine service __________ 11,542 858 10, 685 

TotaL _________________ 98, 173 8, 110 90,063 

1 Does not Include those employees on leave of absence, disability 
or furlough. 

•Assumes employment level will be the same on date of conveyance as 
of March 1975. 

1 Based on the assumption that 60 percent of those currently asso
ciated with the properties to be acquired will be offered employment 
with acquiring carriers. 

assumption, ConRail will offer positions to 90,063 
employees of the railroads in reorganization. 

Using the national railroad industry average attrition 
rate of 6 percent annually, about 60 percent of ConRail's 
work force on the date of conveyance will have departed 
by 1985; 32 percent of this attrition will be due to retire
ments of employees. A 10-year projection of the num
ber of ConRail job vacancies created by attrition which 
can be used to correct imbalances between manpower re
quirements and availability is shown in Table 6. In addi
tion, new job vacancies occur due to changes in opera
tions, such as increase in business and the planned re
habilitation program. These factors have been taken 
into consideration in projecting ConRail manpower 
requirements. 

TABLE 6.-Projected number of OonRail job vacancies 
created by 0 percent attrition per year-1976 

Craft groupings : 
Projected number of 

vacancies per year 

Executives, professionals__________________________ 250 

Clerks ------------------------------------~----- 1, 047 
Police ------------------------------------------- 47 
Machinists -------------------------------------- 208 
Maintenance-of-way ------------------------------ 712 
Communications and signaL______________________ 172 
Subordinate foremen_____________________________ 141 

Blacksmiths ------------------------------------- 15 
Boilermakers ------------ ------------------------ 18 
Carmen ----------------------------------------- 511 
Electrical workers ___________________________ --- __ 180 

Sheet metal workers______________________________ 65 
Skilled helpers___________________________________ 25 

Apprentices ------------------------------------- 3 
Firemen and oilers_______________________________ 98 
Train dispatchers________________________________ 41 
Dining car workers_______________________________ 1 
Marine forces____________________________________ 8 
Yard masters____________________________________ 68 

Trainmen -----------------------------·---------- 1, 160 
Engine servire___________________________________ 639 

Total ----------------------------------------- 5,409 

Matching Manpower Requirements with Man
power Availability 

The great majority of protected employees 'vill not 
be affected significantly by conveyance but will be of
fered employment by ConRail 01· an ac<1uiring carrier 
in their same capacity and location. The reorganization, 
however, does create some imbalance between the man
power available in each craft and projected require
ments. This results in shortages of manpower in certain 
crafts and surpluses in other crafts, as illustrated by 
Table 7. In crafts where shortages of manpower are 
projected, there will be no appreciable impact on those 
employees. Furloughed employees, if any, will be re
called to fill these vacancies and where necessary new 
employees hired. In those crafts where available man-
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TABLE 7.-Analysis of ConRail manpower requirements 
and availability by craft groupings-1976 

Estimated num-
ber of ConRall Projected 
employees 1 on manpower Difference 

Craft groupings the date of requirements between supply 
conveyance for ConRall and demand 
(supply) 1976 2 (demand) (+or-) a 

Executives professionals. _____ 4,422 4, 167 +255 
Clerks ________________________ 18, 102 17,465 +637 
Police ________________________ 867 788 +79 
Machinists. _______ ----- -- ---- 3,664 3,472 +192 
Maintenance-of-way __________ 8,881 11, 868 -2,987 
Communications and signal._ 2,475 2,865 -390 
Subordinate foremen __________ 2, 547 2, 352 +195 
Blacksmiths. _________________ 299 255 +44 
Boilermakers _________________ 261 303 -42 
Carmen ______________ 9,267 8, 520 +747 
Electrical workers ____________ 3, 164 3,000 +164 
Sheet metal workers ___ 1, 109 1,077 +32 
Skilled helpers. ______________ 719 420 +299 
Apprentices. __________ -- _____ 72 42 +30 
Firemen and oilers ___________ 1, 831 1,636 +195 
Train dispatchers _____________ 716 676 +40 
Dining car workers ____ -______ 27 22 +s 
Marine forces. ________________ 184 132 +s2 
Yard masters _________________ 1, 121 1, 125 -4 
Trainmen _______ ------------ 19, 650 19, 327 +323 
Engine service ________________ 10, 685 10, 657 +28 

Total..----•---- ________ 90,063 90, 169 
_, 

1 Does not include those employees on leave of absence, disability or furlongh. 
2 Midyear manpower requirement figures were nsed to more accurately estimate 

employee protection costs. 
a Because of craft differences, a surplus ( +) in '>11e craft cannot be netted against a 

shortage (-) in another craf1. 

power exceeds projected manpower requirements. there 
\Yill be an affect on employees. 

Employee Protection Provisions of the Act 

Section 509 of the Act establishes a fund of $250 mil
lion to reimburse ConRail and the acquiring carriers 
for the costs of employee protection payments made in 
accordance with the following provisions. 

Mori.thly Displacement Allowances.-These are pro
vided for any protected employee deprived of employ
ment or whose earnings are adversely affected after the 
date of conveyance. Such allowances continue to age 65 
for employees with more than 5 years of railroad serv
ice and for shorter periods for those with less than 5 
years of service as of January 2, Hl74, the effective date 
of the Act (sections 505 (b) and ( c)). 

Separation Allowances.-These are available to pro
tected employees (except those with less than 3 years of 
service as of the effective date of the Act) if offered by 
the railroad and accepted by the employee, or if elected 
by the employee in lieu of transfer requiring a change 
of residence. Separation allowances are based on a 
formula involving age and length of service. There is a 
$20,000 maximum on the separation allowance (section 
505(e) ). 

Termination Allowances.-These are provided for 
protected employees with less than 3 years of service as 
of the effective date of the Act. These allowances of up 

to 180 days' pay are available in the event ConRail 
elects to terminate such employees (section 505(f) ). 

Moving Expense B enefits.-These include such items 
as moving household goods and sale of home and will be 
provided for protected employees who accept a transfer 
requiring a change of residence (section 505(g) ). 

Assumptions in Estimating Employee Protection Costs 

Total employee protection costs can be only rough es
timates, since in many eases the actual costs will vary 
depending upon future events, the state of the economy 
and decisions made by others. The number of employ
ees offered employment by the acquiring carriers will 
affect employee protection costs greatly. The decisions 
of individual employees, for example, whether to ac
cept an offer of transfer requiring a change of residence 
or to take a separation allowance also affect employee 
protection costs. Since there is no way to determine ac
curately what others will do, USRA has used its best 
judgment and past experience in making the following 
assumptions used to estimate probable employee protec
tion costs. 

Employees with less than 8 years' service as of the 
date of the Act, represent 10 percent of the total number 
of employees. If projected manpower requirements for 
a craft result in a system wide snrplns. it is assumPd that 
employees in that craft with less than;~ .wars of scJTice 
will be paid term'ination allowances. 

Employees with not less than ;1 nor more than 5 years 
of service as of the date of the Act represent 4 percent 
of the total work force. They may he offered a separa
tion allowance if there is a surplus of employees in 
their craft. Employees in this group will have the op
tion of continuing their employment relationship and 
receiving the monthly displacement allowance, which 
will continue for a period of time equal to total prior 
years of service. USRA estimates that 20 percent of 
those offered a separation allowance will accept and 80 
percent will elect to continue their employment relation
ship receiving the displacement allowance. This is based 
on the assumption that a large percentage of these em
ployees, having most of their careers ahead of them, are 
in the process of establishing seniority and will hP re
luctant to sever their employment relationships. 

Employees age 60 to 65 with more than 5 years 
of service represent 15 percent of the total number of 
employees. It was assumed that if there is a surplus in a 
particular craft. employees 60 an(l over in these crafts 
will be offered a separation allmrnnce. FSRA estimates 
that 60 percent of these employees offered a separation 
allowance will accept it, while 40 percent will eled to 
continue their employment relationship. These esti
mates are based on the assumption that since most of 
the employees age 60 to 65 will be eligible to re
ceive a full pension many will be inclined to accept the 
separation allowance. 
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Employees under 60 with more than i) years of serv
. ice represent 71 percent of the total number of em
ployees. They are trained, experienced, career railroad 

.employees and every effort will be made to employ their 
,talents fully. Those who are surplus at their present 
,}ocation, in all likelihood, will be able to exercise senior
ity or will be offered a similar position at another 
location. 

Based on a survey of several railroads, USHA esti
.mates that 10 percent of the e1nployePs 111HlPr fiO offered 
.'.a transfer requiring a change of residence wi]] accept. 
The remaining 90 percent of the employees will receive 
separation allowance. It is assumed that all employees 
between 60 and 6G will elect to take a separation allow
ance in lieu of transfer. This is based on the assump
tion that employees at or near retirement age would be 
;more reluctant than younger employees to break long
_,established community ties, leaving behind home. farn

. ily and friends. 
When offered transfer. the employPP has thP addi

tional option of taking furlough with no benefits being 
paid during the time furloughed. For purposes of calen
lating employee protection costs, it was assumed no em
ployee would elect this option although some employees 
may do so in anticipation of subsequently exPrcising 
seniority at their present location. 

Moving Expense Benefits.-ThesP are Pstimat<ed at 
$5,000 per employee transferred. hasP<l upon thf' <'X

perience of other railroads. 
Separation Allowanccs.-For employ<'l''i with on'!':\ 

. years of service and age 60 or under, separation allow
ances are calculated at an average of $18,000 per em
ployee based on the statutory 360-day compensation 

. period. For employees with not less than 3 nor more 
than 5 years of service, the separation allowance for 
each craft averages $15.fiOO. based on tlw statutory 270-

day con1pPrnmtio11 period. :-leparation allmvances for 
cmplo.\'l'eS on~r GO to ();") for L'ach craft an~ragcs $13,800, 
based on an average 2-!0-clay compensation of the stat
ntory periods. 

Te1·111.hwtion A11011·ance8.-These an' for employees 
with less than H years of service and arf' estimated for 
each craft grouping. lmsed upon a 00-<la\· a vernge com

pensation of $5,200. 
Full llfonthly Disp1ace111e11t A/7011•1111ce8.--Th('Se [ll'l' 

paid to employeL'S who arc deprived of employment and 
am estimated at an awragr of $L37fi per month, based 
on the average earnings for all crafts. 

Pa dial Jf onth7y Displaeeme11t .1 llowances.-Thes<' 
allowances. which nrnst be paid to employPPS who an' 
working but suffer a rPrlnction in earnings, an' calcu
latP\l at an awragc of $7fi.28 per-PmployPP-1wr-year o;1 
the basis of Penn Central's 111prge1· ('XperieJl('P with Plll
ployeL'-protPction pay1rn~nts from .\ug11st rn1:-1 to SPp
tember mu. 

Figure 1 illustrates the estimated numbers of employ
ees and thr assumptions discnssl'<l abon~. 

As explai1wd previouslv, it is assunw\1 that 8,110 em
ployees will hf' otferPd and accPpt l'lllploynwnt with tlw 
acquiring sohent rnrriers on the date of conveyance. It 
is ass11me1l that the acquiring carriers will transfer and 
consolidate certain functions within their operations, in
voh,ing approximatPly 10 pcrcpnt of thosP otferl'd 
employment with the acquiring carriers. Employee pro
kction lwndits for these employees ha n~ bPen ronsidered 
in detprmining whether the $2150 million employee pro
tPction fund is adP\prnk. There also may be protPction 
costs for c11rrPnt employees of tlw acquiring eaniPrs who 
are affectf\d allversPly. Estimates of such costs c:m1,ot 
he made at this timP arn1 are not retlPdP1l in thP Pstimates 
of emplo.we protection expenditures. 

FIGURI'; l.-1/.lu.~tra,fion of assumptions U8C(l in r.<fi111ati11q <"lllJ)loyre !Jrofer·fion 1·118f.< 
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Estimates of Employee Protection Costs 

A computer model was developed to determine the 
impact of the assumptions discussed above on the $250 
million employee protection fund. Surplus employees 
who are offered a bona fide vacancy have the option 
of accepting the job, and relocating if necessary, or sep
arating. Employee protection expenditures will be very 
high during ConRail's first year of operation because 
of the number of surplus employees in the first year and 
the resulting displacement allowances, transfer costs 
and separation payments. After the first year, the major 
employee protection expenditure will be for partial 
monthly displacement allowances. 

USRA estimates employee protection expenditnres 
for the 10-year period through 1985 will range from 
$162 to $200 million, as compared to the $250 million au
thorized by the Act. Based on the assumption that 60 
percent of those currently associated with the properties 
to be acquired will be offered employment by acquiring 
carriers, it is estimated that the $250 million fund will 
be adequate. The estimated cumulative expenditure 
through 1985 is $200 million or $50 million less than the 
$250 million (see Table 8 and Figure 2). Using the as
sumption that 80 percent will he offered l~mployment by 

TABLE 8.-E stimated employee protection expenditures, 
10-year projection 1 

Year 
Acquirin!( Combined Cumulative 

Con Rail carriers total total 
---------

60 percent assumption 2 

1976_ - -------------- $92, 201, 577 $14, 339, 048 $106, 540, 625 -
1977_ ---- 33, 127, 002 534, 906 33, 661, 908 $140, 202, 533 
1978_ - -------------- 11, 788, 766 502, 812 12, 291, 578 152, 494, 111 
1979_ --------------- 10, 641, 603 472, 644 11, 114, 247 163, 608, 358 
1980_ --------------- 9,481,360 444, 286 9, 925, 646 173, 534, 004 
198L _____ 8, 054, 780 417, 629 8, 472, 409 182, 006, 413 
1982_ --------------- 6, 503, 291 392, 572 6, 895,863 188, 902, 276 
1983_ --------------- 4, 951, 608 369, 018 5, 320, 626 194, 222, 902 
1984_ ----- 3, 265, 473 346, 877 3, 612,350 197, 835, 252 
1985_ --------------- 2, 627,529 326,065 2, 953,594 200, 788, 846 

TotaL_ 182, 642, 989 18, 145, 857 200, 788, 846 

80 percent assumption a 
1976_ ----- 58, 063, 149 19, 062, 782 77, 125, 931 ----
1977 _ - ------ -------- 24, 668, 641 641, 816 25, 310, 457 102, 436, 388 
1978_ --------- 11, 149, 035 603, 308 11, 752, 343 114, 188, 731 
1979_ - -------------- 10, 494, 585 567, 110 11, 061, 695 125, 250, 426 
1980_ -------------·· 9, 345, 699 533,084 9,878, 783 135, 129, 209 
1981_ _______________ 7, 930, 470 501, 099 8,431, 569 143, 560, 778 
1982_ --------------- 6,340,231 471, 034 6,811, 265 150, 372, 043 
1983_ ------ 4,850,000 442, 772 5, 292, 772 155, 664, 815 
1984_ - -------------- 3, 175, 233 416, 206 3, 591, 439 159, 256, 254 
1985- --------------- 2, 548, 645 391, 234 2, 939, 879 162, 196, 133 

TotaL _______ 138, 565, 688 23, 630, 445 162, 196, 133 -

1 Estimates do not include protection costs for current employees of the acquiring 
carriers who are adversely affected. 

' Estimates based on the assumption that the acquiring carriers will offer employ
ment to 8,110 employees which represents 60 percent of those cun ently associated with 
the properties to be acquired, and the assumption that 10 percent of Con Rail's surplus 
employees will accept an offer to transfer requiring a change of residence. 

3 Estimates based on the assumption that the acquiring carriers will offer employ
ment to 10,811 employees, which represents 80 percent of these currently employed in 
the p1operties to be acquired, and the assumption that 10 percent of Con Rail's sur
plus employees will accept an offer to transfet requiring a change of residence. 

the acquiring carriers, it is estimated that the cumula
tive expenditure through 1985 is $162 million or $88 mil
lion less than the $250 million (see Table 8 and Figure 
2). Both of these estimates assume that USRA's eco
nomic projections are accurate and that protection costs 
for current employees of the acquiring carriers, not yet 
calculated, will be minimal. 

r 
I 

Changes in the assumptions used would have an im
pact on the estimated employee protection expenditures. 
For example, if the estimated 6 percent attrition rate 
were dropped to 3 percent, using the assumption that , 
60 percent will be offered employment by the acquir
ing carriers, employee protection expenditures could 
amount to approximately $268 million. 

The Association believes that the $250 million fund 
may be adequate, but in the event that it is not, USRA 
believes that the Railroad Retirement Board should 
recommend an increase in the $250 million Regional 
Rail Transportation Protective Account to cover addi
tional employee protection expenses. To burden Con
Rail with employee protection costs, should they exceed 
the $250 million authorized by the Act, could have a 
significant effect on the corporation's financial position 
and on management's incentive to improve the efficiency 
of the railroad. 

Implementing Agreements 

One of the most important steps in activating Con
Rail is the transfer of employees from the carriers in 
reorganization to ConRail. The process will be accom
plished through implementing agreements for contract 
employees. Section 504 (b) of the Act stipulates that 
negotiations for a single implementing agreement for 
each class and craft of employee will begin on or before 
the date of adoption of the FSP by USRA's Board of 
Directors. The Act requires that the following five spe
cific items be included in the implementing agreement. 

• The identification of the specific eniployees of the 
raifroads in reorganization to whom the Corpora
tion offen emp1oyment. 

The Act requires under section 502 (b) that each em
ployee of a railroad in reorganization who has not ac
cepted employment with USR~\ or with an acquirinO' 

• M 
railroad be offered employment with ConRail. As de-
fined in section 501 (2 L an employe<> of a railroad in 
reorganization is a person who has an employment rela
tionship with a railroad in reorganization as of the date 
of conveyance of the rail property. Exceptions are made 
for certain officers of the carriers. and employees hired 
subsequent to J annary 2, 1974 are not entitled to all the 
benefits of Title V. Howe\·er, virtually all of the em
ployees of the railroads in reorganization will be offered 
employment with ConRail or an acquiring carrier and 
are subject to the employee protection provisions of Ti
tle V of the Act. Because of continuing employnwnt 
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FIGURE 2.-Comparative analysis.1 Estimated employee protection expenditures! 
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changes, the identification of employePs who qnalitv for 
the offer of employment is an ongoing pro('PSS. 

• The procedure by which those employees of thr 
r(J;ilroads in reorganization may elect to accept em
ployment with the Corporati011. 

This requires that a procedure be defined for the ac
ceptance of an offer of t>mploynwnt. Because virtually 
all the contract employees on the railroads in rrorgani
zation will receive the employmrnt offer, it is antic
ipated that they will be considered as having accept\.' cl 
the offer unless they specifically decline. 

•The procedure for acceptance of such employees 
into the Corporation's employment and their as
signment to positions on the C01·p01·atio11'i; i;yi;tem. 

This provides for the assignrnrnt of employt>es to po
sitions to assure smooth continnitv of operation sub5e
quent to conveyance. In almost all cases Pach employee 
'vho joins ConRail will remain in the same position on 
the day of conyeyance that he held imnwdiately prior to 
conveyance. 

Exceptions will be those employees in positions that 
are not in existence after conveyance because of service 
discontinuance, exclusion of properties from tlw F.SP, 

1981 1982 1983 1984 1985 
YEARS 

con veyan<'e of properties to acqm rmg carriers where 
employees may not have followed the work or instaHces 
where facilities of fon11cr carriers were consolidated irn
mediatt>ly after conveyance. Employees in thPse <·ate
gories will be subject to seniority under seniority rulrs 
applicable at the time of conveyance. 

,\s the consolidations of facilities occur, the number 
and location of positions on the railroad will change. 
The reassignment of employees as these changes take 
place will be accomplished by the employee exercising 
seniority (seniority on the ConRail system will be pro
vided for in the implementing agreement), the transfer 
of Pm ployees under the provisions of section 505 ( d) 
of the Act and subsequent agreements) permitted by 
section 505 ( d) ( 4) ( C) of the Act, providing for the 
transfer of employees. 

This procedure should assure a smooth transition 
with continuity of operation, and at the same time pro
Yide for subsequent changes in operation and facilities 
as the operating plan is placed into effect. 

• The procedure for determining the seniority of 
8ttrh e1nployees in their Tespe'Ct'ive crafts 01' classes 
on the Corporation's system shall, to the emtent 
po8sible, preserve their prior seniority rights. 
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This is designed to provide for the orderly transition 
of employees and to protect acquired rights to work 
positions of their choice in their craft or class on the 
new system. In many cases, employees now hold senior
ity in very narrowly defined areas, such as in one 
office of a railroad. This restricts management's flex
ibility in the use of employees and the employees' abil
ity to take advantage of new or better jobs. Therefore, 
to the extent possible, the narrowly defined areas should 
be consolidated and seniority boundaries expanded. 

Seniority rosters covering the craft and class in the 
newly defined boundaries should be consolidated and, 
where possible, dovetailed. This entails ranking all in
volved employees solely by their earliest retained se
niority date regarqless of their prior employer or prior 
seniority district. In this way prior seniority can be 
preserved and, at the same time, employees can be per
mitted a wider choice of assignment. The approach to 
be taken in determining revised seniority districts and 
the method of establishing the employees' seniority 
therein may differ through negotiations for each craft 
and class of employee. 

• The proaedu.re for determining equitable adjwd
ment in rates of com7Jar1rible positio1ur. 

Rates of pay for operating crafts generally are stand
ardized, but the need for eqnita blP adjustments in 

rates of pay for comparable positions may arise where 
the work of nonoperating employees is consolidated. The 
implementing agreement will provide for uniformity 
to the extent practicable so that employees doing essrn
tially the same work would receive the same pay. 

ConRail representatives already have contacted labor 
representatives an cl ha \'P begun discussions on the sin
gle implementing agreements. Through these meetings, 
labor organizations have been informed of the Associa
tion's planning, particularly in those areas affecting the 
employees they represent. 

ConRail and union representatives have made sub
stantial progress in developing the procedures neces
sary to achieve the single implementing agreements. 
Both parties have expressed confidence that voluntary 
agreements will be consummated within the time al
lotted by the Act. 

Once the implementing agreements are complet.ed. 
ConRail negotiators should begin intensive negotia
tions on new collective-bargaining agreements. The Act 
requires that not later than 60 days after conveyance 
ConRail and union representatives commence negotia
tions of new collective bargaining agreements for each 
class and craft covering rates of pay, rules and working 
conditions for ConRail employees. USRA believes the 
goal of these negotiations should be to achieve a single 
collective bargaining agreement for Pach class <'.nd 
craft of employee. 

r 
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Marketing 

For a variety of reasons, the competitive posture of the Na

tion's rail industry has been declining steadily over the past 50 

years. This erosion has been most apparent in the Northeast and 

·klidwest Region. Collectively, the railroads which would com

prise ConRail are now losing about 1~'500 million a year. 

Essential to ConRail's success will be its ability to reduce losses 

and to improve its profitability in those areas where railroads en

joy a distinct competitive advantage over other modes of trans

portation. ConRail's marketing strategy should first improve 

the profitability of existing services through better pricing systems. 

Efforts then should turn to identifying and developing new markets 

for rail service. 

Quality of service, availability of equipment and price 

fiexibility are three major components of rail marketing pro

grams. This chapter discusses these concepts as they relate to 

ConRail's marketing approach. 

The chapter also presents revised forecasts of ConRail 

f'reight traffic and revenue. These fore casts are important in

gredients in the pro forma financial presenta,tions made in 

Chapter 3. 

• 
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The goal of railroad marketing is profitability. Rail
roads must carefully select markets in which they enjoy 
a competitive advantage and then aggrrssively pursue 
the profit potential of those markets. Successfnl imple
mentation of this strategy requires matching the specific 
requirements of individual customers with the capabili
ties of the railroad to tlw benefit of both. 

The Association has focused most of its marketing ef
fort on identifying how ConRail's management might 
improve the profitability of present traffic. The rail
roads which would comprise ConRail are now losing 
about $500 million per ~'Par. In the long nm. therP 
are some opportunities for expanding rail service into 
new markets, particularly the solid->rnstc and small
shipment markets. Cunent studies indieate, howeyer, 
that the profit potential of these markets is small com
pared with the opportunities for improving the profita
bility of present traffic. The Association, therefore, has 
placed major emphasis on the latter. 

The three major factors in most rail marketing pro
grams are service, equipment and price. These elements 
can be combined in various ways to generate profitable 
rail business. 

Service will be a key component of profitability for 
two important reasons. First, the quality of service Con
Rail provides will define the markets where it can com
pete successfully. The rehabilitation program and 
improved operating plans should permit ConRail to 
compete effectively with other railroads and modes of 
transportation, particularly in medium and longer-dis
tance markets. This is most important for the projected 
growth of trailer on flat car/container on flat car 
(TOFC/COFC) traffic. Second, quality of service has a 
major impact on the prices shippers will pay. A 
mode offering service inferior to its major competitors 
typically must offer a lower price level to secure the busi
ness; lower price levels can produce inadequate or nega
tive profits. Unfortunately, this often has been the case 
in the railroad industry. Improved service, therefore, 
is a necessary ingredient for many ~f the proposed 
higher rate levels discussed in this chapter. 

Traditionally, innovations in rail freight equipment 
have been used as a means of generating business. Spe
cial cars have been designed to fill the requirements of 
individual customers or markets. The multi-level auto
mobile rack cars and large covered hoppers are exam
ples. Because new freight-car designs require lengthy 
engineering development, the Association has not fo
cused on this area. Instead, emphasis has been placed on 
railroad operating and pricing modifications which 
would improve freight-car utilization and profitability. 
These are discussed later in the chapter. 

Pricing is, of course, a key element of profitability. 
In the short run, the Association is proposing that Con
Rail's management recommend to the industry and the 
Interstate Commerce Commission implementation of 

a SPl'IPS of n1m1m11rn charges lWr ear, based on 
shipnwnt weight and distance. These mm1mum 
charges could improve ConRail's yearly net income 
by $:38 million. Thesr estimates have been excluded 
from thr pro forma financial forecasts. however, be
eause historically such proposals often have been pre
vt>nted from becoming pffectivc by the ICC. In the 
long nm, tlw Association believes that thorough an
alysis of ratrs, costs of srrvicP and competitive rela
tionships by ConRail rould lead to cost-recovery rate 
adj11stnwnts that wonlll incr1•as1• revPmws and net in
co111p by about ~100 million anrnrnlly. Of this total 
$:"i8.:.l million has been deemed realizable under the cur
rent regulatory ritmosphPrP and thus has bepn included 
in rPn>lllH' forecasts for t lw 1!)85 financial pro fomws. 
l,c'sser amounts have lwen inelndrd in tlw revenue fore
cast>; for the preeeding years. 

Revenue and Tonnage Forecast 

The Association forecasts ConRail freight revenue 
(expressed in 1973 dollars) to be approximately $2.1 
billion in 1985. This is an increase of $283.8 million 
over 1973, and reflects a compound annual growth rate 
of l.~2 percent timing thr 12-.war prriod. FrPight ton
nagP is Pxpected to grow at a compound annual rntP of 
l.~l percent; hO\Ye\-er. 62 percent of the tonnage growth 
is in coal, where ren~nuP per ton is rrlativPlv low. The 
annual tonnage growth rate for eommodities.other than 
eoal is .i·l:) pt>ret>nt. This eompares with a .85 percPnt 
growth rate for tlwse sarne commodities on Penn Cen
tral. tlw dominant constitnrnt ConHail earriPr, betwPen 
Hl68 and rnrn. Tables 1 and 2 eontain the ren>!lllP and 
tonnage projections. 

The $283.8 million revenue increase in 1985 consists 
of several components: 

Basic economic growth ________________________ _ 
Selective rate increases ________________________ _ 
Diversion to long haul routes __________________ _ 
Light density line abandonments ______________ _ 
Market transfers to ~olvents ___________________ _ 

Each of these factors is discussed below. 

Million 

+$273. 5 
+53.3 
+30.0 
-41. 8 
-31. 2 

The most significant aspect of this forecast is that 
ConRail tonnage and revenue are not expected to return 
to their 1973 level until 1980. This relatively slow rate 
of growth for the interim period is caused by the current 
recession (with resulting depressed traffic levels) as well 
as expected slow economic growth through 1979. 

Comparison With Previous Forecasts 

The base revenue and tonnage forecasts were prepared 
for the Association by Temple, Barker & Sloane, Inc. 
(TBS) .1 TBS used 10-year forecasts of the nation's 

1 Temple, Barker & Sloane. Inc., Forecast of Traffic and Revenues 
1915-1980, 1985, April, 1975. 
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TABLE 1.-ConRail revenu.e forecast 
[In millions of 1973 dollars] 

Revenue 1973 1976 1977 1978 1979 1980 1981 1982 1983 1984 1985 

Farm products _____ 78. 1 57. 4 61. 5 76. 2 68. 0 69. 9 70. 6 72. 1 72. 7 74. 1 75. 1 
Metallic ores ______ 76. 3 62. 1 66.2 62. 1 64. 8 73. 9 76. 3 78. 1 80. 6 83. 0 85. 4 
CoaL _____________ 209. 9 205. 7 212. 8 212. 1 218. 3 230. 2 239. 6 249. 4 258. 7 270. 0 280.0 
Nonmetallic min-

erals ____________ 51. 4 43. 7 44. 4 42. 4 44.2 47 . .5 48. 0 48. 7 49. 3 50. 3 .50. 5 
Food products _____ 193. 0 177. 6 176. 7 165. 7 163. 1 164. 0 165. 4 167. 0 169. 3 171. 6 173. 0 
Lumber ___________ 61. 7 48. 1 49. 3 45. 5 50. 9 61. 2 62. 2 63 . .') 64. 0 66. 0 66. 3 
Pulp and paper ____ 110. 2 99. 7 105. 0 109. 4 111. 4 117. 2 120. 6 124. 7 128. 6 132. 7 137. 6 
Chemicals _________ 145. 6 129. 9 135. 1 129. 1 130. 6 138 . .5 141. 3 144. 1 147. 8 150. 7 154. 0 
Stone, clay, and .59. 1 .59. 3 55. 1 .58. 9 65 . .5 66. 7 68. 3 69. 9 71. 3 72. 9 

glass ____________ 71. 7 
Primary metals ____ 164 . .5 1.50. 4 160. 7 154. 8 1.58 . .5 172. 8 178. 1 183. 8 190. 1 195. 9 202. 6 
Transportation ____ 239. 4 211. 8 238. 3 220. 8 226. 4 258 .. 5 268 .. 5 277. 0 287. 1 299. 7 309. 7 
"\Vaste ____________ 73. 3 67. 1 71. 4 77. 2 78. 7 84. 9 87. 1 89 .. 5 92. 9 95. 2 98. 1 
Coke _____________ 27.4 24. 9 26. 6 25.8 26.2 28. 1 29.0 29.4 30. 3 30.6 31. 8 
TOFC 1 ___________ 112. 9 91. 0 103. 3 101. 2 106. 6 117. 9 124. 3 131. 2 138. 6 146. 3 154 . .5 
Other non-TOFC ___ 190. 7 152. 7 160. 2 156. 6 160; 0 171. 8 177. 1 182. 1 187. 5 192. 9 198. 4 

TotaL ______ 1, 806. 1 2 1 '581. 2 2 1,670. 8 1,634. 0 1,666. 6 1,801. 9 1,8.54. 8 1, 90S. 9 1, 967. 4 2, 030. 3 2, 089. 9 

------

'A small amount of TOFC traffic is also included in the other commodity groups. 
•Excludes light line subsidies 

TABLE 2.-ConRail tonnage forecast 
[In millions of tons '] 

Tonnage 1973 1976 1977 1978 1979 1980 1981 1982 1983 1984 1985 
-----

Farm products _____ 10. 7 8. 1 8. 4 9. 0 7. 9 8. 2 8. 3 8. ,'j 8. 6 8. 7 8. 8 
Metallic ores ___ . __ 28. 7 23. 9 24. 9 23. 1 24. 2 27. 6 28 .. 5 29. 2 30. 1 31. 0 31. 9 
CoaL _____________ 84 . .'i 84. 9 87. 2 86. 9 89. 4 94. 3 98. 1 102. 2 106. 3 110. 7 115. 1 
Nonmetallic min-

erals ____________ 19. 4 16. 7 16. 7 15. 3 16. 0 17. 2 17. 4 17. 7 17. 8 18. 2 18. 4 
Food products _____ 23. 6 22. 0 21. 6 19. 7 19. 2 19. 3 19 .. 5 19. 7 19. 9 20. 3 20 . .5 
Lumber ___________ 8. 6 6. 9 6. 9 6. 2 6. 9 8. 1 8. 2 8. 4 8. !) 8. 8 8. 9 
Pulp and paper ____ 18. 8 17. 1 17. 4 16. 7 17. 0 18. 2 18. 8 19 .. 5 20. 1 20. 8 21. 4 
Chemicals _________ 21. 1 19. 1 19. 6 18. 6 18. 6 19. 8 20. 2 20. 6 21. 1 21. ,') 21. 9 
Stone, clay, and 

glass ____________ 14. 6 12. 3 12. 0 11. 1 11. 8 13. 2 13. 3 13. 6 13. 9 14. 3 14. 6 
Primary metals ____ 26. 0 24. 1 25. 3 24. 1 24. 6 26. 9 27. 8 28. 7 29. 8 30. 6 31. 7 
Transportation ____ 13. 9 12. 4 13. 6 12. 4 12. 7 14. 5 15. 1 15. 6 16. 2 16. 8 17. 4 
"\Vaste ____________ 15 . .'i 14. 4 15. 1 14. 3 14. 6 15. 9 16. 4 16. 8 17. 6 18. 1 18. 7 
Coke __ . __________ 7. 0 6. 3 6. 6 6. 4 6. 5 7. 0 7. 2 7. 3 7. 5 7. 6 7. 8 
TOFC 2 ___________ 7. 8 6. 3 7. 0 6. 9 7. 2 8. 0 8. 4 8. 9 9. 5 10. 1 10. 6 
Other non-TOFC ___ 16. 9 15. 1 15. 5 14. r 15. 0 16. 2 16. 6 17. 0 17. 6 18. 1 18. 6 

TotaL ______ 317. l 289. 6 297. 8 285. 4 291. 6 314. 4 323. 8 333. 7 344. ,-, 3.5.5. 6 366. 3 

1 Tonnage contains some double counting because of joint movements by 2 or more 
constituent ConRail carriers. 

' A small amount of TO FC traffic is also included in the other commodity groups. 

economic performance prepared by Chase Econometric 
Associates, Inc. as a basis for its revenue and tonnage 
projections. This latest Chase forecast (10-year Macro
economic Forecast, March 24, 1975) is considerably 
more pessimistic in its outlook for the current period 
than were previous Chase forecasts. Table 3 compares 

the Chase GNP assumptions for the three forecasts 
TBS prepared for the Association. 

The major difference between the forecasts occurs be
tween 1976 and 1980. Chase nmv predicts that Gross Na
tional Product (GNP) will not return to the 1973 level 
until 1976. There will be moderate growth through 1977 
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TABLE 3.-0ompariMn of (f/w.se J:'eonomctric's GNP 
fornca.sts 

Year 

March 1975 
forecast 
(billions 

of 1958 
dollars) 

Oct. 1974 
forecast 

index 
-------------------------

1973 ____________ 839. 2 100 
1974 ____________ 821. 2 !l!l 
1975 ____________ 793. 0 101 
1976 _ - - - - - - - - - - - 838. 9 106 
1977 ____________ 875. 3 111 
1978 ____________ 874. 5 117 
1979 ____________ 899. 5 122 
1980 ____________ 968. 7 125 
1985 _ - - - - -- - - - - - 1, 226. 6 1.50 

Jan. 1975 
forecast 

index 

March 1975 
forecast 

index 
--------

100 100 
98 98 
98 94 

103 100 
109 104 
113 104 
117 107 
122 115 
149 146 

·-------- ------------------- -

with a "mini-recession" in 1978. The economy is expect
ed to grow moderately in 1979 with extremely rapid 
growth in 1980. By 1985, the economy will have reached 
almost the same level as that estimated in prior fore
casts. 

Basically, the slow growth forecast through 1979 is 
predicated on a belief held by Chase that to control both 
high unemployment and inflation will be extremely dif
ficult. The unemployment rate is expected to average 9 

percent in 1975 and 8 percent in 1976. It is expected that 
efforts to stimulate the economy and reduce unemploy
ment will result in a resurgence of high inflation rates 
in 1977 and 1978 which could be followed by restrictive 
monetary and fiscal policies and a "mini-recession" in 
1978. 

The Association has attempted to test the reasonable·· 
ness of the Chase fon'cast through comparison with 
other projections of GNP. An absolute comparison is 
impossible in this rapidly changing economy because 
none of tlw other forecasts were made at the same time 
or for the same munber of years. Forecasts prepared by 
Data HPsom·ces, Inc., an cl \Vha rt on do not differ sig
nificantly from those develo1wcl by Chase. The only ex
ception is that these forecasts do not reflect a small re
cession in 1978. 

The Association believes the Chase forecast may be 
conservative. It is, however, the latest long-term pro
jection from any of the principal macroeconomic models 
available at this time. Given the present economic con
dition, the starting point in 1!)76 appears accurate and 
moderate gTO\Yth beyond 1 H7fi is consistent \vi th past 
trends. 

Forecasting Method 

Using its GKP projections as a base, Chase employs 
its input-output model (INFORFM) to produce long
range estimates of national production for major in
dustry and commodity groups. Table 4 displays the 

TABLE 4.-National commoci'ity production forecasts 
1980 and 1985 

[In millions of tons] 

Commodity 1973 actual 1980 1985 
--- ---------------- ----------"--~-----

Farm products ____________ _ 
:VIetallic ores ______________ _ 
Coal _____________________ _ 
Minerals __________________ _ 
Food _____________________ _ 
Lumber __________ .. _______ _ 
Pulp and paper_ ___________ _ 
Chemicals ________________ _ 
Stone, clay, and glass ______ _ 
Primary metals ____________ _ 
Coke _____________________ _ 

Transportation equipment __ _ 

673 
;~29 

590 
1,336 

508 
427 
128 
4.54 
887 
160 

91 
55 

Souref': ('Ila~( BconomPtric .\:-1:-:odatt•:-:, Int. 

648 
334 
738 

1, 526 
527 
46.5 
144 
552 

1, 066 
168 
!l3 
60 

-

739 
404 

1, 028 
1, 835 

624 
506 
179 
705 

1,298 
196 
103 
78 

-------

latest l!JHO and 1!)81) prodnetion estimates. These na
tional commodity prrnluction estimates prepared by 
Chase sPrYC as tlw major input to the Temple, Barker 
and Sloa1w (TBS) forecast. \YhilP the TBS method is 
not <lPSC'rilwd in detail hen', ir is appropriate to sum
mariz<' t lw basic st rps. TBS first prrpared an estimate 
of national rail originated tonnage from which Eastern 
District tonnage for ConRail was derived. 

St>vrral critics of the Preliminary System Plan said 
the forecasting method implies that ConRail traffic is 
Pxpecte(l to grow at tlw same rate as GNP. This is not 
<'OJTPcL for two reasons. First, tlw st>rvices sector of the 
economy (not a Hser of freight transportation) is grow
ing at a fastp1· rate than the production sector. Second, 
for the I:3 major commodity groups in the forecast, 
total rail-originated tonnage as a percentage of total 
production is expected to decline from 24.6 percent in 
197B to 22.4 percent in 1985. The Eastern District share 
of total rail originated tonnage is projected to decline 
from ?,0.G percrnt to 82.fi percent dming the same 
period. C'onHail's share of eastern tonnage also is ex
pected to decrrase from :W.D percent to :W.D percent. 

Thus, the national rail market share is expected to 
decline, as is the eastern share of the total rail market. 
ConHail's share of tllP eastern rail market also is ex
pected to dPcreas<>. The forecast. therefore, definitely 
docs not imply that ConHail's traffic growth is tied di
rectly to GNP. Nor have the historical declines in total 
rail, Eastern District. and ConHail market shares been 
ignorPd in the ~\ssociation's projections. The rate of 
(h•cline, however, is expected to slow in most cases. 

('oa!.-(h-er fr2 percC'nt of ConHail's tonnage growth 
from rn7:) is expected to come from coal. The accuracy 
of this forecast is, of course, critical to the success of 
ConHail, and because of this the Association has evalu
ated ;;everal different ('Oal forecasts. Table 5 compares 
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TABLE 5.-Comparison of various forecasts of national 
coal production and demand 

(Millions of tons) 

1980 1985 

Temple, Barker & Sloane _________ _ 738 1, 028 
Office of Coal Research: 1 

5 percent growth ______________ _ 879 1, 121 
3.5 percent growth _____________ _ 785 930 

Project Independence: 2 

"Business as usual" ____________ _ 89.5 1, 100 
"Intermediate" ________________ _ 950 1, 200 
"Accelerated" _________________ _ 1, 376 2, 063 

National Petroleum Council 3 _____ _ 845 1, 001 
Task Group On Coal Supply Po-

tential 4 _______________________ _ 856 ------------
MITRE Corp. 5 __________________ _ 855 972 

•Office of Coal Research, U.S. Dept. of Interior, Prospective Regional Marketa for 
Coal Conversion Plant Products Projected to 1980 and 1985. 

tinteragency Coal Task Force, Report on Project Independence Blueprint. U.S. 
·Dept. ofinterlor, Washington, D.C., August 1974. 

'National Petroleum Council, U.S. Dept. of Interior, U.S. Energy Outlook-Coal 
Ar;aUability, Washington, D.C., 1973. 

•Task Group on Coal Supply Potential, Report- Utility Oil Saving Study, Wash
ington, D.C., January 1975. 

•The MITRE Corporation, An Analysis of Constraints on Increased Coal Produc
lloll, McLean, Va., January 1975. 

the TBS forecast \\'ith several other forecasts of na
tional production and demand for coal. The TBS 198(1 
estimate of national vroduction of 7:38 million tons is t.lw 

lowest of all the major coal forecasts. Its l!l85 projec
tion of 1,0~8 million tons is higher than only three of the 

·estimates and considerably lo\\'er than most of them. 
An important forecast of eastern coal prnduction 

. through 1985 noted by the "\ssociation is contained in 
the Federal Interagency Coal Task Force report on 
Project Independence." This study has three coal de
velopment projections relating to eastern production, 
as follows. 

Eastern coal production 

[In millions of tons) 

Business as usuaL _______________ _ 
Intermediate growth _____________ _ 
Accelerated development_ ________ _ 

1980 1985 

602 
627 
886 

702 
766 

1,308 

Under the Project Independence "Business as Usual" 
forecast, Eastern District rail originated tonnage would 
total 315 million in 1980 and 385 million in 1985, assum
ing no change from the 1973 rail market share. The TBS 
forecast for Eastern District rail originations of coal for 

2 Interagency Coal Task ForcP, Report of Project Independence Blue
print. U.S. Department of the Interior, Washington, D.C. 

these same years is 249 and 304 million tons respectively. 
The Interstate Commerce Commission, in its Investiga
tion of Railroad Freight Rate Stru.cture-Ooal (ex 
parte 270. sub. No. 4) expects eastern rail originations 
to total 257 million tons in 1980, 3.2 percent higher than 
the TBS forecast. Based on this evidence, it appears 
that the TBS coal forecast is conservative. 

TOFO/OOFO.-The piggyback forecast in the Pre
liminary System Plan also generated comment from 
many sources including witnesses at the RSPO hear
ings. In the PSP. TOFC/COFC was prediete<l to grow 
at a rate of 5.16 percent per year between 1973 and 1985. 
The Association has reviewed this forecast thoroughly 
and now projects a growth rate of 2.65 percent. This 
downward adjustment is the result of: 

• The current recession, which has had its greatest 
impact on TOFC oriented commodities; 

• The plans developed by the Association to improve 
TOFC profitability through selective rate increases 
and elimination of unprofitable terminals; 

• Recent liberalization of truck size and weight lim
its, which make owner/operators and private truck
ing more competitive with TOFC; and 

• The "mini-recession" projected in 1978, which 
would affect TOFC oriented commodities. 

Despite these downward adjustments, TOFC/COFC 
is still a major portion of revenue growth, accounting 
for $41.6 million or 14.7 percent of the $283.8 million 
projected by the Association. 

Significant opportunities exist for increasing TOFC/ 
COFC revenue beyond the level in the present forecast. 
Reebie Associates 3 predicts that piggyback traffic, ex
clusive of carload diversions, could produce ConRail 
revenue of $256 million by 1985. This is 66 percent above 
the revenue in the current forecast. Several factors, 
many of which are beyond the control of ConRail, are 
involved in achieving this goal, including: 

• Establishment of the National Intermodal Net work 
now being studied by the Federal Railway Admin
istration, 

• Expansion of the operating rights of the motor car
rier subsidiaries of ConRail, 

• Establishment of single trailer "wholesale" and "re
tail" rates, and 

• Entrance into the small shipments market. 

The successful implementation of these factors could 
result in much higher TOFC revenues for ConRail. 

Modifications to the Base Revenue Forecast 

The Association has made the following adjustments 
to the base revenue forecast. 

3 Reebie Associates, A Study and Plan-ConRail Bi-Modal and Inter
morlal Operations. 



1985 
Million 

Selective rate increases____________________ +$53. 3 
Diversion to long-haul routes_______________ +$30. 0 
Light density line abandonments____________ -$41. 8 
Market transfers to the solvents____________ -$31. 2 

Selective Rate In.creases.-The rate increases included 
in the forecast are the same as those shown in the Pre
liminary System Plan (Chapter 9, Pages 128-131) 
scaled down to reflect the somewhat smaller ConRail 
system. The rate increases reflect the results of a pro
gram to increase tariff rates on noncompensatory move
ments selectively. Another change has been to "lag" the 
selective rate increases by 1 year. Of the total $53.3 mil
lion, $20.5 million is expected to be in effect by 1977, 
$52.3 million in 1978 and the remainder in 1979. The 
"lag" reflects the time ConRail probably will need to 
prepare and defend its higher rates before the various 
regulatory agencies. 

Diversion of Traffec to Long Haul Routes.-There is 
an estimated $64 million in potential annual revenue 
ConRail could receive by diverting traffic which now 
originates or terminates on the Lehigh Valley (LV) and 
Central Railroad of New Jersey ( CN J) and moves long 
haul predominantly on the Chessie, Norfolk & Western 
(N&W) and Erie Lackawanna (EL) to long haul Penn 
Central (PC) routes. TOFC traffic moving betwem 
these carriers is also a candidate for possible diversion 
to ConRail. Approximately 65 percent of this traffic 
involves the LV, with the remainder handled by CN.J. 
The Association estimates that through improved serv
ice and ConRail management's selective selling of the 
long haul routes, 50 percent of this revenue potential, 
or $32 million, eventually can be diverted to ConRail. 

From this estimate of $32 million, the potential di
version of PC long haul traffic now originating or ter
minating on the Reading (RDG) and EL must be 
deducted. Chessie acquisition of these carriers could 
divert to Chessie an estimated $2 million of the $4 mil
lion PC long haul traffic moving via RDG and EL. 

The net of $30 million in diversion of traffic to long 
haul ConRail routes is expected to reduce the revenue 
of other carriers in the Region by the following 
amounts: 

Millions 

Chessie ----------------------------- $17. 6 
:N&VV ------------------------------- 10.8 
Other ------------------------------- 1.6 

ConRail, of course, will not immediately realize all 
of this additional revenue. The revenue forecast reflects 
the following timing for diversion of revenue: 

1976 
1977 
1978 
1979 

Million• 
$4.7 
15. 1 
26.1 
30.0 
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Light Density Line Abandonments.-When this 
forecast was prepared the USRA light density lines 

analysis had not been completed. A review of both the 
revenue loss projected in the Preliminary System Plan 
and the new data used in the analysis indicated that ap
proximately 2 percent of total freight revenue will be 
lost. It has been assumed that for the first 2 years of 
operation these lines would be subsidized. Beginning in 
1978, however, it is assumed that service on these lines 
will be discontinued with a resulting 2 percent loss of 
freight revenue. The revenue loss is estimated at $41.8 
million in 1985. 

While the revenue loss from abandoning the light 
density lines appears high, the cost savings are even 
greater. The railroads have been unable to price this 
service on a compensatory basis because the costs of 
handling light density line traffic are so high and be
cause of competitive pressure from other modes. Cost 
savings, therefore, will exceed the revenue lost and will 
result in an improvement in net income. 

Property Conveyances to Solvents.-The FSP rec
ommends conveyance to other carriers of Penn Central 
properties in several significant markets, including 
Saginaw-Bay City-Midland, Mich. (to Grand Trunk 
Western) , the Delmarva Peninsula (to Southern Rail
way) and the Charleston, W. Va. lines (to Chessie). 
ConRail will, however, operate the Reading lines north 
of Pottsville, Pa. H these market transfers occur in 
1976, ConRail will lose annual revenue estimated to 
grow from $23.8 million in 1976 to $31.2 million in 1985. 
Traffic in these markets is assumed to grow at the same 
rate as total ConRail revenue. 

Short Range Marketing Program 

The Association believes that ConRail's management 
must place a high priority on increasing total revenues 
and improving operating efficiency while not suffering 
further losses of traffic if that can he avoided. This is 
the objective of the short-range marketing program. 
USRA studied two possible strategies to achieve this 
goal, development of minimum per car charges and 
tariff modifications to improve equipment utilization. 

Minimum Charge Per Car 

ConRail can not afford to wait for the development of 
specific rate proposals to generate additional revenue. 
The Association rPcommends ConRail establish new 
minimum per-car charges based on the shipping weight 
and the short line miles between origin and destination. 
These minimwn charges would apply to all non'transit 
and non-TOFC traffic moving to, from or via ConRail. 
It is anticipated that other carriers within and outside 
the Region would adopt the same minimum charge 
scale. 

The Association has several reasons for proposing 
the minimum per-car charge rather than other types 
of nonspecific increases. First, the minimum charge 
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affects only a portion of the total traffic, unlike more 
traditional ex parte adjustments or per-car surcharges 
affecting almost all traffic. Only those cars where the 
present per car revenue is below the minimum charge 
would be affected. 

Second, the traffic affected by the charges is most 
likely to be the least profitable. Very little traffic which 
does not meet this minimum revenue requirement is gen
erating revenue equal to or greruter than variable cost. 

Third, the potential impact of diverting traffic to 
other modes through the imposition of this minimum 
charge is minimal. To the extent the traffic affected by 
the charge is unprofitable, diversion to other modes 
would result in improved net income. 

The minimum charge scales shown in Figure 1 have 
been developed using national average long term vari
able costs as defined in ICC Rail Cost Form A. Different 
charges apply for minimum weights ranging from 
40,000 to 200,000 pounds. Since costs for the industry 
are lower than those of the Eastern District, which in 
turn are lower than Penn Central costs, these proposed 
minimum charges are not unreasonable or prejudicial 
to shippers in the Region. 

To test the impact on ConRail revenue of these mini
mum charges, the Association took ten one percent 
samples from the 1973 Penn Central traffic file. For 
each movement, the following calculations were made. 
They are: 
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FIGURE 1.-Proposed minimum per ear charges 

300 600 900 
MILEAGE 

1200 1500 

• U.S. average Rail Form A variable costs from 
origin to destination, 

• Penn Central Rail Form A variable costs for the 
PC portion of the movement, 

• Proposed minimum charge compared with total 
freight revenue, and 

• Owner/operator truck costs for a truck equivalent 
movement. 

The results of this analysis are shown in Table 6. 
Total gross freight revenue expanded for a year for all 
carriers in the route is $2.49 billion, of which $335 mil
lion would be affected by the minimum charge. The 
minimum charge would add $64.3 million, or 19.1 per
cent, to the freight charges of the affected traffic. The 
major commodities affected by the new minimums are 
coal, farm products, lumber and pulp and paper. Of 
the $64.3 million increase in freight charges, the share 
attributable to services now provided by Penn Central 
is $35.1 million. 

This additional revenue may not be realized for two 
major reasons: the minimum charge may raise the rail 
cost to the transportation buyer above truck costs, 
which could cause diversion to motor carriers and the 
increased rates may cause receivers to shift their source 
of supply, which either could reduce the rail revenue or 
cause a shift to motor carriers. 

The Association believes that the impact of the pro
posed minimum charges on traffic diversion would be 
minimal. First, the use of national average costs, which 
are much lower than PC costs, means that any move
ment which does not meet the minimum charge prob
ably is losing money. Second, the truck costs used in 
comparison with the rail rates are extremely low. They 
are based on an owner/ operator truck running 100,000 
miles per year with a very low empty mileage ratio. 
This is about the most efficient motor carrier operation 
possible under present legal restrictions. 

Diversion is essentially a function of cross elasticity 
of demand. To be conservative and to simplify the di
version analysis, the Association has assumed the elas
ticity to be 1.0, meaning in simplest terms that revenue 
from increases in rail rates would equal losses of revenue 
from diversions of traffic to other modes. This approach 
tends to overstate the diversion potential and is thus 
conservative in the projection of ConRail's future. 

Table 7 illustrates the impact of this diversion by 
commodity group. It shows that all the diverted traffic 
is unprofitable for the Penn Central using the standard 
ICC cost formula. The major commodities where diver
sion may occur are farm products, transportation equip
ment, coal and sand and gravel. 

The Association believes its analysis actually over
states the potential diversion. ConRail, nonetheless, can
not afford to lose any profitable traffic and a thorough 
comparison of expected nwenue losses and expense re-
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Table 6.-Expected effects of the mini:mu.m charge 

[in thousands) 

STCC 

01 _________________ 
10 _________________ 
11 _________________ 
14 _________________ 
20 _________________ 
22 _________________ 
23 _________________ 
24 _________________ 
25 _________________ 
26 _________________ 
27 _________________ 
28 _________________ 
29 _________________ 
30 _________________ 
32 _________________ 
33 _________________ 
34 _________________ 
35 _________________ 
36 _________________ 
37 _________________ 
40 _________________ 
41 _________________ 
42 _________________ 
44 _________________ 
45 _________________ 
46 _________________ 

Total ____________ 

Total 
cars 

141 
229 
816 
158 
277 

15 
7 

122 
61 

292 
3 

214 
176 
67 

170 
319 

72 
25 
81 

462 
244 

10 
9 

11 
16 
6 

4, 003 

Total Affected 
revenue cars 

$135, 388 63 
77, 744 i"i8 

276, 292 304 
60, 17.5 49 

234, 27i"i 41 
8, 143 ;3 
5, .526 2 

140, 453 31 
27, 866 34 

188, 691 71 
2, 839 1 

230, 500 8 
84, 919 46 
38, 250 9 

105, 5.54 24 
241, 077 13 

.50, 666 10 
22,666 2 
54, 163 .5 

371, 143 8 
93, 173 .54 

6, 301 I 
5, 431 3 

12, 673 9 
16, 132 11 
3, .527 2 

$2, 493, .567 862 

Affected 
revenue 

$52, 265 
19, 092 
74,.318 

9, 681 
19, 335 

1, 357 
428 

32, .542 
12, 325 
32,203 

I, 127 
3, 179 

14, 799 
3, 702 

10, 205 
3, 951 
2,980 
1, 212 
2, 003 
.5, 399 
8, 814 

699 
903 

11, 027 
IO, 65i"i 

870 

$335, 071 

ductions must be completed prior to implementation to 
insure that possible diversion will have only a minimal 
impact on cash flow. For this reason, the estimated reve
nue gains from the minimum charge have not been in
cluded in the forecast. 

The Association is developing a similar scale of 
minimum charges for TOFC/COFC traffic. Because of 
the many different TOFC plans, this project has not 
been completed in time for the Final System Plan pub
lication. 

Tariff Modifica.tions To Improve Equipment Use 

Improvements in freight-car use are imperative if 
ConRail is to become economically self-sufficient. These 
improvements can occur both through better operating 
strategies (to be discussed in a supplemental report) and 
tariff modifications which encourage shippers to use 
scarce and expensive equipment more efficiently. Accord
ing to a study performed for the Department of Trans
portation,4 freight equipment spends 23.6 percent of its 
time under customer control. This represents an average 
of 2.9 days loading and 3.1 days for unloading per 

4 Reebie Associates, Towa··d an Effective Demurrage System, July, 
1972. 

Added 
dollars 

$12, 379 
2, 056 

14, 728 
3, 113 
4, 444 

237 
39 

4, 941 
2, 289 
4, 355 

506 
747 

2, 956 
602 

1, 699 
721 
589 
273 
486 
587 

2, 132 
169 
495 

I, 530 
1, 964 

217 

$64, 2.54 

Added 
pct. 

9. 1 
2. 6 
.5. 3 
.5. 1 
I. 8 
2. 9 
.7 

3. 5 
8. 2 
2. 3 

17. 8 
.3 

3. 4 
I. 5 
I. 6 
.2 

I. I 
I. 2 
.8 
. 1 

2. 2 
2. 6 
9. 1 

12. 0 
12. 1 
6. 1 

2 .. 5 

PC 
PC affected 

revenue revenue 

$62, 658 $23, 938 
55, 153 12, 714 

175, 566 .50, 177 
39, 059 6, 527 

113, 444 9, 554 
4, 513 710 
2,328 221 

41, 161 9, 422 
13, 141 .5, 721 
77, 422 13, 075 

I, 203 324 
110, 690 I, 325 
54, 147 8, 709 
19, 504 1, 717 
52,693 4, 186 

146, 185 1, 994 
26,888 1, 613 
11, 358 .506 
30, 205 831 

214, 061 1, 668 
67, 059 6, 382 

3, 646 285 
2, 448 479 
4, 447 3, 698 
6, 797 4, 119 
1, 922 419 

$1, 337, 698 $170, 314 

PC PC 
added added 
dollars pct. 

$6, 184 9. 8 
1, 587 2. 8 

10,857 6. 1 
2, 417 6. 1 
2, 0.55 I. 8 

143 3. 1 
25 I. 0 

1, 540 3. 7 
l, 027 7. 8 
1, 621 2. 0 

141 11. 7 
412 .3 

l, 462 2. 7 
252 l. 2 
635 ]. 2 
488 .3 
317 ]. 1 
112 .9 
;304 1. 0 
222 . 1 

1, 636 2. 4 
77 2. 1 

289 11. 8 
508 11. 4 
714 10. 5 

91 4. 7 

$3.5, 116 2. 6 

freight movement. Significant reductions in these times 
are necessary to promote efficient freight car use. 

The Association supports many of the changes to the 
demurrage rules recommended in the DOT demur
rage study. The recommendations in this study would 
stimulate improved car use by both carriers and 
customers. They reflect reasonable standards for 
shipper/receiver terminal car detention 'vithin realistic 
performance levels of the carriers. 

Free Tinw Definition.-Current demurrage rules pro
vide a shipper 24 hours free time to load a car and 48 
hours to unload a car. The Association recommends that 
free time to unload a freight car he reduced to 24 hours. 
The increased incidencP of unitizPd or palletized loads 
and mechanical handling equipment make it possible to 
unload a car in only a few hours. Twenty-four hours is 
ample time for unloading, provided the receiver is ablP 
to schedule work on the basis of reasonably consistent 
rail service. 

A'1·erage Agreement.-Under an Average Agreement, 
a continuous record of whPn each car was unloaded and. 
separately, when each car loaded was placed and re
leased is maintained for an individual customer. A 
credit is granted each car released in 24 hours or less and 
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TABLE 7.-Ejfect of minimum charge divers-ions 

[All figures in thousands] 
-·--- ----

PC 
PC diverted PC PC 

Affected Diverted diverted contri- added net 
STCC cars cars revenue bu ti on charge increase 

Ql__ __________ 62. g 7. 0 $2, 217. g ($1, 974. 8) $5, 240. g $7, 215. 8 
lQ ________________ -- -- 58-4 3.2 144. 0 (312. 2) 1, 084. 7 1,396. g 
lL _______________ 304.3 41. 6 3, 170. !I (3, 068. O) 7. 802. () 10, 870. 0 

14_ --- 49. 0 18. 9 1,530. 4 (1, 624. 3) 990. 0 2, 614. 4 
20 ________________ 41. 2 8.0 892. 6 (1,092. 8) 1, .505. 1 2, 597. g 
22 ______________ 3. 1 .. 5 112. 8 (68. 4) 79. 6 148. 1 

23_ -------- ---- - - 1. 5 .1 21. 4 (5. 8) 19. 8 25. 6 
24 _________ 31.0 2. 8 439. 2 (348. O) l, 239. 8 1,587. 9 

25_ ------------ 33. g 6.1 915.3 (302. O) 777. 0 1, 079. 0 

26. ----------- - -- - -- - - 71.4 6.5 1,017. 0 (584. 4) 1,338. 0 1, V22. 4 

27. - ------ --- - 1.2 . 5 102. 4 (128. 2) 63. 3 191. 6 

28 .. ------- -- - - -- - - 8. 0 2. 2 217. 6 (142. 6) 268. 7 411. 4 
29 ________ 46. 3 2. 5 284. 6 (169. 0) 1,375. 2 1, 544. 3 

30 .. ------------------ 8.6 1.2 192. 8 (134. 2) 184. 3 318. 6 
32 ____________ 23. 8 2. 6 375.0 (261. 2) 476. 0 737. 2 
33 __________________ 13. 4 3.5 341. 3 (234. 4) 285. 8 520. 2 
34 ________ ----------- 10. 0 2.0 283. 2 (201. 2) 187.4 388. 7 

35 _______ -- ----- 2.1 .4 98. 4 (83.3) 52. 4 135. 8 
36 ____________________ 5. 4 2. 1 194.1 (261. O) 113. 7 374. 7 
37 ________ 7. 7 . 9 140. 7 (168. g) 135. 0 303. 9 
40 ____________________ 53. 7 15. 2 1,258. 0 (1, 231. O) 805. 0 2, 036. 0 

4L .. --------------- 1.3 . 3 47.5 (97. 8) 22.0 119. 8 

42 ___________ - -- 2. g . 1 'i'. g (6.4) 283.1 289. 5 

44 ____ -- 9.3 1.3 510. 9 (138. 5) 413. 6 .552. 2 

45 __ ----- - -- 10. 9 1.!J 691. 8 (178. 7) 534.1 712. 9 

46 ..•. --------------- 1. 8 .2 49. 2 (26. 4) 70. 3 96. 8 

TotaL 863.1 131. 6 $15, 256. 9 ($12, 843. 5) $25, 346. 8 $38, 191. 6 

NOTE: Since the diverted traffic is unprofitable, its loss generates a 
gain In net Income. 

a debit is charged for each day, up to a total of 4 days, a 
car was held beyond free time. At the end of each month, 
the total debits and credits are tabulated and the cus
tomer is charged for any excess debits at the usual 
demurrage rate. 

The principal objective of average agreements is to 
minimize the impact of "bunching'' due to inconsistent 
rail serv.ice. Bunching occurs either wlwn more empties 
are placed per day than the customer requested or when 
inbound loads shipped on different days from the same 
origin over the same route are placf'd on the same day. 

Between 80 and 90 percent of all car loadings and un
loadings are made undc-ff averaging agreements. Accord
ing to the DOT study, averaging reduces demurrage 
payments by at least one-third. usually substantially 
more than that. 

The Association believes that tlw use of average agree
ments should be thoroughly studied. Car utilization 
would be improved significantly if each car werP subject 
to the normal demurrage rnles. Essentially. averaging 
compensates for service failures on the part of the car
rier and planning failures on the part of the shippers 
and receivers. It does not, ho\vever, deal with the root 
problem in either case, only with its effects. It should 
be noted that neither motor carriers nor the Canadian 
railroads have average agreements. 

Hold Oharge.-The Association recommends the es
tablishment of a $25 "hold" charge for cars released by 

a shipper without disposition instructions. When this 
occurs, it usually results in additional handling by the 
railroad. The car is generally put on a "hold" track 
where it waits pending receipt of the shipper's instruc
tions. When the instructions are received, the car must 
be separated from other cars on the "hold" track and 
then sent through the normal classification procedure. 
This "service" has been presumed to be a part of the 
general rate structure when in fact it requires signifi
cant additional handling beyond that normally intended 
when establishing rates. The imposition of a $25 charge 
for cars released without proper disposition instruc
tions \vill provide an incentive for shippers to eliminate 
this practice where possible and at least partially com
pensate the carrier for the additional expense when it 
does occur. 

The Association has studied other proposals for im
proving car use, such as replacing multiple car rates 
with weekly or monthly volume rates and establishing 
rate incentives for shippers who reload cars they have 
just unloaded. In general, these proposals require fur
ther study before a recommendation can be made. 

Long Range Marketing Program 

ConRail's economic self-sufficiency ultimately will be 
determined by its ability to market its services effec
tively. To be successful, it will have to satisfy the spe
cific needs of individual customers while at the same 
time earning a p1 ofit. To achieve the objective, ConRail 's 
management will have to place increased emphasis on 
market research, industrial development, cost analysis 
and pricing. 

Market Research 

ConRail's long-range marketing program must have 
as its nucleus an intensive market research effort aimed 
at identifying those markets where rail service can com
pete profitably. The magnitude of this problem becomes 
apparent when one considers the vast number of poten
tial rail users and the many different commodities which 
move between cities. Each customer has unique demands 
and each commodity has distinct handling character
istics. The fact that the potential rail markets are so 
numerous makes it imperative for ConRail's manage
ment to focus quickly on only those markets which can 
be served profitably. 

Extensive emphasis also needs to be placed on under
standing the competitive strengths and weaknesses of 
other modes of transportation. The capabilities of each 
must be understood thoroughly for ConRail's manage
ment to focus its marketing efforts properly. 

This effort is critical if ConRail management is to 
understand the price/service relationship which lies be
hind eaeh transportation buyer's modal choice decision. 
·while it is fashionable to generalize about price/serv
icP relationships. the rc~lationship differs significantly 
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from one situation to another. ConRail's ability to as
sess accurately the price/service relationship implicit 
in each marketing opportunity will be a major determi
nant in its success. 

Industrial Development 

The location of new industries along ConRail routes 
will be essential to its success. The ConRail carriers cur
rently are pursuing aggressive industrial development 
programs which must be continued and E>xpanded in the 
future. 

The outlook for industrial growth in the East is quite 
encouraging. Although the population is expected to 
grow at a slower rate than the U.S. average (19 percent 
versus 22 percent between 1969 and 1990) ,5 in terms of 
absolute growth the East leads other regions in the 
country. 

The increased demand for goods and services caused 
by this population growth should act as a significant 
stimulant to industrial growth in the East. ConRail 
must be prepared to furnish efficient rail service for 
these new and expanded industries. 

Cost Analysis 

As indicated in the Preliminary System Plan, it is 
imperative that ConRail establish an accurate and 
timely cost-information system. Reliable cost informa
tion is important not only for pricing decisions but for 
operating, capital investment, routing, line abandon
ment and planning decisions. Given the complex prob
lems facing ConRail's management, it is mandatory 
that an improved cost system be developed. Several 
studies by USRA represent initial and significant steps 
in this direction. 

Pricing 

The Association has made a thorough review of the 
pricing policies of both the profitable and unprofitable 
carriers. The chief conclusion from this review is that 
the so-called "pricing problem" is primarily a function 
of management and control, not technique. The meth
ods of calculating freight rates, both in terms of struc
ture and level, are well known in the transportation in
dustry. In fact, the technique used by the Association in 
its analysis is being used today by several carriers, both 
profitable and unprofitable. The problem lies in the ap
plication of the technique and the follow-through to 
make sure that the resulting prices do in fact support 
the goals and objectives of the Corporation. 

The long range pricing strategy outlined below is in
tended primarily to identify major problems in the rate 
structure. Staffing limitations and budgetary and time 

•"U.S. Population Projected by Region," Survey of Current Business, 
U.S. Department of Commerce, Aprll 1974. 

constraints have made it impossible for the Association 
to identify all those specific rates which need adjust
ment and the amount of the adjustment. The Associa
tion, however, has advanced its analysis sufficiently to 
conclude that a significant improvement in profits can 
result from improved pricing. 

The method used in tlw long run prieing strategy is 
similar to that used in developing the minimum per car 
charge. A sample of Penn Central traffic was abstracted 
from the traffic file and long-term variable costs as de
fined in Rail Form A were applied to each movement. 
The equivalent eosts of an owner/operator trucker also 
were applied to each movement. 

In using these data, two ratios were calculated. The 
first is called the contribution ratio. This is simply the 
total rail revenue divided by the total rail cost. A figure 
greater than 1.0 indicates the movement is profitable, 
whereas a figure less than 1.0 indicates it is not. 

The Sf'cond ratio is ealled tlw rompetitive ratio, which 
is the rail revemw divi<lPd by the truck cost. A ratio 
greatPr than 1.0 indicatPs that the rail revenue is higher 
than trnck costs and, therefore. the trafifr is susceptible 
to diversion to other modes. ~\ ratio less than 1.0 indi
rntes that the trnek costs are higlwr than the rail 
J'('Yenlte. 

l~sing these ratios, the traffic data "·pre aggregated 
on a two-digit Standanl Transportation Commodity 
Colle basis and sork<l by mileage and weight block 
(groups). This shows the contrilmtion and competitive 
situation for each weight bloek ''"ithin a giwn mileage 
range and permits a relatively precise analysis of prob
lem areas. 

TABLE 8.-f<,'8timated re8ult8 of Tong term pricing 
8tmwgy 

( 'onuuodit~· Oronp HPYPllllP Im-rPase 

Millions 
Farm products _______________________________________ $29. 7 
Metallic ores_________________________________________ 4. 2 

Coal ------------------------------------------------ 11. 7 
:\"unnwtalli!' mi1wral~---------------------------------- 1. 1 
Food------------------------------------------------ 7.5 
Lulllber --------------------------------------------- 7.4 
Furniture ------------------------------------------- 3.2 
Pulp and paper______________________________________ 8. 8 

Chemicals ------------------------------------------- -----
Stout>, clay and glaHs_________________________________ . 7 
Prilllary metals_______________________________________ 1.1 
Transportation equiplllent_____________________________ 5.3 

Scrap ----------------------------------------------- 9.0 

Total ----------------------------------------- $89. 7 

The Association's procedure has been quite general. 
~\more rigorous analysis by fin~-digit commodity group 
and car type would have to be made to isolate needed 
rate changes preeisely, but FSRA's method has high
lighted several problem areas. Table 8 lists the revenue 
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RATE ADJUSTMENTS INCLUDED IN THE REVENUE FORECAST 

From the $89.7 million in potential revenue gains by 
1985 from selective commodity rate increases on non
compensatory traffic, $39 million has been included in 
the revenue forecast. The $39 million represents a 
reasonable expectation of the rate increases which are 
considered achievable under the current regulatory 
climate. Also included in the 1985 forecast is $14.:3 
million of added revenue from increases in ancillary 
services. The estimates for increasing ancillary charges 
are based on an analysis of non-compensatory services 
for the Penn Central. These rate adjustments total $53.3 
million and are summarized below. 
Commodity Increa.~c8 (Millions) 

Farmproducts-------------------------------------- $8.7 
M:etallic ores--------------------------------------- .1 
Coal ---------------------------------------------- 2.0 
Nonmetallic mineralH_______________________________ . 1 

Food---------------------------------------------- 1.1 
Lumber-------------------------------------------- 1. 5 
Pulp and Paper_____________________________________ 8. 8 
Stone, clay and glass________________________________ . 7 
Primary metals_____________________________________ . 2 
Transportation equipment___________________________ 2. 5 

Waste -------------------------------------------- 8. 9 
Other---------------------------------------------- 4.4 

Subtotal --------------------------------------- 39. 0 

increases the Association believes reasonably could be 
achieved by ConRail. A diligent application of this 
technique is expected to generate additional revenue for 
ConRail of $89.7 million. This analysis has taken into 
account the competitive situation and it is unlikely that 
much traffic diversion would occur. 

Below are the principal characteristics of the major 
commodity groups. 

Farm Products.-Total rail and PC traffic is rela
tively unprofitable at distances greater than 500 miles. 
Rail has a definite cost advantage for this traffic, but 
rates historically have been so low as to make the mon
ment unprofitable to the carrier. Railroads have made 
several efforts to improve these rates, particularly for 
fresh fruits and vegetables. They are a \vare of the prob
lem and are actively trying to improve the situation. 
The potential revenue impronment is $29.7 million. 

M et;allic Ores.-Traffic under 90,000 pounds has a 
very low contribution ratio but there is little traffic at 
this level. Much of this rail traffic is generated in mul
tiple car movements but there is poor car utilization, 
particularly at the ports. Rates need to be oriented to 
more efficient handling of the commodities (ground 
storage at ports) and improved car utilization. Ore is 

,!ncillary Service.~ (Millions) 
Protective service charges___________________________ $0. 4 
Transit HPrVice charges_____________________________ 4. 0 
Marriage arrangPmcntN______________________________ . 3 
Mechanical heating_________________________________ . 2 
Port unloading chargpi-;______________________________ 1. 6 
Other charges______________________________________ 7. 8 

Sulrtotal --------------------------------------- 14.3 

Total ----------------------------------------- $53.3 

Thest> increases total $58.a million and are the same 
as those cited in the Preliminary System Plan except 
they have been scaled down for the smaller ConRail 
system proposed in the FSP. All of these rate changes 
are needed to bring in revenue equal to the long-term 
variable costs of handling the traffic. "\Vhile ConRail 
would publish certain of thest> increases as part of its 
initial tariffs, each increase may be treated by the ICC 
as an Investigation and Suspension proceeding. Tlw 
Association has adopted a conservati,,e approach of in
cluding these revenues in the forecast beginning partly 
in 1977, with full implementation by Hl70. 

water competitive, not truck competitive. The estimated 
revenue improvement is $4.2 million. 

Non-Metallic Mineral8.-Movements under 90,000 
ponnds have a very lo'v contribution. Traffic moving 
fewer than 100 miles ( 1 percent of the total) has a con
tribution ratio of .77. This is highly truck competitive 
but rate increases are necessary to raise the contribution. 
Ewn if traffic is diverted, carriers will benefit from re
duced losses. Historically, this has been a problem for 
all railroads, not only because of competition from 
other modes but from other sources of supply. With 
rapidly increasing equipment costs, this market has to 
he studied carefully to see if it warrants the allocation 
of scarce and expensive equipment. The potential added 
revenue is $1.1 million. 

F ood.-Traffic loading less than 90,000 pounds is mar
ginally profitable. The competitive ratio indicates that 
rates could be raised approximately 11 percent with little 
diT1ersio11. Present rail traffic is generally long haul and 
unsuitable for truck movement. The estimated added 
revenue is $7.5 million. 

Lumbc1·.-0ver 70 percent of this traffic originates in 
the Pacific Northwest and moves more than 2,000 miles. 
Carriers historically have tried to maintain rate parity 
between southern and northwest lumber producers. In 



the long run, this strategy has to be questioned. The rate 
scale is almost flat beyond 1,200 miles. Rates bet-ween 
1,200 and 2,000 miles could be increased 10 percent. 
Beyond 2,000 miles, rates could be increased by 30 per
cent. This will produce a contribution ratio of 1.22 
versus the present 1.14. Rail costs are understated be
cause diversion and reconsignment costs are not in
cluded. Although these practices are less prevalent than 
in the past, they are still a problem. This traffic is not 
truck competitive. Potential revenue improvement is 
$7.4 million. 

Furniture.-Extremely low shipment weights have 
resulted in low revenue per car. Traffic originating in the 
south is particularly unprofitable. Revenue improve
ment is estimated at $3.2 million. 

Pulp and Paper.-Traffic is generally compensatory 
with a competitive ratio of 1.17. Light loading (under 
60,000 pounds) tissue and other sanitary papers have a 
contribution ratio of only .97 and a truck competitive 
ratio of .82. Opportunities exist for raising rates, as this 
is not attractive motor carrier traffic because of low 
density. The revenue improvement estimate is $8.8 
million. 

Ohemicals.-Overall traffic is profitable, with a con
tribution ratio of 1.3. Light loading packaged chemicals 
and fertilizers, however, have very low contributions. 
The truck competitive ratio is 1.81. which means an in
corease in rates might cause severe diversion. This situ
ation requires further analysis. Traffic moving bet\veen 
1.200-2,000 miles also has low profitability but is highly 
water competitive. This traffic requires further study 
and no revenue improvement is projected. 

8t011e, Olay and Glass.-The overall profitability of 
this group is excellent. The contribution rato is 1.35. No 
large blocks of unprofitable traffic exist and minimal 
revenue improvement of $.7 million is projected. 

Primary Metals.-Traffic loading less than 60,000 
pounds earns a very small contribution. Odd dimensions 
may be the only reason this traffic moves by rail. Some of 
this traffic is highly truck competitive. A rate increase 
at the low weights, even if it did result in diversion, 
would free scarce rail equipment for the heavier and 
more profitable loads. The potential added revenue is 
$1.1 million. 

Transportation Equipmcnt.-Overall profitability in 
this group is excellent, with a contribution ratio of 1.42. 
Auto parts traffic loading less than :30,000 pounds, how
ever, has a contribution ratio of only 1.09. These rates 
might be increased by as much as 20 percent with little 
threat of diversion. The potential revenue improvement 
is $5.3 million. 

8crap.-Traffic loading less than 60,000 pounds in all 
mileage blocks has a negative contribution. This traffic 
is apparently very truck competitive, which makes it 
difficult to understand why rails handle the traffic now. 
The most likely answer is that scrap is not attractive to 
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motor carriers because it damages trailers and, in addi
tion, steel mills are not equipped to receive significant 
amounts of steel scrap by motor carriers. Rates on scrap 
loading less than 60,000 pounds should be increased as 
much as 25 percent. The potential added revenue is $9 
million. 

Oval. Because of the high incidence of unit train and 
multiple car movements of coal, the costing method 
used by the Association overstates the cost of handling 
coal. There is ample evidence, however, indicating that 
coal rates could be increased significantly with little 
threat of diversion. 

Tablt> !) compares the growth of the price of coal 
FOB the mine with the growth in rail rates from 1965 
to 1974. Using 1965 as an index of 100, coal prices in 
197 4 were 337 versus the rail rate index of only 126. 
:\fore important, the rail rate as a percentage of des
tination value has decreased from 41.3 in 1965 to 20.8 
in 1974. Because coal prices have risen much faster than 
rail rates, the latter would have to double to achieve 
the same relationship as existed in 1965. 

Furthermore, with the recent petroleum shortage, the 
ratio of the delivered price of oil to coal has fluctuated 
bet"·een 1.7 and 3.2, as shown in Table 10. This provides 
an ample spread in which a modest increase in coal rates 
could oceur ancl not cause a diversion to other sources 
of energy. 

TABLE 9.-Comparison of FOB Mine Realization and 
Railroad Rates on Bitnminmts Coal-U.S. 

-- --~--- ~----··· 

Produc· Percent of 
tion Avg. price destination value 

(million (FOB Avg. rail 
Year tons) mine) rate Total Coal Rate 

··---

196.5 ____ .512. 0 $4. 44 $3. 13 $7 . .57 .58. 7 41. 3 
1966 ____ .533. 8 4 . .54 3. 01 7 .. 5.5 60. 1 39. 9 
1967 ____ .5.52. 6 4. 62 3. 00 7. 62 60. 6 39. 4 
1968_ - - - .54.5. 2 4. 87 3. 01 7. 88 60. 8 39. 2 
1969 ____ .560 . .5 4. 99 3. 10 8. 09 61. 7 38. 3 
1970 ____ 602. 9 6. 26 3. 41 9. 67 64. 7 3.5. 3 
1971- _ - - .5.52. 2 7. 07 3. 70 10. 77 6.5. 6 34. 4 
1972_ - - - .59.5. 4 7. 66 3. 67 11. 33 67. 6 32. 4 
1973 _ - - - .591. 7 8 . .53 3. 71 12. 24 69. 7 30. 3 
1974 ____ 601. 0 1.5. 00 3. 9.5 18. 9.5 79. 2 20. 8 

SOURCE: Interstate Commerce Commission Ex Parte 270. Sub. No. 4, InvtStiga. 
lion of Railroad Freight Rate Structure-Coal. 

The Interstate Commerce Commission m Ex Parte 
270 (Sub. Xo. 4), ln1!estigation of Ra,ilroad Freight 
Rate Structure-Coal, concluded that "the general 
freight increases sought by the railroads and authorized 
by the Commission have, for the most part, been for the 
purpose of offsetting higher prices of materials and 
supplies and increased wage costs; that under present 
conditions. increased rates on coal, standing alone, will 
not fnrnish sufficient inducement for carriers to purchase 
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TABLE 10.-Gomparative monthly delivered price of coal 
and oil at steam electric plants in Conrail territory 
July 1973-February 1975 

Difierential. 
oil over coal 

Oil Coal Coal 
(dollars eqniva- (dollars Dollars 

per lent per per 
barrel) (X3.6) ton) ton Ratio 

---------------

1973: 
July ___________ 4.28 $15. 41 9. 32 6. 09 1. 7 
Aug ___ - _ - - - - - - 4. 45 16. 02 9. 59 6. 43 1.7 
Sept_ _ - _______ 4.85 17. 46 9. 84 7. 62 1. 8 
Oct ___________ 5. 84 21. 02 10. 10 10. 92 2. 1 
Nov ___________ 6. 32 22. 75 10. 66 12. 09 2. 1 
Dec ________ - - - 7. 21 25. 96 11. 24 14. 72 2. 3 

1974: 
Jan ___________ 10. 35 37. 26 12. 68 24. 58 2. 9 
Feb ___________ 12. 56 45. 22 14. 35 30. 87 3. 2 
Mar ___________ 13. 17 47. 41 15. 19 32. 22 3. 1 
Apr ___________ 11. 85 42. 66 16. 00 26. 66 2. 7 
May __________ 11. 96 43. 06 16. 11 26. 95 2. 7 
June __________ 12. 73 45. 83 17. 37 28. 46 2. 6 
July ___________ 12. 12 43. 63 17. 95 25. 68 2. 5 
Aug ___________ 12. 05 43. 38 19. 23 24. 15 2. 3 
Sept_ _________ 11. 88 42. 77 19. 58 23. 19 2. 2 
Oct ___________ 12. 13 43. 67 19. 43 24. 24 2. 2 
Nov ___________ 12. 26 44. 14 22. 83 21. 31 1. 9 
Dec ___________ 12. 44 44. 78 22.24 22. 54 2. 0 

1975: 
Jan ___________ 11. 97 43. 09 19. 30 23. 79 2. 2 
Feb ___________ 12. 11 43.60 19. 43 24. 17 2. 2 

---- -----------~ 

SOURCE: Federal Power Commission. Monthly Report. 

all of tlw coal cars and locomotive units to meet reason
able demands for the next 5 years." 

A good opportunity exists for raising coal rates. De
marnl is increasing, the price of competitive fuels is 
increasing and the regulatory atmosphere appears to be 
receptive. Table 8 reflects an estimated $11.7 million 
revenue incremw for coal. This coul(l he substantially 
higher. A 50¢ per ton increase in coal rates would gen
erate an additional ~i:i4 million in rrvenue for ConRail 
and wo111d have virtually no impact on the competitive 
situation of coal versus other fuels. 

In conclusion, The .Association belierns that signifi
cant gains in revenue and profitability can be made 
through an aggressive marketing program. This pro
gram includes imprornments in service, utilization of 
equipment and pricing. Service and reliability must be 
improve<l for ConRail to compete effectively in the 
transportation market. These improvements are also 
essential to justify many of the proposed rate adjust
ments. 

E<p1ipment shortages <luring the Hl70's have plagued 
almost every railroad. To correct this problem and insure 
an adequate car supply, the .Association has proposed 
several tariff modifications and a review of the present 
demurrage system. These changes will result m 
improved freight car utilization and profitability. 

The Association also believes that significant improve
ments in profitability can be made by a thorough and 
judicious analysis of the present price strnctme. 
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f 
Separate Statement of William W. Scranton 

Though I join the other members of the Board of 
the U.S. Railway Association in generally sponsoring 
the Final System Plan and the USRA reports, I would 
like to make three independent points. 

First.-If the USRA preferred plan (which includes 
the Chessie System purchasing much of the Erie Lack
awanna and Reading railroads) does not become a 
reality for any reason, then I advocate the two-system 
plan, "MARC/EL plus ConRail (PC-AA) System," 
rather than "Unified ConRail." 

The USRA financial projections indicate that "Uni
fied ConRail" has a greater likelihood for profitability 
and viability than ConRail and MARC/EL. But "Uni
fied ConRail" has the distinct disadvantage of monop
oly. In the belief that competition begets better manage
ment and better service, I prefer a smaller ConRail and 
MARC/EL. Further, two major systems in the North
east are preferable to a monopoly in working toward a 
viable railroad structure for the whole Nation. 

Second.-In one year the USRA staff has completed 
an extraordinary task, detailing information on light
density lines. In the Act, Congress prescribed that the 
Final System Plan include a viable ConRail. Without 
cutting out some trackage I believe such viability is 
impossible. Accordingly, I support the light-density 
lines thesis and the need for the subsidy program. 

But I believe Congress should change the subsidy 

provision, increasing the number of years of subsidy 
and the federal government's percentage of same. Thus 
the states would have more time to prepare for this 
situation, and actual operations of light-density lines 
under FSP conditions would be experienced before final 
determinations are made. 

Third.-A most important need is to begin the re
habilitation of the railroads of the Northeast and Mid
west immediately, the sooner the better. Since the 
Regional Rail Reorganization Act is extant, I hope 
Congress will allow the USRA plan to move forward so 
that work on railroad rehabilitation can begin imme
diately and better railroad service can come about 
sooner. 

I question, however, that this effort alone will suffice 
to revitalize the railroad system of this Nation and to 
bring about adequate service for people and industry 
everywhere. Accordingly, consideration should be given 
to further action. Many suggestions have been made, 
some of considerable merit. For example: The Rail
road Revitalization Act (H.R. 7681), bills now before 
Congress providing for rebuilding roadbeds and re
habilitating facilities, and the concept of an integrated 
(or unified) Transportation Trust Fund. 

WILLIAM w. SCRANTON 

July 14, 1975 



Regional Rail Reorganization 
Act of 1973, as Amended 

Public Law 94-5 
94th Congress, S. 281 

February 28, 1975 

Sln Slct 
To auwnd the Regional Ruil Ueorganization Act of 1973 to increase the financial 

asi-;istum_·? available under section '.213 and ~N"tion 215, and for other pnrpose-s. 

Be it enacted by the Senate and House of Representatives of the 
United States of America in Congress assembled, That this Act may 
be cited as the "Regional Rail Reorganization Act Amendments of 
1975". 

SEC. 2. (a) Section 202 (b) of the Regional Rail Reorganization Act 
of 1973 ( 45 U .S.C. 712 ( b)) is amended-

( 1) in paragraph ( 2) by inserting ''and express" immediately 
after ''rail" each time it ap1wars; 

(2) by striking out the period at the end of paragraph (7) and 
inserting in lieu thereof"'; and"; and 

(;{)by adding- at the end thereof the following new paragraph: 
'' ( 8) study the feasibility of coordinating rail and express 

service in the region.". 
(b) Section 206 (-a) ( 1) of the Regional Rail Reorganization Act 

of 197;{ ( 4<> t:.S.C. 716 (a) ( 1)) is amended by inserting "and express" 
immediatelr after ''rail". 

SEC. il. Section 205( d) (2) of the Regional Hail Hcorganization Act 
of 197:3 (45 U.S.C. 715(d) (2)) is amended to read as follows: 

"(2) employ and utilize the services of attorneys and such 
other pcrsonnd as may be reA1uired in order to properly protect 
the intPrests of those comm unit ie.s and users of rail service which, 
for whatever reason, such as their size or location, might not 
otherwise be adequately repreSPnted in the course of the reorgani
zation process as provided by this Act;''. 

SEC. 4. (a) Section 207(b) of the Regional Rail Reorganization 
Act of Hl73 ( 45 F.S.C. 717(b)) is amended by inserting "(1)" immedi
ately befo1·p tlw first sentence thereof. arnl by a<lding at the end thereof 
the following new paragraph: 

"(2) "Whenever it has been finally determined pm·suant to the pro
cedures of paragraph ( 1) of this subsection, that the reorganization 
of a railroad subjPct to reorganization under section 77 of the Bank
ruptcy Act ( 11 CS.C. 20fi) shall not be proceede.d with pursuant to this 
.\ct. th" court having jurisdiction O\"Pr such railroad may, upon a peti
tion which is filed within 10 davs after the date of enactment of this 
subseetion by the trustees of sucf1 railroad, reconsider such order. Such 
reorganization court shall (i) affirm its previous order or (ii) issue 
im order that the reorganization of such railroad be proceeded with 
pursuant to this Act unless it finds that this Act docs not provide a 
process which would be fair and equitable. The provisions of para
graph (1) of this subsection are applicablP in snch reconsideration. 
except that (A) such reorgirnization co111t. shall make its decision 
\\·ithin :10 <lay>< aft<>r swh petition is filed, and (B) any decision by th<' 
special conrt on app!'al from such a <kcision shall be rPndered within 
:lo days aftPr snch rN>q.ranization court dPcision is made. There shall 
be no revi,•w of tlw ,]pcision of the sp!'cial court. The Association shall 
take any stPps it finds 1iecessary, consistPnt with tinw limitations and 
other provisions of this Act, to eff Pctnah· the consequences of such a 
rp\·isPd onlPr. including the pn·paration and submission of anv neces
sary or appropriatP snpplPments to th!' pn•liminary systPm plan.". 

(b) SPction :2117 (a) (:l) of the ](pgional Hail Heorganization Ad 
of rn7:l ( .i;, 1 '.~.C. 71 i (a)) is amPrnlecl bv adding at tlw end thereof 
the following IH'W sPntenc!': "The OflicP is anthorize<l to hol<l public 
hearings on any supph•nwnt to tlw pn•liminary systt·m plan and to 
inakP aYailahlP to t11P .\:;::soelation a sun1n1ary a1ul analysis of tlw 

89STAT. 7 

Regional Rail 
Reorganization 
Act Amend~ 
ments of 1975. 
45 use 701 
note. 

Rail Services 
Planning Office, 
employment of 
attorneys and 
other personnel. 

Preliminary sys
tem plan. 

Petition for 
reconsideration. 

Hearings. 



Loans. 

Emergency 
assistance. 

Appropria
tions. 

188 

Pub. Law 94-5 - 2 - February 28, 1975 

evidence received in the course of such proceedings, together with its 
critique and evaluation of such supplement, not later than 30 days 
after the release of surh supplement.". 

SEc. 5. (a) Section 211 (a) of the Regional Rail Reorganization Act 
of 1973 ( 45 F.S.C. 721 (a)) is amended by striking out "for purposes 
of assisting in the implementation of the final system plan;" and 
inserting in lieu thereof "for purposes of achieving the goals of this 
Act;". 

(b) Section 211 ( e) ( 1) of the Regional Rail Reorganization Act of 
1973 ( 45 U.S.C. 721 (e) (1)) is amended by striking out "carry out the 
final system plan" and inserting in lieu thereof "achieve the goals of 
this Act". 

( c) Section 211 ( f) of the Regional Rail Reorganization Act of 
1973 ( 45 F.S.C. 721 ( f)) is amended by striking out "goals of the 
final system plan" and inserting in lieu thereof "goals of this Act". 

SEc. 6. (a) Section 213(a) of the Regional Rail Reorganization Act 
of 197:3 ( 45 F.S.C. 723 (a)) is amended by adding the following at the 
end thereof: ""Where the Secretary and the trustees agree that funds 
provided pursuant to this section are to be used (together with funds 
provided pursuant to section 215 of this Act, if any) to perform pro
gram maintenance on designated rail properties until the date rail 
properties are conveyed under this Act or to improve such designated 
properties, such agreement shall contain the conditions set forth in 
section 215 (b) of this Act.". 

( b) Section 213 (b) of the Regional Rail Reorganization Act of 
1973 ( 45 r.s.c. 723 (b)) is amended-

( 1) by striking out "$8ii,OOO,OOO" and inserting in lieu thereof 
"$282,000,000"; and 

(2) by adding at the end thereof the following new !K'ntence: 
·'Of amounts authorized to be appropriated under this sub!K'ction, 
$50,000,000 shall be available solely to pay to the trustees of rail
roads in reorganization such sums as may be necessary to provide 
surh railroads with amounts equal to revenues attributable to tariff 
increases proposed by such railroads and suspended by the Inter
state Commerce Commission during the calendar year 1975, if the 
Secretary determines that such payments are necessary to carry 
out this section.". 

SEc. 7. Section 215 of the Regiolllll Rail Reor~ranization Act of 19i:i 
(-!5 e.s.c. 725) is amended to read as follows: 

"INTERIM AGREEMEl\'TS 

"SEc. 215. (a) PuRPOSEs.-Prior to the date upon which rail prop
erties are conveyed to the Coq>oration under this Act, the Secretary, 
with the approval of the Association, is authorized to enter into agree
ments with the trustees of the railroads in reorganization in the region 
(or railroads leased, operatt>d, or controlled by railroads in 

reorganization)-

89 STAT. 8 
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"(1) to perform the progTam maintenance on clcsignatPd rail 
properties of such railroads until the date rail properties arP con
veyed under this Art; 

"(2) to improve rail properties of such railroads; and 
"(3) to acquire rail properties for lease or loan to any such 

railroa<ls until the datP such rail properties are conny<'d under 
this Act, and subsequently for com·pyance pursuant to tlw final 
system plan, or to acquire intPrPsts in such rail jJropertiPs owrwd 
by or leased to any such railroads or in purchase money obliga
tions therefor. 

,; (b) CoKDITIONs.-AgrePments pursuant to subsection (a) of this 
section shall contain such rPasonable terms and conditions as the f'ecre
tary may prescribe. In addition, agreements under paragraphs ( 1) 
and ( 2) of subsection (a) of this section shall provide that-

" ( 1) to the extPnt that physical condition is usPd as a basis 
for determining, under section 206 ( f) or :io:3 ( c) of this .\ct. tlw 
valnr of propertiPs suhjPet to ~uch an agrPPnwnt and dPsignatPd 
for transfer to the Corporation under the final system plan, the 
physical condition of the properties on the elfrctivl' date of the 
agreement shall be used; and 

"(2) in the event that property sub/"ect to the agreenwnt is 
sold, leased, or transferred to an entity ot wr than the Corporation, 
the trustees or railroad shall pay or assign to the Secretary that 
portion of the procPeds of such sale, lease. or transfrr which rPflects 
value attributable to the maintenance and improvement prO\-ided 
pursuant to the agreement. 

"(c) 0BLIGATIONS.-Xotwithstanding SPction 210(b) of this title, 
the Association shall issue obligations undPr section 210 (a) of this 
title in an amount sufficient to finance such agrePments and shall 
n'quire the Corporation to assumP any such obligations. Tlw aggn'gat<' 
amount of obligations issued under this section and outstanding at 
any one time shall not Pxceed ;fi:~00,000,000. The ,\ssociation, with the 
approval of the Secretary, shall dPsignatc in the final system plan that 
portion of such obligations issued or to be issued which shall be rPfi
nanced and the terms thereof, and that portion from 'vhich the Cor
poration shall be rPlcas•'d of its obligations. 

"(d) CoNVEY.\NC>:.-The Secretary may cmn-Py to thP Corporation. 
with or without receipt of consideration, any propertl or interests 
acquired by, transferred to, or otherwisp lwld by the :-ieeretary pur
suant to this section or section 213 of this Act.''. 

SEc. 8. Section 303(c) (1) of the Hegional Hail Heorganization 
Act of 1973 (45 U.S.C. 745(c) (1)) is amended by striking out the last 
word of paragraph (A), by striking out the period at the end of para
graph (B) and insertmg "; and" in lieu thereof, and by inserting 
after paragraph (B) the following new paragraph: 

"(C) what portion of tllP proceeds rPcl'iwd bv a rnilroad in 
reorganization from an Pntity other than thP Corporation for 
the sale, lease, or transfor of property subjed to an agrrPmPnt 
under section :n:J or SPction 2H\ (a) (1) or (2) of this .\ct reflects 
value attributable to tlw maintenancP or improwm\'llt pr<n-ide,l 
pursuant to the agreement.'". 

SEc. 9. Title VI of the Hegional Rail lfrorganizat ion .\ct of 197:l 
is amended by ad<ling at the end thPreof the following llPW section: 
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•f., 
''TAX PAYMENTS TO STATES 

"SEC. 605. (a) Notwithstanding any other provision of law, no 
railroad in reorganization shall withhold from any State, or any 
political subdivision thereof, the payment of the portion of any tax 
owed by such railroad to such State or subdivision, which portion has 
been collected by such railroad from any tenant thereof. 

"(b) Any railroad which violates the .erovisions of subsection (a) 
of this section by withholding any portion of a tax referred to in 
such subeection shall be fined not more than $10,000 for each such 
violation.". 

Approved February 28, 1975. 

LECISLATNE HISTORY: 

HOUSE REPORT No. 94-7 accompanying H.R. 2051 (Comm. on Interstate and 
Foreign Commerce). 

SENATE REPORT No. 94-5 (Comm. on Commerce). 
CONGRESSIONAL RECORD, Vol. 121 (1975): 

Jan. 28, 29, considered and passed Senate. 
Feb. 19, considered and passed House, amended, in lieu of H. R. 2051. 
Feb. 21, 22, 24-26, Senate concurred in House amendment. 

89 STAT. 10 



191 

Public Law 93-488 
93rd Congress, S. J. Res, 250 

October 26, 1974 

joint 'Resolution 
To PXtt>ml thP Rt•1.donal Hail RN)rJrnnization .\d's rt•porting date. and for ofht•r 

}l\l flllJl"it'S. 

ss srAT. 1464 

".hl'r<'as tlH' SPnatP and Congrl'SS n••·rntly PnadP<l major n·organiza
tion lrgislation to prl'n•nt <••·onomic disastH in tlH· area SPrwd 
by thl' l'Pnn ( 'pntral Hail road and six other bankrnpt Class I 
railroads ( Hegional Hail J{porganization Act of J!)j;\, Public 
Law !!:l~:!:H\); arnl 45 rise 701 

"·hereassuch ]pgislation provided for tlH' immediate establishnwnt of note. 
a np11- Pntity, thr l 'nit<·d Stall's Hail way Association, to pl:tn snch 
n•organization and to adopt a11d n·leasP a ""prt>liminary :-;ystPrn 
plan .. within :;110 day,; aft<'!' the Pnact111l'nt of thP IPgislation. and 
to prqrn1·p and s11h111it thP ··tinal >'V>'l<'lll plan .. to th<· dirPt'tors of 
tlw .\ssociation within ~:!II days-aftp1· Pna•·tnH·nt. p11rs1rnnt to 
a fnndi11g authorization not to PX<'<'<'<l :i':.!li.OIHl.OilO: an<l 

"'hPrPas. as a n·snlt of •·i1·•·11111sta1H'l'>' not within thP control of th\• 
Co11grPss or thP \'nit<·d Stall's Haihrny .\ssociation. tlu• .\s,;ocia
tion was 111iahlP to <'OlllllH'lH'P ful1-~·walP 01wrations until 111on• tlia11 
four 111011ths lat<·r than was con!PtnplatPd in thl' kgislation; arnl 

'Yhl'rl'as the .\ssociation will not lH' abll' to prqrnn· rPorganization 
plans for an pflici<'lll. adP<piatl'. safP. and rl'liahll' rail transporta
tion systPm in tlu• :\lidwPst lilt(! XorthPast n·gion of thP i·nit<•d 
Stall's nn]po,.,; it is grnntPd an additional 1211 days in whi!'h to 
adopt thP p1·pJi111inary system plan and an additional !:!II days in 
whid1 to p1·qmrP th<• tinal systPtn plan and authmization for 
funding for such additional J>Priod: and 

"'hpn•as SU!'h IPgislatio11 proYidPd a sysl<'lll of rail SPn·i!'P continua
tion suhsidit>s so that shippers and local an<l ~tatP g-o\·(·rnmPnts 
could. 011 a ntal<'hing basis 11·ith thP F<•dpra] GoYPrtlttH'nt. con
tinm• rail S('f'\'ic<' m1 S<'IP!'!Pd linPs within a Stall' whi"h might 
not otlwnYi>'<' •·011tinul' to bt• opPral<•d: arnl 

"•lll'rt•as confusion has hPPn Png<•rnh•red by thP failurP to includP in 
such h•gislation a <letinition of whi!'h rail spn·icPS an' p]igihlP for 
such suhsidil's: XmY. tlwrdon>, bP it 

N1•.vol1•1•d by the Sn111f1• 1111d I/rm,.,, of Rt/J1'1·sr11tati1·1w of tht T'nittd 
St11fl»~ of ..l111N·im in ('onql't.<.< ass1·111l1ltd. That (a) section 207(a) (I) Recional Rail 
of the HPgional Hail HPorganization Act of rni:l (Ri Stat. !!Hfi) is Organization 
anwndP1l bv striking thP figun• ":\OO'' in tlw tirst SPnlPnrr thereof and Act, amend-
suhstituting therpfo1· till' fi1-'11re "+20·•. ~~nt~. 717 

{h) SPction 20i(c) of tlw HPgional Hail Heorganization Act "f '
1 

c • 
lfli:\ (87 Stat. !>Hf>) is anH'tHlPd hv striking thP figur<' "~:W" in till' 
first sPntPlll'<' thpn•of and slthstituting therdor till' figHrP ''fi+ll". 

(c) SPction 2l+(c) of the HPgional Hail Jlporganization .\ct of 
!!Ji:\ (Hi Stat. !)kfi) is a11H·ndPd by striki11'! thl' figun• "$:W.111111.llllil" 45 1sr· 724. 
1rnd substituting tl1<·1·pfor th<' tigun• .. $+11.01111.0011". 

(d) s .. ction +02(1·) of thl' HPgio11al Hail J{l'Ol'ganization .\d of 
]!}j;\ (1'7 Stat. !lHf1) is a111P1Hh•d by insPrting "(!)'• hPfon• tlH• first 45 1·sc 762. 

sentPtH'P t]ll'n·of. rPd<·signating parngrnplts (I). (2). 1:l). and (+) 
as subparngraphs (.\), (ll). (('),and (ll). l'l'S]W<'tin·ly. and by 
adding thr following new paragraph: 

"(2) Hail frpight spn·icPS eligibll' for mil Sl'n·icP co11ti1111atio11 Rail service 
subsidiPspursltant tos11bsPctio11 (b) ofthissPdion are~ continua, ion 

" {A) thosP rail SPl'\'i!'eS of railroads in n·organization in the subsidies, 
rPgion whieh the final systPm plan <loes not dt•signatP to I)(' eligibility. 

eontimwd; 
"(B) thosP rnil spn·icPs in the rPgion whi!'h han hren at any 

time during thP :; y<•:ll' peri°'l prior to the date• of <'nactnwnt of 
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this Act, or which are subsequent to the date of enactment of 
this Act, owned, leased, or operated by a State agency or a local 
or regional transportation authority or with respect to which 
a State, a political subdivision thereof, or a local or regional 
transportation authority has invested at any time during the 
5 year period prior to the date of enactment of this Act, or 
invests subsequent to the date of enactment of this Act, sub
stantial sums for improvement or maintenance of rail service; 
and 

"(C) those rail services in the region with respect to which 
the Commission issues a certificate of abandonment effective 
on or after the date of enactment of this Act.". 

( e) The last sentence of section 403 (a) of the Act is amended to 
read: "Provided, however, That any rail service for which a St.ate 
agency or local or regional transportation authority receives such 
loan is no longer eligible for a rail service continuation subsidy pur
suant to section 402 of this title.". 

Approved October 26, 1974. 

LEGISLA7IVF. HISTORY: 

CONGRESS!ot1AL RECORD, Vol. 120 (1974): 
Oct. 10, considered and passed $i>nate. 
Oct. 15, considered and passed House. 
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Public Law 93- 236 
93rd Congress, H. R. 9142 

January 2, 1974 

Sln Slct 
To authorize and direct the maintenance of adequate nnd efficient rail services 

in the Midwest nnd Northeast region of the United States, and for other 
purposes. 

Be it enacted by the Senate and House of Representatives of the 
United States of America in Congress assembled, That this Act, 
divided into titles and sections according to the following table of 
<'Ontents, may be cited as the "Regional Rail Reorganization Act of 
lll73". 

TABLE OF CONTENTS 

TITLE I-GENERAL PROVISIONS 

Sec. 101. Declaration of policy. 
Sec. 102. Deftnltlons. 

TITLE II-UNITED STATES RAILWAY ASSOCIATION 

Sec. 201. Formation and structure. 
Sec. 202. General powers and duties of the Association. 
See. 203. Access to information. 
Sec. 204. Report. 
Src. 205. Rail Services Planning Olllce. 
Sec. 206. ~'inal system plan. 
Sec. 207. Adoption of ftnnl system plan. 
Sec. 208. Review by Congress. 
Sec. 209. Judlclnl review. 
Sec. 210. Obligations of the Association. 
Sec. 211. Lonns. 
Sec. 212. Records, nudlt, and exnmlnatlon. 
Sec. 213. Emergency assistance pending implementation. 
Sec. 2H. Authorization for appropriations. 
Sec. 215. lllalntenance and Improvement of plant. 

TITLE III-CONSOLIDATED RAIL CORPORATION 

Sec. 301. )'ormntlon nnd structure. 
Sec. ao-i. l'owe1·s and dutl'9 of the porporatlon. 
Sec. 303. Valuation and conveyance of rail properties. 
Sec. 304. Termination of rail .service. 

TITLE IV-LOCAL RAIL SERVICES 

Sec. 401. Findings and purposes. 
Sec. 40'2. Rail service continuation subsidies. 
Sec. 403'. Acquisition and modernization loaus. 

TITLE V-EMPLOYJ;;E PROTECTION 

Sec. 501. Deftnltlons. 
Sec. 5Q2. Employment offers. 
Sec. 503. Assignment of work. 
Sec. 504. Collectlve-bnrgalning agreements. 
Sec. 506. Employee protection. 
Sec. 506. Contracting out. 
Sec. 507. Arbitration. 
Sec. 508. Acquiring railroads. 
Sec. 509. Payment of benefits. 

TITLE VI-MISCELLANEOUS PROVISIONS 

Sec. 601. Relationship to other laws. 
!lee. 602. Annual evaluation by the Secretary. 
Sec. 603. Freight rates for recyclables. 
Sec. 604. Separability. 
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DECLARATION OF POLICY 

SEc. 101. (a) FrnmNos.-The Congress finds and declares that-
( 1) Essential rail service in the mid west and northeast region 

of the United States is provided by railroads which are today 
insolvent and attempting to undergo reorganization under the 
Bankruptcy Act. 

(~) This essential rail service is threatened with cessation or 
significant curtailment because of the inability of the trustees of 
such railroads to formulate acceptable plans of reorganization. 
This rail service is operated ov11r rail properties which were 
acquired for a public use, but which have been permitted to 
deteriorate and now require extensive rehabilitation and modern
ization. 

(3) The yublic convenience and necessity require adequate and 
efficient rai service in this region and throughout the Nation to 
meet the needs of commerce, the national defense, the environ
ment, and the service requirements of passengers, United States 
mail, shippers, States and their political subdivisions, and 
consumers. 

( 4) Continuation and improvement of essential rail service in 
this region is also necessary to {>reserve and maintain adequate 
national rail services and an efficient national rail transportation 
system. 

( 5) Rail service and rail transportation offer economic and 
environmental advantages with respect to land use, air pollution, 
noise levels, energy efficiency and conservation, resource alloca
tion, safety, and cost per ton-mile of movement to such extent 
that the preservation and maintenance of adequate and efficient 
rail service is in the national interest. 

(6) These needs cannot be met without substantial action by 
the Federal Government. 

(b) PuRPosEs.-It is therefore declared to be the purpose of 
Congress in this Act to provide for-

( 1) the identification of a rail service system in the mid west and 
northeast region which is adequate to meet the needs and service 
requirements of this region and of the national rail transportation 
system; 

(2) the reorganization of railroads in this region into an eco
nomically viable system capable of providing adequate and effi
cient rail service to the region; 

( 3) the establishment of the United States Railway Association, 
with enumerated ,P?Wers and responsibilities; 

(4) the establishment of the Consolidated Rail Corporation, 
with enumerated powers and responsibilities; 

( 5) assistance to States and local and regional transportation 
authorities for continuation of local rail services threatened with 
cessation; and 

(6) necessary Federal financial assistance at the lowest possible 
cost to the general taxpayer. 

DEFINITIONS 

SEc. 102. As used in this Ac~ unless the context otherwise requires
( 1) "Association" means the United States Railway Associa

tion, established under section 201 of this Act; 
(2) "Commission" means the Interstate Commerce 

Commission; 
(3) "Corporation" means the Consolidated Rail Corporation 

required to be established under section 301 of this Act; 

January 2, 1974 - 3 - Pub. Law 93-236 

(4) "effective date of the final system plan" means the date on 
which the final system plan or any revised final system plan is 
deemed approved by Congress, in accordance with section 208 of 
this Act; 

87 STAT, 987 

(5) "employee stock ownership plan'' means a technique of 
corporate finance that uses a stock bonus trust or a company stock 
money purchase pension trust which qualifies under section 401 
(a) of the Internal Revenue Code of 1954 (26 U.S.C. 401(a)) in 68A stat, l34J 
connection with the financing of corporate improvements, trans- 76 Stat. 809, 
fers in the ownership of corporate assets, and other capital 
requirements of a corporation and which is designed to build 
beneficial equity ownership of shares in the employer corporation 
into its employees substantially in proportion to their relative 
incomes, without requiring any cash outlay, any reduction in pay 
or other employee benefits, or the surrender of any other rights 
on the part of such employees. 

( 6) "final system plan" means the plan of reorganization for 
the restructure, rehabilitation, and modernization of railroads 
in reorganization prepared pursuant to section 206 and approved 
pursuant to section 208 of this Act; 

('7) "includes" and rnriants thereof should be r~ad as if the 
phrase "but is not limited to" were also set forth; 

(8) "Office" means the Rail Services Planning Office estab
lished under section 205 of this Act; 

(9) "profitable railroad" means a railroad which is not a rail
road in reoq~anization. The term does not include the.Corpora
tion, the Nat10nal Railroad Passenger Corporation, or a railroad 
leased, operated, or controlled by a railroad in reorganization in 
the region ; _. 

(10) "rail properties'" means assets or rights owned, leased, or -0 
otherwise controlled by a railroad which are used or useful in rail ~ 
transportation service; except that the tenn, when used in con-
junction with the phase "railroads leased, operated, or controlled 
by a railroad in reorganization", shall not include assets or rights 
owned, leased, or otherwise controlled by a Class I railroad which 
is not wholly owned, operated, or leased by a railroad in reorga-
nization but is controlled by a railroad in reorganization; 

(11) "railroad'" means a common carrier by railroad as defined 
in section 1 ( 3) of part I of the Interstate Commel'('e Act ( 4!l 
U.S.C. 1 (3) ). The term includes the Corporation and the 41 Stat. 474, 
National Railroad Passenger Corporation; 

(12) "railroad in reorganizat10n'' means a railroad which is 
subject to a bankruptcy proceeding and which has not been deter
mined by a court to be reorganizable or not subject to reorganiza
tion pursuant to this Act as prescribed in section 207 (b) of this 
Act. A "bankruptcy proceeding'' includes a proceeding pursuant 
to section 77 of the Bankruptcy Act ( 11 r.S.C. 205) and an equity 49 stat. 911; 
receivership or equivalent proceeding; 76 Stat, s12. 

(13) "Region" means the States of Maine, New Hampshire, Ver
mont, Massachusetts, Connecticut, Rhode Island, New York, New 
,Jersey, Pennsylvania, Delaware, Maryland, Virginia, West Vir
ginia, Ohio, Indiana, Michigan, and Illinois; the District of 
Columbia; and those portions of contiguous States in which are 
located rail properties owned or operated by railroads doing busi
ness primarily in the aforementioned jurisdictions (as determined 
by the Commission by order); 

(14) "Secretary" means the Secretary of Transportation or his 
delegate, unless the context indicates otherwise; and . 

(15) "State" means any State or the District of Columbia. 
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TITLE II-UNITED STATES RAILWAY ASSOCIATION 

FORMATION AND STllCCTUllE 

SEc. 201. (a) EsTABLISHXENT.-There is established, in accordance 
with the provisions of this section, an incorporated nonl?rofit asso
ciation to be known as the United States Railway Association. 

(b) ADMINISTRATION.-The Association shall be directed by a Board 
of Directors. The individuals designated, pursuant to subsection ( d) 
(2) of this section, as the Government members of such Board shall 
be deemed the incorporators of the Association and shall take whatever 
ste{>S are necessary to establish the Association, including filing of 
articles of incorporation, and serving as an acting Board of Directors 
for a period of not more than 45 days after the date of incorporation 
of the Association. 

(c) STATUS.-The Association shall be a government coreoration of 
the District of Columbia subject, to the extent not inconsistent with 
this title, to the Distri'Ct of Columbia Nonprofit Corp<>ration Act 
( D.C. Code, sec. 29-1001 et seq.). Except as otherwise provided, 
employees of the Association shall not be deemed employees of the 
Federal Government. The Association shall have succession until dis
solved by Act of Congress, shall maintain its principal office in the 
District of Columbia, and shall be deemed to be a resident of the Dis
trict of Columbia. with respect to venue in any legal proceeding. 

(d) BoARD OF D1RECT011S.-The Board of Directors of the Associa
tion shall consist of 11 individuals, as follows: 

( 1) the Chairman, a qualified individual who shall be appointed 
by the President, by and with the advice and consent of the Senate; 

(2) three Government members, who shall be the Secretary, 
the Chairman of the Commission, and the Secretary of the Treas
ury, or their duly authorized representatives; and 

(3) seven nongovernment members, who shall be appointed 
by the President, by and with the advice and consent of the 
Senate, on the followmg basis--

(A) one to be selected from a list of qualified individuals 
recommended by the Association of American Railroads or 
its successor who are representatives of profitable railroads; 

(B) one to be selected from a list of qua.lilied individuals 
recommended by the American Federation of Labor and 
Congress of Industrial Organizations or its successor who 
are representative of railroaa la.bor; 

(C) one to be selected from a list of qualified individuals 
recommended by the National Governors Conference; 

(D) one to be selected from a list of qua.lilied individuals 
recommended by the National League of Cities and Confer
ence of Mayors; 

(E) two to be selected from lists of qualified individuals 
recommended by shippers and organizations representative of 
significant shipping interests including small shippers; 

(F) one to be selected from lists of qualified mdividuals 
recommended by financial institutions, the financial com
mnnity, and recognized financial leaders. 

• \s used in this paragraph, a list of qualified individuals shall 
consist of not less than three individuals. 

Except for the members appointed under paragraphs (1) a.nd (3) 
(A), (B), (E}, al!d (F), no member of the Boa.rd may have any 
rmployment or other direct financial relationship with any railroad . 
. \ member of the Board who is not otherwise an employee of the Fed-
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eral Go~·emment may receive $300 per diem when engaged in the 
actual performance of his duties plus reimbursement for travel, sub
sistence, and other necessary expenses incurred in the performance of 
such duties. 

( e) TERMS OF 0FFICE.-The terms of office of the nongovernment 
members of the Boa.rd of Directors of the Association first taking 
office shall expire as designated by the President at the time of nomi· 
nation-two at the end of the second year; two at the end of the 
fourth year; and three at the end of the sixth year. The term of office 
of the Chairman of such Board shall be 6 years. Successors to mem
bers of such Boa.rd shall be aepointed in the same manner as the 
original members and, exceet m the case of government. members, 
shall have terms of office expiring 6 years from the date of expiration 
of the terms for which their predecessors were appointed. Any indi
vidual appointed to fill a vacancy occurring prior to the expiration of 
anv term of office shall be appointed for the remainder of that term. 

{£) QuoRUM.-Beginning 45 days after the date of incorporation of 
the Association, six members of the Board, including three of the non-
1-,>"0vernment members, shall constitute a quorum for the transaction of 
any function of the Association. 

(g) PRESIDENT.-The Board of Directors of the. Association, upon 
the recommendation of the Secretary, shall appoint a qualified indi
vidual to serve as the President of the Association at the pleasure of 
the Board. The President of the Association, subject to the direction of 
the Board, shall manage and supervise the affairs of the Association. 

(h) En:cUTIVE CoMMITTEE.-The Board of Dirt'\ctors of the Asso
riation shall have an executive committee which shall consist of the 
Chairman of the Board, the Secretary, the Chairman of the Commis
sion, and two other members who shall be selected by the members of 
the Board. 

(i) Mrsn:i.L.\NEOT:S.-(1) The Association shall have a seal which 
shall be judicially recognized. 

(2) The Administrator of General Services shall furnish the 
Association with such offices, equipment, supplies, and services as 
he is authorized to furnish to any other agency or instrumentality of 
the United States. 

( 3) The Secretary is authorized to transfer to the Association or the 
Corporation rights in intellectual property which are directly related 
to the conduct of the functions of the Association or the Corporation, 
to the extent that the Federal Government has such rights and to the 
exte.nt that transfer is necessary to carry out the purposes of this Act. 

(j) lrsE OF NA~rF.s.-No person, except the Association, shall here
after \ISP the words "United States Railway Association" as a name 
for any busines.~ purpose. No person, except the corporation directed 
to be established under section 301 of this Act, shall hereafter use the 
words "Consolidated Rail Corporation" as a name for any business 
purpoSP. Violations of these provisions may be enjoined by any court 
of general jurisdiction in an action commenced by the Association or 
the Corporation. In any such action, the Association or the Corporation Peralty. 
may recover any actual damages flowing from such violation, and, in 
addition, shall be entitled to punitive damages (regardless of the 
existence or nonexistence of actual damage) in an amount not to 
exceed $100 for !'ach day dnring which such violation was committed . 
The district conrts of the United States shall have jurisdiction over 
actions bronght under this subsection, without regard to the amount in 
controvl'rsy or the citizenship of the parties. 

-~ 
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GENERAL POWERS ."\1'0 Jll~IES OF THE ASSOCIATION 

SEc. 202. (a) GENERAL.-To carry out the purposes of this Act, the 
Association is authorized to--

( 1) engage in the preparation and implementation of the final 
system plan; 

(2) issue obligations under section 210 of this title and make 
loans under section 211 of this title; 

( 3) provide assistance to States and local or regional trans
portation authorities in accordance with section 403 of this Act; 

( 4) sue and be sued, complain and defend, in the name of the 
Association and through its own attorneys; adopt, amend, and 
repeal bylaws governing the operation of the Association and 
such rules and regulations as are necessary to carry out the 
authority granted under this Act; conduct its affairs, carry on 
operations, and maintain offices; 

( 5) appoint, fix the compensation, and assign the duties of such 
attorneys, agents, consultants, and other full- and pnrt-time 
employees as it deems necessary or appropri,ate; except that ( 1) 
no officer of the Association, incln<ling the Chairman, may receive 
compensation at a rate in excess of that prescribed for level I of 
the Executive Schedule under section 5312 of title 5, United States 
Code; and (2) no individual may hold a position in violation of 
re1-,'11lations which the Secretary shall establish to avoid conflicts 
of interest and to protect the interests of the public; 

( 6) acquire an<l hold such real and personal property as it 
fleems necessary or appropriate in the exercise of its responsibili
ties under this Act, an<l to dispose of any such property held by it; 

(7) consult with the Secretary of the Army and the Chief of 
Engineers and request the assistance of the Corps of Eni?:ineers, 
and the Secretary of the Army may direct the Corps of Engineers 
to cooperate fully with the Association, the Corporation, or any 
entity designated in accordance with section 206(c) (1) (C) in 
or1ler to carry c.ut the purposes of this Act; 

(8) consult on an ongomg- basis with the Chairman of the Fed
eral Trade Commission and the Attorney General to assess the 
possible anticompetitive effects of ntrious proposals and to nego
tiate prorisions which would, to the greatest extent practicable in 
acco1·dance with the purposes of this Act and the goal set forth 
in section 206(a) (5) of this title, alleviate any such anticompeti
tive pffects; 

(9) consult with representatives of science, industry, agricul
ture, labor, environmental protection and consumer organizations, 
nnd other groups, as it deems ad~·isable; and 

(10) enter into, without regard to section 370() of the Rerised 
Statutes of the United States ( 41 U.S.C. 5), such contracts, leases, 
cooperati1·e agreements, or other transactions as may be neces
sary in the conduct of its functions and duties with any person 
(including a government entity). 

(b) Dun>:s.-In addition to its duties and responsibilities under 
other provisions of this Act, the Association shall-

( 1) prepare a survey of existing rail services in tlil' rPgion, 
inclu<ling patterns of traffic movement; traffic density on•r ident i
fied lines; pertinent costs and revenues of lines; an<l plant, equip
ment. and facilities ( includng yards and terminals) ; 

(2) prepare an economic and operational study and analysis of 
pres!'nt and f\ltnre rail sen·ice needs in the region; the nature and 
volume of the traffic in the region now being moved by rail or 
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likely to be moved by rnil in the future; the extent to which avail
able alternative modes of transportation could move such traffic 
as is now canied by railroads in reorganization; the relative eco
nomic, social, and environmental costs that would be involved in 
the use of such available alternative modes, including energy 
resource costs; and the competitive or other effects on profitable 
railroads· 

(3) pr~pare a study of rail passenger services in the region, in 
terms of scope and quality; 

( 4) consider the views of the Office and of all government 
officials and persons who submit views, reports, or testimony 
under section 205 ( d) ( 1) of this title or in the course of proceed
ings conducted by the Office; 

( 5) consider methods of achieving economies in the cost of rail 
system operations in the region including consolidation, pooling, 
and joint use or operation of lines, facilities, and operating equip
ment; relocation; rehabilitation and modernization of equip
ment, track, and other facilities; and abandonment of lines con
sistent with meeting needs and service requirements; together 
with the anticipated economic, social, and environmental costs 
and benefits of each such method; 

( 6) consider the effect on railroad employees of any restructur
ing of rail sen·ices in the region; 

(7) make available to the Secretary, the Director of the Office 
and appropriate committees of the Congress all studies, data, and 
other information acquired or developed by the Association. 

( c) 1NV1':STMENT m' }'usns.-l' ncommitted funds of the Association 
shall be kept in cash on hand or on deposit, or inves"8d in obligations 
of the United States or guaranteed thereby, or in obligations, partic
ipations, or other investments which are lawful investments for 
fi<luciary, trust, or public funds. 

(d) Eu:MPTION FROM TAX.\TION.-The Association, including its 
franchise, capital reserves, surplus, security holdings, and income 
shall be exempt from all taxation now or hereafter imposed by the 
I J nited States, any commonwealth, territory, de~ndency, or posses
sion thereof, or by any State or political subdivision thereof, except 
that any real property of the Association shall be subject to taxation 
to the same extent according to its value as other real property is 
ta:<ed. 

(e) ANNUAL REPORT.-The Association shall transmit to the Con
gress and the President, not later than 90 days after the end of Pach 
fiscal year, a comprehensi,-e and <letailed report on all acti1·ities of the 
Association during the preceding fiscal year. Each such report shall 
include (1) the Association's statement of specific and detailed objec
tives for the activities and programs conducted and assisted under this 
Act; (2) statements of the Association's conclusions as to the effective
ness of such activities and programs in meeting the stated objectives 
and the purposes of this Act, measured through the end of the preced
ing fiscal year; (3) recommendations with respect to any legislation or 
administrative action which the Association deems necessary or desir
able; (4) a statistical compilation of the obligations issued and loans 
made under this Act; ( 5) a summary of outstanding problems con
fronting the Association, in order of priority; (6) all other informa
tion required to be submitted to the Congress pursuant t-0 any other 
provision of this Act; and (7) the Association's projections and plans 
for its activities and programs during the next fiscal year. 

(f) BuooET.-The receipts and disbursements of the Association 
(other than administrative expenses referred to in subsection (g) of 
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tlus ~tion) in the disd1ar~re of its fu11ctions shall not be induded in 
the totals of the lmd~ret of the Fnited Statl'S Gon•1·nment, and shall be 
exempt from any annual expenditure and net lr11clinj! (budget out
lays) limitations imposed on a bud~et of the Fnited Stutes GO\·ern
ment. The Chairman of the _\.ssociatton shall tr:111smit nnnually to the 
Congress a budwt for program activities and fo1· administrative 
expenses of the .\ssoeiation. The Chairman shall report annually to the 
Cong1-ess the amount of net le111linit of the Association. which would 
be included in the totals of the budgets of the t:"nited States Gonm
ment, if the Assoeiation's acti\'itil'S were not exclmled from those totals 
as a result of this section. 

(g) AcooUNT.\1111.ITY.-(1) Section 201 of the Go,·ernment Corpora
tion Control Act (31 U.S.C. 856) is amended by strikinir out '•and" 
at the end of clause ( 6) and by insertin~ inuuediat<'ly he fore thl' prriod 
at the end thereof the following: ", (8) the Fnited States Railway 
.\ssociution". 

(2) The Chnirman of the .\ssoeiation shall tmnsmit annually to the 
Office of :'lfannwnu•nt and Budget a h11<lget. for a(hninistratirn 
expenSl.'s of the .\ssoeiation. "'hen<'\·er the .\ssociation submits any 
hudget estimate or request to the Office of llanagem<'nt and Budget. it 
shall eoneurl"{'ntly transmit '' copy of the estimate or r<'quest to the 
Congress. 'Vithin budgetary <"onstraints of the Confress, the maxi
mum feasible and prudent budgetarv flexibility shal IK' pro•·idc1l to 
the .\ssociation to permit effective operations. 

.\Cct:ss TO IXFORllATIO:S-

St:c. 203. (a) p,_,sxnrn.-F.aeh rnilroad operating in the rt'gion 
shall provide such relernnt information as may he req1wsted hy the 
Secretary, the Office, or the .\ssoeintion in connection with th" per
formance of thei: r.!'speetirn functions undn ~ny pro,·~sion of this 
Act. No 111fonnat10n may be requested under this subsect10n after the 
etfecti,·e date of the final system plan. 

(h) OTnER.-F.ach railroad or other person or "overnment entity 
seeking financial assistance from the .. \ssociation sTinll maintain and 
make arnilable such records, make and submit such reports, and pro· 
vide such data, materials, or other relevant information as may be 
request.ed by the Association. 

(c) ENFORCEMENT.-\Vhere authorized under subsection (a) or (b) 
of this section and upon presenting appropriate credentials and a writ
ten notice of inspection authority, any officer or employee duly desig
nated by the Secretary, the Office, or the Association may, at reasonable 
times, inspect records, papers, processes, rolling stock, systems, equip
ment. or facilities and may, in furtherance of their respectirn functions 
under this Act. hold such hearings, sit imd net at such times and places, 
administer such oaths, and require by subpoena or other order the 
attendance and testimony of such witnesses and the production of such 
information as is deemed advisable. Subpoenas shall be issued under 
the signature of the Secretary, the Director of the Office, or the Chair
man or President of the Association and may be served by any duly 
designated indiYidual. In case of contumacy or refnsal to obey such a 
subpoena or order by any person who resides, is found, or transacts 
business within the jurisdiction of any district court of the t;'nited 
States. such district comt shall. upon petition, have jurisdiction to issue 
to such person an order requiring him to comply forthwith. Failure to 
obey such an order is punishable by such court as a contempt of court. 

( d) Co:irnREss.-Xothing in this section shall authorize the with. 
holding of information from any duly authorized committee of the 
Congress. 
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SEc. 204. (a) PREPARATION.-Within 30 days after the date of enact
ment of this Act, the Sec1-etary shall prepare a comprehensive report 
containing his conclusions and recommendations with respect to the 
geograpluc zones within the region in and between which rail service 
should be provided and the criteria upon which such conclusions and 
recommendations are based. The Secretary may use as a basis for the 
identification of such geographic zones the standard metropolitan sta
tistical areas, groups of such areas, counties, or groups of counties 
having similar economic characteristics such as mining, manufactur
ing-. or farming. 

(b) -Smuuss10N.-The Secretary shall submit the report required 
by subsection (a) of this section to the Office, the Association, the Gov
ernor and public utilities commission of each State studied in the 
report, local governments, consumer organizations, environmental 
groups, the public, and the Con~. The Secretary shall further cause 
a copy of the report to be published in the Federal Register. 

RAIL SERVICES rLAXXIXG OFFICE 

SF.c. 205. (a) EsnnLISHMEXT.-There is established. on t:he date 
of t>na<'tment of this Act, a new Office in the Commission to be known 
as the Rail Services Planning Office. The Office shall function con
tinuously pursuant to the provisions of this Act. and shall cettse to 
!\Xist 5 years after the date of enactment of this Act. The Office shall 
be administered by a director. 

(b) DrnF.CTOR.-The Director of the Office shall be appointed by 
the Chairman of the Commission with the concurrence of 5 members 
of the Commission. Thi\ Director of the Office shall administer and be 
responsible for the discharge of the functions and duties of the Office 
from the date he takes office unless removed for cause by the Commis
sion. He shall be compensated at a rate to be set by the Chairman of 
the Commission without regard to the provisions of title 5, United 
States Code, governing appointments in the competitive service, 
classification, and General Schedule pay rates, but at a rate not in 

Publioatl.on in 
Federal Regis• 
ter. 

excess of the maximum rate for GS-18 of the General Schedule under 5 use 5332 
section 5332 of such title. note. 

(c) PowF.RS.-The Director of the Office is subject to the direction 
of, and shall report to, such member of the Commission as the Chair
man thereof shall designate. The Chairman may designate himself as 
that member. Such Director is authorized, with the concurrence of 
such member or (in case of disagreement) the Chairman of the Com
mission, to--

(1) •appoint, fix the compensation, and assign the duties of 
emi;>loyees of the Office without regard to the provisions of title 5, 
limted States Code, governing appointments in the competitive 
service, ·and to i;>rocure temporary and intermittent services to the 
same extent as 1s authorized under section 3109 of title 5, United 
States Code, but at rates not to exceed $250 a day for qualified ao stat. 416. 
experts. Each department, agency, and instrumentality of the 
executive branch of the Federal Government and each independent 
regulatory agency of the United States is authorized and shall give 
careful consideration to a request to furnish to the Director of the 
Office, upon written request, on a reimbursable basis or otherwise, 
such assistance as the Director deems necessary to carry out the 
functions and duties of the Office. Such assi~' .111ce includes trans-
fer of personnel with their consent and without prejudice to their 
position and rating; and 

... 
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Contract autfior- (2) enter into, without regard to section 3709 of the Revised 
i ty. Statutes of the United States ( 41 U.S.C. 5), such contracts, leases, 

rooperati ve agrrements, or other transactions as may be necessary 
in the conduct of the functions and duties of the Office, with any 
person (including a g<:>vernment entity). 

(d) DDTrns.-In 1\ddition to its duties, and responsibilities under 
other provisions oft his Act, the Office shall-

( 1) study and evaluate the Secretary's report on rail services in 
the region required under section 204(a) of this Act and submit 
its report thereon to the Association within 120 days after the 
(late of enactment of this Act. The Office shall also solicit, study, 
and Pvnluate the views with respect to present and future rail 
service 1weds of the region from Governors of States within the 
region; mayors and chief executives of political subdivisions 
within such States; shippers; the Secretary of DefPn'e; manufac
turers, wholesalers, and retailers within the region; consumers of 
goods and products shipped by rail; and all other interested per-

Publio hearings. ,oons. The Office shall conduct public hearings to solicit comments 
on such report and to receive such Yiews; 

(2) employ and utilize the services of attorneys and such other 
pnsonnPI as may be required in order properly to protect the 
intf'rPsts of those communities and users of rail service which, for 
whatp1·er rPason, such as their size or location, might not other
wise lw adequately represented in the course of the hearings and 
P1·aluations which the Office is required to conduct and perform 
under other prol'isions of this Act; 

(:l) within 180 1lavs after the date of enactment of this Act, 
dPtermine and publi.sh standards for determining the "revenue 
att rilmtable to the rail properties", the "avoidable costs of pro
Yiding se1Ticp", and "a reasonable return on the 1·alue", as those 
phrm•es are 11sf'd in st'ctim'l :104 of this Act, after a proceeding in 
:\('('0!'(lan('(' with the prm·isions of section 553 of title 5. rnited 

~-<o ~,t;:t. 3E :<.. ~tatPs Code: an(l 
( 4) ass;st StatPs arnl lo('al and regional transportation agPncies 

in lllaking detPrminations whetlwr to prm·ide rail service continu
ation suhsi<liPs to mai11tain in operation particular rail properties 
by Pstablishing critPria for <IPtPrmining wlwther particular rail 
propp1tit>f-I an' suitalilP for rail sen·icP continuation suh~idies. Such 
nit .. ria sho11ld incl11clP the following considerations: Hail prop
<·rti .. s arr suitable if tlw ('Ost of tlw reqnired subsidy for such 
prn1wrtiPs per year to the taxpayP1'S is ]pss than the cost of ter-

1nination of rail Sl'l'YirP on•r such properties 1neasnred by 
in('reasPd fuel conrnmption and opPrational costs for alternative 
tllodPs of tran::;portation: tlw cost to tlw gros~ national produrt in 
tPl'llh of n•cluced output of goods and services; the cost of relo
"'1ting or assisting through unemployment, retraining, and wel
f:ll'P l•enPfits to indi1·iduals and firms ad1·ersPlv affected thereby; 
and the cost to t!JP pm·ironment meastm•d hy"lamage caused by 
in<'l'l':tsPcl pollution. 

FIX.\L SYSTE3C PL.\X 

Su". :!11G. (a) (~0.11.s.-The final system plan shall be formulatPd in 
,.,,,,.],a 1rn\' as to eff Prtnate the following goals: 

(I) the ct·eation, through a process of reorganization, of a finan
cially self-sustaining rail service systPm in tlw region; 

(:!) the estalishment and maintenance of a rail service system 
adPqnat<' to nwet the mil trnnsportation needs and senice require
nwnts of thr rPgion; 
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(3) the establishment of improved high-speed rail passenger 
service, consonant with the recommendations of the SPcretary 
in his report of September 1971, entitled "Recommendations for 
JI\ ortheast Corridor Transportation"; 

( 4) the preservation, to the extent consistent with other goals, 
of existing patterns of service by railroads (including short-line 
and terminal railroads), and of existing railroad trackiige in areas 
in which fossil fuel natural resources are located, and the utiliza
tion of those modes of transportation in the region which require 
the smallest amount of scarce energy resources and which can 
most efficiently transport energy resources; 

(5) the retention and promotion of competition in the provision 
of rail and other transportation services in the region; 

( 6) the attainment and maintenance of any Pn\'ironmental 
standards, particularly the applicable national ambient air qnality 
standards and plans established undl'r the C!Pan Air Act Amend
ments of W70, taking into consideration the em·ironmental impact 
of alternative choices of action; 

(7) the movement of passengers and freight in rail transporta
tion in the region in the most efficient mamh'r consistent with safe 
opPration, including the requirements of commuter and intercity 
rail passe11g<'r serYice; the extent to which there should be coordi
nation with the Xational Hailroad Passenger Corporation and 
similar Pntitil's; and the identification of all short-to-medium dis
tance corridors in densely populated areas in which the major 
upgrading of rail lines for high-spl'ed passengPr 01wration would 
rl'!urn substantial public benefits; and 

(8) the minimization of job losses and ns,;ociatPd incn•asl's in 
unemployment and commumty benefit costs in areas in the rPgion 
presently sened by rail service. 

(b) F.1cT0Rs.---Tlu· final systPm plan shall be basP<I upon 1lue con
sideration of all factors rele\'ant to the rPalization of the goals set 
forth in subsPction (a) of this SPction. Such fadors include the nPP<I 
for and the cost of rPhabilitation and niod<•rnization of tral'k, equip
mPnt, and otlwr faeilitil's; methods of achieving l'ronomies in the cost 
of rail operations in the rPgion; mrnns nf achiPving rationalization of 
rail srtTirPs and t}ip rail sen·ire systPJn in the n•gion; 1narketi11g 
stuclies: tllf' irnpa<'t on railroad employees; ronst1mer nf'eds; traffic 
analvsPs: financial studiPs; and any othPr factors idPntifil'd bv the 
.\ss<;<'iation 111HIPr se!'tion ~ll:!(b) of this tit]p or in the report ,;f thP 
SP<T!'tary rPquirf'd under Sl'ction 204(a) of this title. 

(<·) ll>:srnx.1TI<J"S.-···The final system plan shall designate---
(1) whil'h rail propPrties of railrnads in rporganization in the 

rPgion or of railroads lPased, op2rntrd, or rontrol!Pd by any rail
rrnul in rporganization in the n·gion-

1 .\)shall be transfrrrecl to the Corporation; 
( B) shall be offen•d for sa]p to a profitabl0 railroad opPrat

ing in the rPgion and, if s11ch olfpr is al'e<'ptP<l. operated by 
s11ch nnlroa1!; the plan shall <lPsignatP what additions shall hP 
made to thP dPsignation under suhparng-raph (,\)of this para
graph in the e1·Pnt such profitable railroad fails to accept 
such offer; 

IC) slnll be purchase<!. IPaSP<l. or otlwrwise acquire<! from 
the C'orporntion by thB Xational Hailrnad Passenger Cor
poration in ac!'onlance with tl1e exer<'ise of its option unrlPr 
st'ction fHll (ti) oft his .\ct for improwmpnt to achien• th<• goal 
'1·t forth insnbsPction la)(:)) ofthiss .. ction; 
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(D) m>ly be purchased or leased from the Corporation by 
a State or a local or regional tra11~portation authority to meet 
the needs of commuter and i1ttercity rail passenger service; 
and 

(E) if not otherwise required to be operated by the Corpo
ration, a government entity, or a responsible person, are suit
able for use for other public purposes, including highways, 
other forms of transportation, conservation, energy trans
mission, education or health care facilities, or recreation. In 
carrying out this subparagraph, the Association shall solicit 
the views and recommendations of the Secretary, the Secre
tary of the Interior, the Administrator of the Environmental 
Protection Agency, and other agencies of the Federal Govern
ment and of the States and political subdivisions thereof 
within the region, and the general public; and • 

(2) which rail properties of profitable railroads operating in 
the region may be offered for sale to the Corporation or to other 
profitable railroads operating in the region subject to paragraphs 
(3) and (4) of subsection (d) of this section. 

( d) TRANSFERS.-All transfers or conveyances pursuant to the final 
system plan shall be made in accordance with, and subject to, the 
following principles: 

( 1) All rail properties to be trardferred to the Corporation by 
a profitable railroad, by trustees of a railroad in reorganization, 
or by any railroad leased, operated, or controlled by a railroad 
in reorganization in the regi:.n, shall be transferred in exchange 
for stock and other securities of the Corporation (including obli
gations of the Association) and the other benefits accruing to such 
railroad by reason of such transfer. 

(2) All rail properties to be conveyed to a profitable railroad 
operating in the region by trustees of a railroad in reorganization, 
or by any railroad leased, OJ?erated, or controlled by a railroad 
in reorganization in the region, shall be conveyed in exchange 
for compensation from the profitable railroad. 

( 3) Notwithstanding any other provision of this Act, no acquisi
tion under this Act shall be made by any profitable railroad oper
ating in the region without a determination with respect to each 
such transaction and all such transactions cumulatively (A) by 
the Association, upon adoption and release of the preliminary 
system plan, that such acquisition or acquisitions will not 
materially impair the profitability of any other profitable rail
road operating in the region or of the Corporation, and (B) by 
the Commission, which shall be made within 90 days after adop
tion and release by the Association of the preliminary system plan, 
that such acquisition or acquisitions will be in full accord and 
comply with the provisions and standards of section 5 of part I 
of the Interstate Comlnerce Act ( 49 U.S.C. 5). The determination 
by the Association shall not be reviewable in any court. The deter-
mination by the Commission shall not be reviewable in any court. 

(4) Where the final system plan designates specified rail prop
erties of a railroad in reorganization in the region, or of a rail
road leased, operated, or controlled by a railroad in reorganization 
in the region, to be offered for sale to and operated by a profitable 
railroad operating in the region, such designation shall terminate 
30 days after the effective date of the final system plan unleEs, 
prior to such date, such profitable railroad has notified the Associ
ation in writing of its acceptance of such offer. Where the final 
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system plan designates specifiNl rail propl'tti<'s of a [H·<Jnfiilile 
railroad operating in the region as :w~LorizP<l to be ulfored for 
sale or lease to the Corporation or to other protitable railroa<ls 
operating in thP region, such dl'signntion and authorization shall 
terminate 60 days after the effective date of the final system plan 
nnh•ss, prior to such date, n binding agreement "·ith respect to 
such properties has been entered into and coneluckd. 

~5) _\II properties sold by the Corporation pmsuant to sections 
:W6(c) (1) (C) and GOl(cl) of this .ht shall be tran,ferml at a 
ndue related to the nilne n•<·eiw<l for the transfer to the Corpora
tion of such properties. 

( P) ('oRPOl!.\TIOX FE.\TL:REs.-The final system plan shall SPt forth-
( 1) pro form a earnings fort he Corporation, as rPasonnbly pro

ject Pd and considering the additions or changes in tlw dPsignation 
of rail propPrties to be operated by the Corporation which may 
hP made undPr snbsPction ( d) ( .i) of this section; 

(2) the capital strncturn of tlw Corporation, basPcl m1 the pro 
fornrn earnings of the Corporation as s<'t fmth. induding su<"h 
<h•bt capitalization as slHlll bl' rPasrmably dccnwcl to rnnform to 
tlw requirenH•nts of the public intpn•st with resped to railroad 
debt securities. including the adequacy of r·m·erngc of fixpc[ 
charges; and 

(:l) the manner in which employ<'e stock ownPrship plans may. 
to the extent practicable, be utilized for mel'ting tlw capitalization 
reqnirenwnts of the Corporation, taking into acronnt (_\) thP 
relatin cost sa,·ings compared to connntional nwthods of cm
l·>orate finance; (B) the labor cost savings: (C) the potential for 
minimizing strikes and producing more harmonious relations 
between labor organirntions and railway management; (Il) the 
projected employee dividend incomes; ( E) the impact on quality 
of service and prices to railway users; and (F) the promotion of 
the objectives of this Act of creating a financially self-sustaining 
railway system in the region which also meets the service needs 
of the region and the Xation. 

(f) VALUE.-The final system plan shall designate the value of all 
rail properties to be transferred under the final system plan and the 
value of the securities and other benefits to be received for transferring 
those rail properties to the Corporation in accordance with the final 
system plan. 

(g) OTin:R PRonsroxs.-The final system plan may recommend 
arrangements among various railroads for joint use or operation of 
rail properties on a shared ownership, cooperative, pooled, or condo
minium-type basis, subject to such terms and conditions as may be 
specified in the final system plan. The final system plan shall also 
make such designations as are determined to be necessarv in accord
ance with the pro\"isions of section 402 or 403 of this Art. · 

(h) 0BLIO.\TION".\J, Al·T11omTY.-The final system plan shall recom
mend the amount of obligations of the Association ''"hich are necessary 
to enable it to implement the final system plan. 

(i) TERMS AXD CoN"DITION"S FOR SECURITn:s.-The final system plan 
may include terms and conditions for any securities to be issued by the 
Corporation in exchange for the conveyance of rail propertie~ under 
the final system plan which in the judgement of the Association will 
minimize any actual or potential debt burden on the Corporation. Any 
such terms and conditions for securities of the Corporation which pur
port to directly obligate the Association shall not become effective 
without affirmatirn approval, with or "·ithout modification by a joint 
resolution of the Congress. 
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_\DOPTiox OF FIX.\L SY~TE'.\l PL.\~ 

S1-:<'. :!07. (a) Pm:1,n11sA1<Y Sn<nrn I'!.\".-( 1) \Yithi11 :\lltJ days 
aftpr thl' <lat!' of enadn1P11t of this .\d, th!' .\.,sociation shall adopt and 
n·lcarn a preliminary system pla11 [H'P[mrl'd by it 011 thl' basis of rqJor·ts 
and other information s11hmitte<l to it by the Sl'eretary, the Ollie·£'. a11cl 
l11trn·ste£l persons in accordance with this .\d and oi1 the liasis of its 
own investigations, co11s11\tations, resP:H<'h, eniluation, and annly,is 
pnrsnant to this .\ct. Copies of the prPli111inary systPm plan 'hall he 
trnnsmitted hy the .\ssociatio11 to the Secrl'tary, the Offic£'. the UO\·
l'l'llOr and pnhlic utility commission of l'arh St:1tl' in the region. the 
Congress, each court ha,·ing jurisdiction 01·pr a railrnad in reorga11iza
tion in the region, the special court. a111l interested persons, arHl a "opy 
slrnll he published in the Fed<•.ral Hegis!Pr. Till' .\'SO<'iation shall illl·itr 
a111l atfonl intrreste<l perso11s a11 opportunity to submit !'ommPnts on 
the prelimi11ary system plan to the .\ssociation within no days after 
the date of its release. 

(:!) The Office is anthorized and direct<•d to hold pnhlic hearings on 
the preliminary system plan and to make arnilaule to the .\s•ociation 
a s11111mary and analysis of the e,·iclence recei1·ed in the co11rse of snrh 
proceedings, together with its critique and Prnlnation of the prelinr
rnary system plan, not later than 60 £lays aftl'r the <late of releas<• of 
such plan. 

(b) Al'l'I:O\'AL.-"'ithin 120 days aftp1· the date of enactment of this 
.\et 1·ach t:nited States district court or otlll'r court having jurisdiction 
orer a mil road in reorganization shall deci<lc whether ·till' mil mad is 
reorganiznblc on an income basis within a reasonable time un£h•r sec
tion 77 of the Bankrnptcy Act (11 CS.C. 20;;) and that the public 
interest wouhl be better sen·ed by eontinuing the presPnt reorganiza
tion proceedings than by a reorganization under this Act. 'Yithin !iO 
<htys a ftPr the submission of the n•porl by the Office, under section 
:!O;;(d) (1) of this title, on the Secretary's n•port on rail sen·ices in the 
r·pgion, each Fnited Sta!Ps district court 01· other court h111·ing juris
diction o\·pr a railrnad in reorganization shall decide whether or not 
such railroa£1 shall be reorganized by ml'ans of transferring some of its 
mil propPrtil's to the Corporation pursuant to the pro,·isions of this 
.\ct. BPrnusc of the strong publi~ intl'rest in the continuance of rail 
transportation in the region pursuant to a system plan de,·ised under 
the [H·o1·isions of this Act, each such eourt shall orcll'r that the reorga
nization lw lll'(){'!'<'<led with pursuant to this Act 11nless it (1) has found 
that the rail mad is reorganizable on an i11con1e basis within a reason
able time undl'r section 77 of the Ba11krnptcy Art ( 11 F.S.C. 205) and 
that till' public interest would be bl'tt<·r sen·rd by snch a reorganiza
tion than hy a reorganization under this Act, or (2) finds that this 
.\ct <l()(•s not provi£le a process whieh would be fair and equitable to 
tlw estatr of the railroad in rnorganization in which case it shall dis
miss the n•organization proceeding. If a court does not enter an order 
or make a tindi11g as required by this subsection, the reorganization 
shall be prnrpe1le<l with pursuant to this Act. An appeal from an order 
111ade 11nder this section may he made only to the s1wcial rml!'t. Appeal 
to the special court shall be taken within 10 days following entry of 
an onh•r p11rsuant to this subsection, and the special court shall com
plPte its n•,·ie\\· an£! render its decision within 80 days after such 
app1•al is taken. Therl' shall be no 1-e1·ipw of the decision of the special 
ronrt. 

( c) .\ll<wr10s.-Within 420 days aftPr the date of enact1rn•nt of this 
_\rt. the ex!'c11tive committee of the Association shall prepare and 
>'11h111it a tinal systPm plan for the apprnrnl of the Board of Directors 
of Ill<' .\ssoeiation. A copy of such suh111ission shall h<• si111ulta1wo11sly 
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presented to the Commission. The submission shall reflect evaluatwn 
of all n•sponses and summaries of responses received, testimony at 
any public hearings, and the results of ,additional study and review. 
·within 30 days thereafter, the Board of Directors of the Association 
shall by a majority vote of all its members approve a final s_ystem 
plan which meets all of the requirements of section 206 of this title. 

(d) REVIEW OF CoMMISSION.-Within 30 days following the oulop
tion of the final system plan by the Association under subsection ( c) 
of this section and the submission of such plan to Congress under 
section 208(a) of this title, the Commission shall submit to the Con
gress an evaluation of the final system plan delivered to both HousPS 
of Congress. 

RE\'IEW BY COSGRESS 

SEc. 208. (a) GENERAL.-The Board of Directors of the Association 
shall deliver the final system plan adopted by the Association to both 
Houses of Congress and to the Committee on Interstate and Foreign 
Commerce of the House of Representatives and the Committee on 
Commerce of the Senate. The final system plan shall be deemed 
approved at the end of the first period of 60 calendar days of con
tinuous session of Congress after such date of transmittal unless either 
the House of Representatives or the Senate passes a resolution during 
such period stating that it does not favor the final system plan. 

(b) REVISED PLAN.-lf either the House or the Senate passes a 
resolution of disapproval under subsection (a) of tlhis section, the 
Association, with the cooperation and assistance of the Sec·retary and 
the Office, shall prepare, determine, and adopt a revised tinal system 
plan. Each such revised plan shall be submitted to Congress for review 
pursuant to subsection (a) of this section. 

( c) CoMPUTATION.-For purposes of this section-
(1) continuity of session of Congress is broken only by an 

adjournment sine die; and 
(2) the days on which either House is not in session because of 

an adjournment of more than 3 days to a day certain are excluded 
in the computation of the 60-day period. 

JUDICIAL REVIEW 

SEc. 209. (a) GENERAL.-Notwithstanding any other provision of 
law, the final system plan which is adopted ~y the Association and 
which becomes effective after review by the Congress is not subject 
to review by any court except in accordance with this section. After 
the final system plan becomes effective under section 208 of this title, 
it may be reviewed with respect to matters concerning the value of the 
rail properties to be conveyed under the plan and the value of the con
~ideration to be received for such properties. 

(b) SPH'L\L CoFRT.-Within :~o days after the date of enactment of 
this Act, the Association shall make application to the judicia 1 panel 
on multi-district litigation authorized bv section 1407 of title 28, 
United States Code, for the consolidation "in a single, three-judge dis
trict court of the United States of all judicial proceedings with respect 
to the final system plan. Within 30 days after such application is 
received, the panel shall make the consolidation in a district court 
(cited herein as the "special court") which the panel determines to be 
convenient to the parties and the one most likely to be able to conduct 
any proceedings under this section with the least delay and the greatest 
possible fairness and ability. Such proceedings shall be conducted by 
the special court which shall be composed of three Federal judges who 
shall be selected by the panel, except that none of the judges selected 
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1nay UPa judge assigned to a proceeding in\ oh·ing n11y railroad in reor
ganization in thr region under section 77 of the Bankrupt")' .\ .. t ( 11 
1 ·.s.c. 20.i,). The spe .. ial court is authoriz<·<I to exPreise the powL·rs of a 
district jllllg<· in any judil'ial district \vith respect to snch procee1lings 
and snch powers shall inelude those of a reorganization court. The 
speeial conrt shall lut\'e thP power to ordPr tlw l'Onnya1ll'e of rail prop
erties of railroads leased, operated, or l'Ontrolled by a railroad in rl'or
ganization in the region. ThP panel may issue rules for the condnd of 
its fnnl'tions u11<kr this subsection. Xo tktermination by the panP! 
nnder this snlisection rnay be rHiewed in anv <'Ot11t. 

(c) lh:1.1n:1n- of" P1..\X
0

T<> SPECL\L Col.IlT.-__,Vithin HO days after its 
l'ffPctin• datl'. tlw .\ssoeiation shall th·li\'l'r a <'l'rtifiPd copy of thl' final 
systPrn pl:rn to the :01wcial conrt and shall l'l'l'lify to tlw spPcial court-

( 1) "·hiclt rail propertiPs of thl' n·specti\'l• railroads in reorga
nization in the n·gion an<l of any railroad lPasf'd, op.Prated, or 
rnntrnllPd by snch railroads in n·o1·g:rnization are to be tra11s
fr1TPd to the Corporation, in acl'ordance \\"ith the final system 
plan; 

(:l) \\"hich rail propertiPs of tlw n·spl'etin• railroads in rPorga
nization in the n•gion or rai!'roads ]l'asP<l1 opernted, or controlled 
by such railroads in n•organization an• to bP con,·p_yed to profita
blP railroads, in accordance with tlw final systl'm plan; 

(3) the amount, terms, and valm· of thP sernriti<'s of the Corpo
ration (including any obligations of the .\ssociation) to be 
exchanged for those rail properties to be transfrrn•d to the Cor
poration pursuant to the final system plan, and as indicatl'd in 
paragraph ( 1) of this subsection; and 

( 4) that the transfer of rail propertiPs in exchange for srcmities 
of the Corporation (including any obligations of thl' .\ssoeiation) 
an<l other bPnefits is fair and eqnitable allll in the public inkrest. 

(d) BAXKHl'I'TCY CtwRTS.-\Vithin \JO days after its effective datP, 
the "\ssociation shall c!Pliver a certifiPd copy of the final system plan to 
<·•tch district court of the Cnited Stat<'s or any other co111t ha,·ing 
jnrisdiction over a railroad in reorganization in the n•gion and shall 
l'l'l'tify to l'ach such court-

. ( 1) which rail prnpertiPs of that railroad in reorganization an• 
to be transferred to the Corporation under the final system plan: 
and 

(:l} which rail properties of that railroad in reorganization, if 
any. are to be eon\'eyed to profitab~e railroads operating in the 
region, undl'r the final system plan. 

OBLIGATIONS OF THE ASSOCIATION 

Stoc. 210. (a) GEXt:R.\L.-To carry out the purposl'S of this .\ct, the 
.\ssociation is authorized to issue bonds, tkbL•ntun•s, trnst ePrtificatrs, 
oecurities, or otlwr obligations (hPrein citPd as "obligations") in 
accord:rnce with this section. Such obligations shall have slll'h matur
ities and b<•ar such rate or rates of interest as are tktennined bv th<• 
.\ssociation with the approval of the SPt'!"l'lary of the TrPasnr}'. Such 
obligations shall be redeemable at the option of the .\ssociation prior 
to maturity in the manner stipnlated in each such obligation, and may 
he purchased by the .\ssociation in the open market at a pril'c \\"hich 
is rPasonotble. 

(h) :\L\xnn-,c 011LH1.\TIOX.\L .\rTllOBITY.-ExcPpt as otherwise 
lll'O\'i1le<l in the last sPntence of this snhsPction, the aggregate amount 
of obligations of the .\ssociation issur<l U!l(let· this section which may 
hr outstanding at any one time shall not excPed *1.fJ00.000.000 of which 
the aggregate amount issned to the Corporation shall not exceed 
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:f;l.0110,000.000. Of tlw aggregat" an1011nt of obligations issned to the 
Corporation b\· th ... \ssol'iation. not I"'" than :j;.·,oo.OOil,000 shall be 
arnilahle solPl.i· for thP rPlrnhilitation and mod .. rnization of rail prop-
PJtirs aequin·d hy th1• Corporation 11nd1·r this .\d and not disposPd of 
liy the Corporation pnrsiuu1t to see! ion :!llli ( l') ( 1) ( (') oft his .\l't. .\ny 
n1odification to the lin1itations set forth in this snhsPdion slrnll he 
nllHlP by joint rrsolntion adoptPd by the ( 'ongress. 

(c) (ii·.\HAXTt:Es.-The Secrdary shall gw1nrntee the paynJPnt of 
principal and intprest on all obligations i8'ne1l by the .\";ociation in 
accordance with this .\ct a11<l which thP .\«sOl·iation rPqnPsts be 
guaranteed. 

(d) \ 0 .\LIDITY.-Xo obligation issued by the .\ssociation under this 
Sl'dion shall lw terminated, cancPIP1L or otherwise re,·oked, except in 
accordance with lawful t<>nns and conditions pn•snibe<I by the Associ
ation. Sud1 an obligation shall be conclnsiw "'·i1l<·ncp that it is in 
compliancP with this se"tion. has been appron·d, and is ]pgal as to 
pri1l<'ipal. interest, and other terms .. \n obligation of tlw .\ssol'iation 
shall ill' \'ali<l and incontestable ii1 the hands of a hohlPr, except as to 
frand, durPSS, nrntnal mistake of fad, or material misrepresentation 
by or innih·ing snch hol1ler. . 

(e) Tin: SEcHETARY OF Tl!E TH>:Asl RY.~-If at any tnne thP moneys 
available to the SPcretary are insnt!fri1·nt to 1•nabh• him to discharge his 
rPsponsibilitiPs nnder snbsection (c) of this sc· .. tion. he slutll isrne notes 
or other obligations to the S(•crl'tary of tlw Treasnry in rnch forms and 
denominations, lwaring such rnaturitiPs, and suhjP('t to ~uch tenns and 
conditions as may be pres .. ribP1l by till' SPnPtary of thP TrPasury. Snch 
obligations shall bear intPrest at a rate to he detPrminPd by the Sel'n" 
tary of the TrPasury taking into ('()Hsiderntion the ('l!ITl'nt a\'erage 
market yield on outstanding marketahh· obligations of the {'nited 
States of comparablP rnaturitirs dnring tlw month prer·P1ling the 
issuance of 't1ch obligations. The Senl'tary of the Treasnry is 
anthorized arnl directed to purchase any snch obligations and for such 
purpose is anthorized to nse as a public debt transaction the prol'erds 
from the sale of anv sPcnrities issned nnder the S<•cmHI Libertv Bond 
.\ct, as amP11<lP<L 'fl11' purposes for which sPcnritiPs rnay b1: issued 
111ukr snch .\l't are Pxtended to include any p1m·!rnS<' of notes or other 
obligations isstH'd nndrr this snbsection .. \t any time. the Secrl'tary of 
the Treasnry may sdl any such obligations, and all sales, pnrchasps, 
an'l redemptions of snch obligations by thP s,·cretary of the Treasnry 
shall be treate1l as public <lebt transactions of the {'nited States. 
. (f) .\rTl!OHIZAT!OX FOR .\PPROl'Rl.\TIOXS.--Th<·n· an• hereby author
ized to be appropnatPd to thr Secn•tarv such amonnts as are neces
sary to disclrnrgP the obligations of the. l'nitt•d States arising under 
this section . 
. (g) LA\\'l"t r. Txn:snn:xTs.-.\11 obligations is><ned by the .\ssocia

t1on shall be lawfnl 1m·estnients and 111av he a< ... epte'l as secnritv for 
all fiduciary. trust, and public fonds, tl1e il\\·estn1ent or deposit of 
which shall bP un1ler tlw authority and control of the l'nited States 
or any officer or offi<'Prs thereof .. \11 sul'h obligations issned pnrsuant 
to tl11s section shall be exempt seenrities within the meaning of laws 
:ulniinisterPd by tlu• S1·cnrities and Exchange Commission. 

LOANS 

St:c. :!11. (a) (;E~rn \L.-The .\ssrn·iatin11 is anthorize<l, in accord
ance with the provisions of this section and such rnlrs and n•gulations 
as it shall prl'scribe. to make loans to the ('orporation, the Xational 
Hailro:ul PassengPr Corporation, and othPr railroads (including a 
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railroad in reorganization which has been found to be reorganizablc 
under section 77 of the Bankruptcy Act pursuant to section 207(b) 
of this title) in the region, for purposes of assisting in the imple
mentation of the final system plan; to a State or local or regional 
transportation authority pursuant to section 403 of this Act; and 
t-0 provide assistance in the form of loans to any railroad which (A) 
connects with a railroad in reorganization, and (B) is in need of 
financial assistance to a\·oid reorganization proceedings under sec
tion 77 of the Bankruptcy Act (11 L'.S.C. 205). No such loan shall be 
made by the Associat10n to a railroad unless such loans shall, where 
applicablr, be treated as an expensP of administration. The rights 
referred to in the last sentence of section 77 (j) of the Bankruptcy Act 
(11U.S.C.205(j)) shall in no way be affected by this Act. 

(b) APPLICATIO:..s.-Earh appfication for such a loim shall be made 
in writing to the Association m such form and with such l'Ontent and 
other submissions as the Association shall prescribe to protect reason
ably the int.•rests of the lTnited Statrs. The Association shall publish 
a notice of the receipt of each such application in the Fed!'ral Hegister 
imd shall afford interested persons an opportunity to comment thereon. 

(c) T.:R1rs AND C'oxn1Trnss.-Each loan shall be extended in such 
form, under SU!'h terms and conditions, and pursuant to such regula
tions as the Association deems appropriate. Such loan shall bear 
interest at a rate not less than the greater of a rate dPtPl'mined by 
the Secretary of the Treasury taking into consideration (1) the rate 
prevailing in the private market for similar loans as determined by 
the Secretary of the Treasury, or (2) the cunent nnrage yield on 
outstanding marketable obligntions of the .\ssociation with remaining; 
periods of maturity comparable to the anrng-e mnturitit>s of such 
loans, plus such additional charge, if any, toward cQnring costs of 
the Association as the Assoeiation may determine to be consist<•nt with 
the purposes of this Act. 

(d) MoDIFICATIONs.-The Association is authorized to npprove any 
modificntion of any pro\-ision of a loan under this section. including 
the rate of interest, time of paynwnt of interest or principal. security, 
or any other term or condition, upon agreement of the recipient of the 
loan and upon a finding by the Association that such modification is 
equitable and necessary or appropriate to achieYe the policy declared 
in subsection ( f) of this section. 

(e) PRrnt:Qns1n:s.-The Associntion shall make a finding in writ
ing. before making a loan to any applicant under this section, that

(1) the loan is necessary to carry out the final svstem plan or to 
prevent insol rnncy; • 

(2) it is satisfied that the business affairs of the applicant will 
be condncted in a reasonable and prudent mnnner: and 

(3) the applicant has offered snch security as the Association 
<leems necessary to protect reasonably the interests of the United 
States. 

(f) PoLHT.-It is the intent of Congress that loans made under this 
section shnll be made on terms and <:onditions which furnish reasonable 
assurance that the Corporation or the railroads to which such loans 
are grnnted will be able to repay them within the time fixed and that 
the goals of the final system plan are rt>asonably likely to be achiHed. 

RECORDS, .AFDIT, A~D EX.\llIN.\TIOX 

S.:c. 212. (a) R.:conns.-Each recipient of financial assistnnce under 
this title. whether in the form of lonns, oblig-ations. or other arTan,!!e
ments, shall keep such reconls as the Association or the Secretnry shall 
prescribe, including records '"hich fully disclose the amount and dis-
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position by such recipient of the proceeds of such assistance and such 
other records as will facilitate an etfecti,-e audit. 

(b) AenIT AXD ExAlHNATION.-The Association, the Sc•ert>tary, and 
the Comptroller General of the Unit<'d Statl's, or any of tlwir duly 
authorized representa.tives shall, until the expiration of 3 ~-pars afh•r 
the implementation of the final system plan. haw, acce><s for the pur
pose of audit and Pxamination to any hooks, documents, papers, and 
records of such recipients which in the opinion of tl1e Association, the 
Secretary, or the Comptroller Ch•nerul may be l'Phttl'd or pertinent to 
the loans, obligations or other anang;enwnts refened to in suhs.•ction 
(a) of this sect,ion. The .\ssociation or nny of its duly authorized rPpre
s<•ntatin'S shall, until any financial assistance reeei\·ed under this title 
has been repaid to the Association, have access to any such materials 
\\·hich concern any matter that may bear upon-

(1) tlw ability of the recipient of such financial assistance to 
make repayml'nt within the time fixed therefor; 

(2) the effecti,·eness with which the proceeds of such assistnnce 
is used; and 

(:~) thP inrpll'mentation of the final system plan and the !'ealiza
tion of the declaration of policy of this Act. 

EMF:RGEXCY ASSISTASCE PESDIXG D!PLDU:XTATIOS 

~Ee. 2rn. (a) E)rE!lnEX<T .\ssrsT.\Xt't:.-Tlw 8!'cretary is authorizr<l, 
1wnding the implementation of the final system plan, to pay to the 
trustees of railroads in reorganization such sums as at'P nPcessary for 
the, continued proYision of essential trnnsportation sf'n·icPs by such 
niilroads. Such pa~·ments shall be made by the SPcrPtary upon such 
reasonable terms and conditions as the St>cretar~· establish .. s. Pxcept 
that recipients must agree to maintain and provide service at a level 
no less than thnt in effect on the date of enactment of this Act. 

(b) .\rTTIORIZATfOX FOR APPROPRIATIOSS.-There are authorized to 
be, appropriated to the Secretary for carryin,!! out this section such 
sums as are necessary, not to exceed $8ii,OOO,OOO, to remain arnilable 
until expendPd. 

AUTHORIZATION" FOR APPROPRl.\TIONS 

SEc. 214. (a) SEcRETAin-.-There are a11tho1·ized to be appropriated 
to the Secretary for purposes of preparing the reports and exercising 
other functions to be performPd b~· him under this Act snrh sums as 
are necessary, not to exceed $12,500,000, to remain arnilable until 
expended. 

(h) 0FFICt:.-There are nuthorized to be appropriated to the Com
mission for the use of the Office in carrying out its functions under th_is 
Act such sums as are necessary, not to Pxceed $5,000.000, to remam 
arnilable until expended. The budget for the Office shall be submitted 
by the Commission directly to the Congress and shall not be subject to 
rniew of an~· kind by nny other agency or official of the United States. 
~fonpys appropriated for the Office shall not be withheld by any a,1rency 
or official of the United States or used by the Commission for any 
purpose other than the use of the Office. No part of any other moneys 
approprintPd to the Commission shall be withheld by any other R,!!enc,v 
or official of the United States to offset any moneys approprinted pur
suant to this subsection. 

(c) Assoc1ATJOx,-There are nuthorized to be appropriated to the 
Associntion for purposes of carrying out its administrative expenses 
1mder this Act such sums as are necessary, not to exceed $26,000,000, to 
remain arnilable until expended. 
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MAl~TENAXCE .\~D IM PRU\ E.:\IEXT 01'' I'L.\NT 

SEC. 21.'\. Prior to the date upon which mil prorwrtie-; are conveyed 
to the Corporation under this Act, the S<·crctary, with the approval 
of the ,\.ssociation, is authorized to <·nter into agreements with 
railroads in reorganization in the n'gion (or railroads lt'ased, op('r
atPd, or controlkd by railroads in rPorganization) for thP ac<1uisition, 
maintenance, or improvcnwnt of railroad facilities and cquipnwnt 
necessary to improrn property that will be in the final systP111 plan. 
. \grePnwnts entered into pursrnrnt to this Sl'"tion shall specifically 
identify the type and quality of improwments to he 111ade pursuant 
to such agreements. Xotwithstanding section 210(b) of this titl1\ tlw 
Association shall issue obligations under section 210(a) of this title 
in an amount sufficient to linance such agreenwnts and shall require thP 
Corporation to assume any such ohligations. Ho\\'PYCr, tlw .\ssociation 
n1ay not issue obligations under this sPction in an ag-grPgnte arnount 
in excess of $150,000,000. The SecrPtary may not enter into any agree
ments undPr this SPdion until he iss11Ps rPg11lations sPttinl! forth pro· 
ce<lures and guidelines for the administration of this section. The 
Corporation shall not be req11ired UlHIPr title III of this .\ct to compen
sate any railroad in reorganization for that portion of the \'alue of 
rail properties transferred to it m1dPr this .\ct which is attrib11table 
to the acquisition, maintenance. or i111pr0Yem!'nt of stll'h propPrtiPs 
under this S!'ction. 

TITLE 111-COXSOLID.\ TED RAIL COHPOR_\ TIO~ 

FORlL\TION'" .\XD STRCC1TRE 

S>:c. :>Ol. (a) EsT.\BL!SIDIF.NT .. -There shall be established within 
:WO days after the date of enactnll'nt of this Act, in aeconlance with 
the provisions of this section, a corporation to be known as the ('011· 

solidated Rail Corporation. 
(b) ST.\Tl's.-The Corporation shall be a for-profit corporation 

(•stablished urnler the laws of a State and shall not be an agency or 
instrumentality of the FP<kral Governnwnt. The Corporation shall 
be deemed a eommon cnrrier by railroad under section 1 ( :i) of the 
Interstate Commerce Act ( 49 lT.S.C. 1 (3)), shall be subject to the 
provisions of this .\ct and, to the Pxtent not inconsistent with snrh 
_\cts, shall be subject to applicnhle State law. The principal office of 
the Corporation shall be located in Philadelphia in the Common
wealth of Pennsvh·ania. 

(e) I~conroR.\:rnRs.-The 111em!JPrs of ·the executin committee of 
the .\ssociation shall he the incorporators of the Corporation and shall 
take whatever steps are necessary to establish the Corporation, inchlfl
ing the filing of articles of incorporation. The incorporators shall also 
serve as the Board of Direetors of the Corporation until the stock an<! 
other securities of the Corporation arc t!istrib11ted to the estates of the 
railroads in aecordance with section :io:l(c) of this title and shall 
adopt the intial bylaws of the Corporation. 

( d) BoARD OF Duu:cTOas.-The Board of Directors of the Corpora
tion shall consist of 15 individuals selected in accordance with the arti
dt•s and bylaws of the Corporation: Provided, That so long as 50 per 
centum or more. as determined by the Secretary of the Treasury. of tlw 
outstanding indebtedness of the Corporation consists of obligations 
of the Association or other debts owing to or guaranteed by the l:nited 
States, three of the nl('mbers of snch board shall be the Secretary, the 
Chairman and the Presi<lent of the ,\ssociation and five of the mem
he1'S of such board shall h<· individuals appointed as such by the 
President, by an<l with the advice and consent of the Senate. 
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(P) ls1TL\I. ('.11•1T.\LIZ.\'J'I<•N.--l11 ord1•r to carry ont tlw li11al system 
plan th<i Corporation is anthorizl'tl to issn<• stoek anti other securities. 
Com111on stock shall be isslll·d initially to the Pstat1•s of railroads in 
l'Porg-anization in the r<'gion in Pxtha1lgP for rail pn)pl•ItiPs eonveyed 
to the Corporation pursuant to the final sysll·m plan. Xothinl! in this 
"1bsel'lio11 shall pn·l'lude the Corporation from n'Jllll'diasi111! thP com
mon stol'k initially issued through paynwnts out of profits in order to 
!'Stablish an employPe stock ownership plan; and nothinl! in this sub
sectiou shall preclude the recipiPnts of common stoek initially isstwd 
from Pstablishinl! an Pmployee stock ownPrship plan . 

( f) Arn1T .\ND ExPEXDITURES.-So long as ;,o per l'Pnt111n or more. 
:is dPtPrmi1wd by the Secretary of the Treasury, of thP outstandinl!' 
indPbtPdness of the Corporation consists of obligations of the Associa
tion or other debts owing to or guaranteed by the rnit<od States, tlw 
Corporation shall he subjPct to the prO\·isions of the Go\'l'l'lllllPnt Cor
poration Control .\ct for the purposes of a Federal Gon•rnmPnt audit. 
Section :Wl of the Oovernment Corporation Control Act (:n U.S.C. 
>l:i6) is anwndPd by inserting at the end thereof the followinu: ",and Ante, p. 992 
( !J) the Consolidated Rail Corporation to the. extent prOl·id;d in the • 
He.,ional Rail Reorganization Act of 19i:}.". 

fg) .-\NSUAL REl'ORT.-The Corporation shall t1·ans111it to the Con- Report to 
;..:1·ess and the Pn•sident. not lat<or than !JO days aftt•r the eml of Pach Congress and 
liscal year, a com]H'Plwnsive and detailPd report on all acti,·itiPs and President. 
n\'complishments of the. Corporation during the pn'cPdinl! liscal year. 

PHWEHS .\XD DUTIES OF THE n1npon.\TIOX 

St:<'. :)02. The Corporation shall ha,·e all of tlw powe1·s and is subjeet 
to all of thP dutil's vested in it under this Act, in addition to the pow-
1•1'8 conferred 11pon it under the laws of the State or States in which 
it is incorporated and the po\\'et'S of a railroad in any State in which 
it. opemtes. The(. 'orporation is authorized and directed to---

(a) acquire rail properties designate<! in the final system plan 
to he transferred or conveyed to it; 

(b) operate rail rnn·ice ornr such rail properties exc<'pt as pro-
1 i<led under sections 304 ( e) and 601 ( d) ( 3) oft his.\<'!; 

( c) rehabilit.1te, improve, and moderni7,e sneh rail properties: 
and 

(ti) nmintain adequate and ilfficient rail services. 
~o long as 50 per centum or more, as determined by the Secretary of 
the Treasury, of the outstanding indebtedness of the Corporation con
sists of obligations of the Association or other debts owing to or guar
:mteed by the United States, the Corporation shnll not engage in 
:11·ti1·ities which are not reh1ted to transportation. 

V..\I.r.\TIOS' .\XO CON\"F.YANCJ<; OF RAIL l'IWPl-:HTIF.S 

::-lt:c. :im. (a) l>nosrr "'rm CouRT.-"Vithin 10 clays after <lelivery 
of a cHtified copy of a linal system plnn plll'SHant to section :20[) ( c) 
of this .\et-

( 1) the Corporation, in exchange for the rail properties of the 
ruilroads in reorganization in the region and of railroads leased. 
operated, or controlled by railroads in reorganization in the region 
to be transferred to the Corporation, shall deposit with the speci~.1 
l'OU!t all of the stock and other securities of the Corporatinn ar:.J 
obligations of the Association desigr>uted in the fiirnl syste111 piirn 
to be exchanged for such mil properties; 

(2) each profitable railroad opernting in the region purchasing 
rnil properties from rt railroad in reorgnniz1;tio11 in the region. or 
from a rnilroa<l lensed, opernted, or controlh•tl by a railroad in 
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reorganization in the region, as provided in the final system plan 
shall deposit with the special court the compensation to be paid 
for such .rail properties. 

(b) CoxvEYANCE OF RAIL PROPERTIES.-(!) The special court shall, 
withm 10 days after deposit under subsection (a) of this section of the 
securities of the Corporation, obligations of the Association, and com
pensation from the profitable railroads operating in the region, order 
the trustee or trustees of each railroad in reorganization in the region 
to convey forthwith to the Corporation and the respective profitable 
railroads operating in the region, all right, title, and interest in the 
rail properties of such railroad in reor~anization and shall itself order 
the cOJH"eyance of all right, title, and mterest in the rail properties of 
any railroad leased, operated, or controlled by such railroad in reorga
nization that are to be conveyed to them under the final system plan 
as certified to such court under section 209 ( d) of this . \.ct. 

(2) All rail properties conveyed to the Corporation and the respec
tive profitable railroads operating in the region under this section 
shall be conveyed free and clear of any liens or encumbrances, but 
subject to such leases and agreements as shall have previously bur
dened such properties or bound the owner or operator thereof in pur
suance of an arrangement with any State, or local or regional 
transportation authority under which financial support from such 
State, or local or regional transportation authority was being provided 
at the time of enactment of this Act for the continuance of rail passen
/!er senice or any lien or encumbrance of no greater than 5 years' 
duration which is necessary for the contractual performance by any 
person of duties related to public health or sanitation. Such convey
ances shall not be restrained or enjoined by any court. 

( 3) Notwithstanding anything to the contrary contained in this Act, 
if railroad rolling stock is included in the rail properties to be con
veyed, such conveyance may only be effected if the profitable railroad 
operating in the region or t~e C;orporation to who~. the conveyance 
is made assumes all of the obhgat10ns under any cond1t10nal sale ap:ree
ment, equipment trust agreement, or lease in respect to such rolling 
stock and such conveyance is made subject thereto; and the provisions 
of this Act shall not affect the title and interests of any lessor, equip
ment trust trustee, or conditional sale vendee or -assignee under such 
conditional sale agreement, equipment trust agreement or le.ase under 
section 77 (j) of the Bankruptcy Act ( 11 U.S.C. 205 (j) ) . 

( t) ~otwithstanding anything to the contrary contai1wd in this 
Act, if a railroad in reorganization has leased rail properties from a 
lessor that is neither a railroad nor controlled by or affiliated with 
a railroad, and such lease has been approved by the lessee railroad's 
reorganization court prior to the date of enact~nent of this Act. con
wyance of such lease may only be effected if the Corporation or the 
profitable railroad to whom the conyeyance is made assumes all of 
the terms and conditions specified in the lease, including the obliga
tion to pay the specified rent to the non-railroad lessor. 

(c) F1xnixos AND D1sTRIBUTI0:-1.-(l) After the rail propertii>s 
have been conveyed to the Corporation and profitable railroads oper
ating- in the. region undi>r subsection (b) of this section, the special 
court, giving due consideration to the findings contained in the final 
system plan, shall decide-

( A) whether the transfers or conveyances-
( i) of rail .properties of each railroad in reorganization, 

or of each railroad leased, operated, or controlled by a rail
road in reorganization. to the Corporation in exchange for 
the securities and the other benefits accrning to such rail-
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road as a rPsult of such exchange, as providNI in the -final 
system plan. and this. Act, and . . . . 

(ii) of rail propertws of each railroad 111 reorga111zat1on, 
or of each railroad least•d, operatt>d, or controlled by a rail
road in reorganization, to a profitable railroad operating in 
the re"ion, in accordance with the final system plan. 

an• in the Jmblic intPrest and are fair and equitable to the <'State 
of each railroad in reorganization in accordance with the standard 
of fairness and equity applicable to the approval of a plan of 
reorganization or a step in such a plan under section 77 of the 
Bankruptcy Act ( 11 U.S.C. 205), or fair and equit1tble to a rail
road that is not itself in reorganization but which is kasPd, 01wr
ated, or controlled by a railroad in reorganization; and 

(B) whetlwr the transfers or conveyances are more fair and 
erp1itable than is required as a constitutional minimum. 

(2) If the special court finds that tbe terms of one or more exchanges 
for securities and other benefits are not fair and equitable to an estate 
of a railroarl in reorganization, or to a railroad leased, operated, or 
controlled by a railroad in reorganization, which has transferred rail 
properties pursuant to the final system plan, it shall-

(.\.) enter a judgment reallocating the se.curities of the Corpora
tion in a fair and equitable manner if it has not been fail'iy 
allocated among the railroads transferring rail properties to the 
Corporation; and 

(B) if the lack of fail'!wss ancl equity cannot be completely 
cured by a reallocation of the Corporation's securities, order the 
Corporation to provicle for the transfer to the railroad of other 
securities of the Corporation or obligations of the Association as 
designated in the final system plan in such nature and amount us 
would make the exchange or exchanges fair and equitable; and 

(C) if the lack of fairness and equity cannot be completely 
cured by reallocation of the Corporation's securities or by pro
viding for the transfer of other securities of the Corporation or 
obligations of the Association as designated in the final system 
plan, enter a judgment against the Corporation. 

( 3) If the special court finds that the terms of one or more con
rnyances of rail properties to a profitable railroad operating in the 
region in accordance with the final system plan are, not fair and equi
table. it shall enter a judgment again~t such profitable railroad. If the 
special court finds that the terms of one or more conveyances or 
exchanges for securities or othllr benefits are fairer and more equitable 
than is requirer! as a constitutional minimum, then it shall order the 
return of any excess securities, obligations, or compensation to the 
Corporation or a profitable railroad so as not to exceed the constitu
tional minimum standard of fairne"8 and equity. 

( ~) rpon making the findings referred to in this subsection, the 
special court shall order distribution of the securities, obligations, and 
<'ompensation deposited with it under subsection (b) of this section to 
the trustee or trustees of each railroad in reorganization in the region 
wh? c0111"eyed right, ti~le, and interest i_n rail properties to the Corpo
rnt10n and the respective profitable railroads under such subsection. 

( d) .lPPF.AL.-A finrling or determination entered pursuant to sub
section ( c) of this section may be appealed directly to the Supreme 
Court of the rniterl States in the same manner that an injunction 
order may be appealed under section 1253 of title 28, United States 
Code: P1·ovidrd, That such appeal is exclusive and shall be filed in the 
Supreme Court not more than 5 days after such finding or determina
tion is entered by the special court. The Supreme Court shall dismiss 
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any sn"h "1'\'"nl within 7 •lays aftei· the 1•ntl'y of sudt an appt•al if it 
oletermines t utt su<"h an app<"al woul1l not be in the interest of an expc
olitions conclusion of the proceedini,,'ll and shall gmnt. the highest pri
ority to the d••tl'nniuat.ion of any sueh nppeals whil'h it 1lrtllrmmes 
not. to dismiss. 

'l'F.lllll N.\'l'ION O}' R.HL SEnnn; 

S>:t'. :~04. (a) lhscON'l'INU.\NCE.-Except as prm·i<led in snhsections 
(e) and (f) of this section, (1) rail service on rail properties of a rail
rmul in the region which tmnsfers t-0 the Corporation or to profitable 
milroads operating in the region all or substantially all of its rail 
properties <lesigmited for such conveyance in the final system plan, and 
( \!) rail service on rail p1'0perties of a profitable railrnad operating in 
the region which transfers substantially nll of its rail properties to the 
Corporation or to other rnilronds pursuant to the fiunl system plan may 
he. 1liscontin11ed to the extent. snch discontinnanee is not -precluded by 
the terms of the leases and agreements referred toiu section 303(b) (2) 
nf this title if-

( A) the final systrm plan docs not designate rail sen-it"e to be 
operated over such rail properties; and 

(B) not sooner than :-10 days followinp: the ptfrdirn dntr of the 
final system plan the trustee or trustees of the npplicnhle rail
L"Oad in reorganization or a profitable rnilrond giw notice in 
writing of intent to diseontinm• sneh rnil sen-icl' on n dnte certain 
which is not less than 60 days nfter the date of such notice; and 

(C) the notice requirt>d by pamgraph (R) of this subsection is 
s<'nt by cettified mail to the Gon•mor and State transportation 
agencies of t•ach State and to tlm go,·ernmPnt of rneh politieal 
subdivision of each State in which such mil properties are located 
and to t>aeh shipper who has usetl such mil SPnice during the 
previous 12 months. 

(b) ABANnoxl'n:NT.-( 1) Rail prop1•rties owr which rail sen· ice has 
hPPn discontinued nndt>r subsection (a) of this section may not be 
abandoned sooner than 120 <lavs nftl'r the effectirn dnt<" of such dis
continuance except ns provided in subsections ( c) and ( f) of this 
'"<"I.ion. Thercaftt't". <"Xcept as providt'd in subse.ction ( c) of this section. 
such rail properties m11y be abandoned upon 30 days' notice in writ
ing to all those required to 1·1•cpi\·e notice under pn1·ng111ph (2) (C) of 
s11hsl'ction (a) of this section. 

(2) In 1rny case in which l'llil J>I'OJWt·ties proposed to he abandoned 
1111der this section arr desiprntcd by the final system plan as rnil prop
erties which are suitable for use for ot.hn puhli<" pnrposes (including 
roads or highways. other forms of mass trnnspo1tation, conservation. 
and recreation), such rail properties shall not be sold. leased. 
<"xehanged. or otherwise dispose<! of dminp: the 180-<lay period bep:in
ning on the date of notice of proposed ahandonnwnt under this section 
1111 lt>ss sueh rnil properties haYe first. been offered, upon l'Pasonable 
tenns. for acquisition for public purposes. 

( <') Lnfl'r.\'rtoxs.-Rail service may he discontinued and mil prop
p1·ties may be abandoned under subsections (a) and (b) of this section 
not1dthsta11ding any provision of the Interstate Commerce Act (49 
i-.s.C. 1 Pt sPq.) or the eonstitution or law of any State or the deci
sion of an~· court or administrati,-e ap:enc~· of the lTuited States or of 
an.1· State. Xo rail sen·ice. ma~· he discontimwd and no rail propertit>s 
nrny l><' abandoned pursuant. to this sedion-

(1) aftPI' 2 years from the effPctive date of the final system plan 
01· mm·!' than 2 years after the final payment of anv mil servict> 
.. ontimrntion snlisidy is 1·ecefred. "·hiche'wr is later; 'or 
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(2) if a shipper, a Stnte, the United Stntes, a local or rPgiOiilll 
transportation authority, or an,Y resvonsible J->erson oilers-

( A) a rail service contmuahon subsidy which covers the 
difference between the revenue attributable to such rail prop
erties and the avoidable costs of providing service on such 
rail properties plus a reasonable return on the value of such 
rail prope1ties; 

(B) a rail service continuation subsidy which is payable 
pursuant to a lease or agreement with a State, or a local or 
regional transportation authority, under which financial sup
pmt was being provided at the time of the enactment of this 
Act for the contmuanee of rail passenger service; or 

(C) to purchase, pursuant to subsection ( d) of this section, 
such rail properties in order to operate rail service over such 
properties. 

If a rail service continuation subsidy is offered, the ~overnment or 
person offering the subsidy shall enter into an operatmg agreement 
with the Corporation or any responsible person (mcluding a govern
ment entity) under which the Corporation or such person (including a 
government entity) will O[X'rate rail service over such rail properties 
and receive the diffcrPnce between the rernnue attributable to such 
lH'OlX'rties and the avoidable costs of prodding sen·ice on such rail 
properties and the tmstee of any railroad in reorganization shall 
Teceive a reasonable rate of retnm on the value of any rail properties 
for whic-h a rail sen· ice is operated under such subsidy. 

(d) PvilcHAR>:.-If an offer to purchase. is made undl'r subsection 
(c) (2) (C) of this section, such offer shall he accompanied by an offer 
of a rail servic(• continuation snbsidv. Such subsidy shall continue until 
the purchase transaction is completed, unle~s ·a railroad assumes 
operations over such rail properties on its own account pursuant to nn 
order or authorization of the Commission. 'Vlwnever a railroad in 
reorganization in the region or a profitable railroad gi,·es notice of 
intent t-0 discontinue sel'\'ice pursuant to subsPction (a) of this sectio•1. 
such railroad shnll. upon the re<Jnest of anyone apparently qmtlifii•d 
to make a purchase offer promptly make available its most recent 
reports on the physical condition of such prope1-ty togetht>r with such 
traffic >Uld revenue data as would he required under subpart B of part 
1121 of chapter X of title 49 of the CodP of Federal Regulations aRd 
such other data necessary to ascertain the a voidable costs of prnviding 
service over such rai I properties. 

87 SI'AT. 1009 

(e) AnANll<>NM>:NT nY CoRl'ORATION.-Afte_r the rail s~·stem to he 
operatPd by the Corporation under the.final system plan has been in 
operation for 2 years, the Commission may authorize the Corporation 
to abandon any mil pro1wrtil's as to whil'h it dPtcrmines that rail serv
ice ovPI" such propertil'S is not required by the public com·enienee and 
necessity. The Commission may, at any time after the effective date 
of the final system plan, authorize additional rail service in the region 
or authorize the abandonment of rail properties which are not being 
operated by tihe Corporation or by any other person. Determinations 
by the Commission under this subsection shall be made pursuant to 
aj)p]icable. provisions of the Interstate Commerce Act (49 ll.S.C. 1). 24 stat. 379. 

(f) INTERIM ABANI>OXMDIT.-After the date of enadnwnt of this 
Act, no railroad in reorganization may discontinue service or abandon 
any line of railroad other than in accordance with the provisions of 
this Act, unless it is authorized to do so by the Association and unless 

· no affected State or local or rt>gional transportation authority reason
ably opposes such action, notwithstanding any prodsion of any other 
Federal law, the constitution or law of any State, or dPcision or ordPr 
of, or the pendency of any proceeding before any Federal or Stat•• 
court, agency, or authority. 

~ 
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TITLE IV-LOCAL RAIL SERVICEti 

FINDINGS AND PURPOSE 

SEC. !01. (a) FINDINGs.-The Congress finds and declares that
(1) The Nation is facing an energy shortage of acute propor

tions in the next decade. 
(2) Railroads are cine of the most energy-efficient modes of 

transportation for the moveme1,1t of passengers and freight and 
cause the least amount of pollution. 

(3) Abandonment, termination, or substantial reduction of rail 
service in any locality will adversely affect the Nation's long-term 
and immediate goals with respect to energy conservation and 
environmental protection. 

( 4) Under certain circumstances the cost to the taxpayers of 
rail service continuation subsidies would be less than the cost of 
abandonment of rail service in terms of lost jobs, energy shortages, 
and degradation of the environment. 

(b) PvRPOSE.-Therefore, it is declared to be the purpose of the 
Congress to authorize the Secretary to maintain a program of rail 
service continuation subsidies. 

RAIL SERVICE CONTINUATION SrBSIDIES 

SEc. !0-2. (a) GENERAL-The Secretary shnll provide financial 
assistance in accordance with this section for the purpose of rail 
service continuation subsidies. For purposes of subsection (b) (1) of 
this section the Federal share of a rail service continuation subsidy 
shall be 70 per centum and the State share shall be 30 per centum. Fo

0

r 
purposes of subsection (b) (2) of this section a State receiving dis
<'retionary assistance shall be required to contribute at least 30 per 
centum of the cost of the program for which the Federal assistance is 
provided. 

(b) ExTITLEHF.XT.-(1) Each State in the region is entitled to an 
amount for rail service continuation subsidies from 50 per centum of 
the sums appropriated each fiscal year for such purpose in the ratio 
which the total rail mileage in such State, as determined by the Secre
tary and measured in point-to-point length (excluding yard tracks 
and sidings), bears to the total rail mileage in all the States in the 
region, measured in the same manner, except that the entitlement of 
each State shall be no less than 3 per centum, and the entitlement of 
no State shall be more than 10 per centum, of 50 per centum of the 
funds appropriated. In the event that the total amount allocated under 
this formula, due to the application of the maximum and minimum 
limitations which it establishes, is greater or less than 50 per centum 
of the fonds appropriated, the excess or deficiency, as the case may be, 
shall be added to or deducted from the Secretary's discretionary fund 
pmvided for in paragraph (2) of this subsection. The entitlement of 
any State which is withheld in accordance with this section and any 
sums not used or committed by a State during the preceding fiscal year 
shall be paid into the discretionary fund prodded for in paragraph 
(2) of this subsection. 

(2) The Secret.ary is authorized to provide discretionary financial 
assistance to a State or a local or regional transportation authority in 
the region for the purpose of continuing local rail services, including 
assistance for the purposes enumerated in seetion 403 of this title. 

(c) EuGIBILITY.-A State in the region is eligible to receive rail 
service continuation subsidies pursuant to subsection (b) of this sec
tion in any fiscal year if-
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( 1) tl1e State has established a State plan for rail transporta
tion aml l0<·al rail services 1d1ich is administered or coordinated b,y 
a dPsignated State agency am! such plan provides for the equi
table distribution of such subsidies among State, local, and 
regional transportation authorities; 

(2) the State agency has authority and administrative juris
diction to de1·eiop, promote, supervise, and suppoit safe., adequate, 
and efficient rail services; employs or will employ, directly or 
indirectly, sufficient trained and qualified personnel; and main
tains or will maintain adequate programs of investigation, 
research, promotion, and development with provision for public 
participation; 

( :l) the State provides satisfactory assunmce that such fiscal 
cont.ml and fund accounting procedures will be adopted as may 
be necessary to assure proper disbursement of, and accounting for, 
Federal funds paid under this title to the State; and 

( 4) the State complies with the regulations of the Secretary 
issued under this section. 

( d) Hmt'r .. \Tro:ss.-"\\'ithin !lO days after the date of enactment of 
this c\.ct. the SPc1·etarv shall issue, and mnv from time to time amend, 
n·gulations with res1;ect to basic and discretionary rail service c< n
tinuation subsidies. 

(e) PAnrnxT.-Tlw Secretary shall pay to each State in the region 
an amount <'<pm! to its entitl<'ment nuder subsection (b) (1) of this 
seetion. An~· amounts which arc not expended or committed by a State 
pursuant to snhsPction (b) dnring the ensuing fiscal year shall be 
rPtnnwrl b1· su<'h Stntr to th!\ Scnetar·y, who may nse such amounts 
in accordance ,,-ith subsection (b) (2) of this section. 

( f) TEmr.-.\. rail sprvice continuation subsidy betwrPn a Stnte, or a 
local or regional authority, and the Corporation or othe1· rPsponsible 
person (including a gowrnment entity) may not exc<'ed n term of 2 
vears. 
· (g) RF.cr:nn. _\.rn1T, .\Xo ExA)HX.\Trox.-(1) Each recipient of 
financin I as.~istaner nndPr this section, whether in the form of grnnts, 
snhgrnnts. contrncts. snhcontrncts, or othn arl'lln,!!'Pments. shall hep 
such 1-erorrls as the SPcrl'tnry shall 1n·pseribe, including records which 
fnlh· disdosP the amount and disposition by such recipient of the pro
creds of su<'h assis•anre. tlH' total rost of th" prnjPet or 11nd .. 1·tnking in 
connection 1Yit h which such assistancr was ,!!'iven or usPd, thr amount 
of that portion of thr cost of thP pmj<'ct supplied by othrr sourres, and 
s11rl1 oti.,,,. >'P<'or<ls as will facilitate an effPctiY<' audit. 

(2) Tlw Srcretan· arnl the C'omptrollerGe11Prnl of the United States, 
ni· atn- of thri1· <lnh nnthori~ed represe•1tatives shall, until the expira
tion of :i ypa1·s aftr1· completion of the project or undertaking referred 
to in parngraph (1) of this suhsection. have access for the purpose of 
:111rlit :111.J exnminntion to any hooks. rlornments, papers, and records of 
such 1·ecPipts which in the opinion of the Secretary or the Comptroller 
(f<···eral nm_,. lie 1·plnted or p1•1·tinent to the grants, contracts, or other 
a1T>11l/!eme11ts rPfrrrerl to in sneh paragraph. 

(h) "\Yn·111H•r.n1xn.-If the Secretary, aftPr reasonable notice and 
opportunity for a hearing to any Stntr 1ig-enev, finds that a State is not 
<•li,t!ihlr for rnil sen·ice continuation snhsidies under subsections (c) 
an<l ( 11) of this se<'t.ion. payment to such State shall not be made until 
there is 110 longer any failure to comply. 

(i) AvTnomz.\TWN nm APPROPRIATIONS.-(1) There is authorized 
to be approp1·iate<l to carry out the purposes of this section such sums 
as a1·p neeessnry, not to exceed $90,000.000 for each of the 2 fiscal years 
induding and following the effective date of the final system plan. 
Sneh sums ns are approprinted shnll remain 1nnilable until Pxpended. 
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(~) One-Im Ii of the sums approliriatcd pursuant to the authorization 
of this subsedion shall be reservec for nllocation to States in the region 
under subsection (b) ( 1) of this section. One-half of the sums appropri
:ited pursuant to the authorization of this subsection shall he resen·ed 
for distribution by the Secretary under subsection (b) (2) of this 
-;ection. 

(j) Dt:nxrnox.-.\s used in this section, "rail se1Tice continuation 
subs1<lies" means suhsiclies ralculatecl in accorclance \Yith the provisions 
of sedion 20!\(d) (:1) of this .\c·t to cover costs of operating adequate 
and efficiPnt rail service, including whei·e necessary in1pr0\ PnH·nt and 
nrnintenanee of tracks and related facilities. 

ACQUISlTION AXD JIIODERNIZATIOX LOAXS 

St:c. -!Oa. (a) AcQu1s1TJo~.-If a State ''"hich is !'ligihle for assist
:Lnec under section -!02 ( c) of this title or a local or regiona I trans
portation authority has made an offer to purchase any rail properties 
of a railroad pmsuant to section :J04(c) (2) (C) of this .\rt or othPr 
lawful authority, the Secretary is authorized to direct tlw .\ssociation 
to provide loans to such State or local or regional transportation 
authority not to exceed 70 per centum of the purchase price: l'roeided, 
hmrei·N, That any recopient of such loan is no lonµ-er Pligiblc· for a rnil 
'en-ice continuation subsidy pursuant to section -rn2 of this tit IP. 

(b) ~foDERNIZ.\TION.-In addition to such ac<J11isition loans. the 
Secretary is authorized to direct the Association to provide additional 
assistance not to exce<'d 70 per centum of the cost of restoring 01· 

repairing such rail properties to such condition as will eirnble safe and 
c•fficient rail transportation operations over such rail propel'ties. Snch 
financial assistance may be in the form of a loan or the guarantee of 
"· loan. The .\ssociation shall provide such financial assistance as the 
Secretary may direct under this section and shall adopt regulations 
describing its prncedurcs for such assistance. 'Vith the apprornl of the 
Sec•rt>tary, a State may expend sums received by it under sc•ction !02 
of this title for acquisition and modernization pnrsunnt to this section. 

TITLE V-E~IPLOYEE PROTECTHJX 

DEFINfi'IONS 

St:c. .">01. .\s used in this title unless the context otherwise n·qnires
(1) "acquiring railroad" means a railroad, except the Corporation, 

which seeks to acquire or has acquired, pursuant to the prodsions of 
this Act, all or a part of the rail properties of one or more of the rail
roads in reorganization, the Corporation, or a profitable railroad; 

(2) "employee of a railroad in reorganization'' means a person 
who, on the effective date of a connyance of rail properties of a rail
road in reorganization to the Corporation or to an acquiring railroa<I, 
has an employment relationship with either saicl railroad in reorgani
zation or any carrier (as defined in parts I an<l II of the Interstate 
Commerce .\ct) which is lensed, controlled, or operated by the rail
rnad in reorganization except a presiclent, vice president, treasurer, 
secretary, comptroller, and any other person who performs functions 
corresponding to those performed by the foregoihg officers; 

(3) "protected employee" means any employee of an acquiring rail
road adversely affected by a transact10n and any employee of a rail
road in reorganization "·ho on the effectirn date of this Act have not 
reached age 65 ; 

(~) "class or craft. of empl_oyees" means a group of employees, rec
ogmzed am! trPated as a unit for pmposes of colleetiYC harµ-aining, 
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which is represented by a labor organization that has been duly author-
ized or recognized pursURnt to the Raihrny Labor Act as its repre- 44 Stat. 577, 
s~ntative for purposes of collective bargaining; 45 use 151. 

(5) "representative of a class or craft of Pn1ployecs" means a labor 
organization which has been duly authorized or recognized as the 
collective bargaining representative of a class or craft of employees 
pursuant to the Railway Labor Act; 

(6) "deprived of employment" means the inability of a protected 
employee to obtain a position by the normal exercise of his seniority 
rights with the Corporation after properly electing to accept employ
ment therewith or, the subsequent loss of a position and inability, by 
the normal exercise of his semority rights under the applicable collec
tive bargaining agreements, to obtain another position with the Corpo
ration: I'ro~·ided, however, That provisions in existing collective 
bargaining Ri2:rcPments of a railroa<l in rf\orgnnizr..tion, whiC'h do not 
recp1ire a prntected employee, in the normal exercise of seniority 
rights, to make a change in residence, in order to maintain his pro
kdion, ,,-ill be preserved and will also be extended and be applicable 
to all other prntected employees of that same craft or class. It shall 
not, however, include any deprivation of employment by reason of 
death, retirement, resignation, dismissal or clisciplinary suspension 
for cause, failure to work due to illness or disability, nor any severance 
of employment covered by subsections (cl) anrl ( e) of section 505 of 
this title; 

(7) "employee adversely affected with respect to his compensation" 
means a protecte.d employee who suffers a reduction in compensation; 

(8) "tranrnction" means actions taken pursuant to the provisions of 
this Act or the results thereof; and 

(9) "change in residence" means transfer to a work location which 
is locakd either (A) outside a radius of ~O miles of the employee's 
former work location and farther from his residence than was his 
former work location or (B) is located more than 30 normal highway 
route miles from his residence and also farther from his residence 
than was his former work location. 

EMPWYMENT OFFl-:RS 

SEc. 502. (a) APPLICABLE LAw.-The Corporation and, where appli
cable, the Association shall be subject to the prn,·isions of the Rail
way Labor Act and shall be considered employers for purposes of the 
Tia.ilroad Retirement Act, Railroad Retirement Tax Act, and the Rail
road Unemployment Insurance Act. The Corporation, in addition, 
shall, except as otherwise specifically provided by this Act, be subject 
to all FedPral and State laws and n'gulations applicable to carriers 
by railroad. 

(b) l\L\xoATORY 0FFER.-The Corporation shall offer cmploym<'nt, 
to be effective as of the date of a convPvance or discontinuance of 
sC'rvice under the pL'ovisions of this Act, 'to Pach employee of a rail
rnad in reorganization who has not already accepted an offer of 
t>mployment by the Association, where applicable, or an acquiring 
railroad. Such offers of employment to employees representPd by labor 
organizations will be confined to their same craft or class. The Corpo
ration shall apply to said employees the protective provisions of this 
title. 

(c) AssonATION.-Aftcr the transfer of rail properties pursuant to 
St>ction 30a, ~he. Associ~tion, !n employing any addit_ional e_mployees, 
shall give pnonty c011s1deratlon to employees of a railroad m reorga- · 
nization and the provisions of this title shall apply to any such 
employees employed by the Association as if they were employees of 
the Corporation. 

48 Stat, 1283, 
26 use 3201. 
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.\S~lGX:'\lEXT (JF \\'(IHK 

Si:c. ;,n:i. ThP Corporation shall han thP ri;!'l1t to :i,;sig1t. :dlocatP. 
rPassign, n•allocatP, and consolidate work fonlH•rly pt>rfonned on till' 
rail properti<•s acquin·d pursuant to thP JHo,·isions of this Act from 
a railroad in reorganization to any location, facility. or position on its 
systPm provided it do<•s not n•mm·p said work from cou'rngP of a col
lecti vr-bargai11ing agn __ •('mPnt and does not infri11g-p upon thp P.\isting 
classification of work rights of any craft or class of <'n1plo\·('('S at the 
location or facility to which said work is assignP<l. allocat<·<I. n·as
signed, reallocated, or consolidated and shall ha,-e the right to tmnsfer 
to an acquiring railroad the work incidPnt to thP mil prnp<'rti<·s or 
facilitiPs acquirPd by said ar<1uiring railroad pursuant to this .\ct, 
subject, however, to the provis10ns of section 508 of this title. 

<'(H,LECTl\'E-R\RGAINIXG .\HHEE)fEXTK 

SEc. :.04. (a) IxTEHIM A1•PLJCATIOX.--l 1ntil comph•tion of tlw agret'
lrtPnts provided for 1md<'r subsection (d) of this sedion. the Corpor:t
tion shall, as though an original party thprpto. assume and apply on 
tlw particular litws, prop<.'ttiPs, or facilitiPs ac<]l1irPd all obligations 
under existing collPeti \'e-bargaining agrPPBlt>nts con:•ring al! ('rn ft~ and 
classes employed thereon, except that the .\gTePmPnt of \lay l!l:lo, 
"'ashington, D.C. and provisions in other Pxisting job stabilizntinn 
agreements shall not be applicable to transadions Pff PctPd pw·suant to 
this Act with respect to which the provisious of sPction ;)(J:i of this tit le 
shall be superseding and controlling. During this period, employ<·es of 
a railroad in reorganization who !ta,·e seniority on the lines, proper
ties, or facilities acquired by the Corporation pursuant to this Act 
shall have J?rior seniority roster rights on such acquired lines, proper
ties or fac1 Ii ties. 

(b) SINGLE IMPLEMENTING AGREEME,.,T.-On or before the date 
of the adoption of the final system plan by the Board of Directors of 
the Association as provided m section 207 ( c) of this Act, the repre
sentatives of the various classes or crafts of the employees of a rail
road in reorganization involved in a conveyance pursuant to this Act 
and ref'resentatives of the Corporation shall commence negotiation 
of a smgle implementing agreement for each class and craft of 
employees affected providing ( 1) the identification of the specific 
employees of the railroad in reorganization to whom the Corporation 
offers employment; (2) the procedure by which those employees of 
the railroad in reorganization may elect to accept employment with 
the Corporation; (3) the procedure for acceptance of such employees 
into the Corporation's employment and their assignment to positions 
on the Corroration's system; ( 4) the procedure for determining tlie 
seniority o such employees in their respPctive crafts or classes on the 
Corporation's system which shall, to the extent possible, preserve 
their prior seniority rights; and ( 5) the prncedure for determining 
equitable adjustment in rates of comparable positions. If no agree
ment with respect to the matters referred to in this subsection is 
reached by the end of 30 days after the commencement of negotiations, 
the parties shall within an additional 10 days select a neutral referee 
and, in the event they are unable to ngree upon the selection of such 
referee, then the National Mediation Board shall immediately appoint 
a referee. After a referee has been desi.l'nated. a hearing on the dispute 
shall commence as soon as practicable. Not Jess than 10 days prior 
to the effective date of any conveyance pursnnnt to the provisions of 
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this .\ct, th!' referee shall resolve and decide all mattPrs in dispute 
with respect to the negotiation of said implementing agreement or 
agreements aud shall render a decision which shall be final ancl 
binding aud shall constitute the implementing agreement or agree
nwnts betwe!'n the parties with respect to the transaction involved. 
The salary and exp<·nses of the rPferpe shall ht> paid pursuant to the 
provisions of the Rail way Labor Act. 

(c) REL.\Twxs111p TO Onn:R PRm·rswxs.-Xotwithstanding failure 
for any reason to complete implementing agreements provided for in 
snbsPdion (b) of this section, the Corporation may prnceed with a 
roll\·eynnce of prnpPtties, facilitiPs, and P<ptiprnent pursuant to tlw 
provisions of this Act aud effectuate said transaction: Pro1•ided, That 
a 11 protectPd <'mployeps shall be entitled to all of the prn,·isions of 
snch agTPPments, as finally detnmined, from the time they arP 
adversel_y affected as a result of any such conveyance. 

(d) :\t:w Cm.1.>:<"l'l\E-Ihnn.HNING Aor<EE'IENTR.-·-Xot later than 60 
days aftPr tlw effeetive date of any conveyancp pursuant to the provi
"ions of this Act. the represPntatlves of the nll'ions classes or crafts 
of the employees of a railroad in reorganization involnd in a con
\'eyancc and representati\'PS of the Corporation shall comm<·nce nego
tiations of new collecti\'e-bnrgnining agreements for each class and 
craft of employees eO\·eriug the rates of pay. rules, and working con
ditions of employePs who are employees of the Corporation. which 
eollective-bnrgaining agreements shall include appropriate prm·isions 
concerning rates of pay, rules, and working conditions but shall not 
include any provisions for job stabilization resulting from any trans
action eff Pcted pursuant to this Act whidt may exceed or rnnflict with 
those PStab'.ishPd or prescribed hPrein. 

Jo:Mt•f,(JYEE l'R<irt:{'TICJN 

S•:c. i)O:). (a) EQl'IL\LEXT PosJTlox.-A protected <•mployP<• whose 
employment is governed by a collective-bargaining agreement will not, 
cx<·Ppt as explicitly provided in this titl<'. during the period in which 
he is entit1<'d to proteetion. be plnced in a worse position with res1wet 
to compensation, fringe benefits, rul<'s, working conditions, and rights 
and ptwileges pertaining thereto. 

(b) ~foxTHLY I hst>L\n:~rnxT ALLow Axc.:.-A protected employee, 
who hns !wen depri\·ed of employmPnt or adversPl~· affected with 
n·si><'ct to his compensation shall be entitled to a monthly displacement 
:dlowanc'• cornputed as follows: 

(1) Said allowance shall be determined by computing the 
total compensation received by the employee, including \'acation 
allowances and monthly compensation guarantees, and his total 
time paid for during the last 12 months immediately prior to his 
being ad\'ersely affected in which he performed compensated 
service more than 50 per centum of each of such months, based 
upon his normal work schedule, and by dividing separately the 
total compensation and the total time paid for by 12, thereby 
producing the average monthly compensation and average 
monthly time paid for; an<l, if an employee's compensation in his 
current position is less in any month in which he performs work 
than the aforesaid a nrage compensation, he shall be paid the 
difference, less any time lost on account of voluntary absences 
other than vacations, but said yrotected employee shall be com
pensated in addition thereto al the rate of the position filled for 
any time worked in excess of his average monthly time, Pr01•ided, 
howeru, That-

44 ,·tat. 577. 
45 \:SC 151. 
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(A) in determining compensation in his current employ
ment the protected employee shall be treated as occupying the 
position, producing the highest rate of pay to which his quali
fications and seniority entitle him under the applicable collec
tive bargaining agreement and which does not require a 
change in residence; 

(B) the said monthly displacement allowance shall be 
reduced by the full amount of any unemployment com
pensation benefits received by the protected employee and 
shall be reduced by an amount equivalent to any earnings 
of said protected employee in any employment subject to the 

48 Stat. 1283. Railroad Retirement Act and 50 per centum of any earnings 
in any employment not subject to the Railroad Retirement 
Act; 

(C) a protected employee's average monthly compensation 
~hall be adjusted from time to time thereafter to reflect sub
:;t•quent general wage increases; 

(D) should a protected employee's st>rvice total less than 12 
months in which he performs more than 50 per centum com
pensated service based upon his normal work schedule in 
each of said months, his average monthly compensation shall 
be determined by dividing separately the total compensation 
received by the employee and the total time for which he 
was paid by the number of months in which he performed 
more than 50 per centum compensated service based upon his 
normal work schedule; and 

(E) the monthly displacement allowance provided by this 
section shall in no event exceed the sum of $2,500 in any month 
except that such amount shall be adjusted to reflect subsequent 
general wage increases. 

(:.!) A protected employee's average month![ compensation 
11nder this section shall be based upon the rate o pay applicable 
to his employment and shall include increases in rates of pay not 
in fact paid but which were provided for in national railroad labor 
11greements generally applicable during the period invoh·ed. 

(3) If a protected employee who is entitled to a monthly dis
placement allowance served as an agent or a representative of a 
class or !'raft of employet>S on either a full- or part-time basis in till' 
12 months immediately preceding his being adversely affected, 
his monthly displacement allowance shall be computed by taking 
the average of the average monthly compensation and average 
monthly tune paid for of the protected employees immediately 
above and below him on the same seniority roster or his own 
monthly displacement allowance, whichever is greater. 

( !) An employee and his representative shall be furnished with 
:. protected employee's average monthly compensation and average 
monthly time paid for, computed in accordance with the terms of 
this subsection, together with the data upon which such computa
tions are base1l, within !lO days after the protected employee 
notifies the Corporation in writing that he has been deprived of 
employment or adversely affected with respect to his compensation. 

(c) DURATIOX nF Ih~rr.Ac>:MEXT ALLOWAX<.:E.-The monthly dis
placement allowance provided for in subsection (b) of this section shall 
··~ntinue until the itttninmrnt of age o:i by a proteded employet> with 
.~ or more years of service on the effective date of this Act and, in the 
<"Ilse of a protel'ted e1uployee who hns less than;, yt>nrs st>rYice on su!'h 
elate, shall continue for a period equal to his total prior years of serv
ice: Provided. That ,u..J1 111onthly displacement allowan"e shall termi-
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nate upon the protected employee's death, retirement, resignation, or 
dismissal for cause; and shall be suspended for the period of 
disciplinary suspension for cause, failure to work due to ilhwss or dis
ability, ,-oluntary furlough, or failure to rPtain or obtain a position 
arnilable to him by the exercise of his seniority rights in accordance 
with the provisions of this section. 

( d) TRAXSFER.-(1) A protected employ_ee who has been depri\•ed of 
employment may be required by the Corporation, in inverse seniority 
ordPr and upon reasonable notice, to transfer to any bona fide Yacancy 
for which he is qualified in his same class or craft of employee on any 
part of the Corporation's system and shall then be governed by the 
<'OllPcti,·e-bargaining agreement applicable on the seniority district 
to \\·hich transfrrred. If such transfer requires a change in residence, 
any such protected employee may choose (-.\.) to voluntarily furlough 
himself at his home location and have his monthly displacement allow
ance suspended during the period of voluntary furlough, or ( Il) to be 
spvered from employment upon payment to him of a separation allow
ance computed as provided in subsections (e) and (f) of this section, 
which separation allowance shall be in lieu of all other benefits 
provided by this title. 

(2) Such protected employee shall not be required to transfer to a 
location requiring a change in residence unless there is a bona fide need 
for his services at such location. Such bona fide need for services con
!Pmplatl's that the transfer be to a position which has not and cannot 
lie filled by employers who are not required to make a change in resi
<lrnce in the srniority district im·olved and which, in the absence of 
this section, would have required the employment of a new employee. 

(3) Such protected employee who, at the request of the Corporation, 
has once accepted and made a transfer to a location requiring a change 
in residence shall not be required again to so transfer for a period of 
3 years. 

( 4) Transfers to vacancies requiring a change in residence shall be 
subject to the following: 

(A) The vacancy shall be first offered to the junior qualified 
protected employee deprived of employment in the seniority dis
trict where the yacanc7 exists, and each such employee shall have 
20 days to elect one o the options set forth in paragraph ( 1) of 
this subsection. If that employee elects not to accept the transfer, 
it will then be offered in inverse seniority onler to the remaining 
qualified, protected employees deprived of employment on the 
seniority district, who will each have 20 days to elect one of the 
options set forth in paragraph (1) of this subsection. 

( Il) If the vacancy is not filled by the proceclure in pan.graph 
( 4) (A) of this subsection, the vacancy will then be offered in the 
inverse order of seniority to the qualified protected employees 
deprived of employment on the system and each of such employees 
will be afforded 30 days to elect one of the options set forth in 
paragraph ( 1) of this subsection. 

( C) The provisions of this paragraph shall not pre,·ent the 
adoption of other procedures pursuant to an agreement made by 
the Corporation and representative of the class or craft of 
employees involved. 

( e) SEPARATION ,\LLOWANCE.-A protected employee who is ten
dered and accepts an offer by the Corporation to resign and se,·er his 
employment relationship in consideration of payment to him of a 
separation allowance, and any protected employee "·hose employment 
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relationship is severed in accordance with subsection ( d) of this sec
tion, shall be entitled to receive a lump-sum se.pnration allowance not 
to exceed $20,000 in lieu of all other benefits provided by this title. Said 
lump-sum separation allowance, in the case of a protected employee 
who had not l~ss than 3 nor more than /5 years of service as of the date 
of this Act, shall amount to 270 days' pay at the rate of the position 
last held and, in the case of a protected employee having had 5 or 
more years' service, shall amount to the number of days' pay indicated 
below at the rate of the position last held dependent upon the age of 
the protected employee at the time of such termination of employment: 

360 day•' PRY 
300 days' pay 

62 ________________________ -------------- _____________ --- ______ 240 days' pay 
63 ___________ ----------------- --------------- _________________ 180 days' pay 
64 _____________________ ---------- ----- ___ --------- ___ -------- _ 120 days' pay. 

(f) TERMINATION ALLOWANCE.-The Corporation may terminate 
the employment of an employee of a railroad in reor.,amzation, who 
has Je,,; than 3 years' se1Tice as of the effective date of this Act: Pro
rided, lwwecer, That in such event the terminated employee shall be 
entitled to receive a lump sum separation allowance in an amount 
cletermined as follows: 
2 to 3 .rears' serviee_________________ 180 days' pay ut the rate of the posi

tion last held. 
1 to 2 yt:>an;' st:>n-f('t>__________________ 90 days' µay at the rate of the posi

tion last held. 
I.Rs:-; thnn 1 year's service_____________ ;) days' pay at the rate of the po8ition 

last held for each month of service. 

(g) ~Iov1sc. ExPEXSE BENEFITS.-Any protected employee who is 
l'equirnd to make a clrnnge of residence as the result of a transaction 
shall be entitled to the following benefits--

( 1) Reimbursement for all expenses of mo,·ing his household 
and other personal effects, for the tra,·eling expense of himself 
and members of his family, including living expenses for himself 
and his family, and for his own actual wage loss, not to exceed 
10 working days. Pro1•ided, That the Corporation or acquiring 
railroad shall, to the same extent provided above, assume said 
expenses for any employee furloughed within 3 years after chang
ing his point of employment as a result of a transaction, who 
elects to moYe his place of residence back to his original point of 
employment. .N'o claim for reimbursement shall be paid under the 
p1·01·is10ns of this section unless such claim is presented to the 
Corporntion or ac<piiring railroad within !JO dnys after the date 
on which the expenses were incurred. 

(2) (A) (i) If the protected employee owns, or is under a con
tract to purchase, his own home in the locality from which he is 
required to mo\·e and elects to sell said home, he shall be reim
bn,.sed for any loss suffered in the sale of his home for less than 
its fair mai·ket mine. In each case the fair market value of the 
home in question shall be determined as of a date sufficiently prior 
to the date of the transaction so as to be unaffected thereby. The 
Corporation or an acquiring railroad shall in each instance be 
afforded an opportunity to purchase the home at. such fair market 
rnlue before it is sold by the employee to any other person. 

(ii) A protected employee may elect to wairn the provisions of 
paragraph (2) (A) (i) of this subsection and to recei,·e, in lieu 
thereof, an amount eriual to his closing costs which are ordinarily 
paid for and assumed by a seller of real estate in the jurisdiction 
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in which the residence is located. Such costs shall include a real 
estate commission paid to a licensed realtor (not to exceed $3,000 
or 6 per cent um of sale price, whichever is less), and any prepay
ment penalty required by the institution holding the mortgage; 
such costs shall not include the payment of any "points" by the 
seller. 

( B) If the protected employee holds an unexpired lease on n 
dwelling occupied by him as his home, he shall be protected from 
all loss and cost in securing the cancellation of said lease. 

(C) .N'o claim for costs or loss shall be paid under the provi
sions of this paragraph unless the claim is presented to the Corpo
ration 01· an acquiring railroad within 90 days after such costs 
or loss are incurred. 

(D) Should a controversy arise with respect to the rnlue of 
the home, the costs or loss sustained in its sale, the costs or loss 
under a contract for ·purchase, loss or cost in securing termination 
of a lease, or ·any atiher question in connection with these matters, 
it shall be decided through joint conference between the employee, 
or his representative, and the Corporation or an acquiring rail
road. In the event they ·are unable to agree, the dispute or con
troversy may be referred by either party to a board of competent 
real estlvte appraisers, selected in the following manner: One to 
be selected by the employee or his representative and one by the 
Corporation or acquiring railroad and these two, if unable to 
agree u~n •a rnluation within 30 days, shall endeavor by agree
ment within 10 days thereafter to select ·a third appraiser, or 
to agree to a method by which a third apprniser shall be selected, 
and, failing such agreement, either party may request tthe N•wtional 
Mediation Board to designate within 10 days a third qualified 
real estate appraiser whose designation will be binding upon the 
parties. A decision of a majority of the apprnisers shall be 
required and said decision shall be final and conclusive. The salary 
and expenses of the third or neutral appraiser, including the 
expenses of the appraisal board, shall be borne equally by the 
partiea t-0 the proceedings. All other expenses shall be paid by 
the party incurring them, including the compensation of the 
appraiser selected by such party. 

(h) APPLICATION OF TITLE.-Should a railroad rearrange or adjust 
its forces in anticipation of ·a transaction with the purpose or effect of 
d"priving a pr<Jteoted employee of benefits to which he otherwise 
would have become entitled under this ti•tle, the provisions of this 
title will -npply to such employee. 

CONTRACTING OUT 

Si-:c. 506. ,\]] work in connection with the opemtion or services pro
vided by the Corporation on the rail lines, properties, equipment, or 
facilities acquired pursuant to the provisions of this Act and the main
tenance, repair, rehabilitation, or modernization of such lines, prop
Ptties, equipment, or facilities which has been performed by practice 
or agreement in accordance with provisions of the existing contracts 
in effect with the representatives of the employees of the classes or 
crafts in\'Olved shall continue to be performed by said Corporation's 
employees, including employees on furlough. Should the Corporation 
lack a sufficient number of employees, including employees on fur
lough, and be unable to hire additional employees, to perform the 
work required, it shall be permitted to subcontract that part of such 
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work which cannot be performed by its employees, including those on 
fnrlough, except where agreenwnt by the representati\·es of the 
employees of the classes or crafts involved is requin•d by applicable 
collective-bargaining agreements. The term "unable to hire additional 
employees" as used in this section contemplates establishment and 
maintenance by the Corporation of an apprenticeship, training, or 
recruitment program to provide an adequate number of skilled 
employees to perform the \\·ork. 

AllBIT!lATIO:S-

SF.C. 507. Any dispute or controversy with respect to the interpreta
tion, application, or enforcement of the prm·isions of this title, except 
section 504 ( d) and those disputes or controversies provided for in sub
section (g) (2) (D) of section 505 and subsection (b) of section 50~ 
which have not been resolved within 90 days, may be submitted by 
either party to an Adjustment Board for a final and binding decision 
thereon as provided in section 3 Second, of the Hail way Labor Act. in 
which event the burden of proof on all issues so presented shall be upon 
the Corporation or, where applicable, the Association. 

ACQUIRING R.\ILROADS 

SF.r. 508 .. \n acquiring railroad shall offer such employment and 
afford such employment protection to employees of a railroad from 
which it acquires properties or facilities pursuant to this Act. and shall 
further protect its own employees who are adnrsely affected by such 
acquisition, as shall be agreed upon between the said acquiring railroad 
and the representatives of such employees prior to said acquisition: 
Provided, however, That the protection and benefits provided for pro· 
tected employees in such agreements shall be the same as those specified 
in section 505 of this title: And provided further, howerer, That unless 
and until such agreements are reached, the acquiring railroad shall not 
enter into purchase agreements pursuant to section 303 of this Act. 

PAYMENTS OF BE:S-EFITS 

SEc. ,;09. The Corporation, the Association (where applicable), and 
acquiring railroads, as the case may be, shall be responsible for the 
actual payment of all allowances, expenses, and costs provided pro
tected employees pursuant to the provisions of this title. The Corpora· 
ti on, the Associat10n (where applicable), and acquiring railroads shall 
then be reimbursed for such actual amounts paid protected employees, 
not to exceed the aggregate sum of $250,000,000, pursuant to the pro· 
visions of this title by the Railroad Retirement Board upon certifica
tion to said Board by the Corporation, the Association (where 
applicable), and acquiring railroads of the amounts paid such employ
ees. Such reimbursement shall be made from a separate account main
tained in the Treasury of the l:"nited States to be know as the Uegional 
Hail TranSJ,>ortation Protectirn ~\ccount. There is hereby authorized to 
be appropnated to such protective account annually such sums as may 
be required to meet the obligations payable hereunder, not to exceed in 
the aggregate, however, the sum of $250,000,000. There is further 
authorized to be appropriated to the Railroad Retirement Board 
annually such sums as may be necessary to provide for additional 
administrative expenses to be incurred by the Board in the perform
ance of its functions under this section. 
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TITLE Vl-~HSCELLA~EOl!S PHOVISIONS 

H.ELATIONJooilllP TO OTHER L.\WS 

SEC. 601. (a) .\NTIT!lUST.-( 1) Except as specifically provided in 
paragraph (2) of this suhsection, no provision of this Act shall be 
dC('med to com·ey to any railroad or employee or director thereof any 
immunity from civil or criminal liability, or to cmate defenses to 
actions, under the antitrm;t laws. 

(:2) The antitrust laws are inapplicable with respect to any action 
taken to formulate or implement the final system plan where such 
aetion was in compliance with the requirements of such plan. 

( 3) As uS<'d in th is subsection, "antitrust laws" includes the Act of 
.July 2, 1890 (ch. 64 7, 26 Stat. 209), as amended; the Act of October 15, 
191! (ch. ;32:\, :18 Stat. 730), as amended; the Federal Trade Commis
sion Act ( :>8 St;iL i 1 i), as amended; sections 73 and 7 4 of the Act of 
August :li, !RfJ.1 (28 Stat. 570), as amended; the Act of ,June 19, 1936 
(eh. Ml2, 4\J Sblt. 1526), as amended; and the antitrust laws of any 
State or subdivision thereof. 

( b) CoM,IEll<"E .\Nil B.,x Knr1•rcY.-The pt'01·i,;ions of the Interstate 
Commerce Act ( 49 U.S.C. 1 i;t seq.) and the Bankruptcy Act ( 11 
l'..S.C. et seq.) arc inapplicable to transactions under this Act to the 
extent nece&iary to forrnnla.te and implement t.he final system plan 
whenever a pro,·ision of any such Act is inconsistent with this Act. 

15 use 2. 
15 use 12, 
15 '.JSC 58. 
15 use 6, 9, 
15 use 13, 

24 stat, 379, 
30 Stat. 544. 

(c) EsvmosMENT.--(1) The pro1·isions of section 102(2)(C) of 
the Xoitional En1·ironnwntal Policy Aot of 1969 ( 42 U.S.C. 43:32 
(2) ( C)) "hall not >ipply with respect to any action taken under author- 63 Stat, 853, 
ity of this Act lwfore the effecti\-e da,te of the final system plan. 

(d) NoRTitE.\ST CoRRIDOR.-(1) Rail properties designated in 
accordm1ce with S<'ction 206(c) (1) (C) of this Act shall be leased or 
may (at its option) be purchased or otherwise acquired by the National 
Hailroad Passenger Corporation. The Corporat10n shall negotiate an 
><ppropriate sale or lease agreement with the National Hailroad Pas
senger Corporation as pro,·ided in the final system plan. 

(2) Properties acquired by purchase, lease, or otherwise pursuant 
to this snhsection shall be improved in order to meet the goal set forth 
in section 206(a) (3) of this Act, relating to improved high-speed pas
senger service, by the earliest practicable date after the date of enact
ment of this Act. 

( :3) The Secretary shall begin the necessary engineering studies and 
in1pro1·ements upon enactment. 

( 4) The final system plan shall pro1·ide for any necessary coordina
tion with freight or commuter services of use of the facilities desig-
11:ttNl in si>ction 206(c) (1) (C) of this "\ct. Such coordination may be 
l'lfectuated through a sin~le operating entity, designated in the final 
system plan, or as mutually agreed upon by the interested parties. 

(i>) Construction or improvements made pursuant to this subsec
tion may be made in consultation with the Corps of Engineers. 

(e) E~rnRG>:N('Y Sn:vICE.-Section 1(16) of the Interstate Com-
merce Act (49 F.S.C. 1 (Hi)) is amended hy inserting" (a)" before the 41 Stat, 477, 
word "Whenc1·er" in the first sentence and adding the following new 
paragraph: 

"(b) "Whenever any carrier by railroad is unable to transport the 
traffic offered it because-

" ( 1) its cash position makes its continuing operation impos
sible: 

" ( 2) it has been ordered to discontinue any service by a court: 
or 

~ ... ... 



87 STAT. 1022 Pub. Law 93-236 - 38 - January 2, 1974 

"(3) it has abandoned service without obtaining a certificate 
from the Commission pursuant to this section; 

the Commission may. upon the same procedure as provided in para
graph ( 15) of this section, make such just and reasonable dir<:>ctions 
with respect to the handling, routing, and movement of the traffic 
arnilable to snch carrier and its distribution over such carrier's lines, 
as in the opinion of the Commission will best promote th<:> service in 
the interest of the public and the commerce of the people subject to the 
following conditions: 

'' (A) Snch direction shall be effecti ni for no longer than 60 days 
unless extended by the Commission for cause shown for an additional 
designated period not t-0 exceed 180 days. 

"(B) No such directions shall be issued that would cause a carrier 
to operate in violation of the Federal Railroad Safety :\ct of 1970 ( 45 

84 Stat. 971
0 

U.S.C. 4:21) or tkat would substantially impair the ability of the 
carrier so directed to serve adequately its own patrons or to meet its 
outstanding common car_rier obligations. 

"(C) The directed carrier shall not, by reason of such Commission 
direction, be deemed to have assumed or to become responsible for the 
debts oft he other carrier. 

"(D) The directed carrier shall hire employees of the other carrier 
to the extent such employees had predonsly "performed the directed 
service for the other carrier, and, as to such employees as shall be so 
11ired, the directed carrier shall be deemed to ha\'e assumed all existing 
employment obligations and practices of the other carrier relating 
theret-0, including, but not limited to, agreeme.nts governing rate of 
pay, rules and workin!l' oonditions, and all employee protective con
ditions commencing with and for the duration of the direction. 

"(E) Any order of the Commission entered pursuant to this para· 
graph shall provide that if, for the period of its effectiveness, the cost, 
as hereinafter defined, of handling, routing, and moving the traffic 
of another carrier over the other carrier's lines of road shall exceed 
the direct revenues therefor, then upon re<luest, payment shall be made 
to the directed carrier, in the manner heremafter provided and within 
90 days after expiration of such order, of a sum equal to the amount 

"Cost." by which such cost has exceeded said rennues. The term 'cost' shall 
mean those expenditures made or incurred in or attributable to the 
opera;tions as directed, including the rental or leaoe of necessary equip
ment, pins an appropriate allocation of common expenses, 01·erheads, 
and a reasonable profit. Such cost shall bl• then cnrrently recorded by 
the carrier or carriers in such manner and on such forms as by ,g(•neral 
order may be prescribed by the Commi,:sion and shall 'be submitted 
to and subject to audit bv the Commission. The Commission shall 
certify promptly to the Secretary of the Treasury tlw amount of pay
ment to be made to ~aid carrier or carriers under the provisions of this 
paragraph. Payments required to be made to a carrier under the provi-· 
sions of this paragraph shall be made by the Secretary of the Treasury 
from funds hereby authorized to be appropriated in such amounts as 
may be 1wcessary for the purpose of c'arrvin,g ont the provisions 
hereof.". • 

A~~l:.".\I, EVALU.\TIO~ BY THE SECRETARY 

Report to Con- SEc. fi02. ,\s part of his annual report each year, the Secretary shall 
gress. tran~mit to Congress each year a rompn•hensi1·e report. on the effec

tiveness of the Association and the Cor·poration in implementing the 
purposPs of this Act. together "·ith any reromm1•ndntions for addi
tiona 1 lel!iglati ve or other action. 

·- -- .... ---·-· 
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~'HEIGHT RATES FOR RECYCLABLES 

SEc. 603. The Commission shall, by expedited proceedings, adopt 
approprinte rules under the Interstate Commerce ,\ct ( 49 U.S.C. 1 et 

8 7 STAT. 1023 

seq.) which will eliminate discrimination against the shipment of 24 Stat. 379
0 

recyclable materials in rate strnctures and in other Commission 
practices where such discrimination exists. 

SEPARABILITY 

SEC. 60!. If any provision of this Act or the application thereof to 
any person or circumstances is held invalid, the remainder of this Act 
and the application of such provision to other persons or circumstances 
shall not be affected thereby. 

Approved January 2, 1974. 
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ERRATA PERTAINING TO VOLUME II 

Printing of Volume II was completed prior to Volume I. Errors and revisions to Volume II, therefore, are 
published in this volume and provided on sheets for direct insertion in Volume II. For the sake of clarity, the 
errata are printed in italics. 

Reference 

Page 43, line segment 
40, paragraphs 3, 4 and 5, 
right column 

Now Reads 

The Norwich & Worcester RR intends to 
reacquire control of this line and operate 
it as an independent short-line railroad. 

Disposition 

The Southbridge Secondary Track is 
not designated for transfer to Consoli
dated Rail Corp. and is available for sub
sidy pursuant to section 304 of the Act. 
Public officials have recommended that 
certain rail rights-of-way be used for other 
public purposes if rail service is discon
tinued. For line-specific recommendations, 
see section C of this appendix. 

Control and operation of this line by 
the Norwich & Worcester RR would pre
serve rail service to all of the traffic gener
ated on this line. 

Should Read 

The Norwich & Worcester Railroad may 
reacquire control of this line and operate 
it as an independent short line railroad 
if it demonstrates its capability to operate 
the line. 

Disposition 

This portion of the Southbridge Second
ary Track is not designated for transfer to 
the Consolidated Rail Corp. and is desig
nated for offer to the Provwence & 
Worcester Railroad. 

However, this portion of the South
bridge Secondary Track will be designated 
to the Norwich & Worcester Railroad if it 
demonstrates its ability to operate the line 
prior to conveyance. 

If the off er is not accepted, the line will 
be acceptable for subsidy pursunt to sec
tion 304 of the Act. Please refer to Chapter 
8 (Designations) for a more complete de
scription of the conveyance options re
garding this line segment. 



Reference 

Page 47, line segment 
678a, last paragraph left 
column 

Page 48, line segment 
43, last paragraph, right 
column 

Page 179, line segment 
455a, paragraph 3, left 
column 

Page 197, line segment 
1300, paragraph 4, left 
column 

214 

Now Reads 

The Norwich & Worcester Railroad in
tends to reacquire this line and operate 
it as an independent short line railroad. 

Disposition 

This portion of the Norwich Secondary 
Track is not designated for transfer to 
Consolidated Rail Corp. and is available 
for subsidy pursuant to section 304 of the 
Act. Public officials have recommended 
that certain rail rights-of-way be used for 
other public purposes if rail service is dis
continued. For line specific recommenda
tions, see section C of this appendix. 

Control and operation of this line by the 
Norwich & Worcester RR would preserve 
rail service to all of the traffic generated 
on this line. 

This portion of the Shore Line shall be 
transferred to Amtrak. ConRail will con
tinue to provide local freight service. 

The portion of this line necessary to 
serve the traffic generated at Owosso shall 
be offered for sale to the Grand Trunk 
Western RR. This sale would preserve rail 
service to an estimated 222 carloads or ap
proximately 35 percent of the traffic gen
erated on this line. 

The portion of this line necessary to 
serve the traffic generated from Durand to 
Owosso shall be offered for sale to the 
Grand Trunk Western RR only if the 
GTW acquires Line Nos. 443, 446 and 447. 
This sale would preserve rail service to an 
estimated 332 carloads or approximately 
16 percent of the traffic generated on this 
line. 

Should Read 

The Norwich & Worcester Railroad in
tends to reacquire this line and operate 
it as an independent short line railroad if 
it demonstrates its ability to operate the 
line. 

Disposition 

This portimi of the N oTWich Secondary 
Track is not designated fOT trO!T1.8fer to the 
Oonsolidated Rail OOTp. and is designated 
fOT offer to the Promdence & W 01'Ce8teJr 
Railroad. 

However, this pOTtWn of the N OTWich 
Secondary Track will be designated to the 
N oTWich & W OTcester Railroad if it 
demonstrates its ability to operate the line 
prior to conveyance. 

If the off er is not accepted, the line will 
be acceptable for subsidy pursuant to sec
tion 304 of the Act. Please refer to Ohap
ter 8 (Designations) for a mOTe complete 
description of the conveyance options 
regarding this line segment. 

This portion of the Shore Line shall be 
transferred to Amtrak under the circwm
stances described in Ohapter 8. ConRail 
will continue to provide local freight 
service. 

The portion of this line necessary to 
serve the traffic generated at Owosso shall 
be offered for sale to the Grand Trunk 
Western RR unless OonRail operates 
through Owosso to reach Saginaw-Bay 
Oity if the GTW does not accept offers 
under projects GTW-6 and GTW-7 or 
grant trackage rights under project M 1-16. 
This sale would preserve rail service to an 
estimated 222 carloads or approximately 
35 percent of the traffic generated on this 
line. 

The portion of this line neeessary to 
serve the traffic generated from Durand to 
Owosso shall be offered for sale to the 
Grand Trunk Western RR only if the 
GTW acquires Line Nos. 443, 446 and 447 
or if OonRail obtains trackage rights on 
the GTW from Durand to Saginaw. This 
sale would preserve rail service to an esti
mated 332 carloads or approximately 16 
percent of the traffic generated on this line. 
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Refererwe 

Page 198, line segment 
1301, last paragraph, 
right column and page 
199, remainder of this 
paragraph 

Page 200, line segment 
393, first two lines, right 
column 

Page 435, line segment 
691, paragraphs 4 and 5, 
left column 

Page 435, line segment 
691a, paragraphs 6 and 7, 
\eft column 

Page 435, line segment 
69lb, last two para
graphs, right column 
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Now ReadB 

The portion of this line necessary to 
serve the traffic generated from Owosso to 
Ashley shall be offered for sale to the 
Grand Trunk Western RR. This sale 
would preserve rail service to an estimated 
2,110 carloads or approximately 37 percent 
of the traffic generated on this line. 

of this line from Ottawa Lake to Lenawee 
will be required by ConRail to serve Line 
No. 395. 

This portion of Philadelphia-to-Pitts
burgh line is designated for transfer to 
ConRail on the condition that it will be 
transferred to Amtrak under sale, lease or 
other acquisition. If this conveyance to 
Amtrak (or Con Rail) is consummated, 
then ConRail will provide local freight 
service on this line. 

This portion of Philadelphia-to-Pitts
burgh line, extending from West of Lan
caster (Milepost 73.0) to Conewago, Pa. 
(Milepost 90.5), including 1.0 mile of the 
Lebanon Running Track from Milepost 
0.0 to Milepost 1.0 at Conewago, a total 
distance of 18.5 miles, in Lancaster County, 
Pa., a line which was recommended for 
inclusion on Page 772 of the Preliminary 
System Plan, is designated for transfer 
to ConRail on the condition that it will 
be transferred to Amtrak under sale, lease 
or other acquisition. If this conveyance to 
Amtrak (or ConRail) is consummated, 
then ConRail will provide local service 
on this line. 

If this recommended transfer to Amtrak 
is not effected, then ConRail will acquire 
this line for its own account and will pro
vide local freight service. 

This portion of the Philadelphia-to
Pittsb\lrgh line is designated for transfer 
to ConRail on the condition that it will be 
transferred to Amtrak under sale, lease or 
other acquisition. ConRail will not provide 
local freight service on this line. 

If this recommended transfer to Amtrak 
is not effected, then ConRail will not ac
quire this line for its own account and will 
not provide local freight service. 

Should Read 

The portion of this line necessary to 
serve the traffic generated from Owosso to 
Ashley shall be offered for sale to the 
Grand Trunk Western RR if Line Nos. 
443, 446, and 447 are sold to the GTW or 
ConRail obtains trackage rights over 
GTW from Durand to Saginaw. This sale 
would preserve rail service to an estimated 
2,110 carloads or approximately 37 percent 
of the traffic generated on this line. 

of this line from Ottawa Lake to Lenawee 
Junction will be required by ConRail to 
serve Line No. 395. 

This portion of Philadelphia-to-Pitts
burgh line is designated for transfer to 
ConRail. Please refer to Chapters 2 and 8 
of Vobume I for dis(JU8sion of possible 
subseque,nt trans/ er to other entities. 

This portion of Philadelphia-to-Pitts
burgh line, extending from West of Lan
caster (Milepost 73.0) to Conewago, Pa. 
(Milepost 90.5), including 1.0 mile of the 
Lebanon Running Track from Milepost 
0.0 to Milepost 1.0 at Conewago, a total 
distance of 18.5 miles, in Lancaster County, 
Pa., a line which was recommended for 
inclusion on Page 772 of the Preliminary 
System Plan, is designated for transfer to 
ConRail which will provide local freight 
se1'Vice on this line. Please ref er to 
Chapters 2 and 8 of Volume I for discus
sion of possible subsequent transfer to 
other entities. 

This portion of the Philadelphia-to
Pittsburgh line will not be included in 
ConRail ewcept under the circumstances 
described in Chapters 2 and 8 of Volume I. 
Th-is line -is available for subsidy pursuant 
to section 304 of the Act. 



Reference 

Page 436, line segment 
69lc, paragraphs 1 and 2, 
left column 

Page 508, second para
graph left column, last 
paragraph, right column. 

Page 518, second and 
third paragraphs, left 
column. 

216 

Now Reads 

The USRA board has included Phila
delphia-Harrisburg in the definition of 
Northeast Corridor properties to be trans
ferred to Amtrak. 

This portion of the Philadelphia-to
Pittsburgh line, extending from Milepost 
64.5 to Milepost 73.0, a distance of 8.5 
miles at Lancaster, in Lancaster County, 
Pa., a line which was recommended for 
inclusion on Page 772 of the Preliminary 
System Plan and is designated to ConRail 
for the exclusive purpose of leasing the 
line segment to Amtrak pursuant to sec
tion 206 ( c) ( 1) ( C) of the Act. ConRail 
will continue to provide local freight 
service. 

Very high priority lines pass through 
proven reserves. Should demand for coal 
from these reserves increase, these lines 
might be prohibitively expensive to re
assemble, replace or reconstruct-unless 
held in a rail bank. 

Rehabilitation estimates are derived 
from abandonment applications, from 
line questionnaire data and line viability 
analyses. The unit costs incorporated in 
the viability analysis are at 1973 cost 
levels. Cost adjustment factors of 1.43 and 
1.27 were applied to update the 1972 and 
1973 cost estimates respectively to the 1975 
levels. The cost estimates tend to be con
servative and do not generally include re
placement of unique structures such as 
bridges and tunnels. 

Section 206 ( c) (1) (E) of the Act directs 
USRA to "solicit the views and recom
mendations of the Secretary of Transpor
tation, the Secretary of the Interior, the 
Administrator of the Environmenta] 
Protection Agency and other agencies of 
the Federal Government and of the States 
and political subdivisions thereof within 
the region, and the general public." In 
complying with this provision USRA 
sought the views of more than 4,600 fed
eral, state and local governmental bodies. 
Letters were sent to the primary official of 
15 federal agencies, the governor of each 
of the 17 states, 500 mayors and almost 
1,200 other state or local planning units. 
In many instances these letters were sent 
to states or local areas which have no po-

Should Read 

Thu portion of the Philadelphia-to
Pittsburgh line, extending from Milepost 
64.5 to Milepost 73.0, a distance of 8.5 miles 
at Lancaster, in Lancaster County, Pa., a 
line which was rec01rlJme'IUi,ed for inclusion 
on Page 77~ of the Prelimifnary System 
Pla:n and i,s designated to ConRail for locril 
freight service. Please refer to Chapters~ 
and 8 of Volume I for d'iscussion of pos
sible subsequent transfer to other entities. 

Very high priority lines pass through 
proven reserves. Should demand for coal 
from these reserves increase, these lines 
might be prohibitively expensive to re
place or reconstruct-unless held in a rail 
bank. 

Rehabilitation estimates are derived 
from abandonment applications, from 
line questionnaire data and line viability 
analyses. The unit costs incorporated in 
the viability analysis are at 1973 cost 
levels. Cost adjustment factors of 1.43 and 
1.27 were applied to update the 1972 and 
1973 cost estimates respectively to the 1975 
levels. The cost estimates tend to be con
servative and do not generally include re
placement of structures such as bridges 1 

and tunnels. 

Section 206 ( c) ( 1) (E) of the Act directs 
USRA to "solicit the views and recom
mendations of the Secretary of Transpor
tation, the Secretary of the Interior, the 
Administrator of the Environmental Pro
tection Agency and other agencies of the 
Federal Government and of the States and 
political subdivisions thereof within the 
region, and the general public." In com
plying with this provision, USRA sought 
the views of more than 4~00 federal, state 
and local governmental bodies. Letters 
were sent to the primary official of 15 fed
eral agencies, the governor of each of the 
17 states, 3./)00 mayors and 500 other state 
or local planning units. In many instances 
these letters were sent to states or local 
areas which have no potentially abandoned 

P: 



Reference 

Page 519 text 
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Now Reads 

tentially abandoned rights-of-way within 
their boundaries. USRA adopted this 
policy so as to insure that any unit which 
might be interested in the planning 
process of neighboring jurisdictions would 
have an opportunity to express its views. 
Finally a notice inviting comments for 
alternative uses of the rights-of-way from 
the general public was placed in the Fed
eral Regi,ster, May 16, 1975. 

As of July 18, 1975, USRA had received 
fewer than 75 responses. Although there 
have been several contacts with representa
tives of the federal agencies, only the 
Department of the Interior submitted sug
gestions for specific lines. The Department 
of Commerce, the Energy Research and 
Development Administration, and the 
Rail Services Planning Office have offered 
some general comments. 

None; new language. 

0 

Should Read 

rights-of-way within their boundaries. 
USRA adopted this policy so as to insure 
that any unit which might be interested in 
the planning process of neighboring juris
dictions would have an opportunity to ex
press its views. Finally a notice inviting 
comments for alternative uses of the 
rights-of-way from the general public 
was placed in the Federal Regi,ster, 
May 16, 1975. 

As of July 18, 1975, USRA had received 
fewer than 80 responses. Although there 
have been several contacts with representa
tives of the federal agencies, only the 
Department of the Interior submitted sug
gestions for specific lines. The Department 
of Commerce, the Nuclear Regulatory 
Oommi,ssion, the Department of Trans
portation and the Rail Services Planning 
Office have offered some general comments. 

Add paragraph to end of text reading: 
Table 93 refiects the line segments excluded 
from the re8tructuring system as of April 
7, 1975. In a few cases all or a portion of 
a line ha8 been either included in the re
structuring system or recommended for 
transfer (in whole or part) to a solment 
carrier. In such cases, continued use of the 
line in rail service wUl take precedence 
over the suggested uses shown. 
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8 
Designations 

The Act establishes an intricate mechanism to achieve the goals 

of the Final System Plan through a system of rail property trans

fers. The property transfers will be certified to the Special Court 

in accordance with designations made in the FSP. This chapter 

rZetails the required designations, specifying which properties are 

t:ransferred by the railroads in reorganization and others to Con

Rail and Amtrak; which are offered to profitable carriers serving 

the Region and which are available for purchase or lease by state, 

local and regional commuter and passenger authorities. The chap

ter discusses the statutory basis for the designations which are 

made, describes the entities from and to which properties are 

transferred, and explains the principles underlying the process 

of selection of particular assets and designation techniques. 

The Act provides an elaborate mechanism for trans
ferring and reallocating interests in rail properties to 
create new patterns of industry structure, service and 
competition . 
. The designations in the FSP determine which rail 
properties will be transferred or conveyed under the 
FSP and the parties to such transactions.1 Part II of 

1 ln general, the Act provides for "transfers" to ConRall and "con
'eyances" to "profitable railroads" from railroads in reorganization. 
llection 303, however, refers to all such transactions as "conveyances". 
ln this chapter, to avoid undue repetition, the terms are often used 
Interchangeably. 

the FSP, (this chapter and the appendix) contains 
those designations. The chapter discusses the relevant 
statutory provisions; it describes the rail properties in
volved (e.g., rail lines, facilities, rolling stock) and the 
nature of the property interests in the property to be 
transferred; and it identifies the parties to the various 
rail property transactions. 

Ninety days after the effective date of the FSP, USRA 
will certify to the Special Court those rail properties of 
railroads in reorganization which are to be conveyed 
and the parties to such conveyances. Prior to that certi-
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fication, further work will be done to identify and 
describe in more detailed and traditional property-law 
terms the rail properties subject to conveyance. The 
designations in the FSP are not necessarily set furth in 
terms that would satisfy normal conveyancing stand
ards. The process of completing the descriptions and 
entry on property records will continue until and, if 
need be, beyond certification to the Special Court. 

Some of the designations in this plan cannot be final 
now. For example, there can be no assurance until 30 
or 60 days after the FSP becomes effective that particu
lar conveyances involving profitable railroads a~d.' in 
certain cases ConRail, actually will occur. In addition, 
for practical reasons some properties can be designated 
only by classification standards rather than specific 
designation. While this procedure should be adequate 
for general identification and Congressional appraisal, 
more definite identifications will have to be made during 
the remainder of the statutory process. 

Part II makes designations of rail properties of rail
roads in reorganization and various affili,ated or sub
sidiary railroads for conveyance to ConRail; profitab~e 
railroads operating in the Region, such as the Chessie 
System and the Norfolk & Western; Amtrak, which 
already provides passenger service over properties of 
railroads in reorganization, and state, local and regional 
authorities to provide commuter and other passenger 
service. In the case of rail properties retained in the 
various bankrupt estates, appropriate cross-reference is 
made to other parts of FSP where designations are 
made indicating which of such properties are suitable 
for "other public purposes." 

The Designation Process 

Subject to Congressional review, USRA has power 
to structure rail property transactions and to make the 
designations necessary to achieve the goals of the Act. 
The power is not unlimited, however, and oan !best be 
understood by examining the sections of the Act that 
relate directly to the designation process. A discussion 
of those key sections follows. 

Rail Properties 

Section 102(10) defines the term "rail properties" to 
mean 

"assets or rights owned, leased, or otherwi~ co~
trolled by a railroad which are used or useful m rail
transportation service; except that the term, when 
used in conjuction with the ph:r:ase 'ra~lroads lea~ed, 
operated, or controlled by a railroad m reorgamza
tion ' shall not include assets or rights owned, leased, 
or otherwise controlled by a Class I 2 railroad which 
is not wholly owned, operated, or leased by a railroad 

2 A Class I railroad Is defined by the ICC as a railroad having $5 
million or more of railway operating revenue (49 CFR Part 1201, 

1-1 (a)). 

in reorganization but is controlled by a railroad in 
reorganization." 

The most important feature of this definition is its 
breadth. Rail properties include not only land, build
ings, tracks, rolling stock, equipment, securities, cash 
and accounts receivable "used or useful in rail trans
portation'' hut also "rights". Rights in rail properties 
include not only fee ownership but leasehold interests 
and other interests less than full ownership. The desig
nation process permits combining interests held by sepa
rate entities into a full, fee estate. Moreover, the defini
tion of rail properties when read with other sections 
of the Act, permits the Association to split the "bundle" 
of rights or assets held by one or more transferors and 
designate separate parts for transfer to two different 
transferees. For example, a fee interest in rail properties 
can be designated to ConRail, combined with an offer 
of trackage rights in the same property to a profitable 
railroad. 

The definition of rail properties also reaches situa
tions in which properties are leased by Penn Central and 
the other major rail estates from entities that the 
estates lease or control, but which are not themselves in 
reorganization. The Act also authorizes the conveyance ' 
of "all right, title and interest" in such properties, not 
merely the estate's interest. On the other hand, under 
the section 102 ( 10) exception, "rail properties" do not 
include the properties owned by several Class I rail
roads (the three most prominent being the Detroit, 
Toledo & Ironton, Indiana Harbor Belt and Pittsburgh 
and Lake Erie railroads) that operate independently of 
Penn Central even though Penn Central "controls" 
them through ownership of a majority of their common 
stock either directly or through an intermediate chain 
of stock ownership.3 

Railroad in Reorganization 

Section 102 ( 12) defines the term "railroad in reorga-
nization" to mean 

"a railroad which is subject to a bankruptcy proceed
ing and w~ich has not bee~ determined by a .court to 
be reorgaruzable or not sub3ect to reorgaruzat10n pur
suant to this Act as prescribed in section 207 (b) of 
this Act. A 'bankruptcy proceeding' includes a pro
ceeding pursuant to Section 77 '?f the J:3ank~ptcy 
Act (11 U.S.C. 205) and an eqmty receivership or 
equivalent proceeding." 

Although its wording was necessarily intricate at the 
outset, the current significance of this definition may 
now be stated more simply: the "railroads in reorga
nization" are all the railroads that were in traditional 
reorganization proceedings when the Act was passed 
except one major railroad, the Boston & Maine, and 

s See 119 Cong. Rec. 11873-74 (dally ed., December 20, 1973). 
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two Class II 4 railroads that were not brought within 
the Act's processes. 

Profitable Railroad 
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Section 102(9) defines the term "profitable railroad" 
to mean 

"a railroad which is not a railroad in reorganization. 
The term does not include the Corporation, the Na
tional Railroad Passenger Corpora.tion, or a rail
road leased, operated, or controlled by a railroad in 
reorganization in the region." 

Profitable railroads include, at least technically, every 
railroad in the United States except those being reor
ganized under the Act (and those they lease, operate 
or control) , even railroads that are not "profitable" in 
the traditional sense. Indeed, even a railroad in section 
77 proceedings (like the Boston & Maine) is within this 
definition of "profitable railroad" if it is not being reor
ganized under the Act. On the other hand, O:mRail and 
Amtrak are excluded, because the Act provides sep
arately for transfers of rail properties to them. Most 
references in the Act to profitable railroads, however, 
are qualified by the words "in the region." 

Designations 

Section 206 ( c) in general provides that 

"The final system plan shall designate--

" ( 1) which rail properties of railroads in reorgani
zation in the region or of railroads leased, opera.ted, 
or controlled by any railroad in reorganization in 
the region ... " 

shall be transferred or offered for transfer to certain 
entities and for certain purposes. 

Transfers to OonRadl 
Subparagraph (A), with specific reference to Con

Rail, provides that certain rail properties so designated 

"shall be transferred to the Corporation;" 

This is the subparagraph under which rail properties 
are designated for transfer to ConRail. After the des
ignations are made and the Final System Plan has be
come effective, section 209(c) of the Act requires the 
Association to certify to the Special Court the prop
erties to be transferred and section 303 ( b) requires the 

·Special Court to order the transfer. Section 303(b) di
rects the Special Court to order the trustees of a rail
road in reorganization to transfer property so desig
nated and also provides for the Special Court itself to 
order the transfer of rail properties so designated from 
a "railroad leased, operated or controlled" by a railroad 
in reorganization. The railroads in reorganization (and 

•A Class II ra!lroad is defined by the ICC as a ra!lroad having less 
than $5 million of annual ra!lway operating revenues ( 49 CFR Part 
1201, 1-1 (a)). The two are the Cadillac & Lake City and the New 
Hope & Ivyland. 

those they lease, operate, or control) are given no choice 
about ·whether or when to transfer the certified proper
ties, and ConRail is given no choice about whether to ac
cept them. 

Section 302 (b) of the Act provides that, with respect 
to rail properties transferred to ConRail, it is author
ized and directed to 

"(b) operate rail service over such rail properties ex
cept as provided under sections 304 ( e) and 601 ( d) ( 3) 
of this Act." 

Section 304(e) authorizes the ICC to give ConRail per
mission to abandon transferred rail properties to the 
extent permissible under the criteria set forth in the 
Interstate Commerce Act, but such permission may be 
giYen only after 2 years from the date the properties are 
transferred. The effect of section 302 ( b), therefore, is to 
require ConRail not only to accept all certified rail 
properties but (with the exception of certain properties 
to be transferred to Amtrak or local passenger authori
ties) to assure that they are operated for at least 2 years. 5 

Thereafter, ICC approval would be required for any 
discontinuance or abandonment. 

No provision of the Act gives ConRail any special 
authority to transfer rail property to other railroads. 
Transfers therefore would be permitted only in the 
same manner, and subject to tlie same procedures and 
conditions, that transfers of property by railroads cus
tomarily require. 

Section 206 ( d) ( 1) provides that property transferred 
to ConRail will be transferred in exchange for ConRail 
stock and securities, USRA obligations and "other ben
efits." Each of these forms of compensation is discussed 
elsewhere ( ConRail stock and securities in Chapters 4 
and 5 and "other benefits" in Chapter 5). 

Conveyances to Profitable Railroads 

Section 206(c) (1) (B) requires USRA to designate 
which transferable rail properties 

"shall be offered for sale to a profitable railroad oper
ating in the region and, if such offer is accepted, op
erated by such railroad; the plan shall designate 
what additions shall be made to the designation under 
subparagraph (A) of this paragraph [the designa
tion to ConRail] in the event such profitable railroad 
fails to accept such offer." 

This subparagraph provides for the designation of 
properties to be conveyed to profitable railroads. Un
like subparagraph (A), relating to transfers to Con
Rail, this subparagraph provides for "offers" involv
ing discretionary acceptances. If property is designated 
under this subparagraph, the offeree may either accept 
or refuse the offer. Section 206(d) (4) provides, how
ever, that the designation and the offer shall terminate 

5 This service obligation, of course, would not apply where the only 
property interest designated for transfer is an option and the option 
is not exercised. 



30 days after the effective date 6 of the Final System 
Plan unless the profitable railroad has accepted the 
offer by that time. If the offer is accepted section 303 (b) 
requires the Special Court to order the transfer. 

Section 206 ( d) ( 2) provides that a railroad which 
conveys property to a profitable railroad shall receive 
"compensation." Ordinarily, since the profitable rail
road is required to "operate" the properties, it will 
accept only properties precisely fitting its needs and 
plans. USRA has concluded that the price paid by the 
profitable railroad should reflect the unique worth of 
the "tailored" package to the particular offeree. 
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Since the conveyance is mandatory as far as the 
estates are concerned, they must receive constitutionally 
sufficient consideration. Section 303 therefore provides 
that if the agreed consideration is insufficient, the trans
feror estate may obtain a deficiency judgment against 
the profitable railroad. It proved impossible to obtain 
the agreement of the Chessie System to consider a major 
group of acquisitions important to the FSP's basic 
industry structure except on the condition that the 
threat of a deficiency judgment be eliminated. Accord
ingly, USRA will propose legislation to eliminate the 
deficiency judgment with respect to transactions that 
are essential to achieving the basic industry structure 
which USRA believes best meets the overall goals of 
the Final System Plan. 7 

Congress gave the Association the power to indicate 
an alternate designation to ConRail if a profitable rail
road turns down an offer designated under section 
206 ( c) ( 1) ( B). USRA may choose either to make no 
second designation, in which case the consequence of a 
refusal is that the property remains in the bankrupt 
estate, or, under the last clause of subparagraph (B), to 
provide that properties declined by a profitable rail
road will be transferred to ConRail instead. In view 
of the language of subparagraph (B) and the con
straints of paragraphs (d) (3) and (d) (4), USRA con
cluded that a statutory amendment probably would be 
needed to designate an alternate offer to a second profit
able if the off er to the first profitable were refused. 

Designations under subparagraph (B) are limited by 
section 206(d) (3), which provides that 

"notwithstanding any other provision of this Act, no 
acquisition under this Act shall be made by any prof
itable railroad operating in the region without a 
determination with respect to each such transaction 
and all such transactions cumulatively (A) by the 
Association, upon adoption and release of the pre-

6 Section 102(4) defines the effective date of the FSP as the date on 
which the FSP Is deemed approved by Congress in accordance with 
section 208. 

7 These transactions Include Chessie acquisitions of a portion of the 
EL and Reading properties and PC's Charleston markets. These are 
covered in Projects USRA-1 and CS-5, 12 and 19, as further described 
In this Chapter. The offers involving these des< Jnations for which de
ficiency judgment protection will be sought are made contingent in 
these circumstances on Chessie's acceptance of all or none. The related 
Appendix designations should be so construed. 

liminary system plan, that such acquisition or acqui
sitions will not materially impair the profitability of 
any other profitable railroad operating in the region 
or of the Corporation, and (B) by the Commission, 
which shall be made within 90 days after adoption 
and release by the Association of the :r;>relimmary 
system plan, that such acquisition or acqmsitions will 
be in full accord and comply with the provisions and 
standards of section 5 of part I of the Interstate 
Commerce Act ( 49 U.S.C. 5) ... " 

This section was designed, in important part, for the 
purpose of protecting profitable railroads and ConRail, 
through special processes to evaluate the economic 
impact on such railroads of acquisitions by other rail
roads under the Act. 

Transfers to Amtrak 

Section 206(a) (1) (C) provides that the FSP shall 
designate which transferable rail properties 

"shall be purchased, leased, or otherwise acquired 
from the Corporation by the National Railroad Pass
enger Corporation in accordance with the exercise 
of its option under section 601 ( d) of this Act for 
improvement to achieve the goal set forth in subsec
tion (a) ( 3) of this section." 

Several points need to be made about this subpara
graph. In the first place, as noted elsewhere in the chap
ter in connection with an amendatory proposal, the 
reference to the "goal set forth in subsection (a) ( 3)" 
indicates that the properties Congress had in mind are 
those needed to provide high speed intercity passenger 
service in the Northeast Corridor between Boston and 
Washington and not properties outside the Corridor. 

In the second place, subparagraph (C) provides for 
transfers not from the rai I roads in reorganization (as 
in the case of (A) and (B) designations) but from Con
Rail. Therefore, rail properties must be designated un
der subparagraph (A) first for transfer to ConRail for 
the purpose of subsequent transfer from ConRail to 
Amtrak. 

In the third place, Amtrak is required to accept the 
properties designated for transfer to it under subpara
graph (C), but under section 601(d) (1) Amtrak is 
given the option to decide whether the transfer will be 
by sale, lease or other form of acquisition. This option, 
designed to provide appropriate protection for Amtrak 
from financial burdens that otherwise might be im
posed on it, nevertheless makes it more difficult to pro
ject the future of ConRail. ConRail will be required to 
accept the properties from the estates and provide com
pensation for them, but how ConRail will be paid for 
retransferring the properties to Amtrak may depend on 
the form of transaction Amtrak chooses. 

Finally, section 206 ( d) ( 5) provides that when rail 
properties are transferred to Amtrak pursuant to sub
paragraph (C) they shall be transferred "at a value 
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related to the value received :for the transfer to the Cor
poration of such properties". Accordingly, USRA hao 
estimated the value of these properties, as set :forth in 
Chapter 5 and assumes that the negotiations between 
ConRail and Amtrak will be based on this estimate. The 
valuation proceedings conducted under the Act, how
ever, may result in a different value payable to the 
railroads in reorganization and, consequently, adjust
ments to the terms on which Amtrak acquires the prop
erties. A further unresolved question, suggested in the 
opinion of the Special Court, is the extent to which that 
court may require ConRail to pass through the amounts 
it receives :from AmtraK to the rail estates from which 
it obtains properties. 8 

Transfers to State, Regional or Local Passenger Author
ities 

Section 206 ( c) ( 1) ( D) provides that the FSP shall 
designate which transferable rail properties 

"may be purchased or leased from the Corpora
tion by a state or a local or regional transportation 
authority to meet the needs of commuter and intercity 
rail passenger service." 

This subparagraph, like subparagraph (C), requires 
a transfer of property first to ConRail and then by Con
Rail to a governmental authority. Governmental au
thorities, however, have the right to accept or refuse the 
property designated. Since the property to be desig
nated under this provision is limited to property used in 
passenger service and since ConRail should not be 
placed in the position of having to cross-subsidize pas
senger operations, the FSP designates an option interest 
in certain of these properties in a manner intended to 
result in an adequate declaration of intent by the public 
authorities before action is taken on the option. 

Other Uses 

Section 206(c) (1) (E) provides that the FSP shall 
designate which rail properties eligible for transfer 

"if not otherwise required to be operated by the 
Corporation, a government entity, or a responsible 
person, are suitable for use :for other public purposes, 
including highways, other forms of transportation, 
conservation, energy transmission, education or 
health-care facilities, or recreation." 

Unlike the four previous categories of designation, 
this subparagraph does not provide for designation of 
specific conveyances. It instead provides USRA with an 
opportunity to recommend use of properties for other 
public purposes when the properties are not to be con
veyed under the Act. 

8 See In the Matter of Penn Central Transportation Co., etc., 384 F. 
Supp. 805, 981 (Special Court 1974) (opinion of McGowan, J.) 

These "other use" designations could be of impor
tance to the rail estates, because they have the effect of 
triggering the restraints set :forth in section 304 (b) ( 2) 
on the right to abandon rail properties not transferred 
under the Act. On the other hand, USRA is not well 
equipped to make sensitive judgments about the best 
uses of land in various localities, and it has not at
tempted to do so. Instead, when it has received respon
sible "other use" suggestions :for specific rail properties, 
it has designated the property as suitable, generally, 
for public purpose use and reported the specific sugges
tion, leaving it to others to make final determinations o:f 
appropriate uses and reasonable terms. The other use 
designations are set out in Part III of the FSP. 

Conveyances From Profitable Railroads 

Section 206 ( c) ( 2) provides that USRA shall desig
nate 

"which rail properties of profitable railroads op
erating in the region may be offered for sale to the 
Corporation or other profitable railroads operating in 
the region subject to paragraphs ( 3) and ( 4) of sub
section ( d) of this section." 

This section, under which USRA has designated a ma
jor acquisition by ConRail from the Chessie System, 
was designed primarily to facilitate negotiated acqui
sitions to complete the ConRail system. Both the offer 
by the profitable railroad and its acceptance by Con
Rail are voluntary, but a designation under this section 
permits the conveyance to be coordinated with other 
conveyances under the Act and to be vested, by virtue 
of section 601, with general exemptions :from certain 
requirements of other federal statutes. 

Joint Use 

Section 206 ( g) provides that 

"the final system plan may recommend arrangements 
among various railroads :for joint use or operation of 
rail properties on a shared ownership, cooperative, 
pooled, or condominium-type basis. The final system 
plan shall also make such designations as are deter
mined to be necessary in accordance with the provi
sions of section 402 or 403 of this Act." 

The first sentence of this provision reflects Congres
sional recognition that joint facility arrangements can 
contribute significantly to operating economies. It 
authorizes USRA to identify and recommend partic
ular arrangements other than those actually "desig
nated" in the FSP. Such recommendations may facili
tate subsequent implementation. 

The precise effect o:f the second sentence is unclear, 
because sections 402 and 403, which deal with rail sery
ice continuation subsidies and acquisition and modern
ization loans, do not call expressly for any designation 
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by USRA.9 Because of this ambiguity, no designations 
are made under that sentence. 

Values 

Section 206 ( f) provides that 

"the final system plan shall designate the value of all 
rail properties to be transferred under the final sys
tem plan and the value of the securities and other 
benefits to be received for transferring those rail 
properties to the Corporation in accordance with the 
final system plan." 

This section requires USRA to specify a vialue :for 
all rail properties to 'be transferred to ConRail (not 
properties to be conveyed to 'profitable railroads) and 
for the securities 'and other benefits to be received by 
the I'IMl estates :for these properties. The Act does not 
say how much detail is required, but the Association 
concluded tihat the Act's purposes would be best served 
by designating the total value for the rail properties 
o:f each estate to be conveyed under section 303, except 
for :further specific designations o:f properties trans
ferred under sections 206( c) (1) (B), (C) and (D). 

The V'aluation process is discussed, and the valuation 
designated, in Chapter 5. It is important to note here 
again, however, that :for the reasons stated in Chapter 5 
the offering prices to profitable railroads indioated in 
this chapter are not necessarily relev,ant to the valu
ation process involved in transfers to ConRail. More
over, no valuations or offering prices are required by the 
Act for designations pursuant to section 206 ( c) ( 2). 

The Conveyance Process Following the Final System Plan 

Arter the FSP has become effective, upon completion 
o:f a Congressional review 'pursuant to section 208, 
USRA has, under sootion 209 ( c), 90 days within which 
to deliver the FSP to the Special Court and to certify to 
that court that the transfer of rail properties in exchange 
:for securities o:f the Corporation (including any obli
gations o:f the Assochution) and other benefits is "fair 
and equitable and in the ·public interest." 

Section 303 provides that within 10 days ,a:fter the 
FSP is delivered to the Special Court, ConRail 1and the 
profitable railroads that are to receive transfers o:f 
propel'lty :from railroads in reorganization must deposit 
with the Special Court the securities and other oon
sidemtion to be paid :for the properties being trans
ferred. With a :further 10 days, the Special Court is 
required to order the conveyance o:f rail properties to 

•It might be possible to conclude that this sentence should be related 
to the language of subparagraph (A) of section 304(a) (1) and (2), 
in view of the reference in (A) to the designation of rail service in 
the Final System Plan. To do so, however, would create the anomaly 
of withdrawing the expedited discontinuance and abandonment pro
visions of section 304 from rail properties retained by the estates. 
The properties so designated would be required to remain in operation 
without the necessity for any subsidy offers under section 304(c). This 
htterpretation Is contrary to the basic scheme of the Act. There Is no 
apparent intent to compel the estates under th'! plan to operate non
viable retained rail properties without benefit of suitable financial 
support. 

ConRail and the profita:ble milroads. Only after the 
conveyance will the Special Court conduct proceedings 
to determine the value o:f the rail properties rand the 
consideration 1and decide whether the terms o:f convey
ance are fair and equitable to t:he railroads in reorgani
zation and neither more nor less than ,the constitutional 
minimum (see Chapter 5). 

The rail properties are required to be conveyed ":free 
and clear o:f all liens and encumbrances," except certain 
leases and agreements involving state, looal or regional 
transportation authorities, certruin public health and 
sanitation transactions, certain liens applicable to roll
ing stock and certain leases approved by a reorganiza
tion court. The liens and encumbrances to be eliminated 
are generally those in :favor o:f persons with claims 
against the estates o:f the railroads in reorganization. 
Property interests o:f third prsons, such as public utility 
easements and trackage rights agreements, are not elimi
nated by the transfers specified in the FSP. 

Discontinuance of Service 

Section 304 provides that any railroad in the Region, 
including a profitable railroad which transfers substan
tially all o:f its properties pursuant to the FSP normally 
may discontinue rail service on any remaining mil 
properties by giving 60 days' notice to the affected 
states, localities and shippers. After discontinuance 
o:f service, the railroad may, by :further steps, 'abandon 
the mil pmperties. 

There are two important exceptions to these general 
rules. First, under seotion 304, service must continue i:f 
a governmental entity, transportation authority or ship
per offers a subsidy covering 'avoidable costs and 1a re
turn on vialue, or offers to purchase the property. Sec
ond, under section 304 (a), estates must oontinue to 
provide service on lines i:f required by the terms of cer
tain existing arrangements with respect to commuter 
service. 

Only railroads in the Region transferring all or sub
stanti,ally all o:f the properties designated in the FSP 
:for such transfer have a right to discontinue service 
under section 304 unless they are offered a satisfactory 
subsidy. ConRail has no such right. Accordingly, other 
than situations where commuter service is operated over 
lines that are also viable :freight routes, the Association 
has not designated :for transfer to ConRail any prop
erties over which continued rail operations would re
quire a subsidy except by appropriate options. 

Present Ownership of Rail Properties Affected by 
the Act 

The "railroads in reorganization" in the Region are 
organized into seven systems, whose parent companies 
are Ann Arbor Railroad Company (AA), Erie Lacka
wanna Railroad Company (EL), Lehigh Valley Rail
road Company (LV), Penn Central Transportation 
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Company (PC), Reading Company (RDG), The Cen
tral Railroad Company of New Jersey (CNJ), and The 
Lehigh and Hudson River Railway Company (LHR). 
These seven "primary debtors", however, are by no 
means the only corporations whose properties are desig
nated for transfer in the FSP. On the contrary, it di
rectly affects properties now owned by more than 100 
corporations having various relationships with the pri
mary debtors. 

The Act establishes several ways in which the prop
erties of these corporations can be transferred to Con
Rail or a profitable railroad. First, rail properties of 
any "railroad in reorganization" (including, according 
to section 102 ( 10) , properties "owned, leased or other
wise controlled" by a railroad in reorganization) can 
be designated for transfer or conveyance. There are 15 
such corporations generally referred to as "secondary 
debtors," in addition to the seven primary debtors. Sec
ond, properties of railroads not themselves in reorgan
ization but "leased, operated or controlled" by a railroad 
in reorganization can be designated; there are about 25 
additional "leased" railroads and several "controlled" 
railroads whose properties are subject to designation 
under this provision even though not themselves in 
reorganization. Third, if a railroad in reorganization 
owns stock which confers control of, or other rights 
in rail properties "used or useful in rail transportation 
service," the stock is itself "rail property" and may be 
designated for transfer. Finally, where a railroad in 
reorganization owns, leases or otherwise controls 
leasehold, trackage rights, contract rights under oper
ating agreements, or other rights in assets belonging to 
a solvent corporation, these rights held by the estates 
may be "rail properties" subject to designation under 
the Act even though the solvent owner's interest cannot 
be reached. 

Leased Lines 

After the seven primary debtors, the best known 
and most important transferors :are the "leased lines". 
These are separate corporations, at least in a nominal 
sense, which, for reasons and upon terms that vary with 
their histories, have leased all or substantially all of 
their rail properties to one of the primary debtors for 
what is generally a long term. Nearly half of the route 
miles of right-of-way in the Penn Central system are 
owned not by Penn Central itself but by lessor com
panies. Reading also leases several important lines. 

In most cases, the lessee (Penn Central or another 
primary debtor) also owns all, a majority or a minority 
of the stock of the lessor corporation. Even in such 
cases, however, there often are creditors or minority 
shareholders of the lessor whose interests must be con
sidered. Further complic:ations are found in those cases 
in which a single lessor is owned by two or more cor
porations in the Penn Central family. 

The lease between the lessor and the primary-debtor 
lessee is an executory contract, which the Bankruptcy 
Act permits the lessee's trustees to affirm or disaffirm 
at their option. Affirmance requires payment of the rent, 
including rent deferred since bankruptcy commenced, 
whereas disaffirmance creates a new set of claims be
tween the lessor and lessee and means that some new ar
rangement must eventually be made for use of the prop
erty for rail service. Most of the leases of the primary 
debtors subject to the Act as yet have neither been af
firmed nor disaffirmed. In light of its broad design:ation 
authority, USRA has had to decide whether to desig
nate the leasehold or the fee ownership for transfer to 
ConRail. 

Secondary-Debtor Le(lSed Lines.-The class of lessors 
that present the fewest special problems, either of policy 
or of law, are the 15 leased lines whose stock is wholly 
or mostly owned by Penn Central and which have them
selves elected to enter Section 77 proceedings in conjunc
tion with Penn Central.1° These 15 corporations have 
themselves been determined to constitute "railroads in 
reorganization" within the meaning of the Act. Accord
ingly, their properties are designated in the same man
ner as properties owned by primary debtors. 

Non-Bankrupt Le(lSed Lines.-The remaining leased 
lines (more than 25 of them) have not filed petitions to 
reorganize under Section 77 of the Bankruptcy Act and, 
therefore, technically are not "railroads in reorganiza
tions".11 Since the sole or primary source of income of 
all the leased lines is the stipulated rent, which in almost 
all cases is not being paid, the distinction between the 
secondary debtor leased lines and the solvent leased lines 
is largely accidental : the leased lines that filed for re
organization under Section 77 are those a majority of 
whose stock was controlled by Penn Central and which 
were otherwise amenable to Section 77 proceedings. Al
though the other leased lines remain technically sol vent, 
their ultimate fates, no less than those of the secondary
debtor lessors, are bound to the fates of their lessees. 

10 These 15 secondary debtors are: Beech Creek Railroad, Cleveland 
& Pittsburgh Railroad, CCC & St. Louis Railway, Connecting Railway, 
Delaware Railroad, Erle & Pittsburgh Railroad, Michigan Central Rail
road, Northern Central Railway, Penndel Company, Philadelphia & 
Trenton Railroad, Philadelphia, Baltimore & Washington Railroad, 
Pittsburgh, Ft. Wayne ·and Chicago Railroad, Pittsburgh, Youngstown 
and Ashtabula Railway, Union Railroad Company of Baltimore, and 
United New Jersey Railroad & Canal. 

11 The non-bankrupt leased lines from which assets are transferred 
are: Chicago, Kalamazoo & Saginaw Railroad, Erie & Kalamazoo Rail
road, Erle & Pittsburgh Railroad, Fort Wayne & Jackson Railroad, 
Holyoke & Westfield Railroad, Kalamazoo, Allegan & Grand Rapids Rail
road, Little Miami Railroad, Mabouing & Shenango Valley Co., New 
York Connecting Railroad, Pennsylvania Tunnel & Terminal Railroad, 
Peoria & Eastern Railway, Troy & Greenbush Railroad Association, 
Ironton Railroad Co., Allentown Terminal Railroad, Delaware & Bound 
Brook Railroad, North Pennsylvania Railroad, Philadelphia Germantown 
& Norristown Railroad, Wharton & Northern Railroad, Mt. Hope Mineral 
Railroad, Dover & Rockaway Railroad, Raritan Terminal & Transporta
tion Company, Joliet & Northern Indiana Railroad, Mahoning Coal Rail
road, Trenton-Princeton Tracetlon Company, East Pennsylvania Rail
road, Port Reading Railroad, Plymouth Railroad, Wilmington & North
ern Railroad, Detroit Manufacturers Railroad, and Shamokin Valley and 
Pottsville Railroad. 



While the solvent leased lines are not "railroads in 
reorganization", their property, nevertheless, may be 
designated under the Act because it is property leased, 
operated and in most cases controlled by a railroad in 
reorganization. USRA examined the alternatives of 
designating the leasehold owned by Penn Central or an
other primary debtor or designating both the interest 
of the lessor and the interest of the lessee (so that the 
leasehold disappears). USRA chose the latter alter
native in all cases because of resulting lighter burdens 
on ConRail and, in general, because it seemed most con
sistent with the purposes and goals of the Act. 

Railroad Subsidiaries (Other Than Lessors) 

Penn Central and the other primary debtors have 
many railroad subsidiaries, not themselves in reorgani
zation, that own rail properties (some of them vital to 
system operations) which are not leased to primary 
debtors. Some of these subsidiaries, although not tech
nically "leased" to the primary debtors, are "operated" 
by one or mor13 railroads in reorganization under con
tract arrangements not amounting to a lease. The prop
erties of these companies can be designated under 
section 206 ( c) (1) because they are "operated" by a rail
road in reorganization. 

Some of the railroad subsidiaries are neither leased 
nor operated, but are controlled, by one or more rail
roads in reorganization. Section 206 ( c) ( 1) permits 
designation of rail properties of such "controlled" sub
sidiaries. A subsidiary is "controlled" for that purpose 
whenever railroads in reorganization own more than 50 
percent of its stock. Subject to one important exception, 
therefore, properties of these "controlled" subsidiaries 
are nevertheless available for designation for transfer 
in the FSP. 

The one exception is contained in the proviso to the 
definition of "rail properties" set out in section 102 ( 10) 
of the Act. If a subsidiary railroad which is not leased 
or operated and is less than wholly owned by a railroad 
in reorganization, is a Class I railroad, then its proper
ties are not "rail properties" for purposes of the Act. As 
a result of this exception, the properties of among other 
railroads, the Detroit, Toledo & Ironton Railroad the 
Pittsburgh & Lake Erie Railroad and the Indiana Har
bor Belt Railroad are not designated for transfer.12 

However, some or all of the properties of some 20 other 
nonlessor railroad subsidiaries, each of which is either 
~holly ?wned by one or more railroads in reorganiza
tion or is a Class II railroad, have been designated for 
transfer to ConRail or offered to a solvent railroad.13 

12 In addition a few terminal companies are Class I railroads and 
may be affected by this exception. ' 

13 These companies are : Chicago River & Indiana Railroad, Hudson 
River Bridge Company at Albany, Pennsylvania & Atlantic Railroad, 
Waynesburg Southern Railroad, South Manchester Railroad, Indian
apolis Union Railway, Union Depot (Columbus), New York '& Long 
Br~nch Railroad, Pennsylvania-Reading Seashore Lines, Raritan River 
Railroad, Niagara Junction Railway, Dayton Union Railway, Buffalo 
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A special situation is presented by the Norwich and 
Worcester Railroad, a noncontrolled, nonbankrupt line 
operated by the Penn Central. Formerly a leased line 
of the New Haven Railroad, its lease was disaffirmed by 
the New Haven trustees. Since inclusion of the New 
Haven as a condition of the Penn Central merger, Penn 
Central has operated the Norwich and Worcester's prop
erties pursuant to a provision in the ICC's order approv
ing the merger. Because its line is operated by the Penn 
Central, the Norwich and Worcester's assets are techni
cally rail properties subject to designation and convey
ance pursuant to section 206 ( c). The Norwich and Wor
cester has challenged this reading of the Act, however, 
and has asserted that its properties are not subject to 
conveyance. The Special Court will have the opportu
nity to settle this question in proceedings under section 
303 of the Act. The FSP offers the northern portion of 
the Norwich and W otcester's property to the Providence 
and Worcester Railroad (a small profitable railroad op
erating in the same general area) while the southern 
portion is transferred to ConRail. 'rhis designation 
to ConRail, however, is contingent. U within 60 days of 
the effective date of the FSP the Norwich and Worcester 
enters into an arrangement with another railroad (pre
sumably the Providence and Worcester) for the sale or 
operation of the designated properties, the designation 
to ConRail will not become effective and the Norwich 
and Worcester and the other railroad will be left free to 
implement their agreement outside the provision of the 
Act. If that does not happen, the Association recom
mends, pursuant to section 206(g), that ConRail and 
Providence and Worcester work out an arrangement 
whereby Providence and Worcester would operate the 
southern end of the line. Finally, to provide the Nor
wich and Worcester with the opportunity of demon
strating its competence to operate the line, the FSP 
provides that none of these designations of the line will 
be effective if within 60 days of the effective date of the 
FSP, the Norwich and Worcester has presented to 
USRA a sound plan to operate the line on and after 
conveyance date, which would maintain the same serv
ice coverage as the designations would provide. 

Feeder Railroads, Terminal Companies and Similar 
Entities 

There are several instances in which a railroad in re
organization owns a minority stock interest (along with 
other railroads) in a feeder railroad or terminal com
pany and has contractual operating rights with respect 
to its facilities. The properties of the railroad or termi-

Creek Railroad, Lehigh & New England Railway, Bay Shore Connecting 
Railroad, Baltimore & Eastern Railroad, Lackawanna & Wyoming 
Valley Railway, Rochester & Genessee Valley Railroad, and Central 
Railroad of Pennsylvania. In addition the FSP designates the transfer 
of assets from the West Jersey & Seashore Railroad, a railroad con
trolled by Pen Central and presently leased to Pennsylvania-Reading 
Seashore Lines. 
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nal company itself are not subject to conveyance under 
the Act, because the terminal company is neither in re
organization nor leased, operated or controlled by a rail
road in reorganization. The stock interest in the railroad 
terminal company and any operating rights held by the 
railroad in reorganization, however, are "rail proper
ties" subject to conveyance. They are not only "used or 
useful in rail transportation service" but are frequently 
indispensable to it. The Act, of course, explicitly con
templates the designation of intangible rail property, 
such as "rights". Accordingly, there are 12 cases in 
which stock interests and operating rights 14 in a termi
nal company are designated for transfer 15 including 
the stock interest in, and the operating agreement with 
the Indiana Harbor Belt Railroad which, although con
trolled by Penn Central, is a Class I Railroad affected 
by the proviso in section 102 ( 10). In a similar situation 
so as to preserve ConRail's position in the important 
Potomac Yard, the FSP designates PC's contractual 
agreement with RF&P affecting the yard and an option 
to acquire PC's 16% stock interest in the Richmond
Wa.shington Company, RF&P's parent. This option 
will only be exercised if further analysis of the perti
nent agreement shows that ownership of the stock in
terest is necessary to preserve ConRail's position at 
Potomac Y ard.16 

There are other special situations in which similar 
designations are made. For example, Penn Central (it
self and through Michigan Central, a secondary debtor) 
owns, operates and controls certain leased lines located 
in Canada. The stock ownership and leasehold interests 
in those companies are subject to transfer under the Act, 
although the fee ownerships of these Canadian entities 
themselves may not be reachable. Penn Central has said 
it would like to sell these properties to the Canadian 
National, reserving trackage rights to ConRail.17 Ca
nadian National has agreed in principle to this arrange
ment. Under that proposal, if the sale to Canadian Na
tional is completed before conveyance, then ConRail 

"The stock interests and operating rights so designated do not 
include the separate agreements by which the transferors have guar
anteed funded debt or other obligations of the terminal companies. 

15 These companies are: Akron and Barberton Belt (PC interest to 
ConRail, E-L interest to Chessie) Belt Railway of Chicago, Illinois 
Terminal Railroad, Peoria & Pekin Union Railway, TRRA of Saint Louis, 
Detroit Terminal Railroad, Toledo Terminal Railroad, Indiana Harbor 
B~lt Railroad, Norfolk & Portsmouth Belt Line Railroad, Chicago & 
\\ estern Indiana, Calumet \Vestern and Lake Erie & Eastern Railroad. 
In the case of Chicago & Western Indiana, ConRail w!Il receive EL's 
stock Interest which carries with it the right to use the properties. 
USRA recommends that the railroads owning C&WI also permit Chessle 
access to Its Chicago lntermodal terminal now used by EL. 

16 A similar optional designation has been made for Penn Central's 
stock Interest in Lakefront Dock & Terminal Railroad Co. The FSP 
also designates Penn Central's contractual operating rights with respect 
to that company, 

17 The companies affected are the Canada Southern Railway Company, 
Detroit River Tunnel Company, and the Niagara River Bridge Com
pany. A fourth Canadian line, the St. Lawrence & Adirondack Railway 
is not included in the proposed transaction. Consequently, the plan 
designates the fee interest, or alternatively as discussed in the text 
Penn Central's stock and leasehold interest for transfer to ConRall. ' 

·would obtain trackage rights directly from Canadian 
National. 

The FSP designates for transfer to ConRail the 
assets of these entities, including fee ownership of the 
assets situated in Canada. Because of the legal question 
as to the reach of the Act, the FSP designates in the 
alternative the stock and leasehold interests of the Mich
igan Central and Penn Central in these companies for 
transfer to ConRail. This alternative designation shall 
be effective only if it is determined that the fee con
veyances specified in the FSP of assets located in 
Canada cannot be effected under the Act. Both of these 
designations are conditional, however, and will not be
come effective if within 60 days of the effective date of 
the FSP there is a binding agreement for sale of those 
companies which reserves to ConRail trackage rights 
which, in the judgment of USRA, would produce op
erating and capital costs for ConRail similar to those 
under the designation and which are otherwise in accord 
with the needs of ConRail. 

The milroads in reorganization also hold stock in
terests in certain companies which, in effect, provide 
pooled equipment arrangements (such as Trailer Train 
Company and Fruit Growers Express) in which the 
stock interests themselves will be "useful" to ConRail 
in providing rail transportation service and are, there
fore, designted for transfer.18 Finally, the FSP desig
nates Penn Central's stock interests in the Monongahela 
Railroad and the Pittsburgh Chartiers and Y oughio
gheny Railroad to be transfered to ConRail so as to 
preserve established competitive patterns.19 

Nonrailroad Subsidiaries 

The railroads in reorganiZ:ation have certain subsidi
aries, primarily trucking companies, which are not 
railroads but which own properties "used or useful" 
in rail transportation service. One important example, 
not involving a trucking compan;y, is the part of Buck
eye Yard owned by Manor Real Estate, a wholly owned, 
nonrail subsidiary of Penn Central. 20 Such properties 
are within the definition of rail properties in section 102 
( 10) of the Act, because, although not owned or leased 
by a railroad, they are "otherwise controlled" by the 
parent railroad in reorganization through stock owner
ship. 

18 The Penn Central stock interests In Trailer Train and Fruit Grow
ers are designated to ConRail. Reading and EL also own stock interests 
in Trailer Train ; these have been deemed useful to Chessie and desig
nated accordingly. If Chessie does not accept the olfer, an alternative 
optional designation Is made to ConRail, pursuant to which ConRall 
would acquire these stock Interests only if an approprla te arrangement 
could be made with other members or with Trailer Train ensuring that 
ConRall would not bear an inequitable share of the financial burden of 
acqu!si tlon. 

,. The FSP also offers the Reading's stock Interests in the 
Washington and Franklin Railway and Baltimore & Cumberland Gap 
Extension Railroad, the PC's stock interest in the Nicholas, Fayette 
& Greenbriar Railroad to Chessie, and the PC's stock interest in Wilkes
Barre Connecting Railroad to D&H. 

20 The FSP also designates for transfer to ConRall PC's contractual or 
other rights to use the land owned by Manor underlying Buckeye Yard. 
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Section 206 ( c) ( 1) authorizes USRA to designate 
rail properties "of railroads in reorganization in the 
region". USRA has concluded that where properties 
formally belonging to a non-railroad subsidiary are in 
fact used as an integral part of the parent's railroad 
operations and where the subsidiary is wholly or almost 
wholly owned by the parent, the properties may be con
sidered properties "of" the parent for purposes of this 
section because they are "otherwise controlled" by the 
parent. 

Both the Reading and the Penn Central have 
trucking company subsidiaries. The FSP desig
nates for transfer to ConRail all assets of Pennsylvania 
Truck Lines, including PC's and Penn Truck Lines 
leasehold interest in all highway revenue and other 
equipment owned by another PC subsidiary, Excelsior 
Trunk Leasing Company, subject to the lease designa
tion standard described below. The operations of Penn 
Truck are integral with Penn Central's intermodal serv
ices. Reading Transportation, on the other hand, func
tions mostly as a motor carrier independent of Read
ing's rail freight services. Consequently, Chessie is 
offered only Reading's leasehold or contractual interests 
in assets of Reading Transportation Co. 

Leasehold and Other Interests in the Assets of Another 
Entity 

There are several different situations in which a rail
road in reorganization holds ·a leasehold or other limit
ed interest in properties belonging to another entity, 
where USRA either cannot or has chosen not to desig
nate the owners' interest for transfer. An example is 
the railroad's interests as lessee of rolling stock and 
other equipment from equipment leasing companies con
trolled by or affiHated with the Penn Central corporate 
family. In all cases the FSP designates only a transfer 
of the railroad's interest as lessee,21 under the lease 
designation standards described below. 

In one special situation, the Lehigh Valley leases the 
Lehigh and Susquehanna Railroad (L&S) from the 
Lehigh Coal and Navigation Company (LC&N) 
which is not a railroad. In 1962, LC&N sold the under
lying fee interest to the Reading subject to LC&N's 
right to receive the leasehold income until 1997. Section 
303 (b) ( 4) of the Act prohibits designation of the leased 
properties unless the transferee assumes the terms and 
conditions of the lease. Under the circumstances, the 
FSP designates for transfer to ConRail the Lehigh 
Valley's leasehold interest and the reversionary interest 
held by the Reading. 

There are other special situations in which leasehold 
or other special interests have been designated for trans
fer to ConRail. Penn Central, for example, holds lease-

11 Associates of the Jersey Company, Delaware Car Leasing, DTB, 
Inc., GSC Leasing Corp., GreenCar Corp., General Car Leasing Co. and 
Pennsylvania Car Leasing Co. 

hold interests which are in the nature of operating 
agreements in the Amsterdam, Chuctanunda and North
ern Railroad and in the Central Railroad Co. of Indian
apolis. Although the properties of these two entities 
could be designated directly for transfer, USRA be
lieves it is more desirable to preserve the existing op
erating relationship and therefore has designated only 
Penn Central's contractual rights for transfer to 
Con Rail. 

Entities Whose Property is Not Designated 

Finally, to complete this review of the entities that 
comprise the corporate families of the railroads in re
organization, there are approximately 80 corporations 
affiliated with railroads in reorganization, primarily 
corporations in the Penn Central system, whose proper
ties and property int~rests are not to any extent desig
nated for transfer under this plan. They include six 
operating railroads 22 and six terminal companies,23 

whose present operations will not be affected by the 
Act's conveyance process; they include 12 subsidiaries 
or affiliates with primarily rail assets,24 which are af
fected in various ways by the conveyance process; the 
balance are affiliates or subsidiaries with primarily non
rail assets, including such important enterprises as the 
Pennsylvania Co. and its subsidiaries •and affiliates 25 

and the principal real estate companies and other non
rail enterprises owned by each of the railroads in 
reorganization. 26 

.. Operating railroads: Pittsburgh & Lake Erle Railroad, Central 
Indiana Railway, Fairport, Painesville & Eastern Railroad, Toronto 
Hamilton & Buffalo Railway and two operating railroads controlled 
or aftlllated with the Pennsylvania Company, the Detroit, Toledo & 
Ironton, and the Toledo, Peoria & Western Railroad. 

23 Terminal Companies : Akron Union Passenger Depot, Chicago Union 
Station, Cincinnati Union Terminal, Washington Terminal Company, 
Union Belt of Detroit, and Cleveland Union Terminals Company. 

"Subsidiaries: Waynesburg & Washington Railroad, Owasco River 
Railway, Fort Wayne Railway, Mackinac Transportation Co., Tylerdale 
Connecting, Pittsburgh & Cross Creek Railroad, Pullman Co., Cleveland 
Technical Center, North Brookfield Railroad, Pittsburgh-Philadelphia 
Transportation Co., and Jersey Central Transportation Co. In the case 
of the New York & Harlem Railroad most of its rail properties are 
subject to a Jong-term lease with the Metropolitan Transportation 
Authority In New York. The FSP designates to ConRall the trackage 
rights reserved by Penn Central under the agreement with MTA. In addi
tion, the FSP designates to ConRall a trackage right from Penn Central's 
leasehold covering 8.1 miles of line needed f<lr freight operation out
side the area covered by the agreement with MTA . 

.. Arv!da Corporation, Buckeye Pipeline Company, Clearfield Bitumi
nous Coal Company, Cambria & Indiana Railroad, Great Southwest 
Corporation, Madison Square Garden Corporation, Penn Towers, Strick, 
Inc., and Transport Pool Corporation. 

20 Excelsior Truck Leasing Co., East Hartford Freight Co., Chicago & 
Harrisburg Coal Co., Dispatch Shops, Inc., Green Real Estate, Manor 
Real Estate Co. (except for Buckeye Yard), New York Central Devel
opment Co., Penn Central Park Co., Penndlana Improvement Co., Mer
chants Dispatch Transportation Co., Providence Produce Warehouse, 
Realty Hotels, Terminal Realty Penn Co., Western Warehousing Co., 
American Contract Co., Delbay Corp., Mayret Corp., Ambler Container 
Co., Eastern Real Estate Co., Philadelphia Reading & Pottsville Tele
graph Co., Reading Dispatch Co., Rydal Equipment Co., Commun!paw 
Central Land Co., Black Diamond Transport Co., Consolidated Real 
Estate Co., United Real Estate Co., Abalan Corp., Harlem Transfer Co., 
Hoboken Ferry Co., Erie Land & Improvement Co., Erle Land & Im
provement Co. of Pa., Hudson Realty Co., Lawroy Land Co., North

western Mining & Exchange Co. of Erle, Pa., and Pennsylvania Coal Co. 
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Acquiring Entities 

Section 206 ( c) of the Act identifies five entities or 
groups of entities as eligible to acquire rail properties 
under the Act. This section will describe each of those 
entities. 
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Con Rail 

ConRail will acquire most of the rail properties. It is 
referred to in the Act as the "Corporation", identified 
in section 102 ( 3) under its full name, "the Consolidated 
Rail Corporation," required to be established under sec
tion 301 of the Act. ConRail was incorporated under 
the laws of the State of Delaware on October 25, 1974. 
Under present law, its board of directors, until ConRail 
stock is distributed by the Special Court, is comprised 
of the members of USRA's executive committee.27 

Transfers of rail properties to ConRail are authorized 
by section 206(c) (1) (A). 

Profltable Railroads 

Sections 206 ( c) ( 1) ( B) and 206 ( c) ( 2) authorize 
offers of rail properties to profitable railroads operating 
in the Region. A profitable railroad is defined by sec
tion 102(9) to include, with two exceptions, only a rail
road that is neither a railroad in reorganization nor a 
railroad leased, operated or controlled by a railroad in 
reorganization in the region. The two exceptions are 
ConRail and the National Railroad Passenger Corpo
ration which are specifically excluded from the defini
tion. Offers of rail properties to profitable railroads are 
included under the FSP as "coordination projects". 
To implement decisions on industry structure, offers of 
rail properties are made to the following profitable 
railroads: 

• Chessie System,28 

• Norfolk & Western, 
• Southern Railway, 
• Grand Trunk Western, 
• Delaware & Hudson, 
• Toledo, Peoria & Western, 
• Pittsburgh & Lake Erie and 
• Detroit, Toledo & Ironton 

A general description of the rail properties which are 
offered to each of these profitable railroads pursuant to 
USRA's industry structure decisions has already been 
set forth in Chapter 1. Details of the designations are 
set forth in this chapter and in the accompanying 
appendix. 

In addition to the offers to profitable railroads pur
suant to USRA's industry structure decisions, a large 
number of other offers of rail properties to profitable 

"'As discussed in Chapter 4, legislation Is being proposed which 
would provide a different arrangement. 

28 The name "Chessle" will be used for designations to any railroad 
within the Chessle System, which may be eligible to be a designee. 

railroads, as well as some transfers to ConRail are 
included as part of the coordination projects and minor 
extensions of markets considered next in this chapter. 

Some coordination projects, not involving property 
transfers, are designed to achieve economies in the cost 
of rail operations. Sections 202(b) (5) and 206(g) di
rect USRA to consider methods and recommend ar
rangements to achieve such economies by means such as 
consolidations, pooling and joint use of lines, facilities 
and operating equipment, and abandonments. Some 
coordination projects are necessary to implement basic 
decisions on industry structure involving competitive 
balance and patterns of service. 

Appendix D to the Preliminary System Plan (PSP) 
described four types of coordination projects. Those 
four categories, plus another, which is included in 
Section F of the appendix are: 

• Trackage coordinations, including acquisitions, in
volving minor market extensions. (PSP app. D-1) 

• Light density lines that will not be transferred to 
ConRail but are offered to profitable railroads that 
cross or connect with the lines. (PSP app. D-2) 

• Acquisitions by profitable railroads involving ma
jor market extensions. These are a key part of the 
overall industry structure already discussed in 
Chapter 1. (PSP app. D-3) 

• Offers of sale from profitable railroads to ConRail. 
These involve projects ranging from relatively 
minor local matters to major undertakings includ
ing ConRail's acquisition from the Chessie System 
of trackage or rights between Washington and 
Philadelphia as described in Chapters 1 and 2. 
(PSP app. D-4) 

• Section 206 (g) "joint use" or "operation" recom
mendations. This category was not included in the 
Preliminary System Plan. These recommendations 
are not covered by the provisions of the Act exempt
ing actions taken to implement the FSP from 
certain specified statutory requirements. The recom
mendations will therefore require, where aippli
cable, ICC approval unless Congress chooses to 
implement them through appropriate legislation. 

Section 202 (b) ( 5) intersects with several other pro
visions of the Act. Since the method selected to imple
ment the section generally involves a transfer or con
veyance of rail property, such transfers are designated 
under section 206 ( c). The appendix listings of the des
ignated properties identify the transferor, the offeree 
or transferee, the project numbers used in the PSP, the 
nature of the interest designated and, where applicable, 
they specify the price. In each case the specified price, 
unless otherwise stated, contemplates that the compen
sation will be cash or other consideration reasonably 
equivalent to cash in the stated amount. Section G of the 
appendix to this chapter contains a separate recapitula-
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tion of all "coordination projects" correlating them 
with the project numbers used to identify the same 
projects in the PSP. 

Where the project involves an acquisition by a profit
able railroad, completion of the project within the 
framework of the Act (rather than through the statu
tory procedure set forth in the Interstate Commerce 
Act) requires: 

• A determination by USRA (in the Preliminary 
System Plan) that the project would not materially 
impair the profitability of other profitable rail
roads or Con Rail (section 206 ( d) ( 3) (A) ) 

• A determination by the ICC of compliance with 
the provisions and standards of Section 5 of the 
Interstate Commerce Act (section 206 ( d) ( 3) ( B) ) 

• Designations in the Final System Plan, where ap
propriate, of offers to profitable railroads (section 
206(c) (1) (B)) 

• Acceptance of offers within 30 or 60 days of the 
effective date of the Final System Plan (section 
206(d)(4)) 

The section 206 ( d) ( 3) determinations have been 
made as required by the Act. USRA's determinations 
were made in the Preliminary System Plan dated Feb
ruary 26~ 1975~ a correction notice dated April 7, 1975 29 

and the Preliminary System Plan Supplement dated 
May 19, 1975. The ICC's section 206(d) (3) determi
nations were set forth in its report in Ex Parte No. 293 
(sub-No. 4), Acquisition of Rail Properties by Profit
able Railroads in the Region as Proposed by the United 
States Railway Association, served May 27, 1975; in 
an order served June 27, 1975; and by a further order 
dated July 16, 1975. 

Since publication of the PSP, USRA has continued 
its review of the projects. It actively participated in the 
ICC proceedings, specifically supporting 33 projects 
and providing detailed traffic information on the PSP 
appendix D-2 projects. In addition, USRA continued 
to discuss the projects with the affected railroads for 
the purpose of gathering additional information and 
determining whether the profitable railroads have or 
retain any serious interest in pursuing individual 
projects. Also, USRA reviewed all submissions to the 
ICC and to the RSPO and all letters and comments 
concerning the projects forwarded directly to USRA. 
Finally, USRA revised the projects as required to con
form with the determinations of the ICC. 

In its review, USRA considered three principal fac
tors in determining whether a coordination project 
would be included in the FSP: 

• any adequate interest by the participating rail
roads; 

• whether implementation of the project would re-

29 40 Fed. Reg. 16337. 

sult in increased efficiency of rail operations in the 
Region, would enhance or preserve rail service, or 
would preserve competition and existing patterns 
of operations to the extent consistent with the other 
goals of the Act; and 

• whether implementation of the project would have 
an undue adverse impact on the profitability of 
ConRail or of other railroads operating in the 
Region when balanced against the listed benefits. 

The coordination projects selected for inclusion 
are listed in the appendix. The 24 projects that are of 
more than routine interest to the industry structure dis
cussed in Chapter 1, are described below: 

Transfers to Ohessie Systeni.-Eight coordination 
projects included in the FSP involve acquisitions by the 
Chessie System to implement and round out the in
dustry structure described in Chapter 1. Not all of these 
projects are essential to the industry structure but all 
bear on the efficient operation of the expanded Chessie 
System that will be created if Chessie accepts the des
ignated offers. The projects include USRA-1, USRA-7, 
CS-5, CS-12, CS-19, PA-9, WV-1 and NY-1. 

Project USRA-1, as stated in the PSP, involved thP. 
aquisition of all of the rail properties of the Erie 
Lackawanna by Chessie. The purpose of the project 
is to preserve competitive rail service in a major portion 
of the Region. In discussions with Chessie after the 
PSP was published, USRA found that Chessie >vas 
sufficiently interested to warrant an offer of all Erie 
Lackawanna trackage and railroad facilities except: 

• All Erie Lackawanna lines from Sterling, Ohio, 
west, 

• Non viable light density lines, other than those 
which could be needed as through freight routes 
and those which would become viable as a result of 
inclusion in the Chessie System, and 

• All lines on which passenger services are operated, 
other than Cleveland-Youngstown. The lines on 
which passenger service is provided would be trans
ferred to ConRail if such lines are viable freight 
lines. Hnot, they would be left with the Erie Lacka
wanna estate or be made available for acquisition 
by commuter authorities. Chessie would be granted 
trackage rights for freight service on all Erie 
Lackawanna lines designated for transfer to Con
Rail. Chessie would not operate freight service, 
on nonviable branch lines, unless it would be sub
sidized. 

Acceptance of the offer would preserve competitive 
rail service from Central Ohio and Buffalo, N.Y. across 
the southern tier of New York to northern New Jersey. 
The Chessie System presently includes a main line be
tween Ohio and Chicago. Acquisition of the Erie Lacka
wanna west of that point is, consequently, unnecessary 
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to preserve competition bet\veen that area and northern 
New Jersey.30 

Project CS-5 involves the acquisition by the Che.ssie 
System of the lines of the present Reading Railroad be
tween Lurgan, Pa., and Allentown, Pa. and between 
Lurgan, Pa., and Philadelphia, Pa., via Reading, Pa. 
In addition, Chessie would acquire the line from Read
ing, Pa., to Wilmington, Del. Project CS-5 also con
templates the extension of Chessie's operations beyond 
Allentow11 to the Perth Amboy /Elizabeth port area. As 
a result of negotiations conducted after the PSP \Vas 
issued, USRA and Chessie agreed that Chessie would 
acquire substantially all of the properties of the Read
ing except: those lines over which communter trains are 
operated; nonviable light density lines other than those 
required for Chessie through freight routes; the Read
ing car ferries at Pigeon Point (Wilmington); and the 
lines north of Reading (Belt Line .Jct.), Pa. Chessie 
would acquire trackage rights and perform all local 
freight senice over commuter lines in commuter terri
tory only 'vherc freight service would be self-sustaining, 
and would acquire trackage rights for the operation of 
through and local freight trains over the lines between 
Reading and Philadelphia and Philadelphia and Bound 
Brook, with ConRail operating only through freight 
service. In" addition, Chessie would be granted trackage 
rights by ConRail over the former CN.J and LV lines 
from Allentown/Bethlehem, Pa., to Bound Brook, N.J., 
and from Bound Brook to Elizabethport, N.J. ConRail 
would retain overhead trackage rights on the lines to be 
conveyed to Chessie bebveen Harrisburg and Reading 
and Reading and Allentown, and would own the lines 
between Reading and Philadelphia and Philadelphia 
and Bound Brook. ConRail would not be permitted to 
serve the Al1entown-Bethlehem markets through the 
Philadelphia-Reading, Harrisburg-Reading and Read
ing-AllcntmYn lines, and would be limited to serving 
certain pockets of local industries on former PC from 
the Reading-Philadelphia line. 

Project USRA-7 involves an offer to Chessie of track
age rights over the Lehigh Valley Pittston ( Coxton), 
Pa. to Allentown, Pa. line which is transferred to Con
Rail. The purpose of these tracka.ge rights is to tie to
gether Chessie's acquisition of the Erie Lackawanna 
properties east of Sterling, Ohio, and its acquisition of 
the Reading properties described in Project CS-5. 

Projects CS-12 and CS-19 involve offers to Chessie 
of the properties of the Penn Central located between 
Nitro (Charleston) and Swiss, between Blue Creek and 
Hitop, and the Peters Creek Branch between Peter's 
Junction and Cornelia, all in West Virginia. Acquisi
tions of these properties by Chessie would permit early 
rehabilitation and result in a more efficient routing of 

80 USRA recommends the Chicago and Western Indiana Railroad, in 
which EL has a stock interest designated for transfer to ConRall, 
grant Chessie Interim use of the EL lntermodal terminal In Chicago. 

the traffic presently served by Penn Central in the 
Charleston area. 

Project PA-9 involves the acquisition by Chessie 
of trackage rights over the present Penn Central line 
between Hagerstown, Md. and Shippensburg, Pa., a 
line transferred to ConRail. This would result in more 
efficient use of trackage by combining two parallel fa
cilities, and provide safer operations by eliminating 
several dangerous grade crossings. The increased effi
ciency is important since additional traffic would be 
moving over this line as a consequence of the proposed 
sale of B&O's line between Washington and Philadel
phia and the anticipated shift of much Northeastern 
traffic to the Hagerstown-Reading-Philadelphia line. 

Project WV-1 involves the acquisition by Chessie of 
the Penn Central line between Winchester, Va. and 
Hagerstown, Md. This would permit more efficient 
movement of the B&O/C&O trains operating from 
Baltimore and Washington west to :Martinsburg and 
then north to Harrisburg and other points on the 
Chessie System. The more efficient operating pattern 
that would result from this would enable Chessie to re
tain a more competitive north-south route after selling 
its Washington-Philadelphia line to ConRail. In addi
tion, the project would enable Chessie to provide sub
stantially more efficient local service in the Martins
burg and Winchester areas. 

Project NY-1 involves the acquisition by Chessie of 
trackage rights over the Penn Central Buffalo to Roch
ester, N.Y., lines which are transferred to ConRa.il. 
Chessie has filed an application with the ICC for the 
abandonment of its line from Ashford to Leroy, N.Y., 
except for the portion at Silver Springs which Chessie 
would continue to serve from an E-L line it is acquir
ing under Project USRA-1. Traffic presently moving 
over the B&O to Rochester would move via Buffalo and 
the classification yard there in which Chessie would 
acquire Erie Lackawanna's interest as part of the acqui
sition under USRA-1. This would enable the B&O to 
conduct operations over a consolidated route structure, 
furnish ConRail with additional revenues, and provide 
B&O shippers located in Rochester with more efficient 
service. Alternatively, C'hessie could accomplish the re
structuring of its Rochester area service by acquiring 
and usincr an EL line instead of the trackage rights over 

b 

ConRail proposed in this project. 
Projects irnvolving the D&H.-Four projects in

cluded in the Final System Plan are designed to protect 
the existing southern and western connections of the 
D&H and to establish a direct connection to the D&H's 

' corporate parent, the Norfolk & Western. D&H is a 
small railroad that provides a key link on routes that 
would provide competition to ConRail on traffic moving 
to and from New England. Project D&H-1 would pro
tect D&H's traditional routings via the Chessie System 
and the trunk line railroads operating south of Potomac 
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Yard (routings that will be broken with inclusion of 
Lehigh Valley in OonRail) by offering trackage rights 
to D&H over lines of several estates that will be trans
ferred to ConRail between Dupont and Allentown, Pa. 
Alternatively, if Chessie should elect not to accept the 
offer described in CS-5, D&H trackage rights would 
be extended under this project, to Alexandria, Va. 
Project N&W-2, and the related project USRA-6, 
would preserve the feeder patterns of D&H traffic at 
Wilkes-Barre by extending D&H into Harrisburg, for a 
better interchange with ConRail and for a direct con
nection to N&W which would be established by bringing 
N & W north from Hagerstown, Md. 

Similarly, under Project USRA-8, D&H would be 
granted trackage rights between Binghamton and Buf
falo, N.Y. over the lines of the Erie Lackawanna if 
Chessie should decide not to acquire the properties to 
be offered it under Project USRA-1. 31 Implementation 
of these projects would help preserve the independence 
of the D&H and assure competitive rail service to New 
'England. 

Projects Involving the Norfolk & Western.-One 
project involving the N&W, N&W-2, has been de
scribed earlier in the industry structure chapter dis
cussion of the role 'Of the D&H. Two other projects, 
OH-12 and OH-13, involve the transfer to N&W of 
Penn Centml trackage between Cincinnati, Ohio and 
New Castle, Ind. Implementation of these projects 
would enable the N&W more directly to tie together its 
system and reduce substantially its route mileage be
tween St. Louis and Norfolk. A portion of these projects 
involves the transfer of existing Penn Central trackage 
rights over the B&O to N&W, a transaction that may 
require B&O's consent. 

Projects Involvitng the Southern.-Project SOU--4 
involves the acquisition by the Southern Railway of 
virtually all of the lines of railroads in reorganization 
south and east of the present Penn Central passenger 
corridor at Wilmington, Del., except lines in Wilming
ton currently served by Reading. Southern would also 
acquire the present Reading float operations between 
Pigeon Point, Del., and certain points in southern New 
Jersey, and trackage rights over certain Reading lines 
in the Wilmington area that are being acquired by 
Chessie. Implementation of this project would provide 
mainline rail service to many points on the Delmarva 
Peninsula that would otherwise not be served by Con
Rail. ConRail could not reha;bilitate these lines in any 
reasonable period, considering its other priorities and 
limited resources. 

Projects Involving the Grand Trunk Western.
Three projects included in the Final System Plan in
volve acquisitions in the state of Michigan, north of 

31 USRA will propose an amendment to the Act to resolve any doubts 
concerning whether this form of designation is presently authorized. 

Detroit, by the GTW. Project GTW-7 would extend the 
GTW to Midland, Mich., presening service on a Penn 
Central line that might otherwise be located on the 
periphery of the ConRail System. Under Project 
GTW-6, the present Penn Central properties in the 
Saginaw-Bay City area \Vould be transferred to GTW. 
Both projects would be implemented by a single offer to 
GTvV; it could strengthen that railroad, preserve com
petition and result in better service in these markets than 
could be provided by Conllail. As in the case of the Del
marva project, ConRail could not rehabilitate these 
lines in any reasonable time frame, considering its other 
priorities and limited resources. A third, alternative 
project, Project MI-5, involves the consolidation of cer
tain Penn Central and GTW properties in the Bay City 
area. This project could be implemented internally by 
GTW only if Projects GTW-6 and GTW-7 are imple
mented, and by ConRail and GTW if they are not. 

Projects Involving Smaller Railroads Designed to 
Preserve Ea~isting Patterns of Rail SeP1;ice.-Four 
projects included in the Final System Plan involve 
extensions of lines of smaller railroads to preserve exist
ing service patterns and to improve those railroads' 
prospects for continued solvency. Project P&LE--4 in
volves the extension of the Pittsburgh & Lake Erie to 
Ashtabula, Ohio, through the designation of trackage 
rights over Penn Central from Youngstown to Ashta
bula via Mann, Ohio, a line which is transferred to Con
Rail. P&LE would also acquire a joint interest with 
ConRail in the facilities at Ashtabula. Implementation 
of Project P&LE--4 would improve P&LE's competi
tive posture and result in an equitable apportionment of 
rehabilitation costs of the Ashtabula Docks among the 
major railroads serving the Ashtabula-Youngstown
Pittsburgh market. In Project P&LE-10, P&LE is 
offered a Penn Central line that would enable it to 
reach 'Veirton, W. Va. and in a related coordination 
recommendation, trackage rights over a ConRail line to 
Follansbee, ,V. Va. 

Project TPW-1 involves the extension of the Toledo, 
Peoria and Western to the Logansport area to preserve 
its existing connection with the future ConRail System. 
Project DT&I-1 involves the acquisition by the DT&l 
of trackage rights between Springfield and Cincinnati, 
Ohio via Dayton and Springfield. In the PSP the Asso
ciation found that the extension of the DT&I's single 
line operations from Springfield to Cincinnati would 
not materially impair ConRail's profitability or that of 
any other carrier in the Region. The ICC made a similar 
determination under section 206 (cl) ( ;3). After careful 
review of all available information, USRA decided 
that the impact of this project on ConRail and Chessie 
would not be so severe as to warrant denying DT&I an 
opportunity to preserve its existing patterns of service 
in a manner more directly subject to DT&I's control 
than the present run-through operations it conducts 
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with the Penn Central between Springfield and Cincin
nati. 
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Projects in Western lndiana.-A number of coordi
nation projects are involved in the major restructuring 
of ConRail operations in the Terre Haute-Chicago and 
Indianapolis-Chicago markets described in Chapter 1. 
Briefly, these projects involve the rerouting of Con
Rail north/south traffic over portions of the Louisville 
and Nashville, the Milwaukee, and the Baltimore and 
Ohio. The projects include IL---26, IL---27, IN---20, IN---21, 
and IN---22. l£ these projects are implemented, service 
would improve because of better operating conditions. 

Joint Designations to ConRail and Profitable Railroads 

To achieve the desired industry structure and to as
sure appropriate coordination of the operations of two 
carriers at particular points, it has proved necessary to 
make "joint designation" of certain lines, including 
yards and terminal facilities as well as tracks. In most 
such cases, the FSP designates the ownership interest 
(or whatever lesser interest the transferror has) to go 
to ConRail, but subject to trackage and other rights 
also being transferred on specified terms in favor of a 
specified profitable railroad.32 As a correlative designa
tion, the FSP offers the trackage rights on the described 
terms to the profitable railroad; if the profitable rail
road declines the offer, there is an alternative designa
tion to ConRail. The result, in each case, is that the line 
will either be divided, with ownership to ConRail or a 
profitable railroad and trackage rights to the other par
ticipating railroad (or, alternatively to ConRail if a 
profitable railroad declines the off er), or it will go 
entirely to ConRail or the profitable railroad offered the 
ownership interest. 

Although the Act does not refer expressly to joint 
designations, there can be little doubt of USRA's au
thority to make designations of this sort. In the first 
place, it is clear that rail properties include trackage 
rights. The definition of rail properties in section 102 ( 1) 
uses the word "rights," and the legislative history ex
plains that "rights would include trackage rights or 
the right to use other facilities .... " 33 

Simple logic also establishes that USRA can, where 
required by the purposes of the Act, designate the 
totality of interests in property in two bundles. An 
owner of the property (as a matter of property law) 
can normally make such a division, and nothing in the 
Act or its legislative history suggests that USRA's 
powers of designation unde~ section 206 ( c) ( 1) are more 
restricted than the rights of an owner. On the contrary, 
in a closely related context described in the next section 
of this chapter, the Act explicitly contemplates that 

32 There are a few joint designations where the fee ownership is 
offered to a profitable railroad with trackage rights designated for 
ConRail or a profitable railroad. 

33 S. Rep. No. 93-601, 93d Cong., 1st. Sess., p 20 (1973) 

Northeast Corridor property transfers from ConRail 
to Amtrak could be accomplished by sale, lease or other 
conveyance at the option of Amtrak of part or all of the 
rights associated with the property. 

Joint designations thus involve two separate designa
tions: a designation of the fee interest to ConRail or 
a profitable railroad and the designation of trackage 
rights over the same rail line to the other participating 
entity. In either case the designation to the profitable 
is made under section 206 ( c) ( 1) ( B) and as with other 
"B" designations, all of which are merely "offers" to the 
profitable railroad, USRA has explicit authority to 
add the offered interests to the designation to ConRail 
if the offer is refused, and USRA normally has done so. 

To implement joint designations, USRA has pre
pared two sets of terms and conditions for the granting 
of trackage rights one of which will be applied to each 
joint designation if the parties do not enter into an 
agreement before the designation is effective. The terms 
and conditions, based on standard existing joint opera
tions contracts, contain the usual provisions on mainte
nance obligations, operating preferences, liabilities, em
ployees and arbitration, and provide for the sharing of 
both capital and maintenance costs. 

The two sets of terms and conditions differ: one set is 
designed for use in non-commuter territory, and the 
other for use where the freight operations of ConRail 
and the profitable railroad will share facilities with 
commuter operations. 

The non-commuter territory terms provide that the 
investment base of any facility shall be the acquisition 
cost of the owning railroad adjusted for all improve
ments and retirements made thereafter. The tenant rail
road would pay a rent calculated as a percentage of the 
tenant's fair portion of the investment base. The portion 
of the investment base to be attributed to the tenant 
railroad would be determined on a per capita or use 
basis, depending on the other benefits the tenant rail
road's participation confers on the owning railroad. The 
owning railroad is under no obligation to maintain the 
facility at a level higher than required for the service 
contemplated in the FSP. The tenant railroad may re
quire that the owning railroad commit itself to a mini
mum level of maintenance. 

The terms to be used in territories where commuter 
service also is provided were developed to meet the 
unique conditions of freight operations in commuter 
territories. Commuter operations involve substantially 
greater numbers of tracks and more complicated signal 
systems than those normally used in freight operations. 
Moreover, USRA was informed during its negotiations 
with profitable railroads that those railroads would 
accept no responsibility for providing commuter oper
ations. The terms therefore provide that, between Con
Rail and any freight railroad operating within a com
muter territory, the profitable railroad shall pay what-



ever portion of ownership and maintenance costs it 
would incur if there were no commuter operations. After 
a review of the commuter operations USRA determined 
that the investment cost should be the equivalent of 100 
percent of the investment base of one track and that the 
profitable railroad's portion of maintenance costs would 
be covered by the payment of a fee based on use. In in
stances involving freight operations by both ConRail 
and a profitable railroad in a commuter territory, the 
portion Of the capital and maintenance costs attribut
able to freight operations would be based on the prin
ciples contained in the freight terms subject to the 
freight and commuter allocation principlPs described in 
this paragraph. 

Passenger Service Enities in General 

Many of the rail lines and facilities transferred to 
ConRail are used for intercity and commuter passenger 
service, as well as for freight operations. The Act pro
vides for the initial designation of such properties for 
transfer to ConRail under section 206 ( c) ( 1) ( .\.), with 
properties within the Northeast Corridor designated to 
Amtrak under section 206 ( c) ( 1) ( C). Amtrak is re
quired to accept the designated properties, hut under 
section 601 ( d) (1), it has an option as to the type of in
terest (ownership, leasehold or other) it will acquire. 
Other properties initially designated for transfer to 
ConRail and used in passenger operations also may be 
made available for subsequent purchase or lease from 
ConRail by public authorities under section 206(c) (1) 
( D). In this form such designations prcvide public 
authorities with an opportunity, but with no obligation 
to acquire properties. 

Some rail lines and facilities which are not required 
for, or which cannot support freight operations are 
needed by Amtrak or others for passenger service. In 
considering such lines for designation USRA attempted 
to achieve a proper balance between the Act's goal of 
efficient and safe intercity rail passenger and commuter 
service and the other goals set forth in section 206 (a). 

Amtrak Designations in the Northeast Corridor 

The establishment of improved high-speed service 
in the Northeast Corridor ("NEC") is the third stated 
goal of the Act (section 206 (a) ( 3)). USRA's desig
nations of properties for acquisition by Amtrak are 
designed, as required by section 206(c) (1) (C), to 
achieve that goal. Before making those designations, 
USRA consulted extensively with Amtrak, the Federal 
Railroad Administration (which has important statu
tory functions concerning the Northeast Corridor) and 
public authorities which use the Corridor for commuter 
services. All of their views were considered in the desig
nations made. 

The Penn Central line from Boston via New London 
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through X ew York to "' ashington is designated as the 
basic Northeast Corridor. This basic Corridor designa
tion includes all the rail lines now used to provide Am
trak intercity passenger service along that route. Ex
cluded is trackage adjacent to the Corridor which is 
used for commuter service or for freight service, but not 
for Amtrak service. In the case of the Corridor lines in 
Massachusetts, New York and Connecticut, which have 
been purchased hy or are under long-term lease to public 
authorities, the designation reaches only those trackage 
rights resened by Penn Central that are necessary to 
operate Amtrak services. The underlying fee or lease
hold interest of the public authorities is not disturbed. 

Passenger yards, shops and other facilities pose a 
special problem. Those used in common with freight 
operations are designated in fee to ConRail under sec
tion 206 ( c) ( 1) (A) and are designated over for acquisi
tion by Amtrak under section 206( c) (1) (C), reserving, 
as necessary, appropriate user rights to ConRail, the 
details of which will be specified in the property certifi
cations to be made to the Special Court. 

USRA has concluded. however, that where Amtrak 
use is clearly predominant, or shared with commuter 
operations, the facilities should not h<' designated 
in fee to ConRail under section 206 ( c) ( 1) (A). It is 
possible that Amtrak would choose to take a lease or 
lesser interest pursuant to section 206 ( c) ( 1) ( C), rather 
than the fee interest ConRail would acquire. In such 
circumstances ConRail in effect would h<' committing 
some of its limited capital to fnnd acquisitions in fee of 
facilities used principally in passenger service. 

While Amtrak's management has indicated to USRA 
that it would recommend purchasing all assets desig
nated to it pursuant to section 206(c) (1) (C). that rec
ommendation has not been approved by Amtrak's Board 
of Directors and no final commitment exists. Conse
quently, as to exclusively passenger facilities, th<> FSP 
designates for transfer to ConRail only such leasehold 
or occupancy and access rights as are necessary to thr 
operation of present passPnger services. In addition, the 
FSP designates thP transfer to ConRail of an option, 
exercisable within 30 days after the Special Court's 
order of conveyance und<>r section 303 (b), to acquirr 
such greater estate or right in such properties, including 
a fee, as Amtrak may hav<' committed itself to acquirP 
from ConRail not later than 60 days after the effective 
date of the FSP. The FSP also designates the transfer 
of such greater estate or right to Amtrak in the event 
that ConRail exercises thr option. This method of d<>s
ignation will permit ConRail and Amtrak to negotiate 
directly concerning the nature of .\mtrak's interest 
while at the same time reducing the threat to ConRail's 
finances that could result if it receives passenger serv
ice facilities in excPss of those desired by Amtrak.34 

31 See the discussion of this complex problem In the Special Court 
opinion by Judge McGowan, fn. 1·e Penn Central 1'ran•portation Co., 1184 
F. Supp. 895; 978-981 (Special Court 1974). 
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A similar situation exists with respect to passenger 
terminals. Most of these terminals are used primarily 
for passenger services with freight services occupying 
only limited space for offices or for signalling or other 
equipment. Future needs of the freight operations do 
not require the continued use of such space beyond a 
transition period. Thus, these passenger stations should 
be viewed as exclusively passenger facilities. As such, 
they raise the same problem \Vith respect to acquisition 
as do the passenger yards, shops and other facilities 
just discussed. Moreover, many of the passenger sta
tions are large and functionally obsolete structures oc
cupying valuable real estate which are not being fully or 
effectively used by present or anticipated future pas
senger services. For those reasons, the FSP designates 
only such leasehold, three-dimensional easements, oc
cupancy and access rights for transfer to ConRail and 
for designation over to Amtrak as are necessary to the 
operation of present Amtrak services. The FSP also 
designates an option to ConRail to acquire greater 
rights and to transfer them to Amtrak similar to those 
just discussed with respect to passenger yards, shops 
and other facilities. 35 

Amtrak Properties Outside NEO.-Finally, there 
are problems raised by Amtrak services outside of the 
Corridor. Most rail lines employed in non-Corridor 
Amtrak services are included in the lines designated to 
ConRail for continued freight operations. However, 
there are a few rail lines sG and several passenger sta
tions and passenger yards, shops and other facilities 
which would not be used in freight operations and ac
cordingly are not being designated for transfer to Con
Rail. USRA has no authority to designate them over to 
Amtrak; section 206 ( c) ( 1) ( C) applies only to proper
ties within the Northeast Corridor. As to such lines and 
facilities, Amtrak may have continuing rights of use 
and access pursuant to its contract with Penn Central. 
Amtrak is also free, of course, to negotiate further ar
rangements with the estates or to use its power under 
section 402 of the Rail Passenger Services Act. To clar
ify this situation, however, the Association will 

.. One special situation is represented by Washington Terminal, a 
separately operated Class I terminal company the stock of which is 
owned 50 percent by railroads in reorganization and 50 percent by 
Chessie. It is the Association's view that the assets of Washington 
Terminal Company itself are not reachable under the Act. Amtrak has 
expressed some interest in acquiring the 50 percent stock interest of 
Philadelphia, Baltimore and Washington RR Co. in Washington Termi
nal but has not decided whether it wishes ownership of this stock to 
achieve its goals in the Corridor. Because the Washington Terminal 
stock is of no value to ConRail, ConRail would have no interest in 
acquiring the stock unless Amtrak commits itself to acquire the stock 
from Con Rail. Accordingly, there is designated for transfer to Con Rail 
nn option to acquire the stock, exercisable within 30 clays after the 
Special Court order of conveyance, to bP exercised only if Amtrak 
commits itself, no later than 60 clays after the FSP effective date, to 
acquire it from ConRail. Another special situation involving the \Yash
ington Terminal is similarly treated by the designation to ConHail 
of an option to acquire P.B.&W's 50% interest in a trust agreement 
relating to the Ivy City Yard (also called the Joint Coach Yard). 

••Royalton to Conewago, Pa., Kalama,zoo to Dowagiac, Mich., and 
Niles, Mich., to Michigan City, Ind. 

reeommend an amendment to the Act permitting either 
the direct designation of rail properties to Amtrak or 
expanding the scope of section 206 ( c) ( 1) ( C) to include 
properties located outside the Northeast Corridor. 
Properties which would be affected by such an amend
ment will be identified to Congre.ss when this legislative. 
proposal is submitted. 

OomtmrUter Designations.-Rail lines required for 
present or contemplated operation of commuter trains 
by state, local or regional transportation authorities 
fall into three groups: ( 1) lines designated under sec
tion 206 ( c) ( 1) (A) for transfer to ConRail and under 
section 206 ( c) ( 1) ( C) for designation over to Amtrak; 
( 2) lines designated under section 206 ( c) ( 1) (A) to 
ConRail with no designation over to Amtrak; and ( 3) 
lines not designated for transfer to ConRail or offered 
to a profitable railroad for continued operation. 

As to lines designated over to Amtrak, the FSP re
serves to ConRail appropriate trackage rights for the 
operation of commuter services with such trackage 
rights designated as a mil able for pmchase or lease by 
transportation authorities nmler section 20fi ( c) ( 1) ( D). 

Lines transferred to ConRail (except for freight 
main lines) and not designated over to Amtrak, are 
designated under section 206(c) (1) (D), as available 
for purchase or lease or acquisition of trackage rights 
by public authorities. If the authorities choose to pm
ehuse, trackage rights would be retained for freight 
operations pursuant to the standard traekage rights 
terms and conditions. 

As to the commuter lines not required for freight 
operations identified in the Appendix, the FSP desig
nates the transfer to ConHail of an option under \vhich 
ConRail will have the right to acquire on behalf of 
a commuter authority the fee, or any lesser interest in 
the property. The option may he cxereised at any time 
before the expiration of 30 days after the Special 
Conrt's order of eonveyance under section 303 (b). and 
it is conditioned on ConRail's receiving within fiO days 
after the effective elate of the FSP, a firm commitment 
from an appropriate commuter authority binding it to 
assume full responsibility for the obligations that fl.ow 
from l'Xercise of that option . 

No commuter designation is required to preserve the 
rights of the authorities in Massachusetts. Connecticnt 
and New York to pro1wrties tlwy now own or lease. 
Their present rights are adequate to their needs. 

Stations, yards, maintenance and senice facilities 
use.cl by the public authorities fall into the same threL' 
categories as rail lines. Accordingly. the designations 
in the FSP follow that pattern. In the case of facilities 
not needed for freight operations, the option to be des
ignated to ConRail under section 206 ( c) ( 1) (A) also 
i1~clndes the right to acquire a lease or occupancy inter
est rather than a full fee interest for the reasons stated 
in the discussion with respect to the designation to Am-
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trak of stations and facilities in the NEC. ConRail will 
acquire the fee interest only if it has received a com
mitment from the authorities that they in turn will 
purchase the fee interest from ConRail. 

Finally, as a special case, the Rhode Island Depart
ment of Transportation has offered to acquire the Pen11 
Central's interest in Providence Union Station and 
Amtrak has agreed in principle to that acquisition. If 
the Rhode Island DOT makes a binding commitment 
to acquire that interest from ConRail within 60 days 
after the effective date of the FSP, the interest is desig
nated for transfer to ConRail; its availability for pur
chase or lease by the Rhode Island DOT is designated 
under section 206(c) (1) (D), subject to Amtrak user 
rights, which are in turn designated over for acquisition 
by Amtrak under section 206 ( c) ( 1) ( C). 

If the Rhode Island DOT does not make the commit
ment within 60 days after the effective date of this Plan, 
then the designation to ConRail and over to Amtrak, 
includes the right to acquire such additional interests 
in the station, subject to commuter service user rights, 
as Amtrak may designate within that time. 

Suitability for Other Public Purposes 

Section 206 ( c) ( 1) ( E) of the Act provides that 
USRA shall designate which rail properties of rail
roads in reorganization, not required for rail opera
tions, are suitable for use for other public purposes. 
These "suitability" designations could be of importance 
to the rail estates, because they have the effect of trig
gering the restraints contained in section 304 (b) (2) 
on the right to abandon rail property not transferred 
under the Act. 

Section 206 ( c) ( 1) ( E) directs USRA to "solicit the 
views and recommendations of the Secretary [of Trans
portation J, the Secretary of the Interior, the Adminis
trator of the Environmental Protection Agency and 
other agencies of the Federal Government and of the 
States and political subdivisions thereof within the 
region, and the general public.'' In complying with this 
provision, USRA sought the views of more than 4600 
federal, state and local governmental bodies. Letters 
were sent to the primary officials of 15 federal agencies, 
the governor of each of the 17 states, 500 mayors, and 
almost 4200 other state or local planning units. In many 
instances these letters were sent to states or local areas 
that have no potentially abandoned rights-of-way 
within their boundaries. lTSRA adopted this policy to 
insure that any unit that might be interested in the 
planning process of neighboring jurisdictions would 
have an opportunity to express its views. Finally, a 
notice inviting comments from the general public on 
alternative uses for the rights-of-way was placed in 
the Federal Registe1', May 16, 1975. 

As of July 18, 1975, lTSRA had received 74 responses. 
A number of responses raised matters beyond the scope 

of section 206 ( c) ( 1) ( E) or any other provision of the 
Act. Some respondents submitted suggestions for 
alternative uses of rail property belonging to solvent 
carriers. Others submitted proposals for lines of the 
railroads in reorganization which USRA included in 
ConRail in the Preliminary System Plan. Other sug
gestions pertain to lines which were not to be included 
in ConRail in the Preliminary System Plan, but after 
further analysis, have been included in ConRail. 

Some responses identified properties of the bank
rupt estates, other than rights-of-way, such as freight 
and passenger stations presently abandoned or to be 
abandoned. Since many of these rail facilities cur
rently are not used in rail service and will not be so 
used in the future, there is some question ornr whether 
they constitute rail property. Nevertheless, such facili
ties are designated \Vhere appropriate. 

Several responses, including those from the Depart
ment of the Interior and the Rail Services Planning 
Office, suggested that title problems may hamper the 
ultimate availability of certain abandoned rights-of
way for alternative uses. In some instances the right
of-way may bran easement across property owned in fee 
by another. In other instances, clauses in cleeds or statu
tory provisions may provide that once rail services 
cease, the land will revert to the heirs of the original 
owner or to abutting landowners.37 

Several states and local governments have declined 
to suggest altemative public uses pending development 
of their final state rail plans. Some haYe stated that 
their lines not designated for C'onRail in the Prelimi
nary System Plan will be continued in rail operation. 
Many planners wrote that they intend to do an "alterna
tive uses" study for a specific line once it is actually 
abandoned. New York State la\v provides that the state 
has first opportunity to purchase abandoned rail lines. 
Other states have such legislation pending. The re
luctance of local planners to discuss other public uses 
of rights-of-way over which they intend to maintain 
service is understandable, as is the reluctance to under
take extensive planning efforts with respect to lines 
which may remain in rail service indefinitely. Postpon
ing needed planning efforts, however, may prevent some 
of the more desirable rights-of-way from being used 
for public purposes. The minimum time limits for 
abandonment under section 304 are short, and they run 
from the effective date of the Final System Plan, not 
from the conveyance of properties by the Special Court. 
These generalized requests seeking designation of all 
potentially abandoned lines without identifying spe
rific suitable uses for individual lines are troublesome 
since it seems clear that the Congress intended that 
there be at least some indication of specific interest 
before a public use designation would be made. More
over, even absent the special "reasonable offer" pro-

37 See Citlzene' Advieory Committee on Environmental Quality, From 
Rai/8 to Trails, Washington 1975, pp. 27-28. 
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cedures of section 304 (b) ( 2), any public agencies wish
ing ultimately to negotiate for the acquisition or use 
of such properties will still be able to deal directly 
with the estates, if timely proposals are developed. 

Testimony at the RSPO hearings and state responses 
have questioned the advisability of disposing of all 
abandoned rights-of-way immediately. Many fear that 
future needed rail service may not be available because 
of a failure to assess properly industrial development 
potential or because of other errors in the FSP. The 
Department of the Interior, some states, the president 
of the Illinois Central Gulf Railroad and others have 
suggested various forms of "rail banking" or "land 
banking" as a solution to the foregoing problems. Addi
tional Congressional action, such as S. 1879 (Conver
sion of Abandoned Railroad Rights of Way Act), may 
help resolve this issue. USRA's obligation, however, has 
been to develop its "public purpose" designations within 
the provisions and intent of the present Act. 

The Appendix in Part III, Section C-2 contains the 
section 206(c) (1) (E) designations, other than yards. 
(Yard designations are in Exhibit :3 of the Appendix 
to Part II.) Generally, designations \Vere made where
ever a request from a responsible source relates to a 
specific property. All designations are intended to in
dicate a suitability for use "for other public purposes" 
generally rather than for a specific public pmpose. The 
Appendix also notes, howe\'er, any specific public pur
pose or purposes recommended to USRA ancl the source 
requesting that designation. A more precise description 
of these rail lines may be found in the line-by-line anal
ysis in Part III. 

It should also be noted that in most instances the 
suggestions are tentative and not to be interpreted as a 
commitment of the recommending agency to acquire the 
rights-of-way. In almost all cases the responses included 
a statement to the effect that "our intent is to maintain 
the line in rail service. This does not indicate support 
for abandonment." The designations reflect considera
tion of all recommendations, as indicated above, re
ceived by July 18, 1975 concerning suitability for other 
public use of all rail properties that the Final System 
Plan contemplates will not continue to be used in rail 
service. 

Rail Properties Subject to Conveyance 

The purpose of this section is to describe the cate
gories of rail properties subject to the designation 
process, the quality of the inventory available for each 
category, the rationale underlying USRA's designation 
decisions and the rules of interpretations which 
govern the specific designations made in each property 
category. 

The property categories are divided for purposes of 
discussion into four broad groupings: road properties, 
equipment, materials and supplies and general and ad
ministrative assets. When possible the property cate-

gories being designated conform to individual account 
definitions set forth in the Uniform System of Accounts 
prescribed by the ICC for railroad companies, 49 C.F.R. 
Pt. 1201. In some instances, such as yards, the defined 
categories contain assets that could be recorded in sev
eral ICC Accounts. Definitions for these categories are 
provided in appropriate footnotes. 

Road Properties 

Road properties include those properties that could 
be recorded in ICC Accounts 1 through 45.38 These 
accounts have been subdivided for analysis into two 
groups: one, rail lines, which includes right-of-way 
land, track structure, signals, communication systems, 
bridges and tunnels and other appurtenances; and the 
other, facilities, which includes such items as yards, sta
tions, shops, terminals and certain buildings. 

Rail Lines 

Rail lines represent a major portion of the properties 
in the road properties accounts. Basically, they are de
signated by mileposts to the nearest tenth of a mile. 
Moreover, as will be described in more detail, many 
other assets in the road property accounts are associated 
with the rail lines and therefore are included within 
the designations of rail lines. 39 

Quality of Railroad TitZe.-Historically, railroad 
real estate records have been kept on the basis of valua
tion maps. Valuation maps are large scale maps pre
pared by civil engineers and containing an outline, 
roughly to scale, of the railroad operating real property. 
These maps are extremely cumbersome; they are 3 by 6 
feet in dimension and customarily are drawn on a scale 
of 1 inch equal to 100 feet. Thus one map may encompass 
a territory of less than 1 square mile. The northeast 
railroads have approximately 50,000 such maps which 
if assembled together would represent the operating 
properties of these railroads. 

Each valuation map has a schedule that purports to 
set forth a record of tlw manner in which the railroad 
acquired its title to the property shown. The northeast 
railroads did not acquire large parcels of land at one 

as Some road property also IK recorded In Account !lO and is Included 
herein. Because of their similarity, Account :n, Roadway l\Iachlnes, Is 
treated together with the equipment accounts. 

""In designating offer" and transfers of the rail lineK and rail facili
ties, USRA has Included property adjacent to rights of way and associ
ated with It. l\findful of the requirement to limit such designations to 
properties "used or useful In rail transportation senlce," USRA has 
solicited the views of the estates as to which of those properties are 
used or woul<l be useful, and which the estate felt served no reasonably 
foreseeable requirement of ConRail or a profitable railroad to which a 
relevant offer has been made. Penn Central's position waK contained In 
a report prepared by its consultant. Vlcor Palmieri and Co .. Inc.; Rend
ing submited a letter suggesting that specific properties should not he 
con8idered used or useful in rail transportation service. The estate"· 
views have been con8idered, and accommodated to the extent appropriate. 
In tht> designations of specific yards. In addition the FSP leaves with the 
""tntes nil property along rights-of-way that the estates now hold for 
indtrntrial development or other future u8e that is not reasonably likely 
to lw nt-:Pfnl in rnil tran!-iportntion :-;(•l'Yice. 
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time from one source as did the western land-grant 
railroads. Rather, they acquired long, narrow strips of 
land from a series of grantors either by purchase or 
through condemnation proceedings. The land depicted 
on one valuation map may represent acquisitions from 
numerous grantors, particularly within urban areas. 

The valuation map schedules contain at best a generic 
description of the document under which the railroad 
acquired title, the date and place of recording, the rail
road document number, if any, the grantor's name and 
a short remarks section. Unfortunately, m·er the years 
most of these schedules were prepared by persons un
trained in real estate or title work. The schedules are 
not accurate and at best provide a starting point for a 
title search if one were to be undertaken. The nature 
of the railroads' property interests in their right of 
way is, consequently, often unclear. 

The railroads have many different kinds of property 
interests in their rail lines. For example, much of the 
property was acquired through state condemnation pro
ceedings. Depending on the exact language of the then 
controlling state statute, a railroad could acquire one of 
several types of interest. Under some state condemna
tion statutes, the railroad received only a license or ease
ment, giving the holder the right to use the land for 
railroad purposes with the underlying fee ownership 
remaining with the grantor. If the railroad ceases to use 
the land for railroad purposes, the interest in the prop
erty then reverts, again according to the provisions of 
the particular statute, either to the grantor (or his 
heirs) or to the abutting land owners. Over the years, 
many states amended their condemnation statutes, each 
amendment providing for a different property interest 
to the condemning railroad. 

In instances where the railroads acquired their inter
est by purchase, they used a variety of conveyancing 
documents over the years. Most of these acquisitions oc~ 
curred before the development of printed or standard
ized legal forms. The conveyancing documents are often 
crude in form and contain many internal inconsistencies 
characterizing the purchasing railroad's interest, vari
ously, as a lease, license, fee simple absolute, or right. 
Such inconsistencies have resulted in many lawsuits over 
the ownership of the land. 

In some instances the railroad acquired its interest in 
the road by adverse possession. In such cases there is no 
supporting documentation and the exact nature of the 
railroad's interest depends on the provisions of particu
lar state laws. 

The uncertainty as to the type of title held by the rail
roads is further complicated by the absence of any ac
curate record of the many conditions and covenants 
made by the railroad with respect to the property. For 
example, many purchases were made from farmers who 
owned the land on both sides of the rail line and im
posed a variety of conditions on their grant, not noted 

in the railroads' records, such as the railroad's obliga
tion to construct and maintain a private crossing for 
the benefit of the abutting land owners. 

In some urban areas the railroads acquired their rail 
lines from a town which already had either an easement 
or fee in a street which the town conveyed in whole, or 
in most cases in part, to the railroad. In such instances, 
the nature of the railroad interest depends on the nature 
of the town's interest, an unknown factor. There are also 
many instancBS in which a town dedicated or donated 
land to the railroad subject to certain conditions which, 
if breached, could cause the land to revert. Typically 
such conditions relate to the level of passenger service 
the railroad must maintain. The railroads do not have 
records of these special conditions, although they are 
known to exist. 

A series of historical factors substantially increases 
the difficulty of title determination from the railroad's 
real estate records. During the days when the northeast 
railroads were acquiring property rather than disposing 
of it, the industry structure was considerably different. 
There were many smaller operating railroads each of 
which had its own record keeping system. Su!bsequent 
consolidations and leasing of the many operating rail
roads, which resulted in the present industry configura
tion, involved many transfers of real estate records, 
and, in the process, many of those records were lost over 
the years. Also, the railroads have not centralized the 
real estate records of many of the entities which they 
have acquired, and the records are located in a variety 
of offices throughout the systems. 

Another complicating factor has been the constantly 
deteriorating financial position of the railroads bring
ing with it a lack of attention to record keeping. Thus, 
the real estate records are considerably out of date and 
often do not reflect recent transfers of the railroad's in
terest in its property. There has been no attempt to 
show, on the valuation maps or supporting schedules, 
railroad conveyances of certain interests to third par
ties, such as utility easements, operating rights and 
easements to other railroads, or leases of land or build
ings along the rail lines. 

In addition to the problem of inadequate descrip
tion of the nature of the railroad's interest in the rail 
lines, the valuation maps are themselves inaccurate and 
have been found to include land which the railroads 
do not own. The maps are particularly unreliable with 
respect to buildings. 

USRA concludes that a precise determination of the 
exact location and nature of the railroads' property in
terest is neither feasible nor necessary to the fulfill
ment of its obligations under the Final System Plan. 
What is important to the public interests to be served 
and to the transferees is the ability to run a railroad 
along the rail line. The exact dimensions and a defini
tive delineation of all the collateral agreements and 

a 
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rights that support such activity are not crucial since 
the very fact that a railroad has operated along the 
rail line for years is evidence that it possesses enough 
rail propevties to support its operations. And the Act, 
of course, contemplates the transfer of such properties. 

Under section 303(b) of the Act. the railroads in re
organiza.tion will convey all their right and interest 
in rail lines designated for transfer free and clear of 
any liens and encumbrances. This ma.kes unnecessary, 
at least for designation and conveyance purposes, the 
large expenditure of time and money required to sur
vey the land and search title records. 

National, sta.te and local needs are best served by hon
oring existing utility easements, crossing agreements, 
trackage right and other operating and joint facility 
agreements insofar as they relate to the particular prop
erty designated. These arrangements are therefore gen
erally preserved in the designations under the FSP. 
It is not intended by these designations, however, to 
foreclose in any way the exercise by any designee of 
any termination or renegotiation rights pertaining to 
such agreements whether arising through operation 
of law or from the agreement itself. 

Inventory of Rail Lines and Related Facilities.-The 
estates' valuation and real-estate records did not pro
vide a basis for developing an inventory of the rail
roads' rail lines a.dequate for USRA's use. 

The most complete existing inventory was found to be 
the Penn Central Engineering Department records, 
which assign a unique four-digit code, called a line code, 
to each individual railroad line. Using this system as a 
basis, USRA and its consultants developed unique line 
code designations for lines of the other railroads under 
study which could be easily used with the Penn Cen
tral's system. 

The line-code descriptions then were compared with 
existing reference tools, including track charts, valu
ation maps, United States Geodetic Survey maps, 
operating timetrubles and interlocking diagrams. 40 In 
some instances physical inspections were used to verify 
these descriptions. The most useful tool was the rail
roads' track charts which depict the route of each line 
of railroad including milepost 41 locations, highway 
grade crossings, grade crossings with other lines of rail
road, connections to other lines of railroad, overhead 
bridges and other engineering data. 

USRA created a computerized file ("lTser File") list
ing each individual line of railroad for each estate and 
showing line-code designations as .contained in the Penn 
Central's Engineering Department records or as desig-

'°Interlocking diagrams are detailed maps showing all lines of rail
road ancl switches associated with an interlocking. An Interlocking is a 
swicch or group of switches Interconnected ancl signal controlled to 
allow the passage of trains from one track to another In proper 
sequence. 

n Mileposts are number markers placed approximately every mile along 
the line which denote the distance from a given location-usually a 
former key passenger station. 

nated for other railroad lines,42 including ongm and 
destination (by milepost, geographic reference and 
branch name). Milepost and line-code locations have 
been recorded for most facilities installed along the 
rail line and have been correlated with the User File. 
While this data base represents a more complete inven
tory of the estates' rail lines than previously existed, it 
is not perfect and does not purport to contain a complete 
inventory of facilities and buildings along the rail lines. 

Milepost designations are not always precise and, 
therefore, milepost designations in the appendix are 
necessarily approximate. The valuation maps generally 
reflect historical designations which were made when 
the lines were built. Through the years, portions of Jiiws 
have been relocated, and mileposts on some lines have 
been renumbered. Milepost designations contained in 
the track charts do not always correlate with the valua
tion maps, although these discrepancies have been 
minimized to the extent possible. Further, milepost des
ignations in operating timetables may not always re
flect either track charts or valuation maps, particularly 
where two formerly separate lines are now used as a 
part of one through route. And, in a few instances, the 
physical mileposts on the ground may not correspond 
to any of the above records. There also may be instances 
where a few small lines now operate as a part of a yard 
or as an industrial track and may not have been assigned 
a unique line code. 

Designation of Rail Lines.-This FSP designates for 
transfer to ConRail, for offer to profitable railroads, for 
acquisition by Amtrak and for option to transportation 
authorities, the rail lines along the routes specified re
spectively, for operation by each in Chapter 1, "Indus
try Structure", and Chapter 2, "Passenger Service." 

Unless otherwise specified, each such rail line includes 
all rai 1 properties (as defined in section 102 ( 10) of the 
Act) connected with, controlling or in any way pertain
ing to or used or usable by the designee in connection 
with the rail line designated including, but not limited 
to, minerals and mineral rights, franchises, permits, cer
tificatBs of convenience and necessity, connecting spur 
and storage tracks, land,43 grading,44 tunnels and sub-

"The line codes originally used for Penn Central are those which 
existed as of January 1, 1974. In a few cases, Penn Central subse
quently changed those cocle designations; however, the USRA data base 
used the same line code number under which the line was studied origi
nally. Further, in some specific instances, USRA revised line codes in 
creating its computer data base to accommodate a few unique cir
cumstances. 

"'Land means such properties which can be carried in Account 2 and 
includes land, roadway, office, shop, and other grounds; for ingress 
to or egress from such groundR ; for borrow pits, waste banks, snow 
fences, sand fences, and other railway appurtenances ; and for storage 
of material adjoining the rail line; land for wharves an<l clocks and 
the riparian or water right• necessary therefore. 

.. Grading means such properties which can be carried in Account 3 
and includes berm ditches, breakwaters, bulkheading, dikes (including 
those of eastern construction which are intended to function indefi
nitely), ditches, dressing slopes, excavation for conversion of tunnels 
into open cuts, filling, grading outfits, grubbing land, material taken 
from borrow pits, retaining walls, revetments, riprap, spoil banks, 
temporary trestllng for fills, tools for grading, and wing dams. 
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wayS,45 bridges, trestles and culverts,46 elevated struc
tures,~1 ties,48 rails,49 engineering supplies,50 other track 
materialt ?allast,52 fences, snowsheds and signs,53 

commumcations systems, 54 signals and interplant ma-

'"Tunnels and subways means such properties which can be carried 
In Account 5 and Includes tunnels and subways for the passage of 
trains, Including apparatus for ventilating and lighting and safety 
devices therein, other than signals. 

48 Bridges, trestles and culverts means such properties which can 
be carried In Account 6 and includes substructure and superstruc
ture of bridges, trestles, and culverts which carry the tracks of 
the carrier over watercourses, ravines, public and prh·ate highways, 
and other railways, Including abutments, bridge signs, coll'erdams, 
concrete and masonry ends for culwrts, cribs, decking, inclucling 
gravel for fire protection, dike protection, uralnage systems, draw 
protection, drawbridge, engines and machinery, false work, guard 
timers, Ice breakers, painting (except repainting), pier protection, 
piers and foundations, pipe culverts, retaining walls, riprap around 
abutments, rlprap at, culvert ends, supports, water channels, water
proofing, wing dams and wing walls. 

••Elevated structures means such properties which can be carried 
in Account 7 and includes elevated structures and foundations 
of elevated rallway systems, and structures other than earthwork 
which are for the purpose of elevating tracks above the grade of streets, 
and which are not properly classable as bridges or trestles. 

'"Ties means such properties which can be carried In Account s 
and Includes cross, switch, bridge and other wood or metal track 
ties used in the construction of tracks for the movement or storage 
of locomotives and cars /including tracks in shops, fuel stations, 
supply yards, etc.). 

••Ralls means such properties which can be carried In Account n 
and Includes rails used In the construction of tracks for the mon
ment or storage of locomotives and cars (Including tracks in shops, 
fuel stations, supply yards, etc.). 

"" Engineering supplles means such properties which can be carried 
In Account 1 and Includes atlases and maps, barometers, books for office 
use, cameras, compasses, camp equipage, chains for surveyors, drawing 
boards, drawing Instruments, field glasses, furniture repairs and re
newals, magnets and magnifiers, blueprint paper, periodicals and news
papers, photographic supplies, printing and stationery, provisions for 
business cars, rods for surveyors, sextants and slide rules, and triangles 
nnd tripods. 

151 Other track materials means such properties which can be carried 
In Account 10 and Includes angle bars, antlcreepers, bumping posts, com
promise joints, connecting rods, Including foundations or l>nses cross
ings, derails, frog blocking, frogs, guard-rail blocking, guard-ran clamps, 
guard-rail fasteners, switch guard rails and other, main rods, nut locks, 
nuts, olfset bars, rail braces, rail chairs, rail cllps, rail joint rail rests, 
rail shims, rail splices, splice bars, step chairs switch chairs, switch 
crossings, switch lamps, switch locks and keys, switch points, switch 
stands, switch targets, switches, tie plates, tie plugs, tie rods, track 
bolts, track Insulators, and track spikes. 

.. Ballast means such properties which can be carried In Account 11 
and Includes gravel, stone, slag, cinders, sand, and like material used 
in ballasting tracks (including tracks In shops, fuel stations, supply 
yards, etc.). 

53 Fences, snowsheds and signs means such properties which can be 
carried In Account 13 and Includes such fences as right-of-way fences 
and snow and sand fences, farm gates, cattle guards, wing fences, 
aprons, and hedges, on property not previously fenced, excluding those 
around stockyards, fuel stations, stations and shop grounds, and build
ing sites ; snowsheds, such signs as boundary signs, bridge-caution 
signs, crossing signs, curve and elevation markers, dlvlsion-llmlt signs, 
mileposts, monuments, safety-first signs at crossings, section llmlt 
signs, slow or stop signs, tunnel-caution signs, whistle signs and yard
llmlt signs. 

.. Communication systems means such properties which can be carried 
In Account 26 and Includes telegraph, telephone, radio, radar Induc
tive train communication, and other communication systems, lncludlhg 
terminal equipment, Including such terminal equipment as batteries, 
Interior cables and wires, Interior conduits, connecting wires, current
controlling Instruments, electric generators and motors, electric meters, 
stationary engines, fuses and mechanical protectors, rectifiers, rheostats, 
sending and receiving Instruments, switchboards, telegraph repeaters, 
telephone repeaters, teletypewriters, testing outfits, transformers, and 
such outside equipment as aerial attachments, braces, brackets, cable 
boxes and appurtenances, aerial cables and wires, conduits and appur
tenances, cross arms, gas and associated facilities for cables, guy 
stubs, guy wires, insulators, load coils, poles, submarine cables and 
connections, telephone pole boxes, towers, underground cables and 

chinery,"" powerplants,56 power transmission systems,"7 

and power plant machinery,58 whether in place, on order 
or not yet installed. 

connections, and such details of radio. radar, and Inductive train 
communication equipment as aerials, or antenna and attachments, 
buildings or towers used exclusively for wireless, control units, power 
generating, converting, or supply equipment, radar console and asso· 
elated equipment, roadside or office equipment for all wireless systems 
operated on special channels between train and train, train and tower 
or office, or between ship and shore, specialized testing and repair 
equipment, transmitters and receivers, Including mobile units. 

""Signals and lnterlockers means such properties which can be 
carried In Account 27 and Includes Interlocking and other signal 
apparatus for governing the movements of locomotives, cars, and trains, 
and for the protection of traffic at crossings, including towers and 
other buildings, furniture, fixtures, and machinery In connection there
with ; roadway Installations for train control and remote control 
buildings and machinery of power plants used primarily for the pro
duction of power for the operation of signals and lnterlockers, Includ
ing such Items as automatic-train control devices other than on equip
ment call-bell s~·stems along track to call In flagman, electric call boxes, 
car-retarder systems, centralized traffic control, crossing flasher-llght 
signals, highway and railway crossing gates, crossing signal bells, 
crossing warning signals, Interlocker buildings and machinery, power 
apparatus primarily for the operation of signals and interlockers, power
distribution lines primarily for the opera ti on of signals and inter
lockers, signal buildings, signal machlner~-. poles and foundations, nnd 
train-order signals. 

56 Power plants mean such properties which can be carried In Account 
29 and Includes power-plant and substation buildings ; all founda
tions other than those special to particular machines and apparatus; 
and also dams, canal, pipe lines, and accessories devoted to the utlllza
tlon of water for power, gas and sewer pipes and their connections, 
fixtures (Including wiring) for lighting and heating, and furniture and 
miscellaneous fixtures and such power plant structure items as build
ings, coal hunkers, pockets and trestles, fences (other than right-of-way 
boundary fences), fixtures for lighting (Including wiring) and heating 
power-plant buildings, foundations (except special foundations for 
machines nnrl other apparatus), fuel-oil tanks, furniture, hose and 
appliances for protecting l>uildlngs against fire, panment within ground 
limits, permanent rights In water supply, platforms, smoke stacks and 
chimneys and their foundations where distinct from and not resting on 
boilers, water, sewer, gas, and drainage pipes and connectionR, wells 
(but not pumps) ; and such dam, canal, and plpellne Items as aqueducts, 
bridges, fences (other than right-of-way boundary fences), footbridges, 
reservoirs, roadways, sluices, valves, and water rights. 

57 Power transmission systems means such properties which can be 
carried In Account 31 and Includes systems for conveying electricity, 
steam. ancl compressed air from producing plants to place or building 
where used ; also conduits and poles, cross arms, insulator pins, brack
ets, and other pole fixtures, and other structures for power-transmission 
and distribution systems, including those for electric railway opera
tion. and lighting systems for general lighting purposes, and such 
Items as air pipeline in car yards, compressed air pipelines, compressed 
nir storage tanks (not nt power houses or shops), cut-outs (not at 
power houses and substations), overhead trolley wires, rail-insulating 
<ledces, steam-heating pipelines in car yards, switchboards (not at 
power houses and substations), third-rail Insulation and protection, 
transformers (not at power houses and substations), underground 
power tubes, braces and other supports for holding poles In position, 
brackets, cross arms, and other pole fixtures, conduits for wires and 
cables, cutting and trimming trees, guy stubs and wires, manholes, 
poles and towers, sewer traps, and stenciling or painting letters or 
numbers on poles. 

58 Power plant machinery means such properties which cnn he carried 
in Account 45 and includes machinery and other apparatus In power 
plants and substations for generating and transforming power used 
for the operation of trains and cars or to furnish power, heat and 
light for stations, shops, and general purposes, and also the cost of 
foundations special to particular machines or other apparatus and such 
Items as air, compressors, ash-conveying machinery, battery-charging 
apparatus, boiler-room appliances and toolR, boilers and fittings, circuit 
breakers and furnaces, lubricating devices, mechanical stokers, metal 
stacks on boilers, refrigerating machinery and apparatus, rotary con
nrters, sewer connections for machinery, coal-conveying machinery, con
densers, cranes, draft machinery, dynamos, engine-room appliances 
and tools, feed water beaters, special foundations for machines, steam 
distribution systems within the plant switchboards, tanks, tractor, 
trailers, and trucks, permanently assigned to the power plants, trans
formers, turbines, water meters, and well pumps. 
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In the terms customarily used for railroad convey
ances, included are all items associated with the rail 
lines which could be recorded in ICC account numbers 1 
through 45, and 90, and not otherwise designated for 
transfer or offer under this chapter or specifically 
excluded. 59 

In the appendix, specific rail lines are designated 
from each transferor to ConRail, profitable railroads, 
Amtrak and public authorities in accordance with sub
sections (A) through ( D) of section 206 ( c) ( 1). As has 
been noted, designations of rail lines in accordance with 
subsection (E) as suitable for other public purpose use 
are listed in Part III, Section C-2. 

0-perating Agreements Associated with Rights of 
Way.-The present operating railroads are successors 
to dozens, and in the case of Penn Central, hundreds of 
smaller railroads whose lines were separately con
structed during the 19th and early 20th century. This 
historical process as well as changes in operating pat
terns over the years caused the various railroads to 
enter into agreements ("Operating Agreements") ,60 re
lating to the joint use of tracks, terminals and other 
facilities. Generally, such agreements provide for ei
ther : (a) the right of one railroad to operate trains 
over the tracks of another railroad between certain 
points; or (b) the shared use of a particular facility 
(such as an interlocking tower or stations) by two 
or more railroads. Railroad consolidations and aban
donments increased the number of such arrangements 
over the years, and thousands of such agreements 
exist today. 

USRA attempted to assemble a full, comprehensive 
inventory of such agreements from the railroads' exist
ing corporate records, but those records were inade
quate for that purpose. USRA was able, however, to 
use the Penn Central's computerized system for moni
toring and reporting joint facility debits and credits. 
That system also includes an inventory showing the 
railroad involved and a brief description of the serv
ice provided. To the extent available, some listings were 
also furnished by the other railroads but, in general, 
these listings did not provide the information needed 
for an accurate inventory. The information available 
to USRA, consequently, is inadequate to assess the value 
of these agreements and the desirability of their trans-

"°For example, communication 8ystems property can be a8soclated 
with a specific site, a specific piece of equipment, or generally associated 
with a system-wide operation or function. The designations here deal 
only with the communications equipment Installed or customarily nsed 
along specific rail Jines. Communications equipment at other facilities, 
not Identified with a particular rail l!ne (switch-boards in terminals) ; 
mobile communications gear Installed In equipment (such as In loco
motives) ; communications equipment which may not be associated 
with any particular site or equipment (mob!le radios, transmitters) 
are designated for transfer with those assets where to do so provides 
more logical basis for alloca tlon. 

eo OperaHng agreements refers to those agreements and arrangementH 
relating to more than one railroad's use, operation, control or access to 
tracks, terminals, Interlocking towers, or' other facilities related to rail 
services. 

fer under the FSP. Information is lacking on such 
basic provisions of these agreements as cancellation 
provisions and established charges. The collection of 
such a comprehensive inventory \vill require an item
by-item check through the agreements themselves. 

To the extent agreements are known to USRA, they 
have been correlated with the User File and are now 
associated with the line codes.61 The information now 
available usually includes agreement identification 
number, location of agreement by line segment and 
milepost, railroads involved and a brief summary of the 
service or rights covered. 

These agreements, particularly those involving track
age rights, affect the continuity of the routes over which 
the railroads now operate, and many other services vital 
to their functioning. ConRail and the other transferees 
will require the rights provided under most of these 
operating agreements. There are, therefore, designated 
for transfer or offer to each transferee, all operating 
agreements associated with the rail lines each acquires. 
Excepted from this designation, however, are: 

• Operating rights associated only with light density 
lines that are not being acquired. 

• Operating rights, in the case of ConRail, which, 
if acquired, would impose an obligation to provide 
service beyond that contemplated for it under the 
industry structure delineated in the FSP. 

• Operating rights having so high a fixed cost in 
relation to the benefits of foreseeable use by the 
transferee, as to make other available options PCO

nomically more attractive. 

As noted, USRA has neither a complete inventory, 
nor sufficient details as to the terms of individual agree
ments. A more precise delineation, in accordance with 
the foregoing designation standards, will be presented 
when USRA certifies these agreements to the Special 
Court. 

Facilities and Other Road Properties 

Apart from rail lines and associated assets, the other 
main grouping of road property assets is facilities. 
These assets have been divided for analysis into yards 
and maintenance and service facilities, intermodal ter
minals, marine facilities, rail welding facilities and 
stations and other structures. 

Yards and Maintenance and Ser,uice Facilitie8.-In 
designing a restructured system, USRA has designated 
a system of yards and facilities adequate for system 
operations and for the servicing and maintenance of 
rolling stock designated to the various transferees. 
Yards are by no means uniform; they range in size from 

"'Xew l!ne codes ha Ye been created for tracks or facilities on l!ne 
segments not prevlousiy Included in the Us<)r File usually involving the 
rallroads' right to operate over the track of other railroads. 



large classification yards, where trains are assembled 
:for movement over the road, to local industrial yards, 
from which cars are delivered to customers. Yards range 
in area from less than 1 to over 800 acres. 

USRA has compiled a list of about 500 significant 
yards owned by the railroads in r.eorganiaztion; it 
shows for each the name of the owner and the name and 
location of the yard. In addition to those listed, there 
are hundreds of other smaller yards along the rail lines 
where cars are switched by local crews. USRA consult
ants examined the larger fixed assets within most of the 
yards and compiled information as to the type and con
dition of the yard facilities. 

Generally, yards 63 and service and maintenance facil
ities have been designated on the same basis as the lines 
with which they are associated. In particular: 

• Several yards and facilities serving the lines desig
nated for transfer have land or building capacity 
which exceeds the transferee's foreseeable needs. 
Only portions of these yards 61 are designated for 
transfer, with the excluded land or facilities re
maining with the estates. Other yards along desig
nated rail lines not needed for rail transportation 
service are listed in the appendix. These properties, 
too, remain with the estates. 

• Passenger yards and repair and service facilities 
am designated for transfer to ConRail and from 
ConRail to Amtrak or state, local or regional trans
portation authorities in accordance with the prin
ciples described in the discussion of passenger serv
ice entities in this chapter. 

• The Southern is offered certain Penn Central yards 
and facilities which are associated with lines of
fered to it.65 

• Chessie is offered the freight yards and facilities on 
or adjacent to the EL and Reading lines that are 
offered to Chessie. 

• Some lines over which Chessie will operate all 
freight service are designated for transfer to Con
Rail, subject to trackage rights to Chessie; in some 
cases, ConRail will retain the right to operate 
through freight trains and in others it will not. 

63 There is no separate ICC Account classification for yards. Yard 
assets are included in various road property accounts. Yards may be 
defined as parcels of land crossed by multiple track segments where 
railroads classify, relay, store, maintain or service the rolling stock. 
Yards and facilities include all easements, ingress and egress arrange
ments and any similar interests. Where Jess than an entire yard or 
other facility is designated, there are also designated such necessary 
easements, Ingress or egress arrangements and similar interests associ
ated with, over or bordering the portion not designated. 

64 The names and locations of such yards are set forth in the appen
dix. More exact description of the boundaries of the portion of the vard 
designated for transfer has been outlined on yard maps which have been 
compiled in a Final System Plan Map Compendium which is available 
at the Public Information Office of the Association. 

65 Two PC yards in Virginia and two in Delaware specified in the 
appendix. 
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With a minor exception,66 Chessie is offered all 
freight yards on or adjacent to those lines. Chessie 
is also offered limited rights in ConRail's Green
ville, N.J., yard for access to the marine facility 
there; in Allentown Yard to the extent the Reading 
currently uses it; and in Elizabethport, N.J., Yard 
for handling traffic switched for Chessie by Con
Rail in the Elizabethport/Perth Amboy area. In 
Reading yards being offered to Chessie, ConRail 
will have full joint facility rights in the Port Read
ing, N.J., Yard and limited rights in Reading, Pa., 
Yard to the extent required for ConRail to serve 
local industries north of Reading (Belt Line Jct.), 
Pa. Chessie is not offered any yards that support 
passenger service only. 

• Those yards and facilities offered to and refused 
by profitable railroads which are associated with 
lines alternatively designated to ConRail are des
ignated for transfer to ConRail. Any remaining 
yards and service and maintenance facilities re
fused by profitable railroads are left with the 
estates. 

• Except as specifically noted in the appendix,67 

there are designated for transfer to Con Rail aJl 
other yards and facilities associated with lines de!'
ignated for transfer to ConRail. 

There are several yards and facilities where, on the 
basis of present traffic projections, USRA anticipates 
that operations will be curtailed and moved elsewhere. 
It is hoped that ConRail and the other railroads being 
offered yards will be able to consolidate yards and re
pair and service facilities. To give management the 
flexibility to restructure its yard and facility network 
to take into account unexpected changes in traffic pat
terns, these yards and facilities are being designated ~o 
the various transferees in their entirety. 

Shops and M aintenanoe Faoilities.-Most rolling 
stock maintenance and fueling is done at service and 
maintenance facilities. Some of these deserve special 
attention: shops and engine houses,68 shop machinery,69 

fuel stations,70 and roadway buildings.11 

.. The portion of the Hoboken, N.J., Yard designated for offer to the 
Chessie is identified in the Final System Plan Map Compendium. It in
cludes the Hoboken Terminal Building, subject to the option of trans
portation authorities to acquire appropriate use and occupancy rights. 
That portion of the Hoboken yard relating to l!Jrhterage services or the 
floating of freight and rail cars Is not designated for offer to Chessie and 
ls left with the estate. 

67 Thirty-three yards to be left with the estates, although associated 
with lines designated for transfer to ConRall, are listed In the Appendix. 

es Shops and engine houses means such properties as can be carried in 
Account 20 and include the foundations, furniture and fixtures, drain
age, sewerage, and water-supply systems, plants for heat and light, and 
all machinery apparatus and small tools associated therewith including 
air-compressor houses, bins for material, blacksmith shops, breakwaters 
for protection of buildings on piers, car sheds and Rhops, carpenter 
shops, electric-power distribution systems within buildings, fire-engine 
houses, footbridges (not public highways), foundries and machine shops, 
gas-compressor houses, heating and lighting plants, laboratories, lumber 
sheds, material and supply truck tracks, motorcrane tracks, offices shop, 
paint shops, pipelines (air and heat), planing mills and repair shops, 



While a. few of these facilities are found a.long rail 
lines and will follow the transfer or conveyance of the 
rail lines, most are located within yards to permit use 
of ya.rd space for storage a.nd ma.int.ena.nce. With a few 
exceptions 72 USRA allocates these facilities to the 
transferees on the same basis as the yard or line with 
which they are associated. 

Intermodal Te'l"minals.-Intermodal terminals 73 are 
facilities where truck trailers and containers are trans
ferred to or from rail cars, trucks, and infrequently, 
ships. There are approximately 100 such terminals, most 
of which are located in yards. They generally are desig
nated along with their associated yards. 

Six intermodal terminals,74 noted in the appendix, 
are not yard-related and, with one exception,75 are desig
nated on the same basis as the rail lines along which 
they are located. 

platforms, shop and yard, scale houses and scales, scrap bins, sidewalks, 
Interior steam distribution systems, storehouses, tanks (gas and oil), 
test rooms, turntables, upholstering shops, warehouses, air compressors, 
belting, blowers, boilers for furnishing power, boring machines, motor 
cars, push cars, cranes, drilling machines, drop tables, forges, framing 
machines, furnaces, grinding and "polishing machines, hoists, hydraulic 
jacks, lathes, lifting magnets, metal chimneys, milling machines, mo
tors, pipe cutting and threading machines, planers, pneumatic hammers, 
power equipment, punches, riveters, saws, shafting, shapers, slotters, 
stationary engines, steam hammers, vises, welding machines and wood
working machines. 

.. Shop machinery means such properties as can be carried In Account 
44 and Includes machinery and other apparatus In shops and en
gine houses (Including special foundations and Installation and small 
hand tools) ; 1t also Includes air compressors, belting, blowers, bollers 
for furnishing power, boring machines, motor cars, push cars, cranes, 
drilling machines, drop tables, forges, framing machines, furnaces, 
grinding and polishing machines, hoists, hydraulic jacks, lathes, lifting 
magnets, metal chimneys, milling machines, motors, pipe-cutting and 
threading machines, planers, pneumatic hammers, power equipment, 
punches, riveters, saws, shafting, shapers, slotters, stationary engines, 
steam hammers, vises, welding machines and woodworking machines. 

10 Fuel stations means such properties as can be carried In Account 19, 
which supply fuel to locomotives or floating equipment and Include 
breakwaters for protection of buildings, buildings on piers, coal buckets 
and hoists, coal pockets and chutes, dumping machinery, elevating ma· 
chlnery, fences, fuel houses or stations, fuel-oil plants, pumps and 
tanks, fuel platforms and wharves, stationary engines, tipple cars and 
weighing apparatus. 

" Roadway buildings means such properties as can be carried In Ac
count 17 and Includes roadway shops and other roadway buildings such 
as blacksmith shops, breakwaters for protection of buildings, carpenter 
shops, fire-engine houses, frog shops for repair of track material, hand· 
car houses, lighting plants, lumber sheds, planing mills, rail shops for 
repair of track material, repair shops, scrap bins, section dwelling 
houses, and tool houses, Including drainage, water, gas, and sewer 
pipes and connections and all machinery, fixtures and furniture. 

11 The engine facility at Three Rivers, Mich., which Is along the right 
of way designated to ConRall, Is not required by ConRall and Is left 
behind with the estate. While a portion of the Sayre, Pa., yard Is desig
nated for transfer to ConRall, the shops are left with the estate, except 
for the wheel-truing machine at the Sayre shops which Is designated for 
transfer to ConRall. 

,. Intermodal terminals are such properties as can be carried In 
Account 25 and Include all facilities for handling trallers on flat 
cars, containers on flat cars, automotive transfer and bulk commodity 
(flexl-flo) transfer, and all fixtures, machinery and appurtenances 
thereto which Include loaders, cranes and hoists, other lift devices 
(Including related machinery and appurtenances), drainage and sewer
age, fences, grading, jockeys, olllces, lighting systems, sidewalks, pave
ments and driveways on terminal grounds, terminal trucks and tractors 
and parking areas. 

"Two RDG terminals are located on lines designated for offer to 
Chessle; two Penn Central terminals, one EL terminal and one CNJ 
terminal are located on lines designated to ConRall. 

711 The Port Newark lntermodal terminal at Newark, N.J. Is left 
with the estate although located on a rail line designated for transfer 
to ConRall. 
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In addition, USRA recommends that the Chicago & 
Western Indiana Railroad grant Chessie access rights 
to its intermodal terminal at Chicago now used by Erie 
Lackawanna; EL's right, title and interest in this 
terminal are designated for transfer to ConRail. 

Six intermodal terminals designated for offer to 
Chessie are not designated over for transfer for Con
Rail. They are not useful to any other transferee either 
because they are located along lines which no transferee 
operates or because the transferees have alternative lo
cations for handling intermodal transfers. 

M mine F acilities.-The railroads in reorganization 
have 13 marine terminal facilities 76 and 10 ore and 
coal wharves,77 all of which are associated with yards. 
The ore and coal wharves are designated for offer and 
transfer with those yards. 

The marine terminal facilities are used for trans
fers between rail and water carriers. Although these 
facilities are associated with yards, their designations 
require some elaboration since in some instances the 
yard in which a facility is located is designated to more 
than one designee or is a yard in which a portion only 
is designated for transfer. 

The only marine facility which will be useful to Con
Rail is the marine terminal facility at Greenville Yard, 
N.J. It, and no other such facility, is designated for 
transfer to ConRail. 

The docks, wharves, and warehouses at Erie Lacka
wanna's marine terminal at Hoboken, N.J., are offered 
to Chessie, but the float bridges and other facilities re
lated to lighterage services or the floating of rail cars 
are not. The Reading facilities at Pigeon Point, Del., 
Carney's Point, N.J., and Thompson Point, N.J., and 
the Penn Central facilities at Cape Charles and Little 
Creek, Va., are considered to be useful to Southern and 
accordingly are designated for off er to it. 

Any marine terminal facility offered to and not ac
cepted by Chessie or Southern will be left with the es
tates. ConRail will have alternate means of handling 
the traffic for which those profitable railroads would 
use those facilities. 

Rail Welding Facilities.-Rail welding facilities are 
plants at which track material is welded. There are only 
three such facilities in which the railroads in reorga
nization have an interest. The two Penn Central facili
ties are designated for transfer to ConRail ; the Reading 

.. Marine terminal facility as used here means the entire facility, 
Including fuel stations and structures, wharves, docks, dry docks, slips, 
float bridges, other landings for vessels, float-bridge machinery, piling, 
pile protection, cribs, cofferdams, walls, and other necessary devices 
and apparatus for the operation or protection of wharves and docks 
Including bridge pontoons, bulkheads, caissons and crlbwork, dry docks, 
ferry-bridge machinery, ferry bridges, ferry slips, jetties and incl.Ines, 
transfer-bridge machinery and transfer bridges, and any related rights 
or Interests, Including easements, licenses, permits, rights of way or 

access arrangements. 
11 Coal and ore wharves means such properties or can be carried In 

Account 24 and Include the wharves, docks and the associated conveyors, 
machinery and fixtures, and storage areas for cars. 



facility is not needed by any designee and is left with 
the estate. 

Stati()lfl,8 and Other Struetures.-There are thousands 
of structures along rail lines including freight stations, 
passenger stations, wayside shanties, interlocking 
towers, and offices. While some of these structures are 
not used for railroad operations, others house equip
ment, records and personnel and are used and useful in 
the operation of the railroads. Portions of some pas
senger stations house the railroads' regional and divi
sional office headquarters. Some communications and 
signal equipment used in railroad operations is housed 
in structures which appear to be abandoned. 

Because there is no comprehensive building inventory, 
the allocation of these structures, particularly those 
serving multiple users and uses, is complex. Frequently 
rail properties within buildings are designated to Con
Rail and others; but the buildings in which they are 
located, if not primarily used or useful for rail trans
portation service, are not so designated. This is particu
larly true of passenger stations which may contain 
equipment, offices or records transferred to ConRail, 
while the stations themselves are designated for acquisi
tion by Amtrak or public authorities or are left with 
the estates. Since there will be a transition period after 
conveyance during which the transferees will consoli
date and restructure their operations, it is necessary for 
them to have the right to use such buildings for a 
temporary period until suita'ble permanent arrange
ments for the equipment, records ·and personnel can be 
made. For that purpose, there is designated to each 
transferee a lease of not to exceed 2 years, including 
appropriate access and occupancy rights, of that portion 
of any structure, transferred to, or left with others, in 
which rail properties otherwise designated to that 
transferee are located. Within the two-year term, the 
transferee shall surrender to the lessor any leased space 
for which it has no foreseeable rail transportation 
service need. 

Subject to that lease, and except as may otherwise be 
specifically provided in the appendix, the structures 
along the right of way are designated as follows: 

• All structures along rail lines not transferred will 
be left with the estate. 

• Stations and other passenger-related facilities for 
Amtrak and for transportation authorities are 
allocated as set forth in the section of this chapter 

devoted to passenger service entities. 
• All structures located in yards are dsignated on 

the same basis as the yards in which they are 
located. 

• All other structures along transferred rail lines 
which are used or useful in rail transportation serv
ice are transferred on the same basis as the rail lines 
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along which they are located. For that purpose a 
structure will be deemed not to be used or useful 
in rail transportation when more than 60 percent 
of the total square footage of the structure is de
voted to activities not related to rail transportation, 
and no firm, credible plans for ultimate use of at 
least 50 percent of the structure for rail-related 
purposes are made before the expiration of 60 days 
after the FSP's effective date. 

Rolling Stock and Equipment 

Rolling stock and equipment include the assets which 
could be carried in ICC Accounts 37 and 50 through 
58. The primary assets contained in these accounts are 
for rolling stock: locomotives, freight cars, passenger 
cars, and work equipment; and for other equipment: 
roadway machinery, highway revenue equipment, float
ing equipment, and miscellaneous equipment. This sec
tion sets forth the designations for transfer and con
veyance of those categories of assets. 

Rolling Stock 

Looomotive.18-An adequate fleet of locomotives is 
essential to efficient railroad operations. The locomo
tives of the railroads in reorganization generally have 
been maintained in better condition than the rest of their 
rolling stock. The normal productive life of a diesel
electric locomotive is 15-20 years, during which it 
usually is rebuilt once or twice. Some older electric 
locomotives have been rebuilt several times and have 
been in service as long as 40 years. 

Freight Oars.79-Freight cars comprise approxi
mately 85 percent of all units of rolling stock and repre
sent the major portion of the railroads' investment in 
rolling stock and equipment. These cars generally have 
a 30-year life span with an average of one rebuilding at 
15 years. The freight car fleets of the railroads in re
organization are in poor condition, with the result that 
adequate freight service often is not available because 
of insufficient serviceable freight cars. 

'"Locomotive means such properties as can be carried In Account 112 
and includes all diesel-electric and electric road passenger, road freight, 
road switching and yard switching locomotives, and appurtenances 
and fixtures necessary to equip them for service, Including all appur
tenances to locomotives as, for example : air-brake equipment and hose, 
arm rests, awnings, brake fixtures, cab cushions, cab lamps, cab 
signals, clocks, fire-extinguishing apparatus, headlamps, metallic pack
ing, pneumatic sanding equipment, radio equipment, seat boxes, signal 
lamps, speed recorders, steam-heat equipment and hose, storm doors, 
tool boxes, and train-signal equipment and hose, and communications 
equipment. 

71> Freight cars means such properties as can be carried In Account 113 
and includes all freight cars of all classes, Including motor-driven cars, 
and all appurtenances, furniture, and fixtures necessary to equip them 
for service, Including the following freight cars : box, caboose, covered 
hopper, fiat, hopper, gondola, tank, ore jenny, rack and associated tie
downs, refrigerator, and the following appurtenances to freight-train 
cars; air-brake equipment, Including hose, cooking equipment and 
utensils, heating equipment, Ice boxes, lamps and fixtures, seats, speed 
recorders, train-signaling equipment, Including hose, and water tanks. 
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PMsenger Oars.80-The number of passenger cars 
has dwindled considerably since World War II, 
after which the last major fleet reequipping took place. 
The last sleeping car was manufactured in 1958 and, 
except for commuter, rapid transit and Metroliner 
equipment, very few passenger cars were constructed 
until 1974. Since then, Amtrak has ordered about 500 
new cars. 

Many of the newer and better maintained passenger 
cars already are owned or leased by Amtrak or trans
portation authorities. Most of the estates' remaining 
passenger cars are 20 to 60 years old, generally in fair 
to poor condition and are expected to be retired as re
placements become available. 

Work Equipm,ent.81-The rolling stock operated by 
a railroad and used in the maintenance of right-of
way and for its own business purposes is called "work 
equipment." As a general rule, this equipment consists 
of rolling stock originally constructed for revenue 
transportation use and later converted or dedicated for 
use for the railroad's own purposes. It is all nonauto
motiYe, and designed to run on rails. "Roadway ma
chinery," discussed elsewhere, is used for similar pur
poses, but is, generally, special purpose and automotive 
equipment which runs both on and off rails. ·work 
equipment has an average life span of 20-30 years after 
conversion to its present configuration. 

Property Interest In Rolling Stock.-The major part 
of the estates' locomotives and freight-ca,r fleets is sub
ject to lease, conditional sale or equipment trust agree
ments (sometimes referred to as "financing agree
ments"). Only the older locomotives and freight cars, 
some work-equipment cars and most of the older pas
senger cars, are not encumbered by financing agreements. 

After World War I, most locomotives and freight 
cars were acquired under equipment-trust or condi
tional-sale agreements. Under each of these financing 

oo Passenger cars means such properties as can be carried· In Account 
54 and Includes all passenger cars of all classes, Including self-propelled 
cars, Including all appurtenances, furniture and fixtures necessary to 
equip them for service, including the following passenger cars: head 
end, dining, club and observation, parlor and sleeping, coach and com
bination. Also Included are all appurtenances to passenger cars as, for 
example: air-brake equipment, Including hose, bedding, chairs, coat 
hooks, curtains and fixtures, cushions, electric bells, floor coverings, 
heating equipment, refrigerators, kitchen equipment and utensils, light
ing equipment, mall catchers, parcel racks, ranges and boilers, seats, 
speed recorders, steam-heat hose, table china, table glassware, table 
linen, table silver, toilet equipment, train-signal equipment, Including 
hose. and water tanks. 

81 Work equipment means such properties as can be carried In 
Account 57 and Includes all work equipment Including motor-driven 
equipment, appurtenances, and fixtures necessary to equip lt for serv
ice, including, for example: air-brake instruction cars, ballast cars, 
ballast unloader cars, boarding cars, bridge c1tra, business c1trs, camp 
cars, cinder cars, concrete mixers (mounted), derrick cars, dirt spread· 
ers (mounted), ditching cars, dump cars, dynamometer cars, gas tank 
cars, grading cars. gravel cars, Indicator cars, steam locomotive tenders 
used permanently as water cars, locomotives, business cars, outfit cars, 
painters' cars, pile drivers (mounted), rail saws (mounted), salt cars, 
saridlng cars, scale test cars, scraper cars, snow dozers, snow drags, 
snow plows (moved by, but not attached to locomotives), sprinkling 
cars, steam shovels, steam wrecking derricks, supply cars, sweeper 
cars, tool cars, tool and block cars, track Inspection cars, water cars, 
weed burners (mounted) and wrecking cars. 
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devices, a railroad acquires the "ownership" of the car 
through payment of the deferred purchase price, plus 
interest, over the life of the agreement, generally 15 
to 20 years. The initial ca.sh payment under an equip1 
ment-trust agreement is generally 20 percent of the 
purchase price while under conditional-sales agreements 
it varies. 

During the past 15 years the declining financial 
position of the railroads in reorganization has forced 
increasing use of the equipment lease. Since 1970, the 
lease has been virtually the only means by which the 
railroads now in reorganization could acquire loco
motives and freight cars. An equipment lease is less 
attractive in certain respects than an equipment-trust 
or conditiona,1-sales agreement. The lease is usually for 
a 15-year term and the lease payments over that term 
often aggregate 250 percent of the original purchase 
price of the equipment. Unlike the typical equipment
trust or conditional-sale agreement, a lease does not 
require a down payment. In turn, the railroad obtains 
only the use of the equipment, while the ownership and 
equity stay with the lessor to whom the equipment must 
be returned in proper order and repair at the end of the 
lease. These obligations to maintain and return create 
additional liabilities under the lease if the cars are 
missing, destroyed or damaged. 

Constraints on Selection of Rolling Stock.-The Act 
(section 303(b) (2)) states that as a general rule rail 
properties conveyed to ConRail or to profitable rail
roads are conveyed froo and clear of all liens and en
cumbrances. Section 303(b) (3), however, provides that 
when rolling stock is transferred to ConRail or to a 
profitable railroad, the transferee must assume all the 
obligations under any lease, conditional-sale or equip
ment-trust agreement in respect to the rolling stock con
veyed. Moreover, section 303(b) (4) imposes a similar 
requirement with respect to assets leased with reor
ganization court approval from nonaffiliated, nonrail
road lessors, and this requirement also may affect some 
equipment leases. Individual leases may cover hundreds 
of cars. If less than all of the rolling stock under a lease 
or financing agreement is transferred to ConRail or a 
profitable railroad, it is not clear whether section 303 
(b) ( 3) requires the transferee to assume all of the 
obligations under that agreement, or would permit the 
assumption of only a part of the obligations. If a par
tial assumption is permissible, section 303(b) (3) does 
not specify how the assumed portion would be deter
mined. Section 303 (b) ( 4) plainly requires assumption 
of all obligations under a financing agreement. As a 
practical matter, USRA has construed section 303 (b) 
(3) as requiring the transferee to assume all obligations 
under a financing agreement and consequently the desig
nations in the plan transfer all equipment covered under 
any single financing agreement. 

The Inventory Available For Transfer.-The devel-



opment of an accurate rolling stock inventory was 
hampered by the decentralized record keeping proce
dures followed by the railroads. Typically, the responsi
bility for car record keeping rests with several depart
ments: the transportation department which maintains 
daily movement data on all cars on the line, the ac
counting department which keeps historical car move
ment data for per diem 82 settlements, and the mechan
ical department which handles billing for repairs made 
by one railroad to cars of another railroad. 

Penn Central car movement data is reliable and pro
vides an instantaneous record of recent car movements. 
It does not, however, provide current records for cars 
which are off line, bad ordered, or for any reason not 
moving in a train. Historical per diem and demurrage 83 

records, as well as car reporting systems of other rail
roads provide some help in finding such cars, but there 
may be a delay of several days, or even weeks, before 
the location of a car on a particular day is known. 

While these systems may function for operational 
purposes, it is very difficult to assemble a complete 
record on any particular car. It was impossible to take 
a physical inventory of the equipment on hand as the 
equipment is mobile and subject to the control of third
party shippers as well as other railroads over whose 
lines the cars move. 

USRA, through its consulting firm of Simpson & 
Curtin, has prepared a computerized inventory, ("S&C 
Inventory") as of December 31, 1973. It is based not 
only on estate records but on a representative sampling 
of rolling stock, and a variety of public sources includ
ing trade associaton records and reports filed by the 
bankrupt estates with the ICC and the various reorgani
zation courts. USRA also has considered the opinions 
and expertise of knowledgeable persons within the 
estates and USRA. For each piece of rolling stock, the 
S&C inventory includes the type, serial number, date of 
building and rebuilding, the number of units perma
nently removed from service, the ledger value, the owner, 
the financing agreement identification number and type, 
if any, and for locomotives only, weight and mileage 
since last rebuilding, manufacturer and horsepower. 
The inventory also contains information on the per diem 
rate for freight cars and the seating capacity of pass
enger cars. 

It does not reflect the number of cars or locomotives 
in bad order or destroyed but unreported. Character
istically, cash-short enterprises tend to pay inadequate 
attention to record keeping. The leases generally re
quire repair of damaged equipment and replacement of 
destroyed equipment either in kind or in cash. As a 
result, there is some skepticism as tp the accuracy of the 
estates' reporting of bad order and destroyed equip-

"" Per diem charges are the rentals paid by railroads for the use of 
another railroad's car. 

""Demurrage charges are the fees paid by customers for the detention 
of a railroad's car. 

248 

ment. The estates have not attempted to correlate their 
car movement and per diem files with their property 
inventory records. USRA is attempting such a correla
tion and expects to identify by serial number and lease 
those cars which have been inactive for several months. 
Such inactivity suggests that the unit is either destroyed 
or awaiting repair. 

Because of their high value, there is more incentive 
to keep 'accurate records on destroyed locomotives and, 
therefore, the locomotive inventory is more accurate. 
The fact that locomotives generally stay on the lines 
of the railroads which own them also makes inventory
ing easier. 

Because of the policy of deferred maintenance 
· adopted by the estates, a high percentage of their equip

ment is in bad order. Since the assumption of an estate's 
obligations under a lease includes the obligation to 
maintain and restore equipment, as well as to replace 
destroyed cars, it is important to know how many units 
under each lease are either in bad order or have been 
destroyed. 

Lease De8ignatwn Standards.-The rolling stock and 
other designations include cars and locomotives subject 
to equipment trust and conditional sales agreements. 
These agreements have been analyzed by USRA and, 
generally, acquisition of equipment subject to these 
agreements is considered desirable in the interest of the 
transferees. Cars and locomotives held by the estates 
under leases often are not as desirable an investment 
as freight cars under equipment trust and conditional 
sales agreements. The obligations that may have to be 
assumed by the tmnsferees of the leaseholds in equip
ment may be very substantial. Therefore, the FSP is 
much more selective in designating the lessee's interest 
for conveyance. 

The lessees' interests in all rolling stock and equip
ment leases are designated for transfer except the 
lessees' interests in those leases which are not econom
ically justifiable under the following lease designation 
standards. 

Leasehold interests, excepted from the general desig
nation of transfer, are those as to which the effective 
rate, considering : 

• the number of serviceable cars actually available 
for use, 

• the amounts ConRail would pay under the lease, 
• the amounts ConRrail would be obliged to expend 

under the lease terms, and 
• based on the actual physical condition of the avail

able equipment, the other costs, current and future, 
which may be incurred, 

is more than the effective rate ConRail would incur in 
acquiring the right to use the same number of econom
ically equivalent equipment units as those actually 
serviceable and available under arrangements other than 



the existing lease. In applying these standards, USRA 
will assume that : 

249 

• Equipment is missing and unaccounted for unless, 
not later than 45 days prior to the date the plan is 
certified to the Special Court under section 209 ( c), 
USRA has satisfactory evidence that the equip
ment exists or, if missing or destroyed, that it has 
been accounted for properly and all payments made 
to the lessor under the loss and casualty formula 
specified in the lease. 

• A leasehold is unacceptable if more than 2 percent 
of the equipment is unaccounted for under the loss 
and casualty formula specified in the lease. 

• A leasehold is unacceptable if more than 40 percent 
of the equipment and lessee's obligations have been 
assigned to or assumed by a third party, and the 
lessee remains contingently liable for the assigned 
portion of the lease. 

The certified plan will list specific leasehold interests 
in accordance with this standard. 

Summary of Rolling Stock Designation DecUions.
The inaccuracy of the rolling stock inventory records 
raises special designation problems. Nevertheless, the 
needs of ConRail and the acquiring profitable railroads 
for much of this equipment has required that substan
tially all of it be designated for transfer. Excepted, 
however, are those which impose demonstrably unrea
sonable burdens on the transferees, and others as are 
hereinafter identified. 

The goals which the FSP is to effectuate include the 
improvement of passenger service. The Association 
has considered the available inventory of passenger 
equipment in order to make appropriate designations 
of this equipment. While ConRail itself will require 
some passenger cars and passenger-service locomotives 
to fulfill its common-carrier and commuter-service con
tract obligations, the allocation of this equipment de
pends in part on the needs of Amtrak and the transpor
tation authorities. 

As discussed above, the transportation authorities 
and Amtrak are unable at this time to enter into bind
ing agreements for the purchase or lease of passenger 
equipment.84 The Association does not wish to over
commit ConRail's limited resources to purchase 
what may be excess passenger equipment. The 
FSP, therefore, designates to ConRail an option, exer
cisable within 30 days following the Special Court's 
order of conveyance under section 302 ( b) , unless sooner 
cancelled by ConRail, to acquire by purchase or lease 
all or part of the passenger cars and passenger service 
locomotives designated in the appendix. 

14 Several state, local or regional transportation authorities operating 
commuter service have expressed an Interest In acquiring certain 
locomotives used In such services, but, as of the date of the FSP, no 
binding commitments have been made. 

With minor exceptions,85 no passenger service rolling 
stock has been offered to profitable railroads. 

Nonpassenger service locomotives are in short sup
ply considering the anticipated needs of the system. 
Because of better knowledge as to the condition of the 
bankrupts' locomotives, their much smaller numbers 
and their location, USRA was better able to assess the 
desirability of the transfers here designated, after as
sessment of the available financing agreements. 

Except for 24 locomotives of the Reading specified in 
the appendix which are designated for transfer to Con
Rail, substantially all of the newer nonpassenger service 
locomotives of the Reading and Erie Lackawanna Rail
roads are offered to Chessie. Subject to the lease desig
nation standards, these locomotives are designated for 
transfer to ConRail if they are not accepted by Chessie. 
The remaining Erie Lackawanna and Reading non
passenger service locomotive fleet is left behind with 
the estates. All nonpassenger service locomotives of 
the other railroads in reorganization, except those under 
leases which are excepted under the lease designation 
standards, are designated for transfer to ConRail. 

The Chessie is offered the freight cars in the Erie 
Lackawanna and Reading inventories identified for 
such offer in the appendix. To the extent that these 
freight cars are not accepted by Chessie, and subject to 
the leases qualifying under the lease dooignation stand
ards, they are designated for transfer to ConRail. The 
remaining EL and RDG freight cars are not useful to 
ConRail and are left with the estates. 

Subject to the lease designation standards, there are 
designated for transfer to ConRail all other freight c1i.rs 
of railroads in reorganization. 

All work equipment associated with those particular 
portions of EL and RDG road properties being offered 
to Chessie also is designated for offer to Ohessie. In addi
tion, Chessie is offered a portion of the remaining EL 
and a. portion of the remaining RDG equipment based, 
in each case, on the ratio that the EL or RDG line-of
road 86 track miles, as the case may be, acquired by 
Chessie bears to the total such miles of that railroad 
transferred under the FSP. 

Designated for transfer to ConRail is all work equip
ment not offered to profitable railroads, except those sub
ject to leases that are excepted under the lease designa
tion standards. If a profitable railroad does not accept 
the offer made to it, all of the offered work equipment 
is designated for transfer to ConRail, except that sub
ject to leases excepted under the lease designation 
standards. 

so The Chessle has been offered one Erie Lackawanna passenger serv
ice locomotive and four Erle Lackawanna passenger cars currently used 
between Youngstown and Cleveland which will be useful to It In Its 
operations. 

••Line-of-road track Includes all trackage, except switching track, 
yards, industrial sidings, team 'tracks and similar trackage. 



Other Equipment 

Rordway Machinery 87.-Roadway machines, like 
work equipment, are used for maintenance-of-way 
work. What distinguishes the two categories is that 
work equipment is comprosed of nonautomotive rail 
cars, while roadway machinery is generaly comprised 
of both on-track and off-track automotive equipment. 

The average life of most roadway machinery is 10 
years except for cranes, which last about 15 years. While 
most are owned outright, some roadway machines are 
leased. Much of the roadway machinery operated by 
the estates is in only fair condition. 

The S&C inventory reported information as to type, 
ledger value, building and rebuilding dates, number 
of units permanently removed from service, owner, how 
financed and identification number, if any. The roadway 
machinery property records of some of the estates are 
especially poor and, therefore, there is a greater prob
ability of error in the inventory of this category of 
equipment. 

In order for the Chessie to maintain adequate rail 
service on the lines of the Erie Lackawanna and Read
ing being offered to it, it will need the roadway machin
ery normally associated with those lines. Accordingly, 
all roadway machinery assigned to or used solely, or 
primarily, on the specific lines of Erie Lackawanna and 
Reading being offered to the Chessie also is des
ignated as offered to the Chessie. 88 In addition there is 
designated as offered to the Chessie a portion of Erie 
Lackawanna and Reading roadway machinery not as
signed to any specific rail line. Apportionment shall 
be on the same basis as that specified for work equip
ment cars. 

Roadway machinery, like work equipment, is in short 
supply and will be needed by ConRail at the earliest 
possible time for use in its rehabilitation program. Ac· 
cordingly, all roadway machinery except that offered to 
and accepted by Chessie, is designated for transfer to 
ConRail, except machinery under lease excepted under 
the lease designation standards. 

87 Roadway machinery means such properties as can be carried 
in Account 37 and Includes all machinery used for maintenance 
of roadway and structures, including on and/ or 00' track auto· 
motive vehicles, permanently equipped with special-purpose machinery 
such as hydraulic cranes, derricks, ditching apparatus, pile-driving 
equipment, and similar machines listed below and used exclusively In 
maintenance of way and structures: portable boilers, hand cars, lever 
cars, motor Inspection cars, push cars, crane (small) cars for supply 
yards and general use, concrete mixers, ditching machines, dredging 
machines, portable engines, grading outfits, hydraulic outfits, hydraulic 
jacks, log loaders, pile drivers, unloading plows, rail unloaders, rock 
crushers, steam rollers, timber trucks, tools used for maintenance of 
way and structures, such as tampers, smoothers, grinders, tie cr.tters, 
tie lnserters, spike hammers, etc. 

88 For road machinery and, except as otherwise Indicated, for all 
other equipment discussed under the general heading of "other equip· 
ment," the Interests designated are the Interests of the estate, not 
the Interests of the fee owner that leases or otherwise makes road ma· 
chlnery a vallable to the estate. 
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Highway Revenue Equipment.89-Highway revenue 
equipment consists mainly of the tractors, trailers, 
trucks and containers used by railroads in their TOFC/ 
COFC services or by their trucking company subsidi
aries. The bulk of the highway revenue equipment des
ignated in the FSP is owned by the Reading, or 
Penn Central, its trucking subsidiary (Pennsylvania 
Truck Lines) and an affiliated company (Excelsior 
Truck Leasing Co.) from which Penn Central and 
Pennsylvania Truck Lines lease highway revenue equip
ment which Excelsior maintains. 

The FSP designates for transfer to ConRail all high
way revenue equipment owned by Penn Central and 
Pennsylvania Truck Lines and, subject to the lease 
designation standards, Penn Central's and Penn Truck 
Lines leasehold interest in the equipment which is leased 
from Excelsior Truck Leasing. 90 

Chessie is offered the specified units listed in the ap
pendix of the highway revenue equipment owned by 
Reading and Erie Lackawanna and also is offered the 
Reading's leasehold or contractual interest in any high
way revenue equipment owned by Reading Transporb1 
tion Co. and used in Reading's rail services. 

All other highway revenue equipment owned by 
Reading, Erie Lackawanna, Ann Arbor, Central of 
New Jersey, and Lehigh Valley is left with tho= 
estates. 

Floating E quiprrwnt.-Ann Arbor, Penn Central, 
Lehigh Valley, Reading and Erie Lackawanna operate 
marine equipment and facilities. The water craft used 
in these marine operations are known in railroad usage 
as "floating equipment." 91 

80 Highway revenue equipment means such properties as can be 
carried In Account 55 and Includes all bogles, buses, chassles, containers, 
semi-trailers, tractors, trucks, etc., used In revenue transportation serv
ice, Including pickup and delivery service, substitute line-haul service 
and TOFC/COFC service, as well as all appurtenances, such as radio 
communication equipment, necessary to equip them for service. 

oo Excelsior leases numerous other kinds of equlpmen t and assets to 
Penn Central and Its subsidiaries. Excelsior Is a wholly owned sub
sidiary of Penn Central and Its assets consequently are "rail properties" 
which may be designated for transfer. Nevertheless, It Is In all the 
parties' best Interests to have Excelsior as an Independent lessor owner. 
Consequently, the leasehold Interests of Penn Central and Its sub
sidiaries are designated for transfer, subject to the lease designation 
standards. 

m Floating equipment means such properties as can be carried ln 
Account 56 and Includes all the marine or floating equipment of all kinds 
except work equipment, Including all appurtenances, ,furniture and fix· 
tures necessary to equip It for service and Includes barges, car and other 
floats, ferryboats, lighters, scows, steamboats, tugboats, appurtenances 
to floating equipment which Includes, for example, anchors, atlases, 
barometers, beds and bedding, binnacle lamps, blocks and tackle, china, 
crockery, and glass ware, chronometers, compases, navigation and com
munication equipment, desks and furniture, engines and foundations, 
fire buckets and extinguishers, floor coverings, gang-planks, heating 
equipment, boilers and foundations, cables, capstan bars, charts, pianos 
and other musical Instruments, pumps, railings, rigging, sails, scales, 
seats, chairs, and cushions, spyglasses and telescopes, hoisting equip
ment, kitchen equipment, life preservers, lighting equipment, linen, logs, 
machinery and foundations, masts, steam distribution systems, steering 
equipment, ticket cases, tool boxes and tools, tracks on car floats, ven
tilating equipment ; floating work equipment which Includes derricks, 
dredges and pile drivers. 
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Except for four relatively modern tugboats leased 
by Penn Central in 1960, most floating equipment is old 
and is owned outright by the railroads. The S&C in
ventory lists the floating equipment and identifies the 
owners, date of building and most recent overhaul, 
weight, serial number, number of units permanently 
removed from service, horsepower capacity, financing 
agreement type and identification number, if any, and 
ledger value. 

The railroads have curtailed their marine opera
tions during the past several years. Under the F'SP 
ConRail is not expected to provide lighterage serv
ice. While two New York City terminal and dock 
railroads have indicated an interest in providing 
car-float services at Greenville, there is no binding com
mitment for such services. Therefore, there is desig
nated to ConRail an option exercisable at any time 
before the expiration of 30 days after the Special 
Court's order of conveyance under section 303 (b), to 
acquire all or less of Penn Central's interest in certain 
floating equipment, identified in the appendix, and pres
ently used at Greenville, N.J. A portion of the remain
ing Penn Central floating equipment identified in the 
appendix is offered to the Southern Railway for its 
marine service for the Delmarva Peninsula and of 
Reading equipment for service between Pigeon Point, 
Del., and Carney's and Thompson's Points, N.J. 

M U!cellaneous Equipment. 02-Miscellaneous equip
ment refers to highway equipment not used in revenue 
transportation service. A substantial portion of the mis
cellaneous equipment used by the railroads in reorgani
zation is leased. 

The Chessie System is offered all the Reading and 
Erie Lackawanna miscellaneous equipment associated 
primarily with road properties offered to the Chessie. 
The Chessie is also offered a portion of the remain
ing Reading and Erie Lackawanna miscellaneous equi•p
ment, with apportionment on the "same basis as that 
specified for work equipment and road machinery. To 
the ertent that RDG and EL equipment is not accepted 
by the Chessie, it is designated for transfer to ConRail, 
subject to the lease designation standards. 

Subject to the lease designation standards, all of the 
other estates' interest in miscellaneous equipment is des
ignated for transfer to ConRail. 

Materials and Supplies 

In order to provide for the efficient and economical 
support of their operations, the railroads maintain on
hand inventories of materials and supplies (commonly 

.. Miscellaneous equipment means such properties as can be carried In 
Account 58 and Includes all highway equipment such as buses, cars, 
tractors, trucks, trailers and automobiles not used In revenue transpor
tation service and all appurtenances thereto Including radio-communi
cation equipment. 
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referred to as "stores") .98 In some instances, these mate
rials are acquired in anticipation of use based on his
torical demand patterns; in other instances they are 
acquired on the basis of advance work plans and mate
rial requirements projections. The quantity and value 
of materials on hand at any given time can be quite 
significant and constitute a substantial segment of the 
assets requiring designation. 

A basically uniform system is used by the railroads 
to control and account for materials inventories. This 
system is designed to achieve item supply management, 
physical storage and custody, control, and financial 
accounting. The value of the materials inventory (in
cluding receipts, issues and current on-hand balance) is 
controlled through ICC-prescribed Account 712-Ma
terials and Supplies. The account is subdivided by a 
number of Standard Material Classification Classes 
which are groupings of individual items of supply. In 
some cases these groupings are function (end-use) ori
ented; in others they are commodity (nature-of-the
item) oriented. For example: track and maintenance 
of way materials are generally found in Classes 1, 2, 4, 
5, 6, 7, 8, and 10; rolling stock supplies are general!y 
found in Classes 12, 19, 20, 22, 23, 24, 26, 29, and 32. 
Other classes have been established for such general 
commodities as shop supplies and plant maintenance 
items. 

While the account and subaccount structure portrays 
the gross magnitude of materials and supplies in terms 
of dollar valuation, the most essential records for pur
poses of asset designation are the item stock records. 
These are the only records that reflect descriptions and 
actual quantities, and, equally important, the location 
of such quantities. As a general rule, these records pro
vide for a current recording of receipts, issues, and 
on-hand inventory for each individual item of supply. 
The major variances between different railroads are 
in the method of maintenance (i.e., manual or ADP
oriented), and the level to which point-of-use locations 
are recorded (i.e., line-section level or division level). 

With respect to physical location, it is important to 
recognize that materials may be stored in centralized 
storehouses, in divisional storehouses, along the right
of-way and even in off-property locations. Thus, in 
applying the designation principles for materials and 
supplies as set forth below, it cannot be assumed tha·t 
there will always be a direct correlation between the 
location of other conveyed assets (such as rail lines and 
facilities) and the location of related materials. Ulti
mately, a thorough analysis of the stock records will be 
required to effect these designation principles. 

""Materials and supplies rneans such properties as Clln be carried In 
Account 712 of the Interstate Commerce Commission's Uniform System 
of Accounts and Includes all supplies, all unapplled material, material 
on order or In the process of manufacture, wherever located, including 
fuel, stationery, commissary supplies, stocks, stores, and spare parts. 
Not Included are USRA-owned .materials and supplies such a.s those 
acquired under agreements negotiated under 11ectlon 2115 of the Act. 



No attempt has been made to estimate the total value 
or item range of materials and supplies subject to desig
nation. Materials inventories are by purpose and nature 
extremely dynamic, with items, quantities and values 
constantly fluctuating. Any estimates made at the time 
the FSP is written may bear little relationship to the 
actual situation at time of conveyance. It has been 
established, however, that the recordkeeping systems 
used by the railroads are basically similar, are generally 
adequate, and can be used to produce the information 
required for final determinations. 

Generally, materials and supplies are designated for 
transfer or offer to those who will receive the rail lines, 
the facilities and other road properties, the rolling stock 
and the administrative assets with which the materials 
and supplies are most obviously or logically associated. 

Designation.-Designated for transfer to ConRail 
are all maintenance-of-way material and supplies along 
rail lines designated to be transferred to ConRail, all 
maintenance of way materials and supplies which are 
not offered to others and all maintenance of way ma
terials and supplies offered to others and not accepted. 
All maintenance-of-way materials and supplies asso
ciated with rail lines to be offered to a profitable rail
road under this plan are designated for offer to that 
profitable railroad. All Erie Lackawanna and Reading 
maintenance-of-way materials and supplies not associ
ated with the particular lines offered to profitable rail
roads or transferred to ConRail are designated to be 
apportioned, with the profitable railroads and ConRail 
each receiving an allocation of the inventory in propor
tion to the line-of-road track miles it receives of rail 
lines of the Erie Lackawanna or Reading, as the case 
may be. 

Designated for transfer to ConRail are all of the 
estates' materials and supplies not offered to and ac
cepted by others, associated with rolling stock and with 
equipment of a type which is transferred to ConRail. 
All EL and Reading inventories of materials and sup
plies associated with rolling stock and equipment is of
fered to Chessie if the rolling stock or equipment to 
which it relates is offered to Chessie. Where ConRail 
receives and Chessie accepts EL or Reading rolling 
stock or equipment of the same type, the entire inven
tory of associated materials and supplies is designated 
to be apportioned suitably between the two. Materials 
and supplies associated with rolling stock or equipment, 
of a type which is not transferred or offered to any 
designee, is left with the estates. 

All materials and supplies in the PC stationery store
house in Cleveland, Ohio and materials and supplies 
relating to passenger service operations of the EL at 
Hoboken, N.J. and of the Reading at Reading, Pa., are 
designated for transfer to ConRail. All other materials 
and supplies associated with a particular facility are 
oft'ered, transferred, or left with the estate (as the case 
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may be) on the same basis as the facility to which they 
relate. 

Materials and supplies which cannot be apportioned 
under the foregoing designations, and materials and 
supplies (other than those in the Cleveland, Ohio 
stationery storehouse) relating to offices and admin
istrative property and activities are designated to be 
apportioned in the manner described below for admin
istrative assets. 

Administrative Assets: Offices, Warehouses, Supplies, 
Records, Contract Rights, Other Intangibles and Fiscal 
Assets 

To provide the rail service contemplated in the FSP, 
the transferees will need assets and supplies of a gen
eral nature, such as office space and business supplies. 
They also will need the files pertaining to the rail op
erations, other activities and properties being trans
ferred to them, and records pertaining to the new per
sonnel they will employ. To provide continuity of busi
ness operations through the transition, the transferees 
also will need to assume a wide variety of contracts and 
to obtain many sorts of rights. Some transfers of cur
rent receivables, payables, deposits, cash and other fiscal 
assets will be essential. As a first step in understanding 
the complexity of the problem of designations, several 
comments about the quality of inventory records and 
a description of various categories of administrative 
assets are in order. 

Speaking broadly, administrative assets are items of 
property the rail estates have not had to inventory at 
the level of detail that will be required for their con
veyance. There are lists of offices occupied by the estates, 
but even these are incomplete and often do not reflect 
information that would be useful to the conveyance 
process, such as size and configuration, nature and terms 
of tenancy, location in relation to other facilities and so 
forth. 

For items other than office space, the problem is sub
stantially worse. A business the size of Penn Central 
keeps files and records at literally thousands of loca
tions, but it ordinarily has no need for any single, 
current master list even of the filing locations, let alone 
of the contents of files at each location. Similarly, equip
ment and business supplies are procured, provided, re
paired, replaced and replenished through a wide variety 
of local arrangements, and there is nothing remotely 
approaching a central office master list of what is avail
able. There is not even a central inventory of storage 
warehouses owned or leased by the estates. 

Even if there were schedules of administrative assets, 
they would change almost hourly. Unlike rail lines and 
even rolling stock, administrative items are subject to 
constant adjustments resulting from the ebb and flow 
of a continuing business. Accordingly, the conveyance 
arrangements must take account of conditions not as 
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they are when the FSP is written but as of the uncertain 
date on which conveyance occurs. 

Moreover, administrative assets frequently cannot be 
put on lists classified by transferee until related deci
sions are made. Obviously, for example, personnel rec
ords must follow the individual employee. More signif
icantly, the FSP contemplates major transfers of assets 
to profitable railroads which they are not obliged to 
accept. To the extent that they do accept such transfers, 
the solvent transferees will want to participate in the 
disposition of administrative assets. 

Offece Space and Warehouses. 94-The estates have a 
wide variety of office space that can be expected to 
be needed at least at the outset by the transferees. This 
includes office space for personnel in headquarters of
fices, division and regional offices. It also includes sales 
and promotional offices, YMCA crew facilities, and op
erational space used for communications, control, and 
similar functions. Also in this category are warehouses 
and other equipment and supply storage areas. Some 
of this space is in buildings owned by the estates, while 
other space is leased on various terms, favorable and 
unfavorable. The percentage use of a building for rail 
office space varies from location to location. 

Offece Supplies and Equipment.95-This includes the 
fiurnishings, equipment, facilities and business supplies 
owned or leased by the estates and used in connection 
with the administration of rail operations. One signifi
cant feature of this category of assets is constant turn
over as items are worn out or used up and replenished. 
Some of these assets are physically located at or associ
ated with particular office space. 

Other items, however, are located at general office 
supply or equipment storage points and cannot be iden
tified with particular office locations. 

Files and Records.96-It goes without saying that the 
rail estates and their affiliates possess a bewildering 
variety of files and records, many of which will be of 
postconveyance importance to more than one entity. The 
primary objective must be to establish a system that 
will, with a minimum of cost, make files and records, 
or duplicates, available to the entities that need them. 

"'As used here, "office space" means office space and other similar 
facilities, Including warehouses and warehouse space, occupied by ind!· 
vlduals, records or equipment engaged or Involved solely or predoml· 
nantly In the provision of rail services . 

.. As used here "offices supplies and equipment" means all office sup
plies ; office furniture, fixtures, and equipment; records warehouse equip· 
ment; automobiles, trucks or other vehicles used for executives or 
administrative transportation ; remote secure record-storage facilities 
Including all equipment therein; employee· eating facilities; lounge 
furniture and equipment; conference-room facilities ; audio-visual dis
play equipment; any other supplies or equipment used In the conduct of 
railroad business. 

""As used here, "files and records" means all current and historical 
working files ; official or unofficial corporate records ; paper documents ; 
manuals ; correspondence; data files ; tarllf and division files; engineer· 
Ing records Including valuation accounts, track charts, and blueprints; 
without regard to where they are maintained or who has custody, which 
are In any manner related to rail facilities, equipment, operations, man
power, finances, or real and personal property of rail lines and associ
ated activities otherwise conveyed. 

Exeeutory Contracts and Agreements.-This in
cludes, to the extent not designated elsewhere, all rights 
and obligations under executory contracts and agree
ments relating directly or indirectly to rail service. 
Such contracts include without limitation: 

• insurance contracts relating to liability, loss or 
damage to property, fire and theft, employee bene
fits (including health, accident, and life-insurance 
benefits) and employee bonding; 

• all contracts relating to employment, terms thereof, 
benefits, pensions and pension funds and employee 
housing and feeding; 

• all contracts for the provision of office equipment, 
office furniture, supplies, custodial services, power, 
fuel, other utilities and repair and maintenance 
services and 

• all subscriptions. 

Current Assets, Cash and Cash Equivalents.-This in
cludes, to the extent they are not elsewhere designated, 
all accounts receivable, deposits, bank accounts, inter
ests in negotiable instruments, funds, reserves, cash and 
cash equivalents. These items are designated for trans
fer only to the extent that: they are segregated, ear
marked, held aside or otherwise specifically allocated 
to the payment of liabilities that a transferee under the 
Act is or may become liable to pay, or represent amounts 
attributable to the operations or activities of a trans
feror for which a transferee assumes, either voluntarily 
or by operation of law, any present or future liability, 
absolute or contingent. 

In general, the intention of the FSP is that accounts 
receivable and payable that are allocable to operations 
before conveyance shall be for the transferors, that re
ceivables and payables that are allocable to operations 
after conveyance shall be for the transferees and that 
to whatever extent related personnel move to the trans
ferees at the .time of conveyance, the transferees will, 
subject to reimbursement of the cost, service the ac
counts as necessary on behalf of the transferors. In addi
tion, the transferees will not take cash and other cur
rent assets except to the extent that (1) the items already 
have been, or should have been, set aside for purposes 
the transferees may be required to carry out, or (2) the 
transferees assume liabilities allocable to the transfer
ors' operations. Items to be transferred will include, to 
the extent of the transferee's potential liability, with
held funds for the payment of taxes, pension funds and 
pension fund assets, funds for other employee benefits, 
other sinking funds and funded reserves. 

Pension Plans.-Certain employees, many not covered 
by negotiated labor agreements, of the railroads in re
organization, are covered by supplemental pension 
plans. The pension obligations to employees of the 
estates under these plans are to some extent fully 
funded, to some extent partially funded and to some 



extent unfunded. There are many different trusts and 
other agreements which apply to these plans and they 
are structured in many different ways. USRA is actively 
studying the details of the plans in order to recommend 
appropriate alternatives to ConRail. 

While liabilities should be assumed in amounts suffi
cient to provide a sound and reliable benefits program, 
such liabilities should only be assumed consistent with 
the pension trustees' allocating and transferring assets 
in the trusts or plans necessary to establish such a bene
fits plan. 

USRA believes that ConRail should assume, within 
appropriate limits, the pension obligations of the rail
roads in reorganization with respect to those employees 
to whom it offers employment. The FSP, therefore, 
designates for transfer those assets set aside for satisfy
ing the pension obligations transferred, to the extent 
that: 

• the assets can be transferred under the FSP; 
• existing trust and other pension plan agreements 

permit such transfer; 
• the transfer can be accomplished without material 

economic prejudice to ConRail or the employees; 
and 

• transfer is consistent with applicable requirements 
of other laws and regulations. 

The transfer may be accomplished through a division 
of assets under the existing trusts or pension plan agree
ments, through using the same trustees or administra
tors, through a new fund or through the establishment 
of new trust or pension plan agreements with new trust
ees or administrators. The exact arrangements must be 
worked out; this will involve the resolution of complex 
legal issues and negotiation with the bankrupt estates, 
employee interests, and the trustees or administrators 
of the pension plans. To the extent that it proves im
practicable to make such arrangements, both the pension 
liability and the trust and pension plan assets to pay 
them will be left with the estates. 

In merging or consolidating pension trusts or plans, 
the present pension trustees for the estates' employees 
and the administrators or trustees of ConRail's supple
mental pension plan should be aware of the new obliga
tions imposed by the Employee Retirement Income Se
curity Act of 1974 (ERISA). At this early date, there 
is no case law or administrative guidance from the De
partment of Labor or the Internal Revenue Serv
ice, for example, regarding obligations to maintain 
benefits when plans are merged. 

It might be noted, however, that Section 1021 (b) of 
ERIS A and Section 401 (a) ( 12) of the Internal Reve
nue Code require in the case of any merger or consolida
tion of pension plans, or transfer of pension plan assets, 
that each plan participant be entitled to benefits im
mediately after the merger, consolidation or transfer 
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equal to or greater than the benefit he would have been 
entitled to receive immediately before the merger, con
solidation or transfer. 

USRA will attempt to provide more definitive desig
nations according with these principles, and subject to 
arrangements with the pension plan trustees, when the 
FSP is certified to the Special Court. 

Data Processing Systems and Supplies.97-Effective 
rail services in the post-conveyance period will require 
continuation of the various operation, control and ad
ministrative functions based on use of data-processing 
systems. Information is now being collected from the 
rail estates on data-processing hardware and software, 
and on their uses and locations. While longer term proj
ects on data processing consolidations may be under
taken by ConRail or other acquiring railroads based on 
corporate needs, it is essential that services being pro
vided prior to conveyance continue under agreements 
between the transferor and the transferee until such 
time as it is feasible to disengage. 

Mi8cellaneous Admini8trative Assets.-This includes, 
to the extent used in rail service and not elsewhere desig
nated: all ledgers and books of account; all documents 
of title and other legal instruments; all computer hard
ware and software; all patents, trade secrets and other 
intellectual property (including trade names) relating 
to rail service; all customer lists and similar materials; 
all licenses granted by governmental bodies to the ex
tent legally assignable; 98 all licenses, franchises and 
easements granted by any person other than a govern
mental body, and all policy and procedure manuals, 
promotional literature and rights to the contents there
of. This property is designated for transfer to ConRail 
except to the extent that it is associated with rail prop
erty designated for off er and is transferred to other 
transferees, in which case this property is designated 
to such other transferees. 

Designations.-Many of the assets in this adminis
trative assets group are not inherently tied to rail use. 
They are, however, "used or useful" in rail transporta
tion service, they are "owned, leased or otherwise con
trolled" by railroads and hence they are "rail proper
ties" within the meaning of section 102(10). It is clear, 

rn As used here, "data processing systems and supplies" means all 
data processing and related hardware and aoftware, regardless of use, to 
Include: computers, data entry, data logging, reproduction, ftllng and 
retrieval equipment, photographic and facsimile transmission equip
ment, high and low speed computer terminals, computer peripheral 
units such as tape and disk drives, readers, printers, punches and their 
associated controllers, data capture and tram1mlsslon devices such aa 
ACI scanners, OCR and MICR equipment, plotting and display devices, 
data-transmission equipment such as communications lines and micro
wave channels, COM equipment, EAM or tab equipment; all leased and 
owned software packages and operating systems In administrative, 
operational or other use or In development; all data-processing-related 
furniture, storage cabinets, racks, shelves, ftoorlng, environment moni
toring and control devices, security and fire detection, prevention and 
control devices; all data processing expendable and nonexpendable (such 
as magnetic tapes) supplies. 

•• Intended to be Included, for example, are fuel allocations, under 
Federal Energy Administration rules, deriving from contracts of the 
railroads In reorganlza tlons. 
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partly because of the definition itself, that Congress 
intended that general business properties useful for op
erations be transferred along with rail lines, facilities 
and equipment. 

Many of the "administrative assets" described in this 
part cannot be described or listed on an item-by-item 
basis and in many cases must be designated generically. 
The Act, however, provides that unless otherwise speci
fied the transfer of any asset means the transfer of 
"all right, title and interest" in that asset. This makes 
it essential to specify clearly whose property rights are 
meant when a generic category of assets is designated 
for transfer. 

In general, unless the designation specifies otherwise 
or the context otherwise requires, a designation in gen
eric terms is intended to cover all properties of the 
specified kind belonging to the railroads in reorganiza
tion, all such properties in which railroads in reorga
nization have leasehold or other interests less than a 
leasehold, but only to the extent of such lesser interests, 
and all such properties belonging to any corporation or 
other entity directly or indirectly controlled by one or 
more railroads in reorganization. A "transferor" for 
purposes of this part is any entity to which any such 
asset belongs. 

Many essential items in the administrative category 
are not owned but are leased by the railroads in reorga
nization. Not only office space but trucks and auto
mobiles used for office administrative purposes, com
puters and other office machinery are rented in many in
stances. In each such case, unless the lessor is controlled 
by the railroad in reorganization, the property to be 
transferred is the railroad's interest as lessee, not the 
ownership of the property. 

Many items in the administrative assets category must 
be available to ConRail and to other transferees on the 
day they take over rail operations, but are not needed 
over the longer term. For example, ConRail may have 
inherent need for substantially less than all of Penn 
Central's office space devoted to rail operations, but it 
will need essentially all of such space on the day after 
conveyance to provide continuity of service. 

A further problem in the conveyance of administra
tive assets is the difficulty of dividing them. Rail lines, 
rolling stock and other assets used or useful only in the 
provision of rail-transportation service present many 
division and coordination problems, but the chosen pat
tern of future rail service broadly dictates the solutions. 
By contrast, particular administrative assets may be 
useful or essential to more than one transferee as well 
as the rail estates, which will continue to conduct com
plex administration of their own affairs. 

For example, both the transferor estates and the trans
ferees of rail property will need office space after the 
transfer. Files and records pertaining to past activities 
and the continued availability of computer hardware 

and software, may be essential 'both to the provision of 
rail service and to the administration of an estate. Con
tracts for the provision of many services and supplies 
will need to be duplicated, because the items covered 
will be useful to both the transferor and the transferee 
or transferees. Accounts payable and receivable as of 
the opening of business on the conveyance date will 
belong to the estates, but since the personnel for han
dling the accounts generally will be transferred to the 
transferee, arrangements must be made for the trans
ferees to handle such matters on the transferors' behalf. 

Principles of Designation.-In light of the foregoing 
considerations, the administrative assets are designated 
in accordance with the following principles: 

• Office space specifically described in the appendix 
is designated as therein provided. 

• Office space related to specifically identifiable rail 
lines or installations to be conveyed or offered to 
the designee for those properties in accordance 
with the principles discussed above at page 246. All 
remaining office space is designated or left undes
ignated as USRA may determine after receiving 
the recommendation of a task force consisting of 
representatives of the affected rail estate or estates, 
ConRail and the profitable railroads having an 
interest and wishing to participate. 

• USRA will oversee the work of the task force and 
any negotiations between the transferor estates and 
the transferees relating to the retention by, or sub
letting back to, the transferors of office space not 
needed by the transferee. 

• Office supplies and equipment normally used in 
particular office space are designated to the trans
feree or off eree of such space, provided that office 
supplies and equipment normally used by particu
lar employees or functional departments are desig
nated, in the event such employees or departments 
move to new space, to follow such employees or 
departments. 

• All administrative assets relating to particular em
ployees, including without limitation all personnel 
and other personal records, all insurance policies 
and coverages and all reserves for the payment of 
federal, state or local taxes arising out of the em-
ployment relationship, are designated to be trans
ferred to the employers of such particular 
employees. 

• Pension Fund assets shall be allocated based upon 
the principles discussed in this section. 

• Files and records, both current and historical, 
which are associated with operations, equipment 
or personnel are designated to the designee for 
the operations, equipment or personnel with which 
they are associated. All other files and records are 
designated to be transferred or to remain with 
such entity, as may be determined by USRA after 



rece1vmg the recommendation of the joint task 
force. The joint task force shall give priority in its 
review to files and records pertaining to pending 
claims or litigation, title to property, pending 
business transactions, personnel and employment 
matters including employee benefits, and leases 
and other interests in rolling stock and other 

equipment. 
• Files and records not otherwise designated are 

designated for transfer to ConRail, except that the 
transferors may at their expense make such searches 
and reviews and such copies of material relevant 
to their affairs as they may request. 

• Executory contracts and agreements are desig
nated in accordance with their subject matter: con
tracts relating to property to go with the property, 
contracts relating to personnel to go with the in
dividuals and contracts relating to services to go 
with the service obligation. 

• Data processing systems hardware and software 
shall be transferred to, or left with the entity hav
ing the principal anticipated use, subject to the 
others' right to use, under reasonable terms and 
conditions. 

• Within the overall guidelines set forth above, 
USRA will oversee the work of a transition task 
force composed of representatives of the estates, 
ConRail and the profitable railroads, whose task 
will be the formulation of detailed inventories of 
administrative assets as necessary, the negotiation 
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of recommendations to USRA as to the disposition 
of particular items or categories and the formula
tion of postconveyance arrangements for sharing 
items of joint interest. After receiving the recom
mendations of that task force, USRA will make 
more definitive designations upon certification of 
the FSP to the Special Court in accordance with 
the foregoing designations. 

Finally, the administrative asset designations, as well 
as the other designations under this chapter, are based 
on the assets, including contracts and other arrange
ments known at least generally to exist when the FSP 
was prepared. "'With respect to assets, which are not 
known to exist or which may come into existence after 
the date of the FSP, the principles set forth in this 
chapter might not be appropriate. Different treatment 
of such assets may be required to effectuate the goals of 
the FSP. For that purpose additional principles may be 
applied to such assets when USRA certifies properties 
to the Special Court for transfer and conveyance pur
suant to section 209 ( c) of the Act. 

In general, it is not possible to provide for mainte
nance of assets and asset condition clauses commonly 
found in purchase or merger agreements. In the interim 
prior to conveyances USRA will attempt to keep itself 
informed of proposed asset dispositions and changes. 
If necessary, it may assert the public interest in certain 
property retentions before reorganization courts. It 
may also propose in its certifications any adjustments 
which may seem appropriate for these reasons. 
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Appendix to Part II 

This appendix provides particulars with respect to the designa
tions more generally made in Chapter 8; it is divided into seven 
sections and two exhibits: 

Section A-Designations to ConRail 

Section B-Designations of Offers to Profitable Railroads and 
Alternative Designations to ConRail 

Section C-Designations to ConRail for Acquisition by 
Amtrak 

Section D-Designations to ConRail for Acquisition by Trans
portation authorities 

Section E-Designations from Profitable Railroads to ConRail 
or Other Profitable Railroads 

Section F-Recommendations for Joint Use or Operation of 
Rail Properties Under Section 206 (g) of the Act 

Section G-Coordination Projects 

Exhibit 1-Equipment and Rolling Stock Financing Agree
ment Code Number List 

Exhibit 2-Terms and Conditions for Joint Designations 

Exhibit 3-Y ards designated for use "for other public pur
poses" under section 206(c) (1) (E).) For reference to ''other 
public purpose" designations, see Chapter 8, p 239.) 
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Designation Principles 
There are a number of general principles which govern all 

designations of rail lines and of other rail properties whose 
designation is linked to rail lines. Where lines are owned by a 
leased line and leased to one of the bankrupt systems, the desig
nation normally shows the transferor as the leased line. Unless 
otherwise specifically provided, all such designations include 
the right, title and interest of the lessee as well as the right, 
title and interest of the lessor in the designated assets. Similarly, 
a designation of one of the bankrupt systems' interest in an 
operating agreement, trackage right or other contractual 
arrangement includes any interest of a leased line in such 
agreement. 

Another general principle is that the designation of a rail 
line is not intended to cancel or terminate any trackage right, 
operating agreement or other contractual interest held by prof
itable railroads in the designated lines. Similarly, the desig
nation of rail properties from terminal companies or joint 
facilities owned, leased or controlled by railroads in reorganiza
tion is not intended to terminate the user rights or contractual 
arrangements of profitable railroads in or to such terminals or 
facilities. 

In other respects, the chapter presents the principles that are 
applied in making the designations required by the Act. The 
specific designations listed in the Appendix apply those prin
ciples to particular rail properties and other relevant subjects. 
Inventories of various categories of properties are, as indicated 
in the chapter, incomplete, inaccurate or out-of-date. 

Any errors in the Appendix listings resulting from inventory 
inaccuracies will be corrected, as will be inadvertent errors in 
applying the principles in the chapter to specific decisions or in 
describing the property, the transferor or the transferee. Con
gress will be advised and the corrections will be induded in FSP 
certifications to the Special Court. 

Rail lines and associated properties are designated by line 
code and mile post by owner. Should a rail line designated by 
mile post and line be coded to the wrong owning entity, the 
designation shall be deemed amended to reflect the proper 
transferor. 

When a designation is made in Chapter 8 but not in the Appen
dix, or is made in the Appendix and not in Chapter 8, it shall 
be effective as though made both in the Appendix and in 
Chapter 8. 
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SECTION A 
Designations to ConRail 

The rail properties of railroads in reorganization or 
of railroads leased, operated or controlled by railroads 
in reorganization are designated for transfer to Con
Rail pursuant to section 206 ( c) ( 1) (A) in accordance 
with the general designations set forth below, subject to 
the eroceptions and additions specified below : 

General Designations 

Raii Lines and Trackage Rights-The Rail Lines Table at the 
end of this section provides the details as to the designations 
of rail line and trackage right transfers to ConRail by each 
transferor. Rail line transfers are indicated in the "interest'' 
column of the table as "line to CRC". Where "line to CRC" 
designations are made, all of the transferor's right, title and 
interest are transferred. Trackage right transfers are indi
cated in the "interest" column of the table as "TR to CRC". 
Under such designations only operating rights over the trans
feror's lines are transferred to ConRail with the balance of 
the right, title and interest transferred to others. In the other 
designations in this section, the transfer of some rail proper
ties depends on an association with, or location along trans
ferred rail lines. Such designations apply, except as specifi
cally noted, only to transferred rail lines, and not to trans
ferred trackage rights. 

Yard8-

• Transferors' interest in all freight yards associated with 
rail lines designated to ConRail, except for those yards 
offered to profitable railroads. 

• Leasehold, occupancy and access right<; which are necessary 
to the operation of present Amtrak services in all yards 
associated with rail lines de3ignated to ConRail. 

• An option (described in Chapter 8) to purchase or lease all 
or less of Transferors' remaining interest in all passenger 
yards associated with rail line<; in which ConRail is desig
nated an interest. 

Facilities (including ore and coal wharves, intermodaJ terminals 
service and maintenance facilities such as shops, shop ma
chinery, enginehouses, fuel stations and nadway buildings)-

• Trnnsferors' interest in all freight facilities associated with 
rail lines or yards or portions thereof designated to ConRail, 
except for such facilities offered to profitable railroads. 

• Leasehold, occupancy and access rights in all passenger 
related facilities nece<;sary to the operation of present 
Amtrak services and associated with rail lines designated to 
Con Rail. 

• An option (described in Chapter 8) to purchase or lease all 
or less of Transferors' remaining interest in all passenger 
related facilities associated with rail lines in which ConRail 
i3 designated an interest. 

Stations and Structures-
• Transferors' interest in freight related structure<; associated 

with a yard or portion thereof designated to ConRail from 
Transferor. 

• Leasehold, occupancy and access rights necessary to the 
operation of present Amtrak services in stations and other 
passenger related structures and an option (described in 
Chapter 8) to acquire all or less of Transferors' remaining 
interest in such structures. 

• Transferors' interest in those freight related structure3 
associated with rail line3 designated to ConRail which 
structures are used and useful in rail transportation as that 
term is defined in Chapter 8. 

• A 2-year lease with appropriate access and occupancy rights 
of Transferors' interest in that portion of any structure 
transferred to or left with others than ConRail in which 
rail properties otherwise designated to ConRail are located. 

Freight Cars and Nonpassenger Service Locomotives-Transferor's 
interest in all freight cars and nonpassenger service locomotives 
except for: 
• such equipment under leases not meeting lease designation 

standards, and 
• such equipment designated for offer to the Chessie. 
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Passenger Service Locomotives-An option (described in Chapter 
8) to purchase transferors' interests in passenger service 
locomotives, except: 
• such equipment under leases not meeting lease designation 

standards, and 
• such equipment designated for offer to the Chessie. 

Passenger Cars-An option (described in Chapter 8) to purchase 
transferors' interests in passenger cars except: 
• such equipment under leases not meeting lease designation 

standards 
• such equipment designated for offer to the Chessie. 

Work equipment-Transferors' interest in work equipment except: 
• that offered to Chessie, and 
• such equipment under leases not meeting lease designation 

standards. 

Roadway machinery-Transferors' interest in roadway machinery 
except: 
• that offered to Chessie, and 
• such equipment under leases not meeting lease designation 

standards. 

Miscellaneous equipment-Transferors' interest in miscellaneous 
equipment except: 
• such equipment under leases not meeting lease designation 

standards, 
• that equipment offered to Chessie, and 
• those vehicles related to continued administration of the 

transferor. 

Exceptions and Additions 

To the extent indicated, the designations from each 
of the transferors whose names appear in the part of 
this section which follows vary from the general desig
nations. 

The following are excepted from the rail property 
transfers of the listed transferors: 

Yards-Transferors' interest in only portions of the following 
yards are de>ignated to ConRail, as outlined in the Final 
System Plan Map Compendium available at the Public 
Information Office of the Association: 

Transferor 
Connecting Railway Co _______________ _ 

Philadelphia, Baltimore & W ashlngton 
RR Co. 

Yard 
Grogan Yard, Columbus, Ohio. 
"A" and "B" Yard, Columbus, Ohio. 
59th Street, Chicago, Ill. 

United New Jersey RR & Canal Co ..• _ Greenville Yard, Jersey City, N.J. 
Harslmus Cove Yard, Jersey City, N.J. 

Central RR of New Jersey _____________ E-Port Yard, Elizabeth, N.J. 

Transferors' interest in all of the following yards are not 
designated to ConRail: 

Transferor 
Canada Southern Railway Co _________ _ 
Penna. Tunnel& Terminal R.R. Co __ _ 
Philadelphia, Baltimore & Washington 

R.R. Co. 
Pittsburgh, Ft. Wayne & Chicago Rail

way Co. 

Yard 
Victoria Yard, Ft. Erle, Ontario. 
New Lots Yard, New York, N.Y. 
Effner Yard, Effner, Ind. 
"C" and "D" Yard, Columbus, Ohio. 
12th Street Yard, Chicago, Ill. 

Pittsburgh, Youngstown & Ashtabula Girard Yard, Girard, Ohio. 
Railway Co. Austenburg Yard, Austenburg, Ohio. 

Penndel Company ___ ----------------- Southport Yard, Ehnlra, N.Y. 
Cleveland, Cincinnati, Chicago & St. Benton Harbor Yard, Benton Harbor, 

Louis Railway. Mich. 

The portion transferred to ConRail of any yard transferred from the Chicago 
River and Indiana R.R. is limited to that needed to sustain ConRall operations. 

The following additional rail properties of the trans
ferors listed are designated for transfer to Con Rail. 
Transferor 
Canada Southern Railroad Co. 
Detroit River Tunnel Co. 
Niagara River Bridge Co. 
Michigan Central R.R. Co. 

The rail properties in Canada ownea by the Canada Southern Railroad Co., 
the Detroit River Tunnel Co., and the Niagara River Bridge Co. which are desig
nated in fee to Con Rall are subject to the following alternative designation: If it 
should be determined that the transfer of properties owned and located in Can
ada designated in the FSP cannot be effected under the Act, then 
the stock and lease hold interest of PCTC and Michigan Central in the Canada 
Southern Railroad Co. and Detroit River Tunnel Co., the leasehold Interest of 
the Penn Central and the stock interest of Canada Southern (if permitted by 
law) In Niagara River Bridge Co. are designated for trnnsfer to Con Rall. 

Both the basic and the alternative designations of these properties will not 
become effective if within 60 days of the effective date of the FSP, Penn Centtal, 
Michigan Central, and Canada Southern, as appropriate, enter into a binding 
agieement for sale of the Canadian properties which reserves to Con Rail trackage 
rights which, in the Judgment of USRA, would provide operating and capital 
costs for Con Rail similar to those under the designation and which are otherwise 
in accord with the needs of ConRall. 

Mahoning Coal R.R. Co. 
The transferor's Interest in the Lake Erle & Eastern Railroad. 

Michigan Central Railroad 
The transferor's stock interest in the following corporations: 

Detroit Terminal Railroad 
Toledo Terminal Railroad. 

Peoria & Eastern Railway Co. 
The transfernr's stock interest in the Peoria & Pekin Union Railway. 

St. Lawrence and Adirondack Railway Co. 
The designation of the rail properties of the St. Lawrence & Adirondack Rall 

way Co. to ConRall is subject to the following alternative designation: If It 
should be determined that the trnnsfer designated in the FSP, of assets owned 
and located in Canada, cannot be effected under the Act, then the leasehold 
and stock lnte1ests of the Penn Central In the St. Lawrence and Adirondack 
Railway Co. ar · designated for transfer to Con Rail. 

Indianapolis Union Railroad 
The transferor's leasehold Interest In the Indianapolis Belt Railroad. 

Norwich & Worcester Railroad Co. 
The designation to ConRail of rail properties of the Norwich & Worcester 

Railroad Co. is subject to the condition that, if within 60 days of the effective 
date of the FSP, the Norwich & Worcester provides fo1 continuity of operations 
by entry into an agreement with another railroad for sale or operation of the des
ignated properties, the designation to Con Rall will not be effective. 

Both the designation to ConRall and the designation to Providence & Worces
ter of rail properties of the N orwlch & Worcester Railroad Co. are subject to the 
condition that if within 60 days of the effective date of the FSP the Norwich & 
Worcest~r has presented to USRA a sound plan to operate the rail lines designated 
on and after conveyance date, which would maintain the same service coverage 
as the designations would provide, then these designations will not be effective. 

Manor Real Estate 
The transferor's interests in all rail properties In Buckeye Yard. 

Philadelphia, Baltimore & Washington Railroad Co. 
Transferor's Interest In the stock of the following corporations: 

TRRA of Saint Louis 
Pittsburgh, Chartiers & Youghiogheny 

An option (described in Chapter 8) to purchase Transferor's interest in the 
stock of Washington Terminal Co. An option to purchase Transferor's Interest In 
a trust agreement relating to the Ivy City Yard (also known as the Joint Coach 
Yard in Washington, D.C.) 

The Transferor's interest in the Wilmington Heavy Repair Shop adjacent to 
the Edgemoor Yard. 

Cleveland, Cincinnatti, Chicago and St. Louis 
The transferor's leasehold interest in the Central Railroad of Indianapolis. 

Penn Truck Lines 
The transferor's interest in all highway revenue equipment leased from Excel

sior Truck Leasing Corp., subject to the lease designation standards described in 
Chapter 8; all franchises, licenses and other operating authorities, and an option 
to acquire other Penn Truck Lines interests in other equipment and other rail 
property; with such authorities, and option limited, however, to those used or 
useful in connection with operations to be conducted by ConRail. 
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Special exceptions and additions to designations are 
noted with respect to the transferors whose names 
appear in the following part of this section. 

Transferor-Penn Central Transportation Go. 

• road properties 
RaUlinea-
• There Is designated for transfer to ConRall, an option to purchase Trans

feror's Interest In the portion or USRA Line Code No. 434 between Howe 
and Maronts as described In Project C&NW 434 In Table D-2 or Section G or 
this Appendix. 

Yarda-
• Transferor's Interests In and rights to use the properties or Manor Real 

Estate In Buckeye Yard In Columbus, Ohio. 
, Transferor's Interest In the trust agreement relating to the Ivy City Ya.rd 

(also known as the Joint Coach Yard) In Washington, D.C. 
, Transferor's Interest In that portion of the following yards which Is out

lined on yard maps In the Final System Plan Map Compendium available 
at the Public Information Office or the Association. 

Name 

Weehawken ____________________ _ 
eoth Street _____________________ _ 
30th Street _____________________ _ 
South Boston __________________ _ 
Pitcairn. ________________ ----- __ 

Location 

Weehawken, N.J. 
New York City, N.Y. 
New York City, N.Y. 
Boston, Mass. 
Pitcairn, Pa. 

Stanley _________________________ Toledo, Ohio. 
Altoona ________________________ Altoona, Pa. 
Utica ___________________________ Utica, N.Y. 
Cedar Hill______________________ New Haven, Conn. 
Grogan Yard___________________ Columbus, Ohio. 

Greenville______________________ Greenville, N.J. 
Harsimus Cove _________________ Jersey City, N.J. 
59th Street..____________________ Chicago, Ill. 
"A"-"B" ----------------------- Columbus, Ohio. 

, Transferor's Interests in the following yards are not designated for transfer 
to ConRail: 

Name Location 

Dock Junction__________________ Erle, Pa. 
Buttonwood-------------------- Wilkes-Barre, Pa. 
Malone _________________________ Malone, N.Y. 
Newburgh ______________________ Newburgh, N.Y. 
Southport ______________________ Elmira, N.Y. 

New Lots.--------------------- New York City, N.Y. 
Newport _______________________ Newport, R.I. 
Effner__________________________ Effner, Ind. 
Victoria ________________________ Fort Erle, Ontario. 
Fort ____________________________ New London, Conn. 

Plainfield _______________________ Plainfield, Conn. 
New Kensington _______________ New Kensington, Pa. 
Girard__________________________ Girard, Ohio. 
Piling__________________________ Toledo, Ohio. 
C-D Yard.--------------------- Columbus, Ohio. 

Austinburg _____________________ Austinburg, Ohio. 
W. Columbus___________________ Columbus, Ohio. 
12th Street______________________ Chicago, Ill. 
Joliet ___________________________ Joliet, Ill. 
Benton Harbor _________________ Benton Harbor, Mich. 

Plainville_______________________ Plainville, Conn. 
Yard Avenue ___________________ Boston, Mass. 
Midway ________________________ New London, Conn. 
E. Boston ______________________ Boston, Mass. 
LowelL ________________________ Lowell, Mass. 

Marine Terminal FacQUie•-Transferor's interest in the marine terminal 
facility at Greenville Yard, Je1sey City, N.J. is designated for transfer 
to ConRail. 
Facilitie• (including •hop•, •hop machinery, enginehouus, fuel station• and 
roadway building• and •ervice and maintenance facilitin) not otherwise designated 
to Amtrak or tramportation authorUie•. 
, Transferor's Interest in the engine service facility at Three Rivers, Mich. 

Is not designated for transfer to Con Rail. 

, Transferor's interest in the Wllmlngton Heavy Repair Shop adjacent to 
the Edgemoor yard (which Is offered to the Southern) Is designated for 
transfer to Con Rail. 

Intermodal Terminal•-Transferor's interest In the Port Newark lntermodal 
termlnal at Newark, N.J., is not designated for tiansfer to ConRall. 
Rail Welding Facilities-Transfero1 's interest In all rail welding facilities is 
designated for transfer to ConRail. 
Station• and other Structure• not otherwiae de•ignated to Amtrak or tran•por
tation authorUie•-
• There Is designated for transfer to Con Rail such leasehold, occupancy and 

access rights in the Providence Union Station and the termlnal agreement 
relating thereto as are necessary to the operation of present passenger serv
ices, and an option to pmchase, lease or otherwise acquire all or less of 
transferor's remaining interest. 

, Such leasehold, occupancy and access rights in transferor's interest in pas
senger stations and other structmes associated with rail lines in the North
east Corridor which ate necessary to the operation of present passenger 
services and an option (described in Chapter 8) to pmchase, lease, or 
otherwise acquire the remainder or less of transferor's Interest. 

• equipment 

Type Identification 
Number 

Finance 
Method 

Agreement 
Number 

MU-Electric .. ___________________ _ 800-805 
807-821 
850-860 
862-869 
880-889 

Leased _____ _ 738 
738 
738 
738 
738 

Pa•senger Cara-There is designated for transfer to ConRail the option 
described in Chapter 8, to purchase the transferors' Interest in all passenger 
cars, except: 
Nonpaaunger service locomotivea-There is designated for transfer to Con· 
Rail an option to purchase Transferor's interest in the following 
locomotives which were manufactured and are operated in Canada: 

Identi· 
fication 

No. 

EMD GP-7 .••• -------------------------------------- 5821-5827 
EMD GP-9.----------------------------------------- 7432-7440 

Freight cara-Transferor's interests in the following freight cars are not 
designated for transfer to Con Rail. 

No. of Identilica-
Type UnU• ti on 

Finance 
method 

Agreement 
number 

Number 
Flat TOFC ___________ 100 006700-000799 Lease _____ 673 
Flat TOFC ___________ 100 006800--006899 Lease. ____ 672 
Flat TOFC_ ---------- 100 006900-006999 Lease _____ 671 
Flat TOFC ___________ 100 009500-009599 Lease _____ 670 
Flat TOFC ___________ 100 009600--009699 Lease _____ 669 

Flat TOFC. ---------- 050 009800-009849 Lease. ____ 666 

Flat TOFC_ ---------- 019 009902-009923 Lease _____ 668 
Flat TOFC ___________ 023 0097()()-()()9799 (Unencum-

bered) 

Floating equipment-An option (described in Chapter 8), to purchase all 
or part of transferor's interest in the following floating equipment: 

Name or 
Identification Number 

Type Number• of UnU• 
1960 Tug Boats ___________________ CincinnatL ••. --------
1960 Tug Boats------------------- New York ___________ _ 
1960 Tug Boats.------------------ Harrisburg ___________ _ 
1960 Tug Boats ___________________ Pittsburgh ___________ _ 

1930 Car Floats------------------- 70 
1957 Car Floats------------------- 72 
1953 Car Floats ___________________ 8CH!4 2 
1944 Car Floats ___________________ 640 
1945 Car Floats ___________________ 642--645 3 
1966 Car Floats ___________________ 669 1 

Hiqhwav revenue equipment-

• Transferor's interest In all highway revenue equipment owned by trans
feror; 

, Transferor's leasehold Interest In highway revenue equipment leased 
from Excelsior Truck Leasing except such equipment under leases not 
meeting lease designation standards; and 

, Transferor's leasehold interest in highway revenue equipment leased 
from Pennsylvania Truck Lines. 



Transferor-Penn Central, Transportation Co.-Con. 

• material8 and 8Upplie8 

• Transferor's Interest In materials and supplies In the stationery store
house In Cleveland, Ohio are designated for transfer to Con Rail. 

• administrative asaet8 

• Transferor's leasehold Interest In the following buildings Is designated 
for transfer to ConRall. 

6 Penn Center Plaza, Philadelphia, Pa. 
15 N. 32nd Street, Philadelphia, Pa. 

31 East Georgia St., Indianapolis, Ind. 

• other 

Stock-

• Transferor's stock Interest In the following corporations: 

Belt Railway Co. of Chicago 

Illinois Terminal Railroad 

Peoria & Pekin Union Railway 

Detro! t Terminal Railroad 

Toledo Terminal Railroad 

Indiana Harbor Belt Railroad 
Calumet Western Railroad 

Akron & Barberton Belt Railroad 
Monongahela Railway 

Trailer Train Company 

Fruit Growers Express Co. 

, An option (described In Chapter 8) to purchase transferor's Interest In the 
stock of the following corporations: 

Lakefront Dock & Railroad Terminal Company 
Richmond-Washington Co. 

NoTE: The rail properties In Canada owned by the Canada Southern Railroad 
Company, the Detroit River Tunnel Company, and the Niagara River Bridge 
Company which are designated In fee to ConRall are subject to the following 
alternative designation: U It should be determined that the transfer of properties 
owned and located In Canada designated In the FSP cannot be etlected under 
the Act, then the stock and leasehold Interest of PCTC and Michigan Central 
In the Canada Southern Railroad Company and Detroit River Tunnel Com
pany, the leasehold Interest of the Penn Central and the stock interest of Canada 
Southern (If permitted by law) In Niagara River Bridge Company are desig
nated for transfer to ConRall. Both the basic and the alternative designations 
of these properties will not become etlective if within 60 days of the etlective 
date of the FSP, Penn Central, Michigan Central, and Canada Southern, as 
appropriate, enter Into a b;ndlng agreement for sale of the Canadian properties 
which reserves to ConRail trackage rights which, in tbe Judgment of USRA, 
would provide operating and capital costs for Con Rail similar to those under the 
designation and which are otherwise in accord with the needs of ConRail. 

, Trackage rights reserved by transferor for operating freight and passenger 
service over the rail properties sold to the Commonwealth of Massachusetts 
andMBTA. 

, Trackage rights reserved by transferor for freight and passenger service 
under the West End Agreement with the Connecticut Transportation 
Authority and Metropolitan Transportation Authority. 

• Trackage rights reserved by transferor for freight and passenger operations 
under the Hudson/Harlem lease agreement. 

, All other trackage rights reserved by transferor and currently UEed by it 
In Its operations over lines sold or leased by It to public authorities. 

• Trackage rights In the transferor's leasehold Interest In three specific line 
segments of the New York and Harlem Railroad Company as indicated 
In the Rall Lines Table. 

, Transferor's leasehold Interest In the following railroads: 

Amsterdam, Chuchtanunda and Northern Railroad, 
Central Railroad of Indianapolis. 

• Transferor's leasehold and stock Interest In the St. Lawrence & Adirondack 
Railway Company are designated for transfer to Con Rall only If It should 
be determined that the transfer of Canadian rail properties of the St. 
Lawrence & Adirondack Railway Company to ConRail as designated 
In the FSP cannot be etlected under the Act. 
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Transferor-Reading Company 
• equipment 

There is designated for transfer to Con Rail: 
Nonpasunqer •ervice Zocomotivea-Transferor's interest In the following non
passenger service locomotives: 

Type 

GP7. ____________ _ 
GP7 _____________ _ 
GP7 _____________ _ 
GP7 _____________ _ 
GP7 _____________ _ 
GP7 _____________ _ 

No. of Idemijirotion Fina nee 
No . Unita No. Finance Method 

12 
1 

6~ Unencumbered __ _ 

622 "--·---------------
623 "------------------
624 "------------------

625-636 "------------------
662 "------------------

Frel{Jht cara-
• Transferor's interest in approximately 1,100 hopper cars currently under 

construction. 

• material& and auppliea 

There is designated for transfer to ConRall transferor's passenge1 related 
matenals and supplies in Reading, Pa. 

• adminiatrative asaets 

There is designated for transfer to Con Rail transferor's inte1est in the Read
ing Terrninal at Reading, Pa. with an allocation of appropriate office space 
to Chessie necessary for operations, subject to payment of appropriate rental 
to ConRail. 

Transferor-Lehigh V al,ley Railroad 
• road properties 

Yarda-

• There is designated for transfer to Con Rail Transferor's Interest In that 
portion of the following yards which is outlined on yard maps in the Final 
System Plan Map Compendium available at the Public Information 
Office of the Association: 

Name Location 

Jersey City.------------------------------- Jersey City, N.J. 
Sayre_------------------------------------- Sayre, Pa. 

, No interest in the following yards is designated for transfer to Con Rail: 

Name Lorotton 

Jim Thorpe ________________________________ Jim Thorpe, Pa. 
E. Claremont ______________________________ Jersey City, N.J. 

Geneva·----------------------------------- Geneva, N.Y. 
Rochester__________________________________ Rochester, N. Y. 
E. Butlalo __________________________________ Butlalo, N.Y. 
Suspension Bridge__________________________ Niagara, Falls, N.Y. 
Manchester _________________________________ Manchester, N.Y. 

Transferor-Central Railroad of New Jersey 
• road propertiea 

Yard&-There is designated for transfer to ConRail Transferor's Interest In 
only that portion of the following yard which is outlined on yard maps in the 
Final System Plan Map Compendium available at the Public Information 
Office of the Association: 

Name Lorotion 

E-Port. _ -------------- ------- ------ __ ---- ---- Elizabeth, N.J. 

Transfer or-Erie Lackawanna 
• road properties 

Yarda-There is designated for transfer to ConRail Transferor's Interest in 
the 51st St. Yard In Chicago, Ill. 

• materials and supplies 
There is designated for transfer to Con Rall Transferor's interest in passenger 
related materials and supplies at Hoboken, N.J'. 

• administrative asaets 
There is designated for transfer to ConRail Transferor's Interest in the 
Hoboken Terminal at Hoboken, N .J. with an allocation of appropriate office 
space to Chessie necessary for operations, subject to payment of appropriate 
rental to ConRall. 

• other 
Stock-Transferor's stock Interest and operating agreement In Chicago & 
Western Indiana. 



Section A Rail Line Tables 

HT!&!STS DBSIGMATED TO COIBAIL 

LIIE CODE PBCft STlTICN TO STAUCN 

SISTER: PEIN CENTRAL TBARSPCBTATICN CC, 

TRANSFEROR1 EEECH CBEH R. R, CO, 

23ftN 
2~20 
2320 
2320 
2349 
2350 
2350 
2351 
2353 
2354 
2354 
2356 
2359 

SIOW SHO! BB 
JEBS:EY 5BCBE SR 
CE BH 
lCCK HAHN 
!NCll SHOE 
ULLACETCN 
CLBPlD BUCH 
MUNSCH 2349 
CUABFHLt JCT 
DUELING WYNN 
FAUNCE 
EOTTS BUN JCT 
CURB! BUH 

!MD OF UACK 
CE U FJCH f6 
CE BN 
ftlLL HAll 
ULLAC!iO 
CLRFLD E!ECB 
CLEABPl HD 
lCCH LCPC H 
DiftELIHG liUN 
FAUNCE 
ft AD ERA 
EOABDftU 
ftAHAFFH 

TRANSFEROR: CARACA SOUTHERN RY, CO, 

5104 
5104 
5104 
5104 
5104 
5104 
5104 
5-131 
5131 
5132 
5133 
5133 
5134 
5134 

EBCOKFIELD 
CE BBCCKFIHD 
HEDEB EAST 
i!LLAND 
E!WITT 
ST THCftAS 
EELTCN 
POET EBB 
CF BBCO Kl'IEL D 
ftCGBEGCB 
COftBEB 
IUftlNGTCN 
CHIPPEWA 
HAGARA fALLS 

CE BFCOFIHF 
HEDEP HST 
WELLAND 
HEWITT 
ST THOMAS 
P!LTCN 
WIHDSOF, Clt'I 
CE BFOCHHl[ 
CNTAFIC !CAI 
AftHERSTEORG 
LEAftlNGTO 
LEABING1C5 
!!CHT1i05! JCT 
STHFCH 

TRANSFEROR: CEHTRAL B, R, CO, CF INDIINAEClIS 

8399 INDIARAECLIS I ND IA NA IClIS 

TRANSrEROR: CLEVELAND & PltTSEOFGH R. R. CC. 

22GG VANPOBT VANEOET 
2230 ROCE!StER PA/OH ST LIU 
2230 El/OH St LI NE RIVER 
2231 RlVE6 BELLAIR! 
2232 FIVE6 (EAURrEB) ERANCH (6IVUER 
2412 ALLIANCE TWIN 
2426 FAYARD ALLIANCE 
2427 EllARD ft I NF RY A 
2427 ftlNERVA ftINEBYA JCT 
2427 ~IHEFVA JCT PEKIN 
2430 BIVEa EA YARD 
2444 HUGO EUDY 

3512 TWIN ClEVELAH DE 

3?: 37 1liIN CF OWN 

3~38 CLEYELAN[ SIL VEE ILAT! Ell 

BP1 

o .a 
Q,6 
4. 9 

11.3 
45.5 
7 5.0 
06. 0 
o. a 

84.3 
o. a 
1. a 
o. a 

14. 6 

10.0 
10.6 
15. 5 
17. 5 
19.3 

115, 1 
219.1 

c .o 
13. 7 
7.9 
o.o 

13. 3 
12.3 
16,9 

a.a 

o.o 
o .a 

14.6 
a.a 
o.o 

67.0 
54,6 
c.o 
2.1 
2. 9 

26. 6 
25.6 

102.0 
a. a 
0,5 

1,9 
4.9 
s.o 

14,0 
75.0 
86,e 
87.9 

5.2 
88.4 
1.0 

16.7 
1. 3 

19.3 

10.6 
15. i: 
17 .5 
19.3 

115. 1 
219.1 
224,8 
13. 7 
16.9 
16.9 
13.3 
15,6 
14.4 
19.~ 

o. !: 

0.3 
H.6 
26.5 
43,4 
1.0 

102.0 
67.C 

2.1 
2.9 
4. i: 

55.1 
27.4 

123.3 
2.4 
1. e 

BRUCH UBE 

111RBU&U III TK 
ftILL HlLL BR 
ftILL HlLL BB 
BILL BUD EB 
SNOW SBOB EBAICH 
SNCW SBOB SH 
CLEIUl!LD JIBD 
PHILLIPSBOIG S!C 
UDEU EB 
UDEl!l BB 
BADUA EB 
BOARUll EB 
CH!BBJ 181! EB 

ftlIH LINE 
ftAIH LIMB 
ftlIN IIIE 
ftAIN LIB! 
~AIN LINE 
BlIN lllE 
BAIN LINE 
FOBT EBIE BB 
IMDUSTRIAL iK 
lftHUSBURG ER 
LEl!llGTOI BR 
LUBIHGTON H 
NllGHA ERAICH 
NIAGHA BRUCH 

CENTUL RB OP IHDLPS 

BEAVER VALlH BR 
!AYAFD ER 
BAYARD BR 
RIYEB BR 
HLLCW CRHk S!C 
BAIN LIME 
ftAHOMING S!C 
TOSC IRAWAS SEC 
TUSCABAUS SEC 
TUSCIRIUS SliC 
BAYHD EB 
HUGO IMO U 
ftAIN LIRE 
CROWi BB 
SILVU PLATE 

llTU!STS 

lIIE TO CBC 
LIM! TO CRC 
II I! TC CRC 
lHB TO CBC 
Liii tc CBC 
II IE TC CBC 
Lll! TO CBC 
1111 TC CBC 
Lii! TO CBC 
LH! H CRC 
II IE TC CBC 
UN! TO CBC 
III! TC CBC 

LIU TO CBC 
1111 TO CBC 
UH TO CBC 
1111 TO CBC 
III! TC CBC 
LJIE TC CBC 
ll~B TO CRC 
Lii! TC CBC 
II I! TC C&C 
Lll! TO CBC 
III! TO CBC 
IHI TO CBC 
LIM! TC CBC 
IIIB TC CBC 

LEASEHOLD TO CRC 

III! TC CBC 
Lii! TC CRC 
LIU TO CBC 
IHE TC C6C 
LIRE TO CRC 
LINE TO CRC 
Lii! tc CBC 
LINE TC CBC 
IIU to CBC 
un TC CBC 
LIRE TO CBC 
IIIE TC CBC 
Lii! TC CBC 
LINE TO CBC 
LHE TO CRC 
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HTHESTS DESIGlllED TO COIBUL 

Lii! CODE FFCM STATION TO STHICN BP1 

TRANSFEROR: CLEVELAND, CINCINlnrrI, CHlCIGC & ST LOUIS RAILWAY 

EEHTCN HABBOR NILES C.0 28.C 

TRANSFEROR: CLEVELAND, CINCINNATI, CHlCAGC & ST LOUIS BAILU! 

8131 
8133 
8133 
8133 
8133 

TIFFIN 
B!BWIO 
CHEY 
FOREST 
K!HTCN 

TIFFIN 
CA BEY 
POP.EST 
HNTON 
kENTCN 

31.2 
42. 8 
49.7 
63.7 
74.1 

36,2 
49.7 
63,7 
7". 1 
76.1 

TRANSFEROR: CLEVELAND, CI•CINNATI, CHICAGC & ST. LOUIS RAILWAY 

3112 
3~3£1 
3643 
~348 
8105 
8105 
8105 
8105 
8105 
6105 
8111 
8111 
8111 
8111 
8111 
8111 
8111 
8111 
8144 
8U7 
8147 
8211 
6211 
8• 11 
8211 a• 11 
9;11 
0;11 
6212 
8212 
8231 
8232 
6248 
8248 
8248 
8248 
8248 
8248 
8248 
8248 
82~3 
8254 
8305 
8305 
8305 
8305 
8305 
8305 
8305 
8305 
8312 
9:;12 
8312 
8312 
8:!12 
0::12 
8! 12 
8312 
8312 
8312 
8313 
8332 
8335 
8335 
8335 
8335 
8335 
E335 
8336 
8337 
8343 
8343 
8344 
8346 
8348 
83f3 
8363 
8363 
8405 
8405 
84C5 
8405 
8'\C5 
8'tC5 
84C5 
8't05 

WALD BC N SD 
[B 

GCSHEN CF412 
JACKSCN 
HREA 
VELLINGTCN 
CBESTLI NE 
eun-GALICN 
PAEICN AC 
FIDGUAY 
!ORT 
S1"S 
UGET CP 111 
UGET CF111 
JONES CP117 
liORTHINGTCN 
CClUP!BtS ~ AVE 
~IAMI JIKG 
tELHHE 
EULEPCNTAINE 
l!ELL!PC N'Ili "BN" 
lCNDCN, CH 
SFRINGF Ult 0 
COLD SFBaG S 
CE D!AWBRltGE 
PIAMl CITY JN 
CARLISLE JN 
!VU&ALI 
CINrI •t CAEIN 
S'IOFFS JC'l 
EELLHCNHINE 
HV CAS!lE 
BliYAN 
VAN VEET 
ANSCUA 
AN SC NIA 
HEKEF 
GREE5VI1LE 
WEST HNCEESTER 
!ANN 
!!lCH1NISEOFG 
C NTI WOOD ST 
INDIANAF WESTST 
lNDUNlP IJ 
EHLEPCNTAINE 
OH/IN ST lINE 
CNICN CI1Y 
lNDPLS MASS AV 
lNDFlS liHH ST 
lNDElS 1110" 
llADE DIY!CST 
CH/IN ST LINE 
GUlLFCED 
lNDFlS EEANT 
lNCFlS BSANT 
lIEANCN 
IEBANCN 
LEEANCN CP139 
AITA MC NT 
TEMFIE1C N 
lNDIANAFCLlS IV 
HUNTER 
SPRING HILL 
FILE! 
FINCCN JC! 
ELNORA 
ASHBY 
CAKLAND 
GRAY JC'I "OAKu 
BUCKSKIN 
YOST 
JCF.:NT 
GREENSBUBG 
lAWRNCEG CF22 
BORRICAllE FD 
SCLTH .ANt:ERSON 
HEORIA 
GREENSBURG 
CF GALE 
CP BINGO 
IR/Il LUE 
FlBIS MHLAND 
PANA 
JOAN 
LENOX 
GRANITE CITY WR 

KANKAKU JCG 
C!ABK 
YOST 
DIV !CST 
WELLINGTC~ 
CRESTLiliE 
EC RT-GAL IC N 
!URION JC 
E!DGEWJY 
fEllEFC•'!'AIN! 
SI"S 
EAGET Cl 111 
JONES Cl 117 
JONES Cl117 
WORTHINGTON 
CCLUP1EUS 5 JYf 
CCLU"BUS 4 ST 
LILLY CtAPll 
SCI OTC 
P.ELLEFCJ'IN "EN" 
CP 100 tIVFCST 
SIBINGFI!lI, C 
COLD SPFINGS 
CP IRAWIFH<I 
&AYTCN 
CARLISLE JN 
EHN&All 
IVORYDALE 
STORNS JCT 
WADE DIV 
CP FOCN HIN 
NEW CASTLE 
EFYIN 
VAN VERT 
HSCNIA 
HEK!B 
GRFENVIl!E 
WEST MHCHSHR 
"ANN 
CARL!Sl! JCT 
SERINGfl!It H 
STORRS JCT E&C 
HDIA NA I IJ 
Cl GALE 
OH/IN S1 LINE 
CNICN CJTY 
INDPLS PASS AV 
INCPLS iASH ST 
UIOEIS "IU" 
HDIANHCLIS 
CH/IN ST lIH 
GUilPCFI 
INDPLS "ID" 
INDHS !FANT 
2IONSVI llE 
LEBANCN 
LfEANCN CF139 
ALTA~CN'I 

LAFAYETH 
SHEFF 
INDIANAJ:Ct!S 
DX IO XlNG 
RILEY 
CORY 
HNCRA 
ASHBY 
CAK:LANt CITY 
SIRAIGH'I L JCT 
AWGW YA H 
LYNNVL/HCUPSEH 
KENT 
S ~NDE'Fi!:CN 

CFAIG 
AURORA 
FliANKLI~ 

E~EOF IA 
E•PORIA 
GRFENSECFG Cf63 
TERRE HHH 
IN/IL Sl lI NE 
FARIS P HIAH 
PANA 
JOAN 
LENOX 

GR4NITE C ITV WR 
BR !OGE JCT. 

24E.3 249.3 
9.2 12.9 

54.0 57.5 
o.o 5,7 

13.2 37,0 
37.0 75. 7 
75.7 80,3 
80.3 101.5 

101.5 124.7 
124.7 140.E 
80.3 87.2 
87. 2 111. 1 

111. 1 11 4. 5 
111. 1 117. 1 
117.1 128.5 
128.5 136.4 
13E.4 138.C 
141.5 155.4 
114.0 119.2 

94.0 98.3 
98.3 100.5 

163.5 182,9 
182.9 188,2 
188.2 206.7 
206.7 207.C 
208.9 223.0 
223.0 248.7 
248.7 255.0 

o.o 2.5 
2. 5 5. c 

100.5 130,E 
95.3 96.9 
58.7 60.0 

102.0 104,2 
151.3 152.0 
152.0 154.1 
154.1 159.3 
159.3 173.8 
173.8 174,C 
174.0 203,9 
145.8 163,0 

o.o 2.5 
o.o 0,6 
C.6 14.6 

140,8 198.E 
198.6 198.8 
198.8 281,9 
281.9 283.1 
283. 1 283. 7 
283.7 283.8 

5.0 20.5 
20.5 27.9 
27.9 109.3 

113,0 113,5 
113. 5 , 25." 
137.0 139.C 
139.0 139.4 
139.4 170,2 
170.2 173,8 
192.6 211.3 

O.O 4.C 
131.2 136.4 

5.5 10.3 
10.3 12.4 
41.2 61.8 
61.8 95.4 
95.4 106.2 

10f.2 130.9 
o. 0 2. 8 
o.o 7.8 

57.5 133.4 
133.4 166,E 
223.7 225.0 

22.4 28.9 
10C.6 101.9 
166.6 172.7 
172.7 173.5 
222.3 223,E 

14.6 71,E 
72.C 80.0 
80.o 91,2 
91.2 167.2 

167.2 20~.7 
205,7 H7.7 
237.7 243.3 
243.3 248.l 

8BUCB UBE 

BEHTCI SEC 

SANDCSKI SEC 
EASTERN BB 
!ASHEN ER 
EAST!EN BE 
EASTEBN BB 

MAIN UNE 
CLAU BR 
MICHIGAN ERUCH 
NORTeEBN BB 
MAIN LIME 
MAIN llNE 
•UN IINE 
MAIN UNE 
MAIN LINE 
•AIN LINE 
•AIN LINE 
MAIN LINE 
VIA CUTOFF 
MAIN LINE 
MAIN LINE 
MAIN LINE 
MAIN !INE 
CAMF CHASE IND 
DELUlRE ENG TK 
BELL EFCMT ENG TK 
BHLHCNT SEC 
•A IN LINE 
MAIN LINE 
MAIN IINE 
VIA UUON UN 
•AIN LINE. 
ftAIN LINE 
•AIN LINE 
HIN LINE 
MAIN LINE 
BELLHCMT ENG Tk 
SPRHGPIElt EB 
NORTHERN EB 
NOBT f.HN EB 
NORTEEBN BB 
NOBTBEBN EB 
NOP.THEN ER 
NOBTfi!BN ER 
NCBTEHN EF 
CARLIStli BE 
MECHANICSBG ENG 
OKLAHCMA RNG Tk 
•AIN LINE 
MAIN LINE 
MAIN llNE 
"AIN LINE 
ftAIN llNE 
MAIN LINE 
I.U, BY 
I. U. RY 
MAIN LINE 
"AIN LINE 
MAIN LINE 
MAIN LINE 
MAIN lINE 
MAIN LINE 
MAIN LINE 
MAIN LINE 
MAIN llNE 
MAIN LINE 
INDUS'IliIJl 'IK 
SPRHGfIElt ER 
LEASED 10 l&N 
CLAY CITY SEC 
PETEFSEURG SEC 
PETHSBCRG SEC 
PETEBSBURG SEC 
PEUESBOBG SEC 
AV&V SEC 
LYNNVILLE SEC 
MICHIGAN EF 
MICHIGAN EF 
WESTFOR'I SEC 
L&A FNG TK 
FRANKLIN IND TK 
_,NDRSN-GFIN11L SEC 
ANDRS6-GBNVL SEC 
ANCRSN-GRNVL SEC 
HIN llNE 
"AIN LINE 
UIN LINE 
MAIN LINE 
MAIN LINE 
MAIN LINE 
MAIN LINE 
MAIN LINE 

II TE BESTS 

llHE TO CBC 

LINE TC CBC 
1111 TO CBC 
UBE TC CBC 
llU TC CBC 
IHI TC CBC 

LIM! TO CRC 
LIU TC CBC 
Lii! TC CBC 
III! TC CBC 
IIIB TC CBC 
llNE TO CBC 
III! TC CBC 
!IN! TO CBC 
LIRE TO CBC 
lli! TC CRC 
LIRE TO CBC 
IIU TC CBC 
IIU TC CBC 
lIN! TC CRC 
LIN! TC CBC 
LINE TO CRC 
LH! TC nc 
III! TO CBC 
IIN! TO CBC 
ll I! TC CBC 
IlN! TO CRC 
III! TC CBC 
LINE TO CRC 
LIRE TO CRC/TR TO OTHEBS 
LIIE TC CBC/TB TO CTH!RS 
LIRE lC CBC/TB TO CTHEBS 
IIIE TC CBC/TB TO CTHBRS 
II IE TC CBC 
LIME TO CBC 
III! TC CBC/TB TO OTHEBS 
lI I! TC CBC 
!lit! 'IC CRC 
ll NE TC CBC 
llNE TC CBC 
LIRE TO CBC 
un TC CEC 
!IN! TO CRC 
IIU TC CBC 
LUE TC CRC 
IIN! TC CBC 
IIU TC CBC 
LlN! TC CBC 
LlM! TC CRC/TR TO OTHEBS 
IHI TC CBC/TE TO CTH!RS 
LIN! TC CRC 
LHE TC CBC 
LHE TC CFC 
IINE TO CRC 
IIIE TC CBC 
LINE TO CBC 
LINE TO CRC/TB TO OTHERS 
LINE TC CBC/TB TO CTHEBS 
LllE TO CBC/TR TO OTHERS 
lINI TO CBC 
LHB TC CRC 
LINE TO CRC 
LINE TC CBC 
lI IE TO CBC 
IINE TC CBC 
LHE TC CBC 
LillE TC CBC 
LINE TC CRC 
LIRE TC CBC/TB TO CTHEBS 
LIIE TC CBC/Ti TO CTBBBS 
lIHE TO CBC 
LINE TO CBC 
IIN! TO CBC 
III! TC CBC/TB TO CTHERS 
llU TO CRC 
II NE TC CBC 
lIH TC CBC 
LINE TO CBC 
LINE TC CRC 
llME TC CRC 
l INE TC CBC 
lltE TC CIIC 
LINE TO CBC 
UNE TC CBC 
IINE TC CRC/TF TO CTHERS 
LINE TC CBC/TR TO CTHERS 
IIIE TC CFC/TB TO CTH!BS 
LINE TO CBC 
TR TO CRC 
TR TO CRC 
TK TO CRC 
TR TO CRC 
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INTERESTS DESIGNATED TO CONRAIL 

LIME CODE FSC" STATION 

B4C5 
8432 
8H2 
•U2 
B•32 
B•32 
B•32 
8•32 
B•32 
B•32 
8•32 
B•32 
B•32 
B•32 
e•32 
B•33 
9q33 
9q37 
9q39 
B•3B 
B••O 
8440 
B••6 
B••6 

ERIDGE JCT 
WYTON 
LYONS 
W!STHLL! 
FA BIS 
LHRENCEHLLE 
lAWElNCEllLLE 
lAiB!NCE,ILLE JCT 
"1 CAB"El 
llT CJ.B!!:EL ELHN 
ELDORADO 
EARBISEOaG 
CASRIES "ILLS 
FOROAN 
CAISC 
HARRISEUBG, ILL 
SAHARA MINE 
EILLSBCRC 
"1 CARPEL EHN 
ILL/IND LINE 
liANN 
EAST AL TON 
CP 72 
GSEENWOOD 

TO STAUCH 

EAST ST. LC UIS 
LYONS 
WESTVILLE 
FARIS 
PARIS 
LAWRENC!VILL! 
LAWRENCEVIL[E JCT 
Pl'I CAEP.'H 
P!T CAEPll lP.+N 
ELDORA DC 
HARRISfDSG 
CARFiIEF P."IllS 
POR"AN 
KARNAK 
CAIFO 
O!LTA !]NE 
HARCC 
HILLSBCFC 
ILL/IND llN! 
GIB IOWH SHLTM 
US1 AL 1CN 
LENOX 
GFFENWCCD 
SPRING EHL 

TRANSFEROR: CCNNECTING RAILWAY CO, 

1128 
1172 
1173 
117• 
1181 
, 182 
1183 
1184 

NO PHILADELEHIA 
ECLPl!SEIJBG JCT 
TRENTCN AVE EL 
1RBN1CN AVE EL 
HIRBILL YD 
HIRHILL YD 
PAH LINE 
CHESTNUTHILL BR 

CUFEN l!H 
WELSH RCAD 
TA CONY 
TACNY EDCKias s 
CXPORD !CAD 
INDIANA HE 
PIASTEE STEEIT 
WISSlHlCKCN HE 

TRANSFEROR: CCNNECTING RAILWAY CO, 

2•2B NEWCO"EB S!C WN ll!WCC!UISTCiN 

TRANSFEROR: CONNECT ING RAILWAY CO, 

2421 
2&J21 
2•21 
2•21 
2•21 
B137 
B137 
B137 
B137 
8137 
B1•6 

flUDSCN 
ARLHG!CN 
UMBER! 
lilABWICK 
ORB VILLE 
EC WARD 
EOWABD 
G&MBIEB 
!CUNT VEBNON 
LINDEN 
BCURD 

ARLINGTCN 
LUE HT 
•ARWIC1 
ORRVILLE 
ORFVILL! 
HCWUD 
GAoBIER 
~CUNT VHNCI 
LINDEN 
COLDl'IBO ~JOYC!l V 
•IDDLEliCCt SJNC 

TRANSFEROR: CCNN!CTING RAILWAY CO, 

8122 
B134 
813• 
8135 
8135 
B135 
8135 
8136 

ERE!BN 
1RIN HY 
7lNESYlLLE 
ZANESVILLE 
FAIR OAKS 
SEANGL!B 
liILBBEN 
ERUEN 

N!li LEIHGTC5 
ZAN!SVIllE 
ZANESVlllE 
fAIR CHS 
SFANGLE6 
CROOKSVILLE 
NEi LEXINGTCN 
ERE•EN 

TRANSFEROR: CCHN!CTIHG BAILWAY CO, 

8250 
8250 
8250 
8251 
B251 
8251 
8256 
8256 

HG EUN 
EHCCN 
HONtALE 
HDDLE!CWN 
CXP06D SCAD 
CNICN VILLAGE 
CAYTCN 
HSADEMA 

HLTCNSO 
AVONDAH 
EGGLESTOI AV! 
•IDDLETCliM 
UNION VILLA GE 
"IDDLET C WI JCT 
CAYTON 
EE"!STEH 

TRANSFEROR: CCNIECTING RAILWAY CO, 

8255 ClE"!NT BHIST!II 8256 

TRA~SFEROR COHNECTING RAILWAY CO, 

3612 
3648 

IC CASROTEEBS 
1CLEDO 

GALENA 
FIVES 

TRANSFEROR: CCUECTING RAILWAY CO, 

5232 
5232 
5232 
5~32 

CARLETCB 
BRCWRSVILLE 
ECORSE 
!CORSE 

BROliNSVILLE 
ECORSE 
ECORSE 
ECOSSE .JCT 

•I1 

24B. 1 
o.a 
5.3 
7. 2 

37.1 
101.0 
101. 3 
102. 7 
126.3 
127.4 
182,9 
188, 7 
197.4 
229,8 
255.0 

o.o 
o.o 

194.2 
127.• 
129. 0 
2•0:1 
241.3 

o.u 
s. 0 

o.o 
o.o 
0.0 

80.3 
o.o 
o.o 
o.o 
o.o 

o. 0 
11.6 
10.• 
27 .2 
37. 3 
89. 9 
90 .1 
94.3 

100.0 
1•0.5 

o.o 

173.9 
o. 3 

14 .1 
16. 5 
18. 2 
18. 7 
36.8 
49.7 

31 •• 
39,5 
54. 6 
o. 0 
3.7 
7. 0 
0.5 
5,1 

o.o 

!I2 

2•9.1 
5.' 
1. l 

37.1 
37,6 

101. 3 
102. 7 
126.3 
127.• 
182.9 
188.7 
197.• 
229.B 
235,2 
260,0 
10. 7 
0. 5 

194.4 
129.0 
132.C 
2•1. 3 
2t,9.9 

5. 0 
5.5 

2.~ 
3 •• 
5.!: 

82.C 
3.2 
a.a 
0.3 
0,3 

11.6 
18,4 
27.2 
37,2 
38. 7 
90.1 
9• .3 

100.0 
140.~ 
144.2 

4.2 

185. 0 
1•.1 
16.5 
1 B. 2 
1B.7 
30,3 
38. 3 
•9.9 

36.5 
54.3 
55.7 

1.1 
7.0 

13.9 
3.5 
7.0 

5.1 

27.1 86,7 
o.o 1. 2 

116.4 125,0 
125.0 136 •• 
136.• 136.8 
136.8 137 .1 

ERHCH U"E 

BAU LIIB 
CAIEC BR 
CAIRO BB 
CAIRO BB 
CAIRC BR 
DANVL & ClISC BR 
DANYL & one BR 
DANYI & CAISC ER 
DANVL & CAHO BB 
DANVL & ClIFC BR 
DANH & CAHO ER 
DlNVI & CAISC BR 
DANH & CAHC ER 
DANVL & ClIBC BR 
DANVL & CAHO BR 
SALINE VlLlEY ER 
SALINE VALLEY BR 
HILLSBORO H 
INDOSTRIAL TRAK 
INDUS'IRill 'IRACK 
OLD LINE 
OLD LINE 
TERRE HAUTE BR 
TERR! HAOT! BR 

CHESTNU'[ HILl BR 
BUSTLETCB ES 
KERS & TlCOY BR 
P RAN KFORD ST BB 
OXPOID BD H 
PAIREILL BR 
ENGL£SIDE BR 
8IDVALE EB 

DOVES SEC 

AXBC N ER 
AKRCN EB 
AKRCN BR 
AKROli S£C TK 
ORRVILLE YA 6D 
fll!T YEBNCN SEC 
!T VERNON SEC 
"T VERNON SEC 
"T VE BNCB SEC 
•T VEBNCB SEC 
HOWARD IND '[I 

WESTHN EE 
TRIHllAY SEC 
ZNSV L YD RBG TK 
ZANESVILLE SEC 
ZANESVILLE SEC 
ZANESVILLE SEC 
ZANESVILLE SEC 
•oESCli SEC 

BLOB ASH SEC 
BLUE ASH SEC 
BLUE ASH SBC 
MIDDLHOWN SEC 
8IDD LETOllH SEC 
"1DDLETOWB SEC 
DAYTCH-LYTL! BNG 
DUTCH-LYTLE RIG 

CLE"UT-HE!I BBG 

ClRBCTB!ES ER 
RIVER IND '[I 

LIMCCLB ID H 
LIBCCLB ID BR 
LIICCLM ID EB 
LINCOLI YD BB 

llT!BESTS 

LIHB TC CBC 
TR TO CRC 
TR TO CRC 
lUB TC CBC 
LIBB TO CBC 
lHE TC C6C 
IIU TC CBC 
LINB TC CBC 
LIIE TO CBC/TR TO OTHERS 
LIB! TO CBC 
LIB! TC CRC 
II IE TO CBC 
LINE TC CBC 
lUE TC CBC/Tl< TO OTHERS 
II NE TC CBC 
LlHE TC CBC 
LUE TC C6C 
LIIE TO CBC 
LINE 'CC CRC/H tO OTHERS 
Lii! TC CBC/TR TO CTB!RS 
LINE TO CBC 
TR TO CRC 
IHE TC CBC 
LUE TC CBC/T6 TO CTB!RS 

lIIE TC CliC 
LUE TC CBC 
LIRE '[C CBC 
LUE TC CRC 
LINE TO CBC 
LINE tC CBC 
II IE TC CBC 
LIU TC CBC 

LIU TO CBC 

LINE TC CRC 
LINE TC CRC 
LUE TC C6C 
LIBB TO CBC 
LINE TO CBC 
nn TC CBC 
LINE TC CRC 
IIIE TC CBC 
lI NB TO CBC 
LIU TC CBC 
1111 TC CBC 

LINE 10 CRC 
LIU TC CBC 
LIME TO CBC 
UBE TC CBC 
LUE TC CBC 
LINE TO CBC 
lI 1iE TC CBC 
LIME TO CBC 

II IE TC CBC 
LINE '[0 CBC 
LI IE TC CBC 
LIIE TO CRC 
lIBE TC CBC 
LIIE TC CBC 
LINE TC CBC 
LIME l'.0 CBC 

LIIB TC CBC 

LIN! '[0 CBC 
lll! TC CBC 

LIME TC CRC 
LUE TC CBC 
LIB! TO CBC 
III! TO CRC 
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lNTEfESTS DESIGNA'IED TO CONRAIL 

LIH CODE FEiC~ STAT1CN 

5252 [E'IEiCI'I 
5257 LEA•EORN C&O 

'IO STA'IICN 

A'I DELF H 
HIGHLA1H PAFll 

TRANSFEROR: tE'IFOIT HANUFAC1'UFERS R. F. 

5299 CEHCIT DETROI'I 

TRA'\ISF't.ROI"(: tETEC IT FIVER 'IUN~EL CC. 

5104 WINDSOR, CNT IN!' BCUNrAin 

5204 INT BCONI:HIY DETFOI'I 

TRANSFEROR: ERIE & KALAPlA2CC F. R. cc. 

3635 VULCAN CH/Pl l 1 liE 

3E35 Ui/1"11 LINE OTTAWA IAKE 

305 CT'IAWA LAKE RIGA 

TRANSFERO«: ERIE g F!TTSBUilGH R • R • cc. 

2434 tiEW CASTLE SHAFCN 
24 34 SRARCN EFUIN 
2434 E EiUIN JA!HS'IC H PA 

TRA~SFEROR: F1. WAYNE J .ft,CKSC~ R • P.. cc. 

3136A FCRT WAYNE AUGO (Nr.) 
]136B FCfiT •A YNE WASH CT F FD 
3136E WATEELGO WATEFLCC 

5321 JAC KSC N F.AIRES 
5321 HIRES HAIFES 

TRANSFERO~: HCLYCKE & WES'IFIElD R. F. cc. 

424B WESTFIELD 'ilESTFIEIL 
4248 Ii.EST FIELD HCL YO KE 

TRANSFEROR: f(AlA~AZCO, ALl~GAfl. 6 Gl'AH RHitS 

5341 KALAl'Lll.ZOO PAR CE ME tT 
5341 FIAHiWELL FLAINWEil 
5341 IlAINWELL O'ISEGO 
5341 LAMAR GliA 'ND FHII:S 
5341 GFANC RAFlt5 GRAND RAfIDS 

TRANSFEROR: LITTL'f f'1 IAl'iI F. R. CO. 

8113 CCLUHBUS UD RUSS 
B113 FUSS EAS1 AL 'ICN 
B 113 EAST ALTO~ WEST Al 'IC~ 

8213 WEST ALTCN LCNDCN 
8213 IC NO'CN 5 CHARl:ESTCN 
8213 S CHAIHES'ICN XE NIA 
A;: 14 lENIA tAYTON 
82 1tt PIIAMI CI'IY JCT DCD~L ti 

8214 l:CDSCN WEST f1A?iCHES'IER 
8214 llEST MANCHESTER NEW PA RJS 
8221 XENIA SPRING 1.iALl E 'l 
8221 CLARE N&W REN DCC!'! E JC 'I 
822, liENDCCPIB JC! HBWCCC 
8236 FENDCCMB JCT CINTI (CASIS) 
8236 CINTI CASIS FECNT 6 SIH'IH 

TRANSFEROR: ~Af.CNlN~ COAL R. B. co. 

2440 CP 24 YOUNGS1CiiN 

TR4~SFEROR: !HCHIGAN CENTFAL F. R. cc. 

3232 fCBTER EAST GAF 'J' 

3232 EAS:r GARl IVANHCE IHE 
5204 tETRCI'I EAY CI'Il JCT 
5204 EAY CI1Y JC1 WEST DE'IFCI'I 
5204 WES'I DETECIT T(W t. 11 ltE 

5231 YD SCHAEPEF 
5231 SCHAEFER 'I cwi.: LI'H 

5233 HY C11Y JCT MILWAUKEE JC1 

5233 P.ILWAOKEE JCT UTICA, "1CH 

5233 tUCA DE FEWS 

5245 CEHC11 DET TRA?.SIT RR 

5246 DE1 BELT F!UBE F lift 

MP1 MPZ 

c. 0 1. 2 
o.o 7.6 

o. 0 1. i: 

224.8 226.3 
2:.!E.3 227. !: 

3CO. ':: 308.C 
308. 0 310. c 
31o.0 315.: 

49.B 7C.6 
70.E 82.C 
82. 0 90.~ 

o.o 3. '5 
o.c 3. 2 

2:. '.) 2 5. 6 
o.o 4.0 
4. 0 4. 7 

33. 5 33.E 
3 3. 6 43.5 

B. B. co. 

36.6 39.5 
46. 7 4B.1 
•8. 1 52.5 
91.3 94.5 
94.5 YS.O 

c.o 1. 7 
1. 7 6. 7 
6.7 9.E 
9.6 25. 0 

25. 0 36.3 
36. 3 54.7 
0. 0 15 .1 

16.6 31. J 
3,. 3 41.7 
41.7 51.7 
54.7 61.4 

, 11. 0 113 .1 
113. 1 115. 8 
113.1 119.7 
119. 7 121. 5 

23.8 58.3 

24C.7 249.9 
249.9 259.5 

1. 4 2.2 
2.2 2.9 
249 7. 6 
o.o 3. 1 
3. 1 4. 1 

-'· 1 6.7 
6.7 20. 7 

20.7 27.8 
c. 0 4.4 
0. 0 1.9 

13RA NCH NA ME 

FOFEIUN WYE 'IK 
HIGHLAND FAF~ ERANCH 

DITRCI'I MA!H'IRS 

MAIN LINE 
l'IAIN lINE 

VULCAN CLD RCAD 
VULCAN OLD RCAD 
VULC A 1' cu FC AD 

E&P fR 
E&P ER 
E&P ER 

4TH ST ER. 
WATERLOO EFANCH 
WATEElCO EBA NCH 
El!i:H.HT EB 
ELKHART BR 

HOLYOKE SEC 
HOLY CKE SEC 

KALAP.AZOO BR 
KALA PIA ZOO EB 
KAlU!AZCC H 
KALAPAZOO BR 
KALAf!AZOO BB 

MAIN LINE 
MAIN I.INE 
l'iAIN LINE 
11AIN LINE 
HAIN LINE 
MAIN LINE 
PIA lN LINE 
PIAIN Lltl!'; 
MAIN LINE 
PIAIN LINE 
C&X EF 
C&X EF 
C&X ER 
ONtEFCLIFf EF 
UNDERClIFF EB 

YCUNGSTCWN EF 

IVAN I-OE ER 
IVANHOE BB 
PIAIN LINE 
MA IN LINE 
PIAIN LINE 
JUNCTICN YD ER 
JUNC'IION YD ER 
!'!ACK IN AW EF 
MACKINAW ER 
MACKINAW BR 
DET EElT llNE 
DET BELT EX1 

IH!EESTS 

lUE H CRC 
lINE 1C CBC 

lUE TC CRC 

LI•E TO CBC 
lHE 1C CSC 

lINE TC CRC 
IHE 1C CRC 
lINE 1C CRC 

LINE 'IC CRC 
IHE 1C CBC 
LINE TO CRC 

LJNE 1C CRC 
LINE 10 CRC 
IHE TC CBC 
lINE 1C CBC 
11"E TC CBC 

LINE TC CBC 
lHE TC CRC 

LINE 'IC CRC 
IINE TC CBC 
lINE 10 CRC 
llhE 1C CRC 
lINE TC CBC 

llNE TC CRC 
LINE 10 CRC 
IlhE TC CBC 
11NE TC CRC 
lINE 10 CRC 
llH TC CRC/TR 
lINE 1C CRC/TB 
lHE TC CBC 
lINE TC CRC 
IHE 1C CRC 
IHE TC CFC 
lINE 1C CRC/TR 
lHE TC CBC/TF 
lINE TC CBC/TB 
lINE 1C CBC/H 

TO CT HERS 
TO OTHERS 

TO CTHERS 
TO CTHEBS 
TO CT HUS 
TO CTHEBS 

IlNE TC CRC/TR TO CTH!RS 

lINE TC CRC 
lINE TC CRC 
lINE TO CRC 
lINE TC CRC 
IINE TC CRC 
LINE TO CBC 
lHE 7C CRC 
lINE TC CBC 
LINE IO CBC 
IHE TC CBC 
LINE TC CBC 
LINE "10 CBC 
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llT!ll!STS DBSIGUTBD TO COIBUL 

un cob nolt SUUCll TO s'J:&UCI 111 ftf2 

52.11'1 1.ll nu CBLEAIS ST o.o 1.3 
5249 UT CJCT It ER) lLL!N HEMBY o.o 1.1 
5250 D!T (TC LEDO ER) DETBOIT o.o o.e 
5251 UT (TCLEDO EB) DETROIT o.o 2.9 
5254 Dl!T (TCI!DC EB) HCUftS!E !D o.o 3.6 
5304 TOW. LIVE JACKSCI 7. 6 75.6 
5304 JACKS Cl KALAftAZCC 75.6 143. 1 
5304 KALlftlZOC ASYlOft SUTCH 143.1 145.0 
5304 [CllGIAC NILES 178.6 191.7 
5304 BICBIGAI CIT! PORTER •FO" 2H.5 240.7 
5321 HlIBES THREE FJVEBS 4. 7 68.2 
5337 JACKSCR ROBTH LAISIIG o.o 40.0 
53QO RIVES JCT !ATOlll RJFIDS 10.6 24.~ 
~3110 BCllEN GRAMC BHitS 88.1 94.~ 
5343 IALAftlZOO DOUGLAS ST 0.3 1.8 
!:346 ULJ!S PAPU ftlll SEOB 0.5 3.0 
!:346 UPEB ftILL SPUR PI/IR ST LUE 3. 0 6. c 
5346 Bl/IN ST Liil! llEBSTER 6. 0 7.3 
5346 liEBSTEB SCUTH Bl•C 7.3 12.C 
5356 UTTLE CliEEK END o.o 0.3 

TRANSFEROR: MEii JCBK & BAHE! R. R. cc. • 

4131 CHUBA! CHATHAft 126.3 127. !: 
4236 fEUCS! PORT ftOFBIS 0 .o 1.9 
9131 COV!B HAIMS US SAIC 76.6 81.6 

TRANSFEROR: N!W YORK CONNICTING R. B. cc. 

4219 fBEftCIT OAK 11. 2 19.5 
4219 CAK EELHAft 111 19.5 25.8 

TRANSFEROR: ICETHERN CENTRAL RY. CO. 

1224 CAIVEB1 COCKE!SHLLE o.o 15.4 
1324 HIDE YORK 54.6 57.2 
1325 UGO JC! IE!CYNE 66. 7 83.2 
1325 LEMYNE tAY 83.2 85.8 
1325 [AJ EA MKS 85.8 90.4 
1326 UCLA URYSVIILE ea. e 90.4 

TRANSFEROR: NCBTEEBN CENTRAL i;y. co. 

2318 HORSEHEADS HCRSE8HDS c.o 3.~ 
2318 ftC NTCUi FILLS FAUS 14.2 15.1 
2318 PALLS WATKINS GLEN 15. 1 17.4 
2318 WUKHS GLEN STARKEY 17.4 29.5 
2318 STARKEY HiftRODS JCT 29. 5 32.9 
2318 HiftRCDS JCT PENN YU 32.9 40.0 
2318 UHM YAN HNN YU 40.0 40.~ 
2318 EENN YlN BELLON A 40.5 46.3 
4e55 NEWARK NEWARK 16. 3 18.8 

TRANSFEROR: NORTHER .. CENT FAL iY. co. 

1314 COAPHIN SUNBURY 93.4 138.7 

TRANSFEROR: NORWICH & WORCESTU R. R. CO. 

4227 
4227 
4227 
4227 

GRCTCN 
FLAINFIEID 
tA !VlllE 
EOTNlft 

FLAINFIUD 
[AYVILLI 
FOTNAPI 
PUT NH 

TRANSFEROR: EEhNA. TUNNEL & TER~INll E. F. CC. 

o. 0 
28. 0 
39.8 
42.0 

28.0 
39 .a 
42.C 
45.B 

4219 
4219 

4219 

EAY RIDGE 
EARKHLLE 
EEDPCRD 

PARHILIE 
BEDFORD 

PBEPICNT 

c.o 3. Q 

3.4 4.6 
4.6 11.2 

TRANSFEROR: PECRIA & EASTIFN FY. CO. 

8561 
8561 
8561 
8561 
8561 
8561 
8561 
8561 

INDIANAEOLIS IJ 
EB AN CT 
CLERftCNT 
I N/ll ST LI NE 
WALZ 
CCRY • Ill 
WY'ICN 
EEKIN EAS'I YD 

ERA NDT 
SPEEDWAY 
IN/IL S'I LINE 
WALZ 
CORY, Ill 
WYTCN 
HKIN EIS! ![ 

PEKIN 

1.1 
3.5 
9.2 

79.9 
82. 0 
84.0 
86.0 

201.0 

TRANSFEROR: FHILA., EALTO. S WASH. R. E. CC. 

1130 
1140 
1145 
1146 
1180 

IBSENAL 
ARSENAL 
BRILL 
FCRT Pl IFfLIN 
UISENAL 

• CRC TO ACQUIRE 

WEST CHESTER 2.1 
BRILL 2.4 
PCRT •IIFLII 0.0 
ISLAND FD ROG O.J 
31ST ST 0.0 

PCTC•S LEASEHOLO INTERESTS 

3. !: 
6. 2 

79.9 
82.C 
84 .o 
86.0 

201. c 
202. 5 

27. 4 
Q.6 
4. 1 
4.3 
1.0 

EBllCH llB! 

DET TBJ.I sn BB 
DD&D EB 
DBLTl SPUR 
!UOSITICI SPUR 
UBSB TK 
ft.lll LIRE 
ftlll Liil! 
ftlIB LIRE 
!lIB Lii! 
!Aii LIIB 
BLKHUT BB 
SAGillll BB 
GRlHD BlPICS BB 
GBlBD RAPIDS BB 
SOOTH ann EB 
so snD SBC 
SO BUD SEC 
SO B!RD S!C 
SO BIRD SBC 
BC&S IND H 

HlRL!ft LU! 
POBT ftO&BlS fB 
BlRL!B UR! 

El! SIDGE SEC 
BU EIDGI ER 

NOR CERT (E&P SEC) 
NORTBEBB CUT SEC 
!ORK HAYU LINE 
YORK HAYER LIME 
!ORK HAVEN LIHE 
ENOLA BR en IDI 

WATKIHS GLH SEC 
WATKINS GLU SEC 
WATKHS GUI SEC 
VAUIMS GLEN SBC 
WATKINS GLEN SBC 
SODUS Bl! 
SODUS BAT 
SODUS BIY 
SOD OS BAI 

ftAIN LUE 

HCRWICH BR 
NCBW ICH ER 
NORWICH BR 
NCBWICH ER 

SEC 
SBC 
S!C 
SEC 

BEDPCBD HD U 
BEDFORD IND lK 
BEDFORD SEC 

P&E BRANCH 
SPE!DllA ! RIG TK 
FEOBU & EASTERN 
PEORIA & ElSlERN 
PEORIA & HSTERN 
PEOB IA & EASTERN 
PEORIA & EASURH 
PEOBIA & USURH 

WEST CHESUR BR 
WEST PHILl !LEY 
60TH ST BR 
CHESTER&PHL EB 
WASHlhGTCN AVE BB 

IHlllSTS 

Liii TC CBC 
Lii! TO CBC 
1111 TO CBC 
IIll TO CBC 
LIH TO CBC 
111! TC CIC 
Lii! TO CBC 
Lii! TO CBC 
1111 TC CBC 
LIU TO CBC 
LIJB TO CBC 
1111 TO CBC 
LIU TC CBC 
111! TC CBC 
Lii! TO CBC 
1111 TO CBC 
111! TO CBC 
LIU TO CBC 
IIll TC CBC 
lll! TO CBC 

HTC CliC 
Tl TO CBC 
Tl TO CBC 

Lii• TO CBC 
LIU TO CBC 

Liii TO CBC 
LIRE TO CBC 
UH TC CBC 
Llll TO CBC/Ti 
Lii! TO CBC/U 
lll! TC CBC/Ti 

III! TC CiC 
lIH TC CBC 
111! iC CBC 
lll! TC CBC 
Lii! TO CBC 
LIU TO CBC 
III! TC CBC 
Lii! TO CBC 
Ill! TC CliC 

TO OT HI BS 
TO CTBEBS 
TO CTBBBS 

llBE TC CBC/TB TO OTB!BS 

llNB TC CBC 
LIRE TO CBC 
Ill! TC CBC 
LIU TO CBC 

LIN! TO CBC 
LIH TC CBC 

lllE TC CliC 

LIB! TC CBC 
1111 TC CBC 
Lii! TO CBC 
III! TO CBC 
LIIE TO CBC 
LllB TO CBC 
lll! TC CBC 
lllB TO CBC 

111! TC CBC 
LIBE TO CBC 
111! U CBC 
LINE TO CBC 
111! TO CBC 
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JITE FESTS DESIGNJUD TO CONRAIL 

Lii! COD! PRC! SU1ICN TO STAUCH !P1 !P2 BRUC~ Nl!E HTBHSTS 

1180 23ED ST DELA WAH AV! 1. 5 tf.2 WASHIMG101 AU BR IIIE TC CBC 
1186 fEBNWOOD GRASSLAND 5. 6 10.5 IEWTCVN SQ fB Ill! TO CBC 
1187 GARRETT RD ftILLSBCDRNf HS f. 5 0.e CUIIGTOI BR lIIE TC CBC 
1211 RDILONG BDGI ROSSLYN o.o 0.3 ROSSLYN CONN. TR LINE TO CRC 
1211 LANDCY!i !U/DC S1 .LlliE 128. 8 131.1 ftAIN LINE Liii 7C CBC 
1211 !D/DC ST LIRE AN ACOSTA 131.1 134.2 ftAIN llRE llU TO CBC 
1211 ANACOSU YIRGINII AVI nq. 2 136.7 ftAIN LINE LUE TC CBC/U TO CT BERS 
1211 tlBGINIA AVE DC/VA S1 LUE 136.7 13B. ~ !lIB Lii! LINE TO CRC/TB TO OTB BBS 
1211 EC/YA ST LI NE LCMG BFJDH 138.5 138. 7 ftl!N LIRE Ill! TO CBC/TB TO CTBEBS 
1222 HRB!VILL! CliESWEll 0.3 38. 2 C&PD LUE TC CBC 
1225 fCilH VOODZELL o.o ,5.6 POPES CB!!K S!C IIIE TO CBC 
1227 HERBERT CHALK HUT o.o 5. 9 CHALK PT llD TK LIIE TC CBC 
12q5 LAP.OKIN DP LAND o.o o.~ CHESTER CREEK SEC LIIE 7C CBC 
1246 ISLUD RCAD CHESTER o.o 5.0 CHEST!R&PHl TK lIIE TO CBC 
1247 EllDilIM CHESTEREfHL EB o.o 1. 0 CHESTEB&PHL CONN LIIE TC CBC 
1249 HCCK 50 CHES'HR EB o.o 0.4 LINVCOD Tk IIRE TO CBC 
1250 CllY!CNT BB LA!CKH FON 0 .o 4.4 SOOM CHESTER U lINE TO CBC 
1251 SC CEEST!F ER !ND o.o 0.9 CU Y!CN'l TK IH! TC CBC 
1252 SHELLECT Eli !ND o.o 1. 0 EDGUCCBTK (1251) lllE TC CBC 
1254 ~INNICK •ILL CHH o.J 2.7 PERR !VILLE 1K LHE TC CBC 
1255 OAK JUNIATA ST o. 0 2.3 HABY!CEGBAC! TK IIH TC CBC 
1256 DAVIS NEWARK ClMTEB 0 .o 1.9 PC!BEOY Tl IIIE TO CBC 
1257 HY VIEil PRESIDHT ST o. 0 q.o PRESIDENT S1 TK lll! TC CBC 
1258 flLTJ!CU STOCK y .urn o.o 1.1 ClABUOIT 1K. 111! TO CBC 
1259 fAY VI!il SFARRCi~ FCI!i'I o.o 5.6 SPABRCWS ET TK LHE TC CBC 
1260 SDTTCN SCLLERS (HU) 3.3 6.3 UNICN Ri-BfH CK III! TC CRC 
1261 CDEHTCN FCRT •E !Cf o. 0 1. E PORT MEADE TK IHE H CBC 
1263 IDGE •CCR KENT ME Rf o.o 3.2 BRAIEYWINE TK IIMR TC CBC 
1322 CRESilEll ECRT 38.2 39.7 C&PD lIHE TC CBC 

TRANSFEROR: PHI LA., EALTO. & WASH. B. B • cc. 

22EB CARNEGIE CARNEGIE o.o o.8 SOPEFICF EF LHE TC CBC 
22KK liOSSI.YN CARHGH o. 0 2 • .: JC'! 11 BB (PC&Y) llliB TC CBC 
2206 H 1.6 CORLISS 1. 6 

"· !: 
!AIN LINE IIHE TC CBC 

2206 CORLISS WAGNER 4.5 7.B !AIM LINE IINE TO CBC 
22C6 ilAGNER PA/ilV L JNE 7. 8 35. 1 MAIN LINE LIRE TC CBC 
2206 EA/WY ST lIN! WEIRTON JCT 35.1 41.0 •AIN IINE IINE TO CBC 
2206 iEIR1CN JCT ilY/CH S'! IINf 41. 0 42.3 ftAIN LIRE lJHE '!O CBC 
22C6 liV/OB ST LINE ~INGC JCT 42. 3 q6.3 MAii LINE LINE TC CBC 
2206 !INGC JCT CADIZ JCT q6.3 66.0 !AIN LINE lIIE TO CBC 
22C6 CADIZ JCT UHRICHSVILH rp 66. 0 92.3 ftA IN lINE LUE TC CBC 
2221 HLICT WAGNEB o.o 7.0 SCULIY ER IHE TC CBC 
2221 •CNCN "CB" 1.2 q.o SCULLY (DOPF) BB lINE 'IC CBC 
2235 WEIR TC N JC'! PCLANSBU o. 0 4.1 WHEHING SEC IINE TC CBC/TE TO CTHEBS 
2235 FCLANSBEE lHEELINf B!I 4.1 24.1 WHEEIING SEC IINE TO CBC 
2235 iHEBLI!IG EN B!NWCCt 2q.1 28.0 WHEEllNG (YDLI!IT) IINE 'IC CRC 
2238 CADIZ JC'! GEOBGETCWli JCT o.o 6.4 CADIZ SEC IHE TC CBC 
2238 GEORGE'!Ci~ JCT CAOIZ 6. 4 7.9 CADIZ SEC lIME '[0 CRC 
2239 GEORG ETCH JCT GFORGETCWN o.o 6.2 RANNA SEC IHE !C CRC 
2244 CAFNEGIE HCOS'ION 0.6 14.7 WASHINGTON SEC IINE TC CBC 
2244 HCDSTCN HCDSTCN 14.7 15.5 WASHING'ICN SEC lINE TO CBC 
22q4 HOCSTCN '!"i'LFFDAIE 15.5 21. 1 WASHlNGTON SEC III! TC CBC 
224q TY LE BC ALE WASHING'ICN 21.1 23.6 WASHHGTCN SEC lINE TC CBC 
2246 ERIDGEVIlLE ERICGEV JLLE c .o 0 .9 BRIDGEVl&!CtCNALD LINE '!O CBC 
22q7 EORGUTS AHASBO IG o.o 4.3 BURGUTS BR. IIH TC CBC 
2248 EORGFTTS CHERRY VALLEY o.o 1.3 HICKCBY BB IIN! 'IC CBC 
2249 IANGELCrn JCT LANGELC'IH o.o 0.5 LANGHOTH BB. IINE TC CBC 
3107 VAN KENNETH 1. 2 5.7 •AIN lINE IINE TC CBC/TB TO CTHEBS 
3107 ERADFORD OR/IN ST IINE 83. 4 103.5 !AIN lINE lIN! 'IC CBC 
3107 OH/IN ST LINE Ul'ICN CJ'I:Y 10 3. 5 103.8 PIA.IN lINE LHE TC CBC 
3107 UHC N CITY KENT 10 3. 8 156.9 ~AIN IINE IJNE TC CRC 
31C7 KENT ICGANSECFT FAC! 156. 9 196.0 ~AIN LINE lIME !C CBC 
31C7 ICGANSPOBT FACE VAN 196. 0 198.3 l'!.AIN LINE LINE TC CBC/TB TO CTBEBS 
3107 ~ENNETH NCRTH J tDSCN 202.7 237. !: ~AIN IIN! IINE TC CBC 
3107 NCR'IH JUCSCN SCBEREFVIIIE 237.5 280.0 ft!IN lINE IHE 'IC CBC 
3131 VAN FERN 114. 5 115. s C ULV E F SEC IH! TC CFC 
3131 HY MOUTH ~/L FlYP!OU'I f 159. J 160.9 PLY!COTH SEC LINE TO CBC 
3132 LCGANSfCii'l CTTAWA ST o. 0 o.e FORftfR VANDALE IHE TC CBC 
3132 ~. MANCHESTER N • l'!ANCfEST'ER 37. 2 38.0 COLUHIA CITY SEC IINE TC CBC 
3132 VANDALE CCLUMEH crn 55.3 56. 5 COLU•BIA CITY SEC IINE TO CBC 
3134 ClYrtEES DIVPOST VAN 109. 2 114. 5 I&P <RANCH IIU TC CBC 
3135 IFCATUE ADA•S 7C .4 86.6 PCRT WAYNE SEC llN! TC CRC 
3207 SCHEREEVIlLE f'IAYNARD 280 .o 28q.o !AIN LINE LHE TC CBC 
3207 HYNlRt IN/IL S'! IHE 284.0 286 .1 ftAIN lINE LINE TC CBC 
3 2C7 IN/IL ST LINE EERNICE 28 6. 1 287.f !AIN lINE IIH TC CFC 
3207 BFBNICE BEL'I CE:CSSING 2B7.6 302.4 PIAIN IINE LINE TC CRC 
3207 EEL'I CFOSSING CHICAGC 119 ST 302.4 305.6 PIA IN IINE IINE TC CRC 
32C7 CHICAGO 4S ST CHICAGC 38 ST 305. 6 307.C WESTEBN AVE SEC IIH TC CRC 
3207 CHICAGO 38 ST CHICAGO 12 ST 307.0 309 .9 ilESTFBN AVE SEC LINE TO CRC 
32C7 CHICAGC 12 ST ~ESTEFN AVE 309. 9 311. E ~AIN LINE un TC CBC 
3207 WESTERN AVE CHICAGC UN S'IA 311.6 314.1 !AIH lINE IISE TC CRC 
322q SOUTH EEND sourn BIND 179 .o 182.3 PLYOCOTH SEC LINE TC CBC 
8106 DENNISCN AVE HILLIAfl CS 0.5 11.0 !HIN lINE LINE TC CRC 
81 C6 CHRICHSVILLE DP tiEWANK, CHIC 92. 3 157. q PIAIN LINE LINE TO CRC 
81C6 f.EWARK, CHIO CCLUfl!BUS UD 157.4 190. 7 B&O t.AINTAINEO Ill! TC CRC 
8206 f'IlLIAlitS ERHPOFr EP 11. 0 83.4 !AIN LINE LIME 70 CBC 
8206 I GRHNYILIE CN CFCSSlNG 92.f 96.E "AIM LINE IHE 'IC CBC 
8206 NEW EARIS CH/IN 51 IINE , , 3. 8 115. 4 !AIN LIU IU! TC CBC 
82C6 CH/IN IINE GIEN 115. 4 117. 4 HAIN LINE IIHE TO CRC 
8206 GLEN RICHfilCNI,INt 117. 4 119. E ~A I~ LINE LHE TC CBC/Ti TO CT HERS 
8206 RICH~CND, IND NEWl'!AN 119. 6 119.8 !AIN LINE LINE '!O CRC/TR TO CT HERS 
8206 U~WtU.N CENTERYJllE 119. 8 126.0 l'IAIR lINB tINB 'IO CBC 
82C6 CHA BL07'!ESV ILLE THORNE 158.0 180.~ ~AIN LINE III! TC CBC 
8222 ~CRilCOt ~ILL 1 o.o 16.q HICH!CND HUCH LINE TO CRC/TR TO CTHERS 
8222 NEW!AN FicHr-r:Nr 74.9 76 .6 RlCHMCND BR LINE TC CBC/TB TO CTHBRS 
8222 NEW CASTLE NEil CASTLE 100.5 10 ~.1 BICH!CRD EB LINE TO NW/TR TO tilt 
8222 NEW CAS'llE ANDESSN GFIDHY 1oq. 1 121.~ RICHMOND ER IH! TC CBC 
8222 ANDEFSCN GRIDLEY FIRST STREEl 121.5 127.0 RICH~CNE fB IINE TO CRC 
8222 KCKOPIO f<CKO!'!C 15E.5 159.~ RICH MOHD BR IIIE 'IC CRC 
8222 KCKCMO ANOKA 159.5 177.~ BICHP.CNt EF IIH TC CRC 
8233 RICH!CND PARRY o • .3 2.3 FOFT WAYNE fF LINE TO CBC 
8235 FED EANK RENDCCIH JCT 112 • .2 113. 1 UNDEFClIFP NC 11 Ii! TC CBC 
8235 VALLEY RENDCOPIE JCT 112.4 113 .1 ONDEBCLIPI NC LUE TO CRC 

83C6A INDIANAECIIS WEST ST o.o 0.4 I. o. RY LIN! TO CBC/TR TO OTHERS 
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1ll'IFFESTS I:ESIGNA'IED TO CONRAIL 

LIH CODE FFC~ STATICN TO STA'IICN OF1 •P2 BRA NCH NHE IUEHSTS 

8300 \iES'i S1 •CCDS 0.4 1. f rnF EBA NCH IHE TC CBC 
8306A WC CDS !:AVIS 1.6 6.9 I&F flUNCH LIHE TO CBC/TB TO CTHERS 
8306A I:AVIS EFIDGEFCFT t. 9 B.9 GREENCASTLE ER IHE TC CBC/TF TO CTHEBS 
8306C TP.CRNE PINE 180.5 18 s. 3 MAIN LINE IIU TC CRC 
8306C f I NE INDIANAf IU 185.3 186.8 fUIN IINE IINE TO CRC 

8333 INDrtS "It:" I:HE 0.2 1. 7 LOUISVILLE ER Ill! TC CBC 
8333 rAIE FRANKLIN 1.7 20.0 LCUISVIILE EE LINE TO CBC 
8333 FFAt.KLIN CCLU1'1BO~ IN[ 20.c 40.5 LOUISVILLE EB IINE TC CBC 
8333 CCLUMECiS, IND IN/!'. Y S1 LINE 40.5 108. 1 LOUIS VII LE ER III! TC CEC 
8334 HiAti.KFCE'I CAl1DEN 78.3 101. 3 I&F HANCE LINE TO CBC 
8334 CAMDEN CtYf':ERS r IV .ECST 101.3 109.2 I&F ERANCH IHE TC CRC 
8338 ~RAFT (I&F EB) MAR'IINS\lllE 3. 0 30.6 PE'!EFSBURG SEC lI!iE TC CBC 
8338 ~ART!tiSVILLE GCSPORT 30. 6 44.5 PETEFSEURG SIC LINE TC CBC 
8338 GCSPCF'I WCRTHING'ICN 44.5 72. ~ PETERSBURG SEC IHE TC CBC 
8338 WCRTHING'ICN JCT PINCON JO 72.5 73.8 PETERSBURG SEC LINE TC CRC 
8338 ~WITZ CI'IY SWITZ CITY 73.8 79.1 VINCENNES SEC LINE TC CRC 
8338 SWI'IZ Cl'IY SANDBCF~ 79. 1 92.3 VINCENNES S>C IINE TC CBC 
8338 S~NrECRN BICKNEll 92.3 102.9 VINCEIUiES SEC LINE TO CBC 
8339 CCLUMBUS, IN CCLUl''!BOS, IN o. 0 2. ~ COLUMBOS-MAt SEC IUE TC CBC 
8340 CCLUfHILS, IN CClUl'lBUS, IN 0.0 3. 8 SHELBYVILIE SEC llRE 'IO CBC 
8340 SflElEYVILlE SHElBYV ILLE 2 3. 0 27.C SHELBYYILlE SEC lHE TC CRC 
8342 'I HC B NE PINE 180. 8 187.2 THORNE-KIT UY AV TK LIRE TC CBC 
8349 INCFL 'ijA!i JCT rAVIS 1. 6 6.8 VANJC'I-DAVIS RNG lINE TC CRC 
8350 P!UNCIE l'HINCIE 41.9 42.7 MUNCIE JD RNG TK IHE TC CBC 
8351 EOYD WATSON o.o 4.C JEHHSCNVL ER LINE TC CBC 
8352 JEFFEB.SCNVIILE CIARKSVlllE o.o 1. 6 NEW ALBANY ER IIIE TC CRC 
8406 EBIDGEfOE'I GREENCA~'ILE 0. 9 36.5 GREEtiCASTLE ER LINE TC CBC/TR TO CTHERS 
84C6 GF:FEt-.CAS'ILE GFEENCAS'IlE 36.5 38. 0 GREENCASTLE ER llNE TO CRC/TR TO OTHERS 
8406 (REENCAS'ILE 11 !UDALE 38.0 LIO. 3 GREENCASUE BE IHE TC CBC/TR TO CTB!BS 
8406 IHIECAlE KNIGH'IS~IlLE 4C.3 54.5 GREENOSTU ER LINE TO CRC 
8406 l<NIGH'ISVILLE FF AI FIE 54. 5 68.5 GREENCASTLE BR lINE TC CBC 
8406 "AI FIE PJ1ESTCN 68.5 72.4 GREENCAS'IlE BE IHE TC CBC 
8406 TERRE HAUTE CP RINGC 71. 6 72.0 GREEIKASTlE ER LINE TO CRC/TR TO OTHERS 
8406 CF RINGO IN/II S1 LINE 73.4 79.9 PIAIN LINE IHE TC CBC 
8406 IN/II ST LINE . ST LCCIS EADS 79.9 238.5 MAIN LINE liliE TC CRC 
84 34 fRES'ICN DEW!Y C.7 0.9 CRAHCRDSVI SEC lIME TC CBC 

TRANSFEROR: FHILA. & TREN'ION R. R • cc. 

1175 FRANKFCRD JCT PORT RICH. CCNN. 80 .o 82.0 TRENTCN AVE EL LINE TC CRC 
1115 fCRT RICH. CCNN. FFA~KFCH AVf 8 2. 0 82.8 TRENTON AvE EL IINE TC CRC 
1471 ERISTCL ER ISTOl RH~ 13 o.o 2.E 8RIS!CL BB. III! TC CRC 

TRANSFEROR: EGH., FI. WAYNE & CHICAGC FY• cc. 

22DD HI.BRIDGE EA DEN o.o 3. c ECCNCeY BR EJT lliE TC CBC 
22EE A~ERlCfE EOilIN<:EF CCFF 0.2 1. 3 ECCNCPIY BF II IE TC CBC 
22FF FOCH ESTER NEW BR IGHTC N c.o 2.3 BLCCKHCUSE FON BR LINE TC CRC 
22HH EEAVER FAUS REFUELIC STIEL c.o 0.6 OIL ST SIDING IIIE TC CBC 
22JJ EEAVER F~LLS P&L! RP o.o 1. 8 MARGIN.AL Eli IIIE TC CRC 
2202 Fll!SBURGH FEDUAI ST c.o 1. 4 lllJA!N lINE LUE TO CRC 
2202 FEDERAL ~ T JACRS FU> 1. 4 4. 8 P!A IN LINE lHE TC CBC 
2202 JACKS RUN ROCFIES'I ER 4.8 2 5. 9 PIA!N LINE LINE !O CBC 
2202 FCCHESTER WCOD JC'I 25.9 34.0 PIAIN LINE IH! TC CRC 
2233 FCCfH£'IEF BCCHESTEF 25. 9 26.4 LCW GUDE S!C III! TC CBC 
2402 iOOD JCI. PA/OH Sl run 34.0 48.B UIN IINE LINE !C CRC 
24C2 FA/OH ST LINE AlLIANCE 48. 8 83.0 MAIN LINE IHE TC CRC 
2402 ALLIANCE ORRVILLE 83 .o 124.0 !AIN LINE LIME TO CBC 
2402 CH VU IE WOOSTEF 124.0 136.5 !AIN lINE LINE TC CRC 
2402 •CCSTEF CHSTLHE 136.5 188.7 ~AIN LINE IHE TC CRC 
2402 CEESTLINE EUCYBUS CIVfOST 188.7 200.6 MAIN LINE LINE TO CBC 
2430 EA YARD FA!FHCfE 55. 1 69.0 BAYARD BR lIU TC CRC 
2431 ~ACE EAS'I GRAV EI o.o 1.7 M&C ER II!iE TC CRC 
2431 EAST GRAVEL CANAL HlTO 1. 7 8 .1 M&C ER JT PC-E&O IINE TO CRC 
2431 Cl..NAl F OL'ICN WARWICK 8. 1 11.1 !'t&CSIC JT FC-B&O IHE TC CBC 
3102 EUCYRUS rIVfOST OH/IN ST lHE 20C.6 300.4 ft A IN LlNE LINE !C CBC 
3102 CH/IN ST LINE ADAMS 300.4 314.4 MAIN l.INE IHE TC CBC 
3102 ADAMS JUNCTICN 314.4 321.1 P!AIN lINE lINE !C CRC 
3102 JUNCTICN VALFAFAISC 32 1. 1 423.C MAIN LINE IIIE TC CBC 
3202 VALPARJ.ISO AOBAF'I I:IVFCST 423. 0 434. ~ MAIN LINE LINE TO CBC 
3202 llOEAR'I LAKE JUiC'IIC~ 434.5 451.5 PUIN IINE l!HE TC CRC 
3202 lAKE JGNC'llCN H/IL S1 IIH 451. 5 453.3 !AIN LINE IIH TC CEC 
3202 B/IL ST LINE RIVER E Ii JC'l 453.3 454.7 ftAIN LINE LINE TC CRC 
3202 FI VER EF JCT SCUTH E!ANCH 454.7 466.2 MAIN lINE lI!iE lC C1'C 
3202 SOUTH ERA NCH CflGO ROCSEVEl'! 466. 2 467.C ftAIN LINE IIIE TC CFC 
3202 CHGO FCOSFVELT CHGO ft A I ISC N 467.0 468.0 MAIN LIME LINE 'lC CRC 
3202 CHGO MADI!:( N CHGC IA t<E S'I 468.0 468.E MAIN LINE lHE TC CBC 
32S5 EAST CHIC AGO SINCLAIF REF o.o 1.6 R&V NC. 3 l!HE TC CRC 

TRANSFEROR: FGH., YOUNGs·rcwN & ASHTAEGIA RY. co. 

2233 FOCHE!:'IEF NEW EEil(HTCJ. 26.4 29. 3 LOV GRADE SEC IINE TC CRC 
2347 iAFIHN S'IRUTHEFS 55. 7 58.6 SALAMANCA SEC LINE TO CBC 
242A NEW BRIGH'IC N WAP"IPU l'I JCT 29. 3 41. 7 LCV GRADE 12433) LINE TC CRC 
242B ;coo iiAIHOI"! .:cT 34. 8 41.C KOPPEL SEC (2422) lHE TC CRC 
2423 WAIHU!'! JCT CASILE 41. 7 46.6 E&A EE A NCH LIRE TO CRC 
2423 CASTLE PA/CH S'I LIIH 46.6 56.2 E&A ERA NCH IHE 'IC CRC 
2423 FA/OH ST LI N:E YOUNGSTCiN 56. 2 65.4 E&A EFANCH lHE TC CRC 
2423 YCUNGS'ICWN CETOUR 65. 4 75.5 E&A ERANCH IlRE TC CRC 
2424 DETOUF NC WAEE:B 7 5. 5 80. c_; PY&A ER IHE TC CRC 
2424 NC WAEEEN GRINWAlt ST 8G.9 81.1 PY&! SEC UBE TC CBC 
2424 ASHTAE ULA NP ASHTABUIA or 124.3 125. 2 ASHTABULA SEC LINE TO CRC 
2425 EC ANNA GCOD~AN YAH 76.6 79.4 DETOUR BR lINE TC CEC 
2425 GCC[P.AN YI.RC ALLIANC?: CF 79 .4 102.1 DETOU F ER LINE TC CBC 

2434 CASTlF NEW CAS'IlF 46.6 49,8 E&r EB IHE TO CiC 
2435 OAKLAND NEW CAS'ILE 48. 7 49.9 HOUSTON SEC IINE H CBC 
2436 CCVERTS WALPORD o.o 3.4 VALfCliD SEC lHB TC CBC 
2437 ECANNA (E&A) VAN WYE (F!tA) o.o 0.5 VAN WYE SEC lIU TC CBC 
2438 CBOSSCtT (E&A) CHEF BY ,T (E&P) 47.3 51.~ CROSS COT SEC IIBE TC CBC 
2439 SCAPTOWN ~~25 GOOD"AN YD GP! 0 .o 0.5 GEft SEC lINE TO CBC 
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lN'!ESES'!S DESIGNA'!ED TO CCNBlIL 

LIIE CODE FRC" S'lATICN 10 STAIICN 

TRANSFEROR: S'!. LAWRENCE & ADIRONCACK RI. CO. 

4756 
4756 

!N'l BCONURY 
EONTINGDCN 

HUNTINGtCN 
ADIRONtlCK JCT 

TRANSFEROR: SHl"CKIN VALLEY & POTTSVIILE E. R. CO. 

1347 
1347 
1347 

SUNBUEY KASE 
FAJINOS 
FOLTCN 

SUNBURY ti S'l 
SHA!!CKit. 
SAGCN JCT 

TRANSF'EROR: TfiCY 6 fREENBtSH R. R. AS~N. 

HNSSELAH CP3 T90Y 

TRANSFEROR: ONICN R. R. CC. Of EALTI"CRE 

1260 POU"EN'l ST SUTTCN 

TRANSFEROR: UNITEO N. J. F. B. & CANU CC. 

1124 
1124 
1124 
1124 
1124 
1125 
1125 
1125 
, 125 
1126 
1166 
1167 
1168 
1420 
1421 
1422 
1422 
1423 
1425 
U26 
1426 
1428 
1429 
1431 
1432 
1433 
1434 
1434 
1437 
1'439 
1439 
1440 
1441 
1455 
1456 
1457 
1459 
1460 

TBENTCN PAIR 
!RENTON eG 
PILFCRD 
FHillHSEOFG 
EHVIDERE 
CHDEN 
DELAIR 
EDHVATER PK 
BCRDEN'ICilN EO 
'lfiEH'ICN 
FLORENCE 
ECRDEN'lCVN BR 
HCHNCE 
JERSEY CITY 
U-5 
VA-5 
GREENVILLE "BAY" 
ORION 
SC 1"BCY JCT 
fl!IDWA Y 
JA"ESEURG 
BEW BEUNSlHCK 
f!CNI!ICU'IH JC'I 
HARRISCN 
HUDSCN 
fllETDCEEN 
"EADCliS YD 
"UDCWS YD 
JHESBURG 
HARB I SC N 
BUNTER 
JERSEY CITY 
JERSEY CI'lY 
HLHA" 
'!REMTCN 
ElLDEL BR. 
"CK" 
ECIBtlliG 

'!RENTCI P.G 
filILFORD 
PHILLIP.!:EtJRG 
EHVIDE I! 
BELYIDEEE 
DELAIR 
!DGEWATUl Etl 
BORDEN'ICiN EO 
WINDSOF 
ECRDENTCVN 
CLIVE S11iEE'I 
FETTY lSLA!ilI 
flORENc< 
HAPRISC ~ 
KHRNY 
GREENVIILE "EAY 11 

Glll'.ENVIIIE YD 
PERTH A PfCY 
JAl'!ESBtlliG JG 
JHIESEUFG 
JAM.FSBOFG JG 
nnDtEEOSH 
BIGHWAY 26 
HARRI SC HR1 S'll 
HAR RISC I 
BONHAf'ITC'iiN 
PED SHH YD 
lINCCU BVY 
EIGH1STCU 
SOSSEI S1 
E•D 
JERSEY CITY 
CBCXTCN Jt. 
CCAL PO R1 Yr. 
COAL POF1 U. 
BORDENTC'iiN EE. 
"lRTHS CHH 
PE&l 

TRANSFEROR: CHICAGO, KALAP.AZOC & SAGIJAW fY. CO. 

FARCHMEN'I 
"CSEL J;OAt 
ULUAZOO 

"CSEl FCAC 
KALUAZCC 
PAVIL!CH JCT 

TRANSFEROR: JOLIET & NORTHRN INDIANA R. R. CO. 

3233 
3233 

HARTS ti LE 
Il/Il ST LI NE 

IN/IL S1 LINE 
P.ATTESC I 

TRANSFEROR: !lBCNIN~ & SHINANGO VALLEY CO. 

2••3 COOGHTCN .JCT CP~2 PlRREll EL BB 

TRANSFEROR: HHGlRA RIVER ERHEE CO. 

5104 
510• 
5104 

sasp BRIDGE 
lALLS YIU 
JRT BCONDARY 

HT BCOHAHY 
BROOKPIHC 
FALLS VHW 

TRANSFEROR: HIN CENTRAL TRANSPORTUICN CC. 

1121 
1121 
1122 

HIBClLE 
COMLAP 
tlT.! 

DONLlP 
!CF FIS 
THOFN 

!E2 

10.3 17.9 
17.9 56.4 

o.o 
12. 0 
23. 0 

0.0 

o.o 

0.3 
1. 4 

3".4 
so. 7 
6•.3 

G.9 
5. 0 

16. 0 
26. 7 
o.o 
o.o 
o.o 
o.o 
1.0 
o.o 
o. 0 
4. 2 
o.o 
0.5 
o.o 
5 .o 
o.o 
o.o 
o.o 
o.o 
0.1 
o. 0 
o.o 

13.6 
o.o 
o.o 
o.o 
o.o 
o.o 
0 .o 
o.o 
o.o 
o.o 

•2.3 
42. 7 
43. 9 

0.2 
18.2 
26. 0 

5. 7 

3. 3 

1. q 
3•.4 
50.7 
64.3 
65.3 
5.0 

16.0 
26.7 
37 .9 

6.0 
0.9 
2.0 
1.E 
7.C 
4.4 
4.2 
6.5 
5.9 

13.6 
5.0 
5.5 
3.0 
2.7 
1.0 
1. 4 
1. 7 
0.9 
0.9 

21.7 
0.6 
1. 7 
1. 3 
2.0 
2. 1 
4.1 
1. Q 
0.3 
0.2 

42. 7 
43.9 
45.9 

12.B 15.6 
15.6 20.a 

o.o 5.8 

o.o 0.2 
o.o 10.0 
0.2 2.7 

o.o 
41.0 
23.7 

41.0 
46.0 
3•.3 

EBUCH NH! 

!ALO iE SBC 
"ONT FElL Eli 

SHAMCKIN S!C 
SHAP.CKIN SEC 
Sfl.lf!CKIN SEC 

TROY SIC 

UNION BB-B!AR CK 

BELVIDEBE BB 
BELVIDERE BR 
EELVICERE EF 
BHYIDEBE BR 
EELVIDEBE ER 
BCRDHTCWN ER 
BOBDINTOVN SEC 
EORDHTCWN SIC 
ROBBINSVILLI SEC 
BORDHTOWN BB 
PLCR!NC! EBINCH 
PETTY ISLA ND BB 
TORNEUE H 
HARSIP.OS HINCH 
PASSAIC BRUCH 
GREENVlLLE BR 
GREENVILLE BR 
PA&iOODBRIDG£ Ba 
lftBOY SIC TK 
JAMESBDRG 13B 
JA"ESEORG ES 
MILLSTOllE BE 
KING~'ION Bli 
CENTH ST EE 
HARBISCN BB 
BONHU!F'ION EB 
"!ADCWS TK NC. 
"EADCVS TK NO. 
HIGHTSTOWI SEC 
HRSN E tnn CCRN 
VEST NEllABK BR. 
HUDSCN ST Eli 
SOSQOEHAl51 CONN. 
"ILHlft EB. 
ENT!6PRISE Iii. 
SC. 'lliEllTCli ER. 
"ARTINS CBHK BB. 
BOIBOBG BR. 

CK&S BB 
CK&S BB 
Cl&S Eli 

JOLHT BR 
JOLHT EB 

SHABCI EB 

BUN LIU 
BUN LUE 
UIR LIIE 

TREnc• BR 
TRBBTCI Bi 
PHILlUBOBNDlLE 

Ili'IERBSTS 

111! TC CBC 
LINE TC CRC 

lHB TC CBC 
lllB 10 CBC 
IHE TC CRC 

llNE 'lC CBC 

II i! TC CRC 

LINE TO CBC 
IHE tc CRC 
lINE TC CBC 
llBE TC CBC 
11 l! TC CRC 
l IM! '!C CBC 
II NE TC CRC 
LINE TO CBC 
LIME TO CBC 
llH TC CBC 
LINE TO CRC 
lHE '!C CRC 
lHE TC CBC 
lIRE TC CBC 
LUE TC CRC 
LINE TO CBC 
LINE TO CRC/TB TO CTHEBS 
lHE TC CBC 
LIME 'lC CRC 
lHE TC CBC 
LINE TO CBC 
LIBE TO CRC 
llJB TC CBC 
LIME TO CRC 
lUE TO CBC 
IHE TC CBC 
LIME TC CBC 
lINE TC CBC 
LINE TC CRC 
IlU TC CRC 
II NE TC CBC 
LINE TC CRC 
IHE TC CBC 
LUE TC CRC 
IlNE '!C CBC 
llliB TC CRC 
llNB TO CRC 
IHE tc CRC 

LINE TO CBC 
Ill! TC CBC 
lIRE TC CBC 

LINE TC CBC 
LIME 10 CRC 

III! TC CBC 

LIIB TC CBC 
ll!E TO CBC 
Ill! to CBC 

III! TO CRC 
LINE TC CBC 
Ill! TC CIC 
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lBTEBESTS DESIGUT!D TO COHAU. 

LHE COD! PFCO STATICN 10 STA lICN !F1 ftf2 BBAICB NAME llTBB!STS 

1123 URK!SfORG LENO VER o.o 1.1 SOSQ (J&S) !BUCH Lii! TO CBC 
1129 ULL!! fll.ANllOIH -.o 8.2 SCHUYLKILL BB Lii! TO CBC 
1T29 •ANAIONK NORR!STCliJ 8.2 18.1 SCHUYLKILL SEC Lii! TC CBC 
1129 NCBBISTOVN RUD ING 18.1 58.3 SCHOJIKILL S!C LIIB TO CBC 
1129 READING N REA DI ~G 58.3 60.4 SCHO ILKILL SEC LIIB TC CBC 
1136 zoo 42ND ST o.o o.s JEBSH TUCKS lJMB TO CBC 
1137 EELSCMT BDG zco o.o 1.7 BELLftONT BR Lii! TO CBC 
1138 zco zco o.o 0.3 BERRI TUCKS IIIE TC CBC 
1139 zco zoo 1.3 2.5 ZOO iOI DOliJ TK lll! TO CBC 
1140 zoo AFS!NAL 0.3 2.4 llEST PHILA ELEY lIIB TC CBC 
1143 JBSENAL DOCK ST 1.5 11. 2 DELAUU EU LIRE TO CBC 
1144 PEHBCSE GIRABD EClM1 o.o 1.• GIB.IBD P1. £BUCH lllB TC CRC 
1149 ECftEROY LYKENS S'I!EL co o.o 2.9 COAT!SYILL! ER Lii! TO CRC 
1150 FRAZER PFAZER 23. 6 24.4 FBAZ!B !RACK III! TO CBC 
11~1 WEST ftANAYUU RDG RR o.o 0.6 PENCCYD ER LlH! TO CRC 
1152 EHCENIJYILLE DHAOLT o. 0 6.0 PBOEMIHILL! BR lIRB TO CRC 
1152 •P 9. 2 tALE JC1 9.2 1 o. c PHOEIIIYILlE BB LIU TC CBC 
1153 SPRlNG CITY FOYERSFCFD o.o 1.0 ROIUSPOEt ER lJH TO CRC 
1154 BEADING CCUBT S1 o. 7 1.c coon sTnn BB lll! TC CBC 
1176 tH AVE Eli KENSING10 o. 0 0.5 COftBHCE S16HT BB Liii TO CBC 
1177 DBL AVE EB LLEWELL 1N S'I o.o 0.4 CANAL ST Eli LllB TO CBC 
1178 DOCK ST ECRT EilCF.P!C !it 81.9 85.6 DELHABE AYE BRANCH UH TC CBC 
1179 tEL EXT eCRRIS ~1 0 .o 1.2 SWANSCN ST ER LIN! TO CBC 
1302 HARRISEUFG YD FCCKVIl IE 105.5 109.9 llAIN LINE LIU TO CBC 
1302 FCCKVILLE BANKS DIY fST l09.9 113.3 !HIN LINE lIIE TO CRC/TR TO CTH!BS 
1314 !CCKYill! DUAPflIN 90.6 93.4 BAIN lIHE LINE TO CBC/TR TO OT BE BS 
1314 BCNTANDCN JCT NCRTHU HHl!H 278.0 286.1 !AIN LINE LIMB TC CBC 
1314 KCRTBO,BEFL AND KASE 286. 1 286.4 BAIN LINE lIIB TC CBC/U TO CT BERS 
1314 KASE SUNBORl 286.4 287. 5 BAIN LIME LINE TO CBC/TB TO OTHEBS 
1323 LENO VEE ECBT 1.1 33.7 SOSQ tA&S) BR Liil! 'IC CBC 
1323 ICRT SHOCKS 33. 7 45.4 SOSO (A&S) ER LHE TC CliC 
1323 SH CC KS W~GO ~JC1 45. 4 50.6 YORK HAVEN t!&S) LIME TO CBC 
1327 CORK CCRK 68.4 68.5 COLOftBIA BR lIIB TO CBC 
1327 CCRK COLA 68. 5 80.1 COLUBEIA ER LIRE TO CBC 
1327 SHOCKS flilLS FOYALTC ~ 87. 6 98.8 SOSQ fCOLOftEIA) LlNE 10 CBC 
1328 FCYAL1CN HABRISEOFG 94. 3 104. 0 COLDftBIA (PCReER) III! TC CBC 
1329 SUNEUPY KASE SONEURY EAN!tS o. 0 1.0 DAN SEC TK LINE TC CRC/TB TO OTHERS 
1329 SUNBCJRI EANl<S SCUTH tlflVII.lE 1.0 10.2 DAN SEC 'IK LIIB TO CBC/TR TO OTHERS 
1329 SCDTH DANVILLE NESCOPECK 10.2 35.7 DAN SEC 'IK Liil! TC CBC/TR TO CTB!BS 
1329 t>ESCCFECK BUTTCNWCCD 35. 7 59. 7 BUTTCN SEC LINE TO CRC/T1' TO OTHIBS 
1329 EU1TCNliOOD li/EHFE CABH 59. 7 60. 5 BDTTCN SEC LIIE TO CBC 
1329 W/EABRE CAREY LVRR 60.5 62.9 BUTTCN SEC lJM! TO CBC 
1331 BARRISEUBG LE"'YNE o. 0 1. 5 CUeBEBLAND YLY BR LIU TC CBC 
1331 LU!OYNE NEW KEtiSINGTCN 1. 5 11. e COBBERLAMD HY BR LIIE TC CBC/TB TO CTHERS 
1331 N!W KINGSTON CARLISLE 11. 8 18.3 COBBULANC YLY BR LIRE TC CRC/TB TO OUEBS 
1331 CAELISLE PENN FCAt 18.3 41.6 CUBBEBLAHD VLY BR LINE TO CRC/TR TO OTHERS 
1331 fENN ROAD PA/ftD LINE 41. 6 68.2 CO•BEBLAHD UY BR LIIE TO CBC/TB TO CT HERS 
1331 IA/BD ST LINE llAGERSTCWN 68.2 74.8 cueBEBLAND YLY BR LINE TO CRC/TR TO OTHERS 
1333 HONEY EROCK NAHVCN 17.6 21.E NE• BOLLAND SEC UBE TC CBC 
1333 NARVCN NEW HOLI.AND 21. 6 28.C NEW EOLLA ND SEC LIRE TC CRC 
1333 NEV BCLLAND LANCASTEF 28. 0 40.0 NEW HCLLAHt SEC LINE TC CBC 
1333 LANCAS1ER CCBI< 40. 0 41.0 NEW BOLLAND SEC lIWE TC CBC 
1334 LA NC AST EB FAIRYIE'- AVE o. 0 1.8 QOABRYVILU EB LIIE TC CBC 
1334 (DARBYVILLE CUARRYV lllE 13. 3 15. 7 QUARBYVILL! BR LINE TO CRC 
1335 CCNE oAGO CCNEWAGC o. 0 1. c LEBAhON SEC lHE TC CBC 
1335 lEBA NC N LEBANON 20 .2 21. 7 LIEUCN SEC LINE TC CBC 
1336 lEBANCN IEEANCN o.o 0.2 E LEBANON BB URE 1C CBC 
1340 STONY EBCOK STONY E!£00K 7.0 7.2 IORK ERANCH lHE TC CBC 
1340 STONY BliOOK YORK 7.2 12.8 !CRK ER AMC R lINE TC CBC 
1346 SELI1'SGRCVE SELINSGFCYE JCT 43. 0 44.7 SELHSGROVE SEC LHE TC CBC 
1348 flCNTANCCN LEWISBUFG o.o 1. 6 PIONTANCON SEC LINE TO CRC 
1348 lEWISBURG nFFLHEURG 1.. 11.6 •ONTAHDCN SEC LINE TO CRC 
1412 HEHAWKER" HC BC l<E ti o.o 3.0 RIVER Lii! LINE 10 CRC 
1412 ECEOKEN CP WAID( 3. 0 4.7 RIVER LINE LINE TC CBC/TB TO CTHERS 
1413 WEEHAWKEN LITTLE FERRY o.o 5.9 BIV!E LINI LINE TC CBC 
1413 LITTLE FEBB Y CU PIC NT 5. 9 12.9 RIVER 'LINE LHE 1C CBC 
1413 tUBC NT NJ/NY 51 LI~E 12.9 18.8 RIVER LINE lHE TC CBC 
1413 HJ/NY ST LINE W:ES'I BA \ERS'IRAW 1B.8 33.3 RIVE& LINE LINE TO CRC 
1413 iES'I HAVEES'IRAW KINGSTC~ 33. 3 87. c RIVER LINE lIIB TC CRC 
1413 !<I NGSTC N RAVENA 87. 0 127.B RIVER LINE LINH TO CBC 
1413 BA VENA SEll~ JC'! 13 4 127.8 132.5 RIVER LINE LINE TO CRC 
1435 IHNGS'ICN liAllKILI o.o 26. 1 WALLKILL YAlLEY UBE TC CBC 
1435 liAll KllL MCNTGOPHFI 26.1 33.0 ii All P:ILl VAllEY LINE TO CRC 
2102 EA!IKS TY RC NE 113. 3 222. 1 MAIN LINE II lrlE TC CBC 
2102 TYFC NE JCHNSTC\N SG 222. 1 277. 3 UIN LINE lIU TC CRC 
2102 JOHNS'ICVN SG JCHNSTC\N JD 277.3 290. 0 SANG l!CLLCW EXT. LINE 10 CRC 
2102 JOHNS'ICWN SG JCHNSTCkN JI: 277.3 290. 6 !UIN LINE LHE TC CRC 
2121 TI &C NE PCST 0. 0 52.5 BALD EAGlE H LINE TO CBC 
2122 EETE HEXANtEIA 0.5 5.7 H&P SEC LINE TO CRC 
2122 ~IlLIAPJSEUFG WYE 17. 1 33.4 H&P ~EC LHB TC CBC 
2122 liYE AlTCONA 3 3. 4 39 .9 H&P ER LINE TC CBC 
2123 HE GALLITZlN SF 33.4 48.7 NEW FORTAGE SEC LINE TC CBC 
2125 PlLESEUEG LEMCNT 30.B 43.1 EELLFCN'IE SEC LHE TC CBC 
2126 lEWISTCWN YEAGER'I01N o.o 3.9 MILRCY EBA NCH llH! !C CBC 
2127 lE1'IS'ICiiN f'IAITLAN[ o. 0 1. a LEWISTOWN BB. UH TC CBC 
2128 fCLLICAYSEURG HCLLIDA ISEORG 7.8 8.0 PJORRISCN CCVE SEC LIME TO CRC 
2128 HCLLIDA lSE ORG EFOOKES PHIS 8. 0 14.2 !WRRISON CCVE SEC LINE TC CRC 
2128 EI'!OOKES ~ILLS !'!ART INS f:UFG JCT 14. 2 21.: MORRISON CC~E SEC URE TC CBC 
2128 PJARTlNSEUFG JCT CUFRY 21.5 24.2 PJOERISCN CCV! SEC LINE TO CRC 
2129 EBOOK C fiEEK 14.2 4 5. 8 BEDFORD SEC LIME 1C CBC 
2129 CFE.EK BEDFORD 45. B 46.5 BEDFCBD SEC IINE TC CBC 
2129 NAPIER NAPIER 46. 5 51. 0 BEDFCFD SEC LINE TO CBC 
2130 EEDFCRD"CFEEK" MT, lAlIAS o.o 6.9 aT DALLAS SEC IHE TC CBC 
~ 134 "AHTUlSfOFG JCT SNYDEF ~'IREf'I 0.0 0.0 ~ARTINSEURG IR LINE TC CBC 
2135 CfiESSCN El'AtlEY JCT. o.o 11. B CPESSON SEC LINE 10 CBC 
~ 136 EBADLEYJC'! "DF" DIS HA ET 11. B 15.C SOSQtEHA!iNA SEC II•E TC CBC 
2137 EBENSBURG JCT ELACK LlCI< 6.4 43.3 BLACK LICK SEC LINE TC CRC 
2139 YINTCNtAlE CH RR o.o o. 3 REXIS BRANCH LIU 1C CBC 
2141 SOOTH FCRK FHRENPEID "ii" o.o 1. 5 SCU'IB FORK SEC IIJE TC CBC 
2141 SCOTH FOBK il!NDEFR o.o 18.6 SCDTH FORK SEC llHE TC CBC 
2141 SOUTH FCEK IV (7ND THAO) o. 0 4.J ftAPLE SEC. IIIB TC CRC 
2142 SCALF LEVEL JCT/CEN'lBAl SEC o. 0 0.7 PAINT CK (CUT SEC) LINE TC CRC 
2143 ~CALF lE'HL CENTRAl CITY a. o 19.5 CENTFAl SEC LIIE 10 CBC 
2144 LCVE11 FiOTHEliF'CfD o.'J 2.0 BEAVER SEC. lIME TC CBC 
2144 FOT6EEFCFD llOYDEL I 2. 0 4.8 BEAVER S!C. LINE TO cac 
2145 iliINC:llER EUREKA t36 o.o 1.5 lilIND BER BR lHE TC CBC 
2146 SCALF LEVEL EUREKA t37 o. 0 , • 5 EU REH I 37 EB IIIE TC CBC 



Lii! COD! 

2147 
2148 
2149 
2150 
2152 
21~3 

2202 
2206 
4411 
2211 
2216 
2217 
4217 
2217 
4217 
2218 
:.f219 
2220 
2220 
2221 
2226 
2227 
2228 
2229 
2229 
2229 
2229 
2229 
2240 
2240 
2241 
2242 
2243 
2250 
2251 
2252 
22:3 
2254 
2.254 
22:4 
2257 
2258 
2263 
2265 
2265 
2265 
2265 
2265 
2265 
2265 
2266 
2267 
2276 
2277 
2280 
2281 
2282 
2285 
2286 
2287 
2288 
2289 
2290 
2292 
2296 
2299 
23•B 
23BB 
23"D 
23•I 
23PK 
2314 
2314 
2314 
2314 
2314 
2315 
2315 
2315 
2315 
2315 
2315 
2315 
2315 
2315 
2316 
2316 
2321 
2322 
2322 
2322 
2322 
2322 
23 22 
2324 
2324 
2326 
23 29 
2329 
2229 
2329 
2329 
2330 
2330 
2331 
2331 

FBC! STATICM 

SODTHPCBK 
IILLJ C!/l) 
EC 
HHS CBEU ER 
CCREBAUGB 
E!LLWOOD 

JOBNSTCIR JV 
PITTS PCIO 
JOHNSTCWN JD 
nu 
GREENSBURG JCT 
SO GliE!RS.EOBG 
COUNTY JCT 
CC NNELLSH LLE 
CCNN!LSYILLE 
RADEEAUGH •BG" 
'lHCPISCN "PG" 
!C NCN 
tOQOESNE FG 
ELLI CT 
E LIE.E BTY "C Pl" 
ASEINWAlL "OY" 
JCT/BBILLNT ER 
FITTSEURGH 11ST 
H1iSEORGH 57ST 
HW KENSlNGTON 
l<ISKI JC'l "AJ" 
~CF.ERLE! 

Ell.IBSV IllE 
BLAIRSYILIE 
HCLLC 
SCHENLEY 
HARRIS 
3aTH ST HHS 
BllS 
SOOTH DOQDBSN! 
CLIIRTCM 222a 
PCICIGIH!Ll !C 
COK!BUEG JCT 
MlBIANNA 
i EBCWNSVL JCT 
W BRC~NSULIE B 
CCNNELLSVILLE 
SCO'r'IDAL! 
U!!CNDSULLE 
HA"•ODSHLLE 
!1 PLEASANT 
PT FLEASANT 
MT PLEASANT 
MT FLEASANT 
TAFR 
YDKC N JC'l 
E PI'l'l SEG "liG" 
TRAFFCFD 
SHAFTCN 
!ANOF 
JEANNETTE 
lA'IECEE, FA. 
SAL! NA 
ilNFIELD JCT, 
NH KENSINGTON 
JEANlfE'I'U, PA. 
JEANNETTE, PA. 
CREIGHTC N 
YEECNA 
IATFCEE 
CCAL RON JCT 
!F 25 
JCT/!CS&Cl RfD 
S!CKE BUN 
S!CKE oUN 
E!FOEIU" 
tRIP'I\iOOD 
KEATING 
lCCK HAVEN 
UST LINtEN 
H! 
LCVE 
EYE 
CCR RY 
SH ING 
WAFFEN 
KANE 
EitGWAl' 
E!ICEIU" 
LINDEN 
UWBEFRY 
EOST 
GENEVA DIVFOST 
EIMECDS JCT 
"YD" 
NY/FA ST lINE 
JERSEY SECRE SR 
Cf AD 
REt EANK 
FCSE 
!AO SC NRA ft 
FH EA~K 

EMLENTCN 
HlENTCN 
P Ec;;S=9<J 
!F105=110 
HADY 
PHILlIFS'ICN 
liA!SCNlCWN 
OTT A lilA 

274 
lNT!F!STS DESIGRlT!D TO COIRlIL 

smutEBH lLL 
HUGHES CCJL CC 
PORTAGE 
SCNftAN 
JOHNSTCiriM 
END OP ERANCH 

PinSBOEGH 
H 1.6 
HNA 
FEDERAL ST 
SC GREEISEUFG 
CCONTY .:C'I 
CCNNELlS'HllE 
CCNHLISVIIlE 
DUNE AB 
CCUNTY .JC'! 
l PITTS 'EG "WG" 
DUQUESNE PG 
EFOWNSYI JC'.! 
ft( NCN 

ASPINWAil "Ol" 
SHAFFSVllU 
NADINE 
PIT'ISBOFGH ='JS'I 
NEW KE'NSiiG'ICN 
ARNOLD 
SCHEkLEl 
THFLETCN 
BLA !RSV ILLE 
EIACK llCK 
11TH S1 
lfECHBOFG 
BDTIER 
41H ST Cf&LE) 
JCT W/UIICI FJ 
RCl!!SPOBT 
IARG! ClfftlCCHft 
COKEBURG JCT 
ftARIANNA 
END OF 'IBACi 
"ILlSBOFC ftCNON 
EBCWNSVHLE 
TROT!EB 
HAf'lf'!CNDSVlllE 
HAP!PlCNtSVlllE 
!'!:'! PLEASANT 
!!'I FLEA 5 Ii NT 
M'I PLEASANT 
PIT PLEASANT 
Pl'I FLEASl!!iT 
TARR 
CCWANSfUliG 
TURTLE C FHK 
EXPO~T 

CEREAL 
HARRISC N Cl'IY 
PENN ROEHR CO 
UNITY Y IFt 
AVE!lf"f 
WEST WHFIEID 
PARNASSCS 
CAFlAN SCFAE CC 
HARR!SN Cl'IY RD 
FREEPOR'l EFi!CK 
FA NTO JCT, 
P:INGSTCiiN 
I PIP 25 I 

END 
1FODT BCN 
PCXBUllGf 
END 
ORIFTWOC[ 
KEATING 
LOCK HA YEN 
EAST lIHEM 
f'!CNTANDC?i JCT 
LOVE 
EYE 
CC PRY 
SPRING 
ii AF EiEN 
WARREN 
FIDGWAY 
EP'FCf!IUP 
El'tPORIOP' 
A NTIERS 
WILLIA!'! ~FCE'I 
LOCK HAVEN 
HIMRODS JCT 
"Y')" 
NY/fA S! II H 
JERSEYSFCf:E SF 
CP AD 
NEWEEflhl JC'I 
FOSE 
DE!IFTilOCt 
SllGC 
ERA DY 
EHENTO 
•<95=99 
l1P105=11C 
EFIDGE 
PHILLIF"'lCN 
EAST ErJtY 
OTTAWA 
S'IRAilBEFFY FICGE 

!Pl 

a.a 
o.a 
a. o 
a. o 
o.a 
o.o 

29a.o 
1.1 
a.o 

72.4 
a.a 
2.5 
3.9 

24,5 
25. 0 

0 .o 
t.O 
o.o 

10.1 
o.o 
0.5 
o. 0 
o.o 
0.2 
4, 6 

18.6 
2 6. 7 
29. 2 

2.7 
2.9 
o. 0 
o.o 
a.a 
o. 0 
o.o 
o.a 
o. 0 
o .a 

11. 9 
19.2 
52.0 
52. 0 

0.0 
o .a 
2.9 
3. a 
4.8 
4, 9 
5. a 
5.2 
c.o 
o. a 
c.o 
o.o 
o.o 
o. 0 
0. 0 
J,0 

c. a 
o.o 
o .a 
o.o 
o.o 
o.o 
o. a 
o. c 
0.0 
2.5 
c.o 
a.o 
o.o 

15C .O 
168. 2 
183.2 
223.2 
242. 8 

2. 9 
33.7 
3E. 5 
37,0 
44.5 
65.8 
92.5 

119.0 
149,8 
242.5 
245. 6 

52.5 
17.1 
35.3 
09.8 
85.8 

168,5 
177. 2 

c.o 
40. 9 
o.o 

63.5 
88.9 
9C.3 
99. 0 

110. 0 
o.o 
1. 4 
0.0 
9. 5 

•P2 

1.6 
1.7 
2. 7 
a.9 
1.f 
a,q 

353.2 
1.6 

72.4 
77.2 

2.5 
3.9 

24,5 
25. 0 
27. ~ 
4,0 
2.9 

10.1 
52.4 

1. 2 
3. a 
0.7 
1, 6 
4.6 

18.f 
19.5 
29.2 
53. ~ 
2.9 
7.3 
1, 9 
6.1 

21.1 
2.0 
0.6 
1.0 
3 •• 

11.9 
19. 2 
2a.1 
62.0 
52.5 
a.3 
2.9 
3.C 
4.8 
4.9 
5. 0 
5,2 
5.5 
0.6 
9. 1 
1.9 

10.2 
2. 1 
1.6 
1. 2 
0.9 
1.9 
8. 5 
1,9 
a.5 
0.7 
0.3 
1.1 
3.5 
2.5 
7.~ 

2.2 
3, 1 
3. 1 

168.2 
183.2 
223.2 
242.8 
278.C 

33. 7 
36.~ 
37.C 
44.~ 

65.8 
66.5 

119.0 
149.E 
150.a 
24 3. 4 
249,3 
54,3 
35. 3 
69,8 
85.8 

168.: 
177.2 
180.9 
40.9 

109.9 
10. 6 
64,6 
90.3 
95.0 

105.0 
132,3 

1. 4 
3.2 
9.5 

12.3 

BRUCH Rl•E 

SO!!!RHILL EBllCH 
LILLY BB. 
B!IS CB!U EE, 
SOBUR EBARCB 
JOHR5TOlll l!li 
BELLiCCD ER. 
!lIH LIIE 
l!UIM lillE 
ft/L CCRUl OGH 
!/L CCMHIOGE 
GBEEISBURG SEC 
SOOTHllES1 SEC 
SOOTBUST S!C 
SOUTHllEST SEC 
SOUTHWEST S!C 
SW (BICHlOGE) SEC 
PORT PERRI ER 
PIOMOllGAHELl ER 
!ONONGlB!Ll EB 
SCULLY (DOPF) DBANCH 
BRILLillT EFANCH 
BBLNT W LEG WYE 
ALLEGHENY ER CCNN 
AILEGBEIY EF 
ALLEGHENY BR 
ALLEGHENY EB 
ALLEGHENY ER 
ALLEGHEIY BE 
INDIANA BB 
INDIANA BR 
AFOLLO BB, 
SCHEILEY ER, 
BUTLEB SEC 
llHIT!HALL EE 
AXLE WOU EB 
ftCKERSPORT BR 
PETEFS CREEK BR 
ELLSllOFTH S!C 
!ARIANNA SEC 
!UlIANNl Yt 
W BBCWNSVL SEC 
REDSTONE SEC, 
CPFOSC! BON EB, 
SCOTTSDALE ER 
SCOt'ISDALE .ER 
SCOTTStlU ER 
SCOTTSDALE ER 
SCCT!StAU ER 
SCOTlSDALE ER 
SCOT!SDALE ER 
TARR ERANCB 
YUKO& SEC 
E PI1TSBDRGH BR 
TURTLE CRHK BR 
YOUGHIOGHEH B~ 
~ANCI EE. 
JEANlTTE EF. 
UNITY BB. 
AVENftCR BB. 
WINFIELD BR. 
INDIANA BON EB 
BRUSH CREEK ER, 
BOLL RUB fF, 
EAILH RON EB 
PLO! CREEK ER 
LATBCEE IND. TK, 
"OSHANNCN&CLEARFIELD 
PIOSHA NNO N&ClEARFIE ID 
TBCDT FON EFANCH 
LITTLE !UDCY RUN 
l'!UDDl RON 'IK 
!AIN LINE 
l'!AIN LINE 
l'!.AIN LINE 
l'IAIN LINE 
PIAIN LINE 
ERIE SEC 
ft/L ERIE 
~IL E!iIE 
M/L HIE 
EPIPOEiIUl'I SEC 
E!IOFID" SEC 
E!POHO! SEC 
EftPORIU! SEC 
E!HOFIUPI S!C 
WILL IA!! SPO R'I BR 
WILLIA,SPOFT ER 
BALD EAGLE EFANCH 
CORN ING BR 
CORNING ER 
CCRN ING BF 
CORNING BR 
CCRNIBG .EE. 
CORNING BR 
LCW GFACE SEC 
LOW GRADE SEC 
SLIGC IND TK 
ALLEGHENY EF 
ALLEGHENY EB 
ALLEGHENY EF 
AlLEGHfNt ER 
ALLEGHENY BR 
EAST ERAtY TK 
EAST BRADY TK 
WA'ISClrl'IOWN ~EC 

WATSOTCWN SEC 

IITIB!STS 

LIRE '10 CRC 
III! TO CRC 
LINE 10 CBC 
LIIE TO CBC 
II IE TC CBC 
IIIB TO CRC 

lJIE TC CBC 
Lii! TO CBC 
IIIE TC CBC 
LINE TO CBC 
LIN! TO CRC 
II IE TC CBC 
LU! TO CRC 
Ill! H CBC 
Ill! TC CBC 
LIRE TO CBC 
lH! TC CBC 
Lii! TC CRC 
LIIE TO CBC 
IH! TC nc 
LIJE TC CRC 
IHE TC CBC 
lHE TC CBC 
LINE TC CBC 
LIN! TC CBC 
Lii! TC CBC 
LINE TO CRC 
IllE TC CRC 
LIN! TO CRC 
IIIE 1C CRC 
lH! TC CBC 
LIN! TO CBC 
IIIE TC CBC 
LINE TC CBC 
Lii! 10 CIC 
Tl TO CIC 
LHE TC CRC 
IINE '.!O CBC 
Ill! 'IC CBC 
IHE TC CBC 
LIN! TC CRC 
II NE TC CBC 
LINE TO CBC 
LINE TC CRC 
II IE TC CBC 
LIME TC CBC 
LUE TC CBC 
II I! TC CBC 
LlNE TO CBC 
II RE TC CFC 
LINE TC CBC 
LlllE TC CBC 
lH! TC CBC 
LIME TC CBC 
II R! TC CBC 
lHE TC CFC 
LIRE '.!O CBC 
lH! TC CBC 
LIIE TO CBC 
lH! TC CFC 
LINE '.!O CBC 
LHE TC CBC 
II IE TC CFC 
llNE TO CBC 
ll NE TC CBC 
IINE TC CBC 
LINE TO CRC 
IHE TC CFC 
LINE TC CBC 
IIliE 'IC CBC 
Il IE TC CBC 
LINE 10 CBC 
llNE TC CBC 
LIRE TO CBC 
LINE TC CRC 
IIIE TC CBC 
LINE TO CRC 
!HE H CBC 
lHE TC CBC 
LINE TO CBC 
lHE TC CFC 
IINE TO CBC 
LINE TC CRC 
lllE TC CRC 
LINE 'IO CRC 
IH! TC CBC 
lHE TC CEC 
llME 'IC CBC 
IHE TC OC 
lINE TC CRC 
ll ME TC CRC 
II IE TC CBC 
lINE '.!O CBC 
I!RE TC CBC 
LIN! TC CFC 
LINE '.!O CBC 
lUE TC CBC 
LIRE TC CBC 
llNE TO CBC 
!HE TC CBC 
LINE TC CBC 
lHE TC CFC 
llNE TO CBC 
IINE TC CBC 
lHE TC CBC 
UNE TC CRC 



LitiE CODE FRCM STATICN 

2335 
2335 
2335 
2335 
2336 
2339 
2340 
2341 
2344 
2345 
2345 
23•5 
2348 
2348 
2348 
23~2 
2358 
2358 
2359 
2359 
2360 
23E2 
2367 
2371 
2373 
2376 
2378 
2378 
2379 
2380 
2384 
2385 
2386 
2387 
2388 
2390 
2391 
2392 
2393 
2395 
2396 
2399 
2440 
2441 
2441 
2441 
2442 
244A 
2445 
2445 
2446 
211~6 

2447 
2447 
2449 
3123 
3123 
3123 
3123 
3123 
3123 
3124 
3125 
3200 
3200 
3200 
3200 
3200 
3200 
3221 
3223 
3231 
3234 
3237 
3250 
3252 
3500 
3500 
3500 
3500 
3500 
3500 
3500 
3500 
3515 
3531 
3532 
3532 
3= 36 
3541 
3600 
3600 
3600 
3600 
3621 
3621 
3622 
3632 
3632 
3633 
3633 
3633 
3633 
3634 
3634 
3t35 
3635 
3642 
3H4 
3649 

ERADlEY JC1, 
GAFVEY 
B" 
IONXSU'IAilNEY 
CISHAil'I 
CCBRYVIlLE 
tUHIH 
S'IC NEBCFO 
HLLSBCFC JCT, 
FOl K JN 
FFAHLIN 
FENO 
CSCEClA IHllS 
HGLH 
CLEARFIELD 
CBESSCN 
CLULD BHCH 
P::AF'IHAUS 
CE JCT 
"AHAfFEY 
JCT •/E&f ER 
[CWLERJCT 2336 
SOUTHCRK 
GAR"ANTON 
FATTCN 
A"ES 
"CGEES 
EELKNAE BIDGE 
JC 'I /CR! SSC N SEC 
~ILL"AN (2335) 
GlEN CA"EEEIL 
CSCECLA MILLS 
PAFLE 
JCT W/"AELE 1 
CLEARFHLD ER 
CAERFY TBEE "CJ" 
FLE!UNG SUf'IPIIT 
JC'I ltC'I&D 
WAND IN 'WN 1 

CLYMER 
HMEHNDT 
JCT W/CLliFlt 
ASHTABULA 
DCRSET JCT 
CH/PA S'I LINE 
JAMESTCWN 
JEPFERSCN JCT 
ASHTABULA 
li!WTCN FJLLS 
ALLIANCE 
lHNEt;VA 
!!lNlUVA 
WOLF 
EAN 
FHILLHS 2446 
CLIHRS 
HAMLET 
SCHNEIDEt; 
IN/IL ST LINE 
KA HA KEE 
GBANVILLE JCT 
HNKAKEE lCG 
KA NU KEE EN! AVE 
HKBAFT DlVPOST 
SOUTH BEND 
SCUTli B!Nt "EF 11 

ECRT!F "FC" 
HNE 
HALL "JN" 
E OF ELKHART 
SOtl'IH BEND 
MHITlNG "f'!S 11 

H KHA RT CP-B 
SOB:END KK LIME 
HDIANA HIFEOR 
~O BE ND P!/l 
HJ VIEW 
NY/PA ST lHE 
FAIRVIEW CP97 
EA/OH ST LlNE 
ASH'IAI:llLA "Ct" 
HINESVILLE BO 
CCLLINWCOt "OD" 
CLE V!LAND "[ E" 
EElE 
CCLLINlllCOD 
CLARK 
lINMDAlE 
EUCKEYE FOH 
MILL 
E!RE! DIYPOST 
1CLEDO CF286 
AIR LIME JCT 
OH/IN ST LINE 
YIENNA JCT 
!!I/OH ST LINE 
S'IUlLEY •SI" 
CE MlOMEE 
STAlUIY 11 SA 11 

ELYRIA JCT 
GENOA 
GENOA 
HLLEUBY JC1 
CUINCY 
•HITE EIG!C N 
'lCLEtC N!B ST 
VO LC AN 
GOSHEN 
CUDALE CE2€6 
tCLEDC, 
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JNTHESTS CESIGNATED TO CONRAIL 

'IO STA'IlCN 

GARVEY 

H" 
PtNXSU'J'.lilliNEY 
PGNXSU'IAirlNEl 
Cf:EFFY'I H:E "IC" 
FARP!FFS Vl!ll.Ei 
FREDCNII! 
.RCSE Slil!'G 
WEilSBCFC 
PCLK JN 
FRA!IKL!ti 
RENO 
WAllACE'ICN 
\ICCDLAliI 
GR A MPH' 
GlASGCW 
KARTHAUS 
KEA'! ING 
CURFY FUN 
CHERRY 'IREE 
TCSCANC111LE 
AFCADIA 
STEElLING NO 
~AFSTEllEF 
END 
LA JOSE 
BELKNAP FlDGE 
GlEN C.AP.FBEll 
HD 
END 
END 
"ADEFA 
fND 
fND 
EHillESEUFG SEC 
DIXONVIllE 
EURCHASF UH 
SHANKTCill 
l-EILVOOt 
SHHE EU• MIN! 
END 
HAN! EUil G 
DCRSF.T JCT CP24 
CH/EA ST llH 
JAMESTCli~, FJ 
STONlBC60 
JEHERSCh 
ASH HABECR 
SO CANAl ST 
ALLIANCE ~/I 

"l NEFV A 
WOLP 
EAN 
PINFY Pf.FK 
JENS!! P!INE 
HA"LET 
SCHNEIDER 
IN/IL ST LI NE 
HNKAKE! 
GRANVILJE JCT 
MORCNTS 
KANKAH1 HAFSON 
KA NKAKH S SHEET 
SOUTH BIND 
SCOTl:l f!lNt ftHf" 
ECFTEE 'EO" 
PINE 
WHITING "PIS" 
ENGLEtiOCD 61S'I 
ELKBAR1 EC 
CLIVEFS 
lAKE JUhCTICN 
PISHAWAH 
SCBEND ILYPISEC 
OSBORN 
SCUTU E IH 
N!/Pl S1 LHE 
FAIIlVI:Eii CP9'7 
EA/CH ST LINE 
ASHTABUIA "Ct" 
FAINESVlllE EC 
CCLLINWCOt •t;t" 
CLEV!LA?tD "tI:" 
BERFA C1VEOST 
EL" 
SHORT LlNE JCT, 
llHDAlE 
BEREA 
KlNGSBUIY UH 
WHITE 
TOLEDO CE2EE 
URLINt JCT 
OH/IN ST LINE 
ELKHART DlVECST 
H/CH ST LI NE 
SWAM CREEll 
CE 8 
STANLEl "SA" 
S'IONEY EIDGE 
ElYHl JCT 
GENOA 
"lLLBUR 1 JCT 
!'!lllEOlil JC'I 
WHITE F lGEC N 
WHITE ElG JCT 
~ULCH 

VULCAN 
GCSHEN 
ROCK•ELL JCT 
WATER S1 

MP1 

11. 8 
27.0 
39,1 
St .5 
15. 0 
81.1 

MP2 

27.0 
39. 1 
56.5 
57,4 
29.3 
85,C 

0 .o 
56.0 

0. 0 
c.o 
9.6 

12. 9 
19. 1 
31. 5 
40.3 

o. 0 
1. 4 

31.4 
0. 0 

19.3 
0 .o 
7.3 
c .o 
o. 0 
o.o 

3.6 
128.0 

3,9 
1. 3 

11. e 
14.3 
29.7 
34.7 
52,8 
37. 3 
31.4 
53.6 
14,6 
35,8 

3 5,6 
41,0 
44, 0 
c .o 
o.o 
0 .o 
o. 0 
o.o 
o.o 
o.o 
o.o 
5.8 
o. 0 
0 .o 
o. 0 
o.o 
c.o 
o.o 

14.8 
29. 3 
34,5 

5.6 
o. 0 
3, 0 

22. 9 
4C,9 
41. 7 
64. 0 
74,0 

0 .o 
2. 7 

27 .6 
78.6 
8 2, 7 

102,5 
180, 6 

c.o 
c.o 

420.0 
435. 4 
436.9 
482.2 
499.3 
513. 9 

95,5 
C.5 
o.c 
o. 0 
o.o 
c.o 
o.c 
8,2 

68. 4 
97. 0 

112.4 
127.9 
154.0 
174.7 
182. 5 

o. 0 
o.o 

12.9 
15. 6 
o.o 
o.o 

194. 3 
286,5 
290.8 
355,3 

47,3 
49, 3 
4.0 
1.2 
4 .o 

208,8 
281. 5 
283.5 
287.3 
377. 7 
419.0 
299,2 
300.2 

o.o 
1.8 
o.o 

0,7 
11.1 
1.0 
2.~ 
1.1 

36,1 
44.0 
48. 7 

3.5 
1. 4 
0,4 

14. 6 
0,5 
1, 0 
1. 7 

18.0 
1.0 
0,9 
7,2 
2.0 
0.5 
0.5 

23,8 
29.3 
34. 5 
56.0 
11. 6 

2,3 
5.5 

24.7 
41.7 
64,0 
74.0 
02. e 

4.1 
27.6 
78.6 
82,7 

102.= 
180. f 
185.5 

1. 5 
1.1 

435.4 
436,9 
482,2 
499. 3 
50 5, 7 
515,6 
97.3 

2. 7 
0,4 

13.5 
2.e 
6.3 
2.0 

68. 4 
97.0 

112.4 
127.9 
154.0 
174. 7 
182.5 
194.3 

2.9 
17.9 
15,6 
22.3 
1.5 
1. e 

286.5 
290.e 
355. 3 
420.0 

49,3 
57. 7 
8.8 
4.0 
8.5 

209. 4 
283. 5 
287.3 
201. e 
419.0 
421.3 
300. 2 
300.5 

0.7 
2.• 
1.0 

ERA NCH MA.PIE 

CRESSCN SEC 12135) 
CRESSON SEC 1:<135) 
CRESSCN SIC 12135) 
CRESSCN SIC (2135) 
SUSQ SEC (2136) 
FARMERS YL1 SEC 
VALLE! EB 
JF&C BB 
WELLSEOfiO Ilit TIC 
RENO IND TK 
RENO IND TK 
RFNO INt TK 
MILLS IND TK 
BIGLER IND(CLRFD) 
GRA"IIAN HD TK 
IRVONA BRlllCH 
WEY ER 
WEV SEC 
CHER6Y 1REE ER 
CHERFY TREE IR 
ROOVEBHURST BR 
HOOVFRHST (E&E) BR 
STERLING NC 1 
P!OSS CREEi<. BR. 
PATTCN NO. 
LlJOSE ER 
MCGE!S BR 
MCGEES ER 
BEAR RUN Eli.. 
HILLPIAN BR. 
SUTER ER, 
MOSHANNON SEC 
MAFLETON NC 1 
MAFLETCN H 2 
PHlLLlPSBCRG TK 
CHERFYTREE (CT&D) 
CT&D CUTOFF U 
SHANllTOWN Eli. 
UNVEB SEC TK 
WESTERH BB CT&D 
LCNG EUN EB CT&D 
GRABl" ER 
YOUBGS'IOWll BR 
STONEBCFO H 
STONEBORO EE 
STCNEEOFO H 
JEFFERSON IND TK 
ASH HBBR (YCUNGSTOWN) 
NEWTCN FLS IND TK 
NEWTCN FLS IND TK 
"IHEHA YARD 
ALLIANCE ER 
PINEY FORK SEC 
PINEl FOBK SEC 
WOLF BUN EF 
KANKAKEE BB 
KUKAKEE EE 
KANKAKEE BB 
KANKAKEE BB 
KANKAKEE BF 
KlMKlKEE EE 
BRADIET BR - EAST 
BRADIEY BR - WEST 
MAIM LINE 
!AlN LIHE 
MA IM LINE 
MAIN LINE 
!AlH LINE 
FOBftER N!CRR ft/L 
ELKBHT ER 
KANKAKEE BB 
!AIN LINE 
E&il SEC TK 
SS&S CCNN TK 
DANVLER-IHI !AINT 
!'IC CCNN BB 
"AIN LINE 
"AIM LINE 
MAIN LIHE 
MAIN LINE 
MAIN LIHE 
"AIH LINE 
MAIN LINE 
MAIN LINE 
ERIE SIC 
CLEYl SHORT LINE 
C, O.'I, BR 
c.u.T. ER 
ORANEE SBC 
HARVARD CCBH 
!AlH IIHE 
MAIN LINE 
"lIN LINE 
HIN LINE 
TOLEDO BB 
TOLEDO BE 
WESTlBH BR 
MlA"I CUT EBlHCH 
EASTHN EE 
NORWALK BB 
NCBW ILK ER 
NCRiJIK ER 
NOBWALK BR 
HILLSDALE EE 
HILLSDALE BB 
VULCAN OLD ECAD 
YULCAI CLD fOAD 
SHIPSHEWANA BR, 
STANLEY BR 
WlTEE ST INC TK 

IIUE!STS 

111! TO CBC 
lHE TC CRC 
LINE TO CBC 
LHE TC CR~ 
LINE TO CBC 
IHE TC CFC 
llNE TC CRC 
lHE TC CBC 
lllE TC CRC 
LINE TO CRC 
llNE TC CBC 
LINE TC CRC 
LIME TO CBC 
lHE TC CRC 
LINE TC CRC 
LIU TC CRC 
lHE TC CFC 
LINE TC CBC 
llNE TC OC 
llNE !C CBC 
LINE TC CRC 
lHE TC CBC 
l INE 'IC CRC 
lINE TC CFC 
lHE TC CBC 
LINE tC CBC 
116E TC CBC 
ll NE TC CRC 
llNE 'IC CRC 
ll 5! TC CBC 
LIRE TO CRC 
IHE TC CBC 
lliE TC CRC 
LINE TC CRC 
11 NE TC CBC 
LINE TO CBC 
llNE TO CRC 
IHE TC CBC 
LINE TC CBC 
Lii! !C CBC 
LHE TC CRC 
IINE TO CBC 
LINE TC CRC/TR 
LINE TC CRC 
Ill! TC CEC 
LINE tO CBC 
11 IE TC CBC 
lIIE TC CBC/n 
lllE TC CBC 
LINE 1C CBC 
lHE TC CBC 
llRE TC CRC 
LIME TC CRC 
lHE TC CRC 
LUE '10 CRC 
IHE TC CBC 
LIRE TC CRC 
llRE TO CBC 
UBE TC CBC 
Ilh TC CRC 
lHE TC CRC 
LINE tC CRC 
IHE TC CBC 
LINE TO CBC 
LIU 'IC CBC 
LHE TC CBC 
llNE '10 CBC 
lHE TC CEC 
lllE TC CRC 
LINE 'IC CBC 
lli! TC CBC 
LINE 'IO CRC 
LlNE TO CRC 
lHE TC CBC 
IIRE TO CRC 
lINE TC CRC 
IUE TC CRC 
LINE TO CRC 
lHE TC CBC 
LINE '10 CBC 
LIU TO CBC 
llNE tC CEC/TF 
LINE TO CBC/TR 
lHE TC CBC 
lINE TC CRC 
iuE !O CRC 
lllE TC CRC 
LINE TC CBC 
LIHE '10 CBC 
lHE TC CRC 
llRE 1C CRC 
IHE 'IC CRC 
lIIE TC CBC 
llU TC CRC 
lHE TC CBC 
LIRE TO CRC 
llNE TC CRC 
IHE TC CRC 
LINE TO CBC 
IHE TC CBC 
LHE 1C CBC 
LINE 'IG CRC 
llliE TC CBC 
llNE TO CBC 
LIRE TO CBC 
11 ll! TC CBC 
IlNE TO CRC 
llHE TC CBC 
ll ME TC CBC 
llRE TC CBC 

TO CTB!BS 

TO CTBEBS 

TO CTBEBS 
TO CTHEBS 



LINE CODE 

4111 
4103 
4103 
4103 
4103 
4103 
4130 
4130 
4130 
4130 
4132 
4134 
4135 
4140 
4141 
4141 
4142 
4164 
4165 
4166 
4166 
4168 
4169 
4170 
4172 
4173 
4174 
4176 
4176 
4177 
4178 
4178 
4181 
4182 
4183 
4183 
4184 
4188 
4189 
4189 
4190 
4192 
4192 
4192 
4192 
4194 
4196 
4198 
4199 
4220 
4220 
4220 
4220 
4220 
4220 
•222 
4222 
4222 
4223 
4223 
4223 
4223 
4223 
4223 
4233 
4235 
4243 
4243 
4244 
4246 
4247 
4247 
4247 
4248 
4248 
4248 
4248 
4249 
4249 
4251 
4253 
4254 
4255 
4255 
4255 
4255 
4255 
4255 
4258 
4259 
4260 
4261 
4262 
4262 
4263 
4263 
4263 
4263 
4263 
4265 
4266 
4268 
4270 
4272 
4275 
47CO 
4700 

FECPI STATICN 

WEIR JCT 
fRAftINGHAPI 
•CRCES'!ER 
SFG Cf SB 
EI'l1SFIELD 
PA/NY ST LIU 
PIANSFIElD 
FRA"INGHA" CTR 
WALP CLE 
FRAPIINGHAPI 
EEACCN PARK 
NATICK 
PRAPIINGHAPI 
ATHCL JCT 
NCRTH ADA"S JCT 
NCR'IH ADUIS 
ECST RD CP1E7 
P.A~S/IU LINE 
EFOVItHCE 
EROVIDENCE 
WASHINGTON 
CRANSTCN 
NOBWCOD CENT 
WCCNSCCKE'I 
SCUTB HY 
EOSTCN 
EOZZARIS HY 
HE£HH HTS 
CCCI( SHEET 
ERAI5TRH 
"IODLEBCEC PILGR" 
"IDDLEBOEC 
PILTCN SWITCH 
HTCHBUBG 
fRA"INGHA• CTR 
FITCHEUBG 
ERAINTREE 
ATTLEECEO 
ti HIT 
CE CCTLEY 
CE CCTLEY 
"!BICKS 
FERRY S'IBEE'I 
~A/RI ST LINE 
ECR'l SPIOD'IH 
ERAINTRH HLDS 
ERAINTFEE 
PRAHLIN JCT 
USH FOH 
fERKSHIRE JCT 
NEli PIILFORD 
CANAAN, CCNN 
Cl/"A ST LINE 
RISING 
SOUTH LEE 
WATERBURY 
T?:Eil1YV1LLE 
BBIStCL 
CA•PBELL EALL 
EAST WALC:!N 
HIGHLAND 
ECUGF.KHESIE 
HCPEWEll JCT 
NY/C! ST LINE 
KINGS BRitH 
DV TCllER 
EIGHLAND JCT, 
TORRINGTON 
FLAINVILLE 
HCPEWElL JCT 
NEW HAVEN 
IVY S'IREET 
ELAINVILLE 
PIAINVILLE 
HAI NULLE 
FAFPIINGTON 
iESTFIELD 

'WESTFIELt 
ti FD (HCLYCKESEC) 
UR LINE JCT 
eIDDLElOWN 
ftIDDLETC U 
SPRINGFIELD 
E LCNGeEAtCW 
ftASS/CCNN LINE 
BROAD BEOOK 
UST VIliDSCR 
HST HAR!POED 
EIGHLAHC JCT 
HARTFORD 42ij4 
liINDSCB LOCKS 
EEHIN 
HARTFORD 
UST HARTFORD 
BARTFORD 
HAEITPOf.ID 
BO CRCeW!LL 
CBCUELL 
HDDLETCiN 
ELAIHlHLt 
BUDSCN 
STUYVESANT 125 
OAK 
BELL GATE LINE 
EELL DCCK 
BENSSELHB 
HEANY-BENS LR 
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INTERESTS DESIGllTED TO COMBAIL 

10 STA1ICN 

DEAN S1EEET 
WC BC EST E F 
SFRINGfl:ElD 
EITTSFIIID 
eA/NY ST LI NE 
POST RD CP1E7 
WALFCLE 
SC SUtfUF't 
FRU!INGEU! 
FRA"1NGEH CTE 
CHEISEA 
SAXCNVIILE 
P!:ETCALFS 
LUDLOW 
NORTH HHS 
NCRTH l[UIS 
SCHO[AC II JC'! SPI 
RED HIIH 
EAST FFCVItENCE 
WASHING'ICN 
!tiD CP 'I!iiCK 
SO PROVIDENCE 
:EAST WAlFCL! 
SLATEESVILH 
EOSTON FET TERP! 
BEADVIllE TfR 
SANDWICE 
COOK STHET 
END CP HICK 
"IDDLEBCRC 
!HDDLEBCBC 
BOZZAlitS fAY 
•lLTCN 
LANCAST!E ftILLS 
fITCHED IG 
FITCHEU FG 
NANTASK!'.l JCT 
WE.IT 
CP COTLH 
UW BEDFCH 
ALDEN/PI1GE1" 
FERRY S1EHT 
•A/RI St UH 
PORTS"CtH 
FCRTSltCC'IH 
RANDOLPH 
HSI QUINCY 
P.ILFCH 
WA TOPPA 
UW eILHRD 
HSTLES UNG 
CT/fill S, LINE 
RISING 
SOUTH LH 
HnSFIIID 
TERRYV ILLE 
ERISTOl 
ElAlNVIllE 
EAST WAII:£N 
HIGHLANt 
POUGHKE HSI I 
HOPEWEL I JC'I 
NY/CT ST LINE 
D!REY JCT 
HST VIH 
BANK ST, 
TORBING1CN 
:END OP '!BACK 
HARTPCH 
BEA.CON 
IVY STEHT 
HAINVIIIE 
FLAINVIlLE 
ElAINVlll! 
FARlHNG1CN 
A 'VON 
W!STFIElt 
WED(ROLYCNESEC) 
HSTHUITCN 
ftIDDLETCWN 
LAUREL 
FCRTLAH 
E LCNG!HtCW 
"ASS/CCJR LINE 
RAZARDYILLE 
EAST WHCSOB 
!AST HHTPO ED 
!AST BAITECID 
E AURORA ST 
HARTEORt 
SO PF IE Lt 
NEW BRIUIN 
HST RAITFCED 
•AMCHESTER 
HARTFORD 
iUTH!F:S ftllt 
CRO"WELl 
ftIDDLETCliN 
"IDDLETCWN 
YER SAIL IES 
ClAY!RAO 
SCHOUCJ JCT S" 
HARLE! FIV!R 
OAK POHT 
enL EIHE 
ALBANY-!EliSLB 
ALBAN! CE 4 

ftE1 

c .o 
21. 2 
44.3 
98. 6 

148,6 
162. 0 

o.o 
o.o 
8 ,5 

21.0 
o.o 
0 .o 
o.o 
a. o 
o.o 

18.1 
187.4 

3.7 
o.o 
0 .o 

14.3 
o. 0 
0 .o 
o.o 
o.o 
0.5 
o.o 

11. 6 
13.9 
o. 0 
o.o 
1.1 
c.o 
o.o 
o.o 

35. 0 
o.o 
o.o 
9 ,4 

13.3 
0 .o 
o. 0 

11.9 
14.2 
20. 8 
o.o 
0 .o 
o. 0 
o.o 
a. o 

11. 2 
47.5 
49. 9 
64. 0 
71. 5 
o.o 
8.2 

12.0 
o.o 
9.1 

28. 0 
29.5 
42. 6 
71, 2 

3, 0 
o.o 
o.o 

19 .2 
o. 0 
o. 0 
o. 0 
2. 0 

27.5 
0. 0 
0.5 
3. 4 

31,7 
o.o 
o. 4 
o.o 
o.o 
0 .o 
o.o 
7. 0 
8, 8 

18. 0 
18.8 
27.0 
o.o 
o.o 
o.o 
0 .o 
o.o 
2. 3 
o.o 
3. 8 

13.7 
14.1 
15.6 
o.o 
o.o 
o.o 
o.o 
o.o 
o.o 

1ij1. 5 
H2.1 

1. ~ 
44,3 
98,3 

148.6 
162.C 
187. 4 

8.5 
4,0 

21.0 
23. 4 

7.5 
3.8 
7.2 
5,4 

18.1 
18.5 

191.8 
6,9 
1. 9 

14, 3 
17. 0 

3.4 
2.3 
3,4 
1.1 

10.5 
1. 5 

13.9 
14. 1 
24,6 
1.1 

19. 8 
6.5 
1, 5 

35.0 
35,3 
0.2 
9,4 

13,3 
31.9 
7.8 

11.9 
14.2 
20.8 
21.2 
2. 5 
1.7 
9.2 

12.1 
11. 2 
13.2 
U.9. <;; 

64,C 
71.5 
85,S 
8.2 

12.0 
17.2 

9.1 
28.0 
29. 5 
42,f 
71.2 

104,8 
20. 7 
12.1 
19.2 
20,7 
13.0 
12.e 
2.0 

27.5 
27.8 
o.s 
3.4 
9.4 

33.5 
0.4 

11.9 
22.3 
5. 7 
1. 0 
7.0 
8.8 

12. 5 
10. e 
27 .o 
29,1 
1.3 
2.0 
4.2 
2.6 
2.3 

10.0 
3,8 
7.C 

14.1 
15.6 
16.2 
9,8 
4.2 
e. s 
1.3 
0.5 
1. 5 

142. 1 
1'3,6 

EBlNCH NU.IE 

DEAN ST INC TK 
•AIN LINE 
"1IN lINE 
ftAIN lIBE 
UIN LINE 
"AIN LINE 
PBlftIIGHA" ES 
LOWELL SEC (4113) 
PRA"INGHAft ER 
PRA"1NGBU BR 
GRAND JCT SEC 
SAXCtiVILLE SIC 
ROLISTON SEC 
ATHOL S!C 
NOBT B A tA"S IR 
NORTH ADA"S SEC 
•AIN LINE 
EAST JCT S!C 
BRISTOL SEC 
USHINGTCH SEC 
WASHINGTON SEC 
HARBCR & Cl IND 
WRENTRAft S!C 
SLATEBSYILLE SEC 
BOS FRT TEU BB 
DORCEESTER EBANCH 
HYANNIS SEC 
NEEDRU BB 
fHEDl:IAPI BB ID 
"IDDLEEORO ER 
BUZZIRDS UY SEC 
BOZZIRDS BAY SEC 
ftILTCN SEC 
LANC !ILLS HD 
PITCBBURG SEC 
FITCHBURG SEC 
NANTASKET SEC, 
ATTLEECBO SEC 
NEW EEDfOEt IB 
NEW BEDPOBD SEC. 
ftIDDLEBORO fEANCH 
PALL BIYER SEC 
NEWPORT SEC 
NEWPCET SEC 
NEWPORT SEC 
BARDOLPH S!C. 
WEST QUINCY SEC 
"ILPCBD SEC, 
WATUPPA S!C 
NEW ftILFOBD SEC 
NEW ftILPOBD SEC 
CAl!IAAl!i ~l!:L 

CANAAN SlC 
CANAAN SEC 
CANAAN SEC 
TERRYV ILLE SEC 
TERRYVILL! SEC 
TERBlVILLE SEC 
"1YBFOOK BB 
ftA!BfOCK ER 
UYBEOOK BB 
ftAYB EOOK Ei 
"!YBFCOK Eli 
"A!BROCK BR 
PUTNAe IND SOUTH 
WEST 30TH ST. 
TOR BI NG TO Ii SEC 
TOEBINGTCN ISANCH 
NEW EBIUIN SEC. 
BEACCN SEC 
CANU SEC 
CANAL SEC 
CANAL SEC 
HOLYOKE SEC 
HOLYOKE SEC 
BCLYCKE SEC 
HOLYOKE SEC 
FLOBUlC! S!C 
PLORUCE SIC 
•IDDLETOWM SEC, 
LAOBEL SEC 
PORTLAND IND TK 
E LONGft!ADCll SBC 
E LC IG•UDCW SEC 
E LOBGftEADCti SEC 
E LC IG•UtOll SEC 
E LC IG!UDCW SEC 
E LONGUADCli SEC 
UTEETOWH EB 
GRIFlINS HD TK 
SUFFIELD HD TK 
BEBLII SEC. TK 
WILLieUTIC SBC 
llILLIRAIUC SEC 
llETH!RSFIELD SEC 
W!THERSPI:ElD SEC 
WETH!fiSFI!tt SEC 
llETH!BSPI!LD SBC 
ll!TH!RSFI!LD SBC 
PLlIUI!LD SEC 
CLAY !BACK IID TK 
HUD FIVER con 
HABLfe BIY!F LIRE 
OAK POINT SFUB 
B!Lll DOCK EB 
RUN LINE 
UII LIU 

llilEiESTS 

LINE TC CBC 
l!NE TC CRC 
LH! TC CBC 
l!NB TO CRC 
lIIE IC CBC 
LH! TC CBC 
LINE TO CBC 
LH! TO CBC 
LINE TC CBC 
LINE TC CBC 
IHE TC CBC 
LINH TC CBC 
LH! TC CBC 
IHE TC CBC 
lIRE TC CRC 
LIIE TC CBC 
LIRE TO CBC 
LINE TO CBC 
lI iE TC CBC 
LINE TO CRC 
LHE TC CBC 
IHB TC CBC 
LINE TC CBC 
lIIE TO CRC 
lIRE TO CBC 
LINE TO CBC 
ll!B TC CBC 
lIRE TC CRC 
LUE IC CBC 
LIIE TC CFC 
LINE TO CBC 
ll5E TC CBC 
LIB! TO CRC 
LINE TO CBC 
IIliE TC CBC 
LIRE 10 CBC 
lIIE TC CBC 
lIIE TC CBC 
LINE TC CBC 
IHE TC CRC 
LINE TC CBC 
LINE TO CBC 
II HE TC CBC 
LIRE TC CBC 
IHE TC CBC 
IHE TC CBC 
lIJE TC CBC 
LUE TC CBC 
LINE TO CBC 
lINE TC CBC 
Liii! IC CBC 
Ill!: 'IC LiiC 
lI IE TC CBC 
1!12 TO CBC 
ll!IE TC CBC 
IIIE TC CBC 
LlRE TO CBC 
LINE TO CBC 
IHE TO CRC 
LINE TO CBC 
LUE TC CBC 
III! TC CBC 
LINE TC CBC 
lIRE TC CBC 
LINE TO CRC 
lINE TC CBC 
LUE TC CBC 
LIRE TO CRC 
LllE TC CRC 
LIIE TC CBC 
IINE TC CBC 
UIE TC cec 
l!RE TC CRC 
lINE TC CBC 
IH! TC CRC 
LlNE TO CBC 
lI IE TC CBC 
LHE TC CRC 
III! TC CBC 
lllE TC CBC 
LillE TO CBC 
lIIE TO CBC 
lIIE TC CBC 
LIBE TC CBC 
IIIE TC CBC 
LIIE TC CBC 
LIIB TO CBC 
LIIE TC CBC 
LIME '10 CBC 
LINE TO CBC 
LIIE TC CBC 
IIIB TO CBC 
Lii! TC CBC 
IIIB TC CRC 
LIN! TC CBC 
lIJI TC CRC 
LIRE TO CBC 
LIRE TO CBC 
II RE TO CBC 
Lii! TO-CBC 
Ill! TO CBC 
lIIE TC CBC 
LIIE TO CRC 
LIIE TC CBC 
LINE TO CBC 
lIIE TC CBC 
111! TO CBC 



LIRE CODE PBC• STA'IICN 

•700 
4700 
4700 
4700 
4700 
47CO 
4721 
4721 
4721 
4722 
4723 
4724 
4724 
4732 
4732 
4733 
4733 
4733 
4733 
4733 
4733 
4734 
4737 
4737 
4738 
4739 
4739 
4741 
4741 
4741 
4744 
4744 
4745 
4745 
4746 
4747 
4748 
4748 
4749 
4751 
4751 
4751 
'1752 
4753 
4754 
4755 
4757 
4759 
4800 
4800 
4800 
qeoo 
48CO 
4800 
4800 
4800 
4800 
4821 
4821 
4822 
4833 
4834 
4836 
4836 
4837 
4838 
4839 
4842 
4843 
4843 
4843 
4844 
4845 
4847 
4848 
4848 
4848 
4850 
4851 
4853 
4857 
4857 
4E57 
4857 
4E57 
5248 
5258 
5321 
5321 
5321 
~]q1 

531&1 
8122 
8122 
8122 
8122 
8122 
8130 
8130 
8130 
8130 
8130 
8130 
8130 
8132 
8139 
8139 

ALBANY CF4 
CU!AN CE8 
SCHENECTADY CP9 
HOFUARS CE11 
UTICA 
~!RACtiSE "JG" 
S!R Fl.Utt S'l 
SYBACOSE 
WCODABD 
•ATESTC•N JCT 
WATEBTCIUi 
FCO'IS 
FBILA N! 
SCBODAn JC'I s• 
SELKIRK JCT 132 
OTICA BFCAr ST 
HARBOR 
ONICRVILLE 
SO SCDY CP 151 
ILICN 
SO UTICA EL 
SELKIRK 
CH!AN 
CAB•AN 
SCHENECTltl CP9 
ECFF•ANS 
EOFF MANS 
CUCA 
OTICA !HRUWAJ 
ECCNVllLE 
r!CCCNNELLS~ILLE 

RC•E (FC•E FD) 
C NEIDA 
CNHtA 
EAST SYRACOSE 
~CODAFD 

SCRIEA 
CS WEGO 
~A'!EETCWN MAIN ST 
LCWVILLE 
CABTEAGE •AINST 
CAETEAGE 
CARTHAGE 
G&O JC'I 
IHlLB JCT 
HELENA 
SYRACCSE JC1. 
E~ERYlillE 

EFLO 49A •EST 
EHLE ISl! 
LYCNS 
li'A.YNE.EOBT 
FOCHESTER !AIN ST 
FCCBESTEF 
ROCHESTER CF35 
CHILI JN CE37 
FRCNTIER • END 
FOCHESTEB CP35 
NIAGARA CP81 
LYCNS CP 13 
kl YNEFOR'I CP18 
CAKPHLD 
FI'!TSFOliD 
ERIGH10N 
C'IIS CF70 
WINDSOR EEACH 
C AlEDCNil 
EUHALC CP49 
EXCHANGE S'l 
BLACK liCCK 11 F 11 

EUHALO CP49A 
1CN JC'I (lVEB) 
~C. 'ICNAWANIA 
EPLO ~/L 
WINDSOR BEACH 
CfAFLOTTE 
EIVERVIEW 
liC BOFFALO JCT 
El AT'!ICA EB 
IEENEZER 
FAIRP!CUNT 
AUBURN 
CAI OGA 
('.fNEVA 
CANANIAIGUA 
!!CNPCE 
P!C NRCE 
'IHREE llIVERS 
'IEREE EIV!FS JCT 
~I/IN ST LINE 
1HREE BIHRS 
SOUTH YABD 
CP 8 
EIDGH1AY 
!!CUNDS 
TRORC 
~Ei LEXINGTON 
SfORE . 

SPORE 
El:CYIH:S CCISAN 
EDISCN 
EDISCN 
HEATH 
HATH 
STCNY E.IDGE 
fOLTCNHAP! SPUR 
GLASS FCCK 
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INt!EfSTS DESIGNAUD TO COIBlIL 

TO STA'IICN 

CAR•AM CFS 
SCBENECUDI CP9 
SAND BAU 
OTICA 
StRlCOS! •JG• 
EHLE ISLE 
SYRACUSE "JG" 
•OODARD 
WATERTCiN JCT. 
•AT!BTC iN 
BOOTS 
PHilA U 
"1SSEMA 
SELKIRK JCT 132 
DHCNVlllE 
END OP TRACK 
SCHUil! F JCT 
SC SCDY CF 151 
RCT'IERDA• CF 10 
O'!ICA 
NEW YOIU Pl.IllS 
FCR~ OF Alf Ali! 
SC SCHEHCTHY 
CARP!AN 
AQDEDUC! 
RCTTERDA• CF10 
HCFF•ANS CE11 
U'IICA TEFU'iUI 
ECONVILI:E 
LY CNS P HLS 
EC•E (FCn FI) 
RCP!E 
C NEIDA 
CANASTCU 
EAS'I SYliACt!:E 
CSWIGC 
os•EGO 
CSWEGO [!VfCST 
!ilATR RTC \IN 
CARTHAGI ~!INST 
CARTHAGE 
PHilADE LEH IA 
NEWTON FAILS 
E~EFYVIIIF 

DEKALB JCT 
ECOSEV!IHWN 
FAtRMCO~'I 

EAL HT 
BAY VIH 
LYONS 
WAYNESFCFT 
RCCHEST!R MAIN ST 
FCCHEST!F 
ROCHES'IER CF35 
CHILI JN CP31 
FEiCNTIEF 1i UH 
BFLO 49J WESl 
NIAGAEA CE81 
SUSP EtG CFE5 
GENEVA tIYFCST 
CHILI JC! 
EUFFAlC 
ERIGHTCto 
HIGBTC> cno 
CHARLOT1E 
STA!E S1 
GtW JCT 
NO BUF JCT CF55 
ElACK FCCK "P" 
NIAGARA CE81 
EXCHANGE S'I. 
NC TO CI H-3 
~URLI'IZER 

BFLO OAfl.FD SIC 
CHABLCT'IE 
CHAR LOTH 
SOSF EDC:: CFE5 
HAREIET 
EAT AV IA 
DEPEW 
A OB URN 
CA YUGA 
GENFVA 
CANA ND.A lGOA 
F CCBES'I IE IC H 
CEO 
MONROE .ECti'I 
THREE FJVFFS .lCT 
Ml/IN 51 LINE 
HKHAR1 iEAS!) 
SC OTB Y !FD 
KALAflA.2CO 
RIDGEliAl 
PICONDS 
TFTJRO 
EREl'IEN 
CORNING 
SPORE 
i:!UCYROS CClSAN 
EUCYFOS 
EDISCN 
MCUN! GllEAt 
BEATH 
fEBFON 
LUCKEY 
FOLTCNHJIPI 
FOLTONHA" 

MP1 

143. 6 
156. 5 
159.6 
169.9 
237.5 
291.5 

o.o 
2.2 
7. 2 

7 2.1 
73.0 
78. 5 
89.6 

8.1 
11. 5 
o.o 
o. 0 

138.0 
151.6 
218.5 
232.7 

3.7 
o. 0 
o.o 
o.o 
o. 0 
0 .o 
0.2 
2.0 

35. 0 
27. 4 
38.8 

251.9 
252.5 

5.5 
7.2 

22.2 
24.3 

1. 5 
58 .1 
7 3. 7 
74.3 
29.0 

o. 9 
0 .o 

62.6 
2. 8 
o.o 
0.6 

29L5 
334.9 
359.2 
369. 7 
371.0 
37 3.2 
382.6 
43 5. 7 

1.9 
70.4 
o.o 

347.3 
391. 9 

93. 9 
98.6 

2.5 
c.o 

32.1 
0.4 
o.o 
4.4 

438.2 
33.5 

0 .o 
c. 0 

93.0 
94.0 

172. 2 
o. 0 
c. 0 
1. 3 
4.7 

26.9 
36.0 
50. 0 
74.0 

0.3 
O.J 

68.2 
69. 9 
82. 9 
9.5 

34.1 
8. 8 

81. 5 
126.3 
141. ;( 
18 s. 0 
62.9 
63. 8 
69 .3 
87. 0 
87.2 

13 3. 0 
133. 5 

8.5 
o. 0 

45. 6 

oP2 

156.S 
159.E 
160.9 
237. 5 
291.5 
296. 5 

2.2 
7.2 

72.1 
73.0 
78.5 
89.6 

160.8 
11.s 
18.1 
2.1 
0.5 

151.E 
159.5 
227.9 
233.6 

10.8 
3.1 
0.1 
4. 1 
2.c 
o.8 
2.c 

35.0 
45.0 
38. e 
39.9 

252.S 
257.7 

5.8 
35.2 
24.3 
26.6 

2.E 
13.1 
74.3 
87.3 
75.5 

8.0 
0.1 

66.9 
4.7 
4. 3 
8.2 

334.9 
359.2 
369. 7 
371. 0 
37 3. 2 
382. 6 
435.7 
438.: 
70.4 
75.8 
17 .1 

368. 9 
424. 4 
98.6 
99.1 

9.7 
7.3 

35.0 
7.2 
4.4 

19.7 
439.~ 

35. 3 
3. !; 
2 .1 

94.C 
95.6 

175.4 
4.3 
0.5 
5. 1 

26.9 
36.0 
50.C 
74.0 
76.0 

1. 9 
2.1 

69.9 
82.9 
95.5 
34. 1 
36.6 
81. 5 

126.3 
141. 2 
17 3 .9 
197.~ 
63.8 
69.l 
71.3 
87.2 
88.7 

133. 2 
138.9 

15.B 
3. 1 

57 .5 

BRUCH RUE 

!lIB LIRE 
•AIR LIRE 
BAIN URE 
UIN LIRE 
!UN Liii 
UIN Lii! 
USSEU BB 
USS!ll BR 
USSEU BB 
MASSENA BB (4721) 
!ASS!U BR (4721) 
!ASSEU BB (4721) 
USS!Nl BR (4721) 
HUD Uf!R CCI (4142) 
UST SHOBB 
RIOlt SJ: StOB 
tiUBOB COii 
ll!ST SH(ll* 
UST SHORE 
UST SHOBE 
WEST SHOR! 
ALBUY SEC 
CARUM BBUC6 
CABftlM liBUCB 
AQOUOct BB 
BOPUAMS EB 
HOPHANS Eli 
LYONS PALLS BB 
LIONS PALlS ER 
L!OBS PALlS BB 
CAODlN SEC 
CAftD!N SEC 
V!RICM BR 
VEBNCI ER 
PUETTEYILL! BB 
PHOENIX BR 
CNTHIO ER 
ONTAUO BR 
LI•BBICK BB 
LOWVILLE SIC 
LOWVILLE S!C 
LO•VILL! Eli 
l?VTCN P lLLS BR 
G&O BB 
OGDUSBDRG EB 
ROOSEVELTCU BB 
AUBURN BR. 
ST JOB LEAD EB 
•AIN LIME 
•AIN LIKE 
•AIM LIRE 
!UIH LIB! 
MAIM LINE 
•UM LINE 
!IIN LIME 
•AIN LINE 
!Aii lIBB 
FALLS liOAC 
PALLS ROAD 
COBBING BB 
WEST SHORE BB E 
OAKFIELD SEC. 
PITTSFOED ER 
PITTSPOBD BR 
CHABLCTTE Eli 
BOCB!STEB !FANCH 
CAUDOIIA Bli 
BELT LUE El< 
MIAGABA BR 
NIAGARA BB 
NIAG!BA ER 
'!OMA WANDA BR 
•UBLITZEB FNG TK 
A BRANCH 
ONTABIO BR 
ONTA FIO ER 
ON'IABIO BB 
WONAllNCET EB. 
ATTICA ER 
GARDEIVILLE BR. 
AOBOFN ER. 
AUBU FR ER. 
AOBUBN BB. 
AUBUFR BR. 
AOBORR BR. 
•ONRCE BB 
!ONBCE IND (JT) 
ELKHART BB 
ELKHlU BB 
ELKHHT BR 
KALUAZOO Bli 
KALUlZOO BF 
OESTERN BB 
iESTERI BB 
VESTUN BB 
WESTEBN BR 
WEST!FH EB 
TBURSTCN SEC 
THURSTCN SEC 
TRORSTOB SEC 
'lHURSTOlf SEC 
THDRSTCN SIC 
THURSTON SEC 
THOR5'10H SEC 
EASTEliN BB 
POLTCHHA~ RNG TK 
Z&W FONNIRG Tk 

IUlllSTS 

IIll 
IIll 
III! 
IIU 
LIU 
III! 
III! 
LIIE 
111! 
IIIB 
Lii! 
III! 
III! 
LIME 
III! 
Lii! 
III! 
lll! 
LIMB 
lIIB 
Lii! 
LIIB 
IIIE 
LINE 
III! 
IIIE 
lll! 
LUE 
Liii 
LIME 
LIIE 
Lii! 
lll! 
III! 
Lii! 
III! 
lll! 
LIME 
III! 
LIRI 
un 
lll! 
LIIE 
lIIE 
LIME 
LIU 
LUE 
UH 
LIU 
LIME 
III! 
LIM! 
III! 
lIIE 
LIRE 
LIIE 
III! 
LIHB 
UH 
LINE 
IINE 
LHE 
LIRE 
LHE 
IIIE 
lINE 
Ili! 
LINE 
LIME 
ll5E 
LINE 
lINE 
LINE 
IINE 
IIH 
LINE 
lIRE 
Liii 
LINE 
LIRE 
lINE 
LIRE 
LHE 
LINE 
LINE 
LUE 
LINE 
llRB 
LIIE 
IIN! 
IINE 
LINE 
LINE 
111! 
LIIE 
IIME 
IIIE 
IINE 
LJ. tt! 
LINE 
!HE 
lINE 
llN! 
!HE 
lINE 
llNE 
LIRE 

TC CIC 
TO CIC 
TO CBC 
TC CBC 
TO CRC 
TO CBC 
tc CBC 
'IO CR.C 
TC CRC 
TC CBC 
TO CBC 
TC CRC 
TO CBC 
TO CBC 
TC CRC 
TO CRC 
TC CBC 
TC CBC 
TO CBC 
TC CIC 
TO CIC 
TO CIC 
TC CIC 
TO CRC 
TC CRC 
TC CRC 
TO CBc; 
TC CRC 
TO CBC 
TO CBC 
TC CBC 
TO CBC 
TC CBC 
TO CBC 
to CBC 
TC CRC 
TO CRC 
TO CBC 
TC CRC 
'IO CBC 
TO CBC 
TC CBC 
TO CBC 
TC CRC 
TC CBC 
TO CRC 
TC CRC 
TC CBC 
TO CBC 
'IC CBC 
TC CBC 
'IO CBC 
TC CBC/TB 
TC CBC/TR 
TC CRC/TB 
TC CBC/TB 
TC CBC 
TO CBC 
TC CRC 
TC CRC 
'IO CRC 
TC CBC 
'IO CBC 
!C CBC 
TC CBC 
TC CRC 
TC CBC 
TC CRC 
TC CRC 
TC CBC 
TO CRC 
'IO CBC 
TC CBC 
TO CBC 
TC CBC 
TC CBC 
TO CBC 
TC CBC 
TO CRC 
TC CBC 
TC CRC 
TO CBC 
'IC CRC 
TC CBC 
TO CRC 
TC CBC 
TO CRC 
TC CBC 
TC CBC 
TO CRC 
TO CBC 
TO CBC 
'IO CRC 
TC CBC 
TO CRC 
TC CflC 
TO CBC 
TO CBC 
TC CBC 
'IO CRC 
'IC CRC 
TC CBC 
TC CRC 
TC CBC 
TO CBC 
TC CBC 
TO CBC 

TO CTBEBS 
TO CTBEBS 
TO CTHEBS 
TO CTBEBS 
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lNUBESTS DESIGU'!!D TO CCIBlIL 

Lii! CODE PBC" SUTICN TC snncN i"P1 "P2 EBlNCH NU! llt!BESTS 

8149 1BDliC UST CCIU!EUS o.~ 4.0 EAST COLO"EOS BB LINE 10 cac 
81•9 HST COLD"BUS WCODlAH IV! -.o 6.4 EAST COLOBBCS BB IIU TC CIC 
8431 flGBlARDS SHEFF 6.3 66.3 DAUlLL! E6 llNB TO CftC 
8Q31 SHEPP IR/IL S1 II N! 66.3 100.6 DANVlLLE BR III! TC CBC 
8431 lN/Il ST LINE IANVILLE-JACKSCN 100.6 109.1 DANVILLE EB IIJ! TC CBC 
8G31 tUYILLE-JlCKSON WYTON 109.1 110.2 DANYlLLE Eli IINE TC CBC 
9100 fCOGBUUSIE STUYYES INT 125 73.6 125. E HUDSCN LINE Ill! TC CBC 
9100 STUYVESANT RENSSELAER IP 125.6 1QO. 5 HUCSCN LINE LillB TO CBC 

TRANSFEROR: HHB CENTBAL TBANS-KICH CU1 UBALLEL 

5"21 WEST DE1BOIT DELBH 2. 7 5 .3 TOLEIC BB Ill! TC CRC 
5:<21 £ELBAY ECORSE 5 .3 9.3 TOL!tO BR LINE 10 CBC 
5221 ECOBSE VlENMA .:cT 9.3 Q7.3 TOLEDO BB IHE TC CBC 

TRANSFEROR: HUDEL co. 

1427 HOWELL JAKESEUIG 13,5 27.2 PRU ECL D EF ARCH llME TC CBC 

TRANSFEROR: HNMDH co. 

1127 SHOBE JERSEY o. 0 2.3 DRRR&E CO EE llNE TC CBC 
1127 JERSEY HADCCNflHD 2. 3 8. 1 DRRR&B CO Eli llNE rn CBC 
1162 UVCMil FEKEEbTO 2. 6 2Q.9 PE!B!R1CN 66 IHE TC CliC 
1165 ~T. HCLL! LUKEERTCN liD O.J 1. 3 KECPCFD BR LINE 10 CRC 
1169 ftIMSCN, .. J 'EtiD o.o 1.1 PENNSAUKEN BR, IHE TC CRC 
1171 !INSCN BORD EB DRRF&B CC BR o. 0 0.3 CONH 1K NO 1 IHE TC CRC 

TRANSFEROR: P!HJDEL co. 

2317 NEWBERBY HlPBURHilL! o.o 5.5 ELKIRA SEC IHE TO CRC 
2317 SCOTBfCBT SCUTHPOn 7 4. 0 75.5 SODTHPOBT ID LINE TC CBC 

TRANSFEROR: HUDH co. 

4B35 FCCBESTER ROCHESUR o.8 0.9 ROCH ERA NCH SEC IHE TC nc 
4835 SCC11SVlLLE YD SCO!!SYlLLE ID 3.1 3.9 ROCH ERANC H S!C LIME 1C CRC 
4835 GENESEE JCT G ENESH JCT 5. 2 5.7 ROCH BRANCH SEC IHE 1C CBC 

TRANSFEROR: PENND!L co. 

231• DlY fOST OLEAN 8. 4 7 o •• "AIN LINE llME TC CRC 
231Q CLEU N!/fA S1 llN! 70.4 79.3 UIN LINE IHE TC CBC 
231• H/PA ST llNE EMPCfiIUM 79.3 121.2 KUN LINE IINE TC CBC 
2327 BROCTON BROCTON 50.8 51. 0 CHATIUCUA Eli llHE TC CRC 
2327 CCR BY CORli! 93.8 93.9 CHATAUQUA BB IHE TC CBC 
2327 CC FBI LOVELL 93.9 95.0 CHATIDCUA ER lINE TC CRC 
2327 U10SYILLE ClL CIT! 119.9 137. 0 CHATAUQUA Bli IINE TO CRC 
2327 CIL Cl1Y CIL CITY 137.0 137. '5 CBATAUQDA BE IHE TC CRC 
2328 CIL CITY ERIDGE 0 .o 1. 9 OIL CITY lNI TK IIME 10 CRC 
2338 URABEE CCRRYVIILE o. 0 2. '5 CLER!CNT SEC IHE TC CBC 
23Q6 CLHN CLEAN 115.6 116. 9 SALA"ANCA Sl!C Il!E TC CBC 
Q814 BOFFllC DIV POST o.o 8.4 "UM lIME llHE TO CBC 

TRANSFEROR: HHDEL co. 

1332 CLY YORK o.o 12.5 PREDHICK SIC IHE TC CBC 
1332 ~en YORK 12.5 13. 1 PliEDERICK SEC llME 1C CRC 
1332 YORK YORK WK 13.1 14.7 FREDERICK SEC IIME TC CBC 
1332 JCBK w" SFRING Gl\CVE 14,7 23.9 FREDERICK SEC LUE TO CRC 
1332 SPBING GECYE H1, NCVEF 23. 9 33,0 FREDERICK SEC IHE TC CBC 

TRANSFEROR: PH NOEL co. 

2222 ESfLEN CCRIISS c .o 0,6 SHEBlDAM BE llNE TC CRC 
2223 ESfLEN CC BRlDH o. 0 o.8 OHIO CONN BRlDGE IHE TC CRC 
2223 CC BlilCGE JACKS RUN O. 8 2.7 CHIO CCNN EFIDGE LINE 'IC CRC 
2224 HST LEG WYE AT ESELH o. 0 1. 4 OHIO CCNN BBIDGE IHE TC CRC 
2231 EHLAIH POWHA.TAli EN 43.4 5 B. 7 PCWH AT TAN SH IHE TC CRC 
2231 EOWHATAM IM C"AL 5E. 7 72. 7 CMAL SEC llNE 10 CRC 
2236 CHIO JCT 2231 CH/WV A llNE o. 0 1. 8 TERP!IllAl BR IINE TC CRC 
2236 CH/WVA LINE BENWOOD 1. 8 6.9 TERKlNAL EB llNE TO CRC 
2237 ECWHAUN Y&O CCAI CC o.o 17.9 CAPT lNA SEC IHE 'IO CRC 

TRAt./SFEROR: HN NDEL co. 
3138 FORT UYNE KINtAll VIlLI 93.3 121. c GR&I BR IHE TC CRC 
5338 STURGIS S'I'ORGJS 147.,;;: 150. 4 GR&I Eli lliE TC CRC 
5338 VICKSBURG KAUKAZCC 171.9 185. 4 GR&I ER LINE 10 CRC 
5338 KALAMAZOO tCCK 18~.4 187 .1 GR&I ER IUE TC CBC 
5338 tCCK COOPER 187. 1 192.0 GR&I ER llNE TC CRC 
5338 CCOPE~ F ISHEE 192.0 227. 5 GR&I ER lIHE TO CRC 
5338 FI SE ER GliA ND FIEitS 227.5 234. c GR&I BR IHE TC CBC 
5338 GRAND RAPIDS CCPISTOC IC ElFK 234.0 239.4 GR&I ER LlNE 'IC CRC 
5355 EATTLE CREEK F. ND o. 0 1. 6 DT&K INC 1K IHE TC CBC 
5355 ~ARSbALL l'!ARSHAL l 43. 3 47.C DT&! IMC TK IUE TC CBC 
5358 PULLER KINNEY 2. 7 7.5 MUSKIGCM SIC, llNE TO CRC 
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JNTEFESTS tESIGNA'IED TO CONBAIL 

LISE COD! FFC" STA'IICN 

TRA'ISFEROR: HNNtH CO, 

3235 
~236 
3246 

HYER EB JC'I 
!!:9TH S't 
CCLEHODB JC'I 

TRANSFEROR: fENNDEL CO. 

8334 
8334 
8334 

I:A ~IS 
CLER"CN'I 
LEEANCN 

TRANSFEROR: HHDEL CO, 

8333 IN/Kl ST LINE 

TRANSFEROR: FENNDEL CO, 

8435 
8435 

PARIS 
HBIS 

TRANSFEROR: HNNDEl CO, 

8148 W ZANESlILLE 

TRANSFEROR: FINNDIL CC. 

FAVINNA E&C 
DETOUB 
ECANNA (16A) 
LANSING 
lANSING 
IA NS ING 

TRANSFEROR: HNNDEI CO. 

4841 !BENEZEB JN 

TO STAHCN 

EEGEWISCH SC&S 
>C 
BERNI Cl 

ClER"C N'I 
LESA NC Iii 
FRANKFCF! 

LOUISVL IC JCT 

PARIS (P,JtllND) 
PARIS 

SC ZAN!SVILl! 

RAVE 
BCANNA (E&A) 
NILES JC'I (E&C) 
LANSING 
LANSING 
LA NS !HG 

HW RF 

TRANSFEROR: HUDSO FIVER EB!DGE CO. A'I ALEANl 

4700 EENSSELAER tP RENSSELAER 

lRANSFEROR: NEW YORK & LORG BUNCH R. .. 
0222 RARI'IAN RYE NO SOU'IH A!ECY 
0222 SOUTH AftBOI LCNG ERINCH 
0222 lCNG EBAMCH AS BU HI !HK 

0. 0 
o.o 
o. 0 

6. 9 
12. 6 
31.6 

4.7 
2.5 
9.3 

12.6 
31.t 
48,1 

108, 1 110, E 

20.3 21,3 
21.3 22.~ 

0.7 3,4 

84. 7 85,8 
75.5 76.6 
76.6 11. e 
o.o o. 7 
o. 0 2 .1 
4. 1 5.C 

o. 0 5 .2 

140.5 141.S 

o. 0 2.7 
2. 7 22.5 

2,. 5 28.1 

TRANSFEROR: l'ENNSYLVAHIA' HADING SUS HOFE lIBES 

9902 BDLSCN ST CAPIDEN EFCH 1.0 2. !: 
9902 CARDIN BECWN WINSLOW 2. 5 26. 1 
9903 ~INSLOW !UC KA HO I 26 .1 53. 1 
9903 'IUCKAHCE CAPE ft!! 53. 1 80.0 
9904 c APE en CAPE ftAY FCINT o. 0 2.0 
9906 'IUCKAHCE EALEEftO 5 3.1 59.6 
9916 GLASSBOEO GUSS BC IC 18.3 19.3 
9918 H!SLEYS POINT BEESLEY~ FGINT 0. 0 2.0 

TRANSfEROR: BARI'IAN RIVER BAILE CAD 

0225 SOUTH &IVER WRIGHTS o.o 1.0 
0225 ~lYREYill.E JCT SHREVIIIE o.o 2.0 
0225 SOO'rH ll!BCJ H!W BRO JSllICK o.o 12.3 

TRANSFEROR: SOUTH UICBES'l!R BAILROAD 

4256 ftlNCHESTEB so. ftANCHES'IER o.o 1.9 

TRANSfEROR: HNNS!LYINH ATLAITIC F!IlECAD 

1164 EE!BEE'ICN l EllIS 24. 9 n.8 

TR•NSfEROR: AftST!BDlft, CHUCTANUND·A & JCITHBR RAILROAC 

7400 lftSTERDl" HSTE6D !ft o.o o.e 

CALUftET EH SEC 
!NGLEWOCD CCI SIC 
SC&S BB 

I&P EBAHCH 
I&P BRUCH 
I&F HUCH 

LODI SYILLE BB 

PEOBil SEC 
PEORIA SEC 

ZlNESU tE&ft RB 

r&B CCNH (2415) 
DETOUB BB f!U) 
Y&R CCNN 
LlNSIMG TRJNSIT 
LANSING ftAHPTBS 
LANSING UNHRS 

WEST SBN!Cl BR. 

BAIN IIIE 

NY&LOGEBAICB 
Nl&LCIGE&ANCB 
N Y&LCJGBRABCH 

CLUU'ICN HUCH 
CLE!BnCN BUNCH 
CAPE en E&UCH 
CAPE !Al ERAMCH 
CAPE UY ET UANCH 
OCElH CIT! EB&NCH 
WILLIAftSTOiN SEC TK 
BHSl!t PCINT TK 

BAB ITU RIVER RR 
BIBIT&N IIVE& BR 
BIBI'Ill IIUB BB 

ftUCB!ST!B IID TK 

Dil BUUIIG U 

Aes, CHUC & IOBTHEBH 

Ht!B!STS 

III! TC CBC 
lillJI! 'IO CBC 
IIH TC CBC 

LIB! TO CBC 
III! TC CBC 
LIIE TO CBC 

lIIE TC CBC 

LINE TO CllC 
nn TC CRC 

IIIE TO CBC 

LINE TC CBC 
Lii! 'IO CBC 
LI IE TC CRC 
111! TC CBC 
III! TO CRC 
IHE TC CRC 

LIU TO CBC 

Lii! TO CBC 

III! TC CBC 
LI11E 'IC CBC 
III! TO CBC 

III! TC CBC 
lIIB TC CBC 
LIME TO CBC 
IIIB TC CRC 
LIIE TC CBC 
lII! TO CBC 
IUE tc CBC 
lll! '10 CBC 

lIH TC CBC 
LIIE '10 CBC 
lIIE TC CEr 

lIIE TC CBC 

lill TC CBC 

LEASEHOLD TO CRC 
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lNTERES'IS DESIGNAIED TO CONRAIL 

LIME CODE FFCM STA'IICN 'IO S'IA'JICN 

TRANSFEROR: loES! JEFSEY o SEASHCRE FA IlFCH 

9901 
9901 
9901 
9907 
99C8 
9908 
99C9 
9909 
99<i9 
9909 
99C9 
99~9 
9~C9 
99C9 
9911 
9911 
9912 
9913 
9914 
9915 
9915 
9917 
9919 
9920 

LUCASTCN 
HNSLCW 
ATLANTIC CI!Y 
PLEASANTVILLE J 
JC'I/FLEASAN'IVILLE 
Wl'IGHT AVE 
EAVCNIA 
CAMI:EN "EFOWN" 
WOOtBUEY. 
GLASSBOFO 
VINELAND 
VINELAND 
!: • lJINELAND 
ri!ILLVILLE 
E. GLOUCESTER 
EELLl'IAWil 
WCCIEOFl: iri END 
fEN, GY WALK.AV 
WCOCEUBY 
GLASSBCEC 
ERIDGE'ICN JC'r. 
JC'I/PIANOl'IUSKIN 
FAC:LSBCBO 
IAOLSBOFO 

iill~SLOW 

AHANTIC CITY 
EN=:> OF 'IRAC!'; 
'HIN LI~t 
Wl(IGHT JVE 
LINWOOD 
CAl'IDEf" EFCW!<i 
WCCDBUF'I 
GLASS BO FC 
VINELANI 
VINELANI 
S. VINE LAND 
011 VII IE 
!'IA 'lUf'l!OS l<l N 
BELU!AWF 
GlENDCR 1' 
PENNS GE DEI..IlV 
DEEF WA'IEF 
SALEI'! 
ERIDGE'ICN JC'I. 
ERID(ETO. 
LEES BORG 
SflELLS![!NG 
fAULSECFC 

TRANSFEROR: NIAGARA JUNCTICN FAILFCA[ 

4898 NIAGAFA JCT HAGARA Hl!S 

TRANSFEROR: CHICAGO RIVER o INDIANA L R. 

3 297 CBI, 14S'I ,Cfil CHI,43S'l,CEI 

TRANSFEROR: CAY1CN UNION FHLliU 

8211 
8211 
8214 
a21t' 
8214 

tAYTCN 
PIIAPII CITY JN 
I:AYTCN 
~AYNE AVE JCT 
[AYTCN DU 

TRANSFEROR: UNICN DHOC 

81C6 
8106 

CCLUP!Bl:;S OD 
CCLUPIBUS OD 

MIA!":! Cl'IY JN 
!'IIA!H Cl'!Y JN 
WAYNE AH JC'I 
DAY'ICN lU 
~IAPII Cl'IY JCT 

DENb!Stti AVE 
LOLUMBI:;!: OD 

TRANSFEROR: IHIANAfCLIS UNION BAILWAl 

8l0L' INtIANAfClIS 

6314 INDIANAFCLIS 

INDIANJ\ICLIS 

I NOT.I\ NA H l IS 

TRANSFEROR: WAYNESBURG SOUTHEBM 

?298 WAYNESBORO 3LAC<SVILLE 

TRANSFER01·n p<::l\IN CfNTI=' H T!<.Of\$PORTAT I(~ er. 

llJ2 
ll)? 
1 LJ2 
1102 
1135 
l >.J2 
1302 
13,Jz 
1302 
lJOZ 
4M3 
4217 
4217 

l'JQ 
ZD!l (44 ST> 
'.l'lWN INC.Tt"'\..f\ 
PAQ.K 

lf''l 
r6.QK~~s8URf. OP 

l~J\JfASTHI fftiST) 
lf'"-'CASTFl:I ( wr.-sr) 
RCY 
HAPP IS 
SPR I~GF HL C 
"'I LL F: IV~ F: 
CT//>!:\ ST LUIE 

SYSTE~: RE~DING CCPIFANY 

1rr 44TH ST 
!10 ... f'.J I f>ir; T(l\.,f.,j 

PtiR K 
P~J=KCSRUP(; rip 

zct 144 s n 
lAf\'CdSTO::P(~'\STI 

LANCASTf"P (WFST l 
CC"!=W.aG'l 
t-.ttHqS 
HtOQ:JSRl!l<:G Yr 
SP!. CP qR 
CT/l>AA ST l!"'I~ 

SHIJ\JGC-J(lf, CPCJ8 

TRANSFEROR: IBCN1CN BAILFCAD CC. 

0354 HOKENCAU(;UA IRCNTCN 

TRANSFEROR: Al lENTON TER"INAL HILFCH 

0502 ALLENTCWN ALLENTCir.N 

•F1 

1J.6 
27.2 
58.0 
56. 9 
o.o 
c .4 
C.7 
2.5 

10. 5 
18. 0 
31.B 
J4.0 
38. 1 
39.8 

3.9 
7. 9 
8. 8 

29. 8 
8.8 

17. 8 
3 6. 0 
46. 4 

C.J 
o.o 

o. 0 

"E2 

27. 2 
58. 0 
59.0 
62.2 
0.4 
J. 8 
2.: 

, 0.: 
18.C 
31. e 
34.C 
38., 
39. 8 
48., 
7.9 
9.: 

30 .1 
32.4 
37. 2 
36.0 
38.: 
51.: 
2.0 
o.s 

4,E 

0. 0 13., 

207.0 
208.6 

, 5. 1 
, :. 4 
16. 0 

2 OB. 6 
208.9 

, 5. 4 
16.C 
16.6 

o.o 0.5 
19C.7 191.1 

o. o ,3. 2 

o.o 12.C 

o.o 34.7 

2.Q 3.2 
~.2 32.3 

~ 2. 3 4 3 .. s 
4-:i..c. 45 •'" 

0 .. i c. 8 
45.'J 64.5 
t:4.i:; 13.0 
73.0 CJ0.5 
94.5 104.8 

104.B 105.5 
S8.3 ge.6 

l.3 ":5.8 
55.8 61.8 

o.o 9.7 

o. 0 1. 5 

EBANCH NUU 

•AIN LINE 
MAIN LINE 
ATL CITY INI TK 
PlEASANTVl SfC T~ 
LINlllOOD SEC 'IK 
LINWCCD SEC TK 
ri!:ILLVILLE SEC TK 
IHLL VILLE SEC TK 
lUILVILLE SEC TK 
l'IILLVILLE SEC TK 
fHLLVILLE SEC TK 
P!IllVILlE SEC TK 
NO. 1 RNG 1K 
l'IANUPIUSKIN SEC TK 
GRfNLOCH SEC TK 
GRENlOCH !:EC TK 
PENNS GliCYE ER 
DEEP WATER P'I SEC 
SALEl'I SEC 'II< 
BRID(ETC N SEC TK 
BRIDfE'ICN SEC 'IK 
LEESEURG SEC TK 
SHELl SIDING 
PADLSBORO EEANCH 

NIAGARA JCT ER 

CRH 

VIA tAY'ION UH 
l'IAIN LINE 
PllIN LINE 
VIA tAYTON C:NION 
VIA I:AYTON un.Lvt-1 

!UIN LINE 
VIA COlUftEUS UD 

I.U. E! 

I. U. BY 

WAYNESBURG SOUTHERN 

supu::-" o.:-J L INf 
'-'~ t~· l !'H 
~Jl.!N LI~J' 

M/l.P.I Ll~C 
ri'r- PI TTssr,·sus 
".">I J\J LI ~t 
Ml',! °'I LI '\I'.: 
M~~N LIN)"; 
Mt JN LI~,. 

"'A.JN LI Nf 
"1t.. ! N LI "I.--: 
l>A~,IN LI~r 

~.I\ P.i L p,n:: 

IROM".ICN IUIIIWAD 

BTEHSTS 

LINE 10 CRC 
IHE !C CRC 
IHE 1C CRC 
l!NE TC CBC 
IHE TC CRC 
LilrlE 'IC CBC 
l!NE TG CRC 
LIH TC CEC 
llNF TC CBC 
IIH 1C CEC 
LHB TC CEC 
lINE TO CRC 
II NF TC CEC 
LINE TO CRC 
llNE TC CRC 
IHE 1C CRC 
LIHE 10 CRC 
LIU 1C CBC 
IINE H CRC 
llNE lC CRC 
IHE TC CRC 
LINE re CRC 
LINE TC CRC 
IIH TC CEC 

IINE TC CRC 

IHE TC CRC 

LIN! 
IINE 
LINE 
LI>! 
IINE 

TO CRC/TR 
TC CBC/TE 
TC CRC/TR 
1C CRC/TR 
'IC CRC/'IF! 

IHE TC CFC 

LINE 'IC CRC 

TO OTHERS 
TO CTHERS 
TO OTHERS 
TO GTHEBS 
TO CTH!RS 

ll IF TO CRC 

LE4SEHOLO TO CRC 

IINE re CBC 

IIH H CEC 
LINE TC CRC 
LI NE TC CRC 
IIH TC CEC 
IINE 1C CRC 
IHE H CBC 
LINE 10 CRC 
lINE 1C CRC 
llH TC C6C 
IINE TC CBC 
IHB 1C CBC 
lHE TC CEC 
II!iE tc CBC 

LIRE 10 CRC 

LINE 10 CBC 
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IJ1EBES1S DESIGU1ED TO CCllAIL 

LIIE CODE PBC! STllICN 10 ST.11ION 

TRANSFEROR: DELA WA BE & BOORD BBOOK BA IIBOAD 

0326 
CJ26 
0326 
0326 

WEST TBEMTOH 
•EST UENTC N 
EHLE ftEADE 
IESTCH 

UST !BENTON 
E!LlE ft!AC 
iESTCI 
BOUND BFOOK JCT 

TRANSFERO~: EAS~ E!JBSILVAftIA BliliCII 

0312 BEADING PIKE AlLUTON EOBN 

TRANSFEROR: NOBTH EEMNSYLVANII BAILBCIC 

0301 
0301 
0301 
0J11 
0323 
0326 
0326 
C326 

UBCB JCT 
JEHIN 
QUAKERTOMH 
UNSDALE 
fAIBlESS JCT 
JU KIN 
HSHA!IHY 
Fl/NJ LINE 

JES UN 
CUAKEETCIR 
BETHLEHEft 
FORTUNA 
ftCRBISYILU 
NESHAftIH 
'FA/5J IIN! 1 

WEST THNTO 

!P1 

32.0 
32.5 
50, 1 
56, 3 

32.5 
50,1 
56,3 
58.4 

1. 1 35, 4 

7.0 
10,8 
40. 2 

0. 0 
o. 0 

10,B 
21.2 
31.4 

10.8 
40.2 
56.6 

1. 5 
6,6 

21. 2 
31. 4 
32.0 

TRANSFEROR l PHILADELPHIA, GER ftHTCW M E NO FF ISTOWN BUL60AD 

0328 
0329 

NOBTH BROAD ST 
1618 STB!!T 

TRANSFEROR: ECBT READING !, B, 

0336 iESTOH 

TABOB JCT 
MORBISTCWN KALB 

FCBT nHHG 

TRANSFEROR: WILftHGTCN & MOBTHEBN BAilBOl& 

0340 BIBDSBOiiC "f2" 

TRANSFEROR• BEAtING COftPANY 

0303 
0305 
0305 
0305 
03C9 

0313B 
0313C 
0313C 

0316 
0316 

OJ 18A 
Ol18B 

0319 
0320 
0321 

0322B 
0322B 
0322B 
0322B 
0322B 

0324 
0327 
0327 
0328 
0330 
0337 
C337 
0337 
C337 
0338 
C339 
0339 
0339 
C340 
0341 
0343 
0343 
0344 
0345 
0347 
0349 
0349 
0349 
0350 
0350 
0350 
0350 
0350 
0380 
C381 
0382 
0383 
Cl84 
0389 

UCB 
fABN!S 
HlTCN 
iEST ftILTCN 
PARK 
ftILL CBEEK JCT 
P01TSVILL! JCT 
•ILL CEEU JCT 
UE~N 

TBEVOFTON 
SEA DING 
BEADING 
CLINTCN 
NICE 
EUN ES 
!ALLS 
NOBRIS 
£011 STO •N 
HIDING (!IKE) 
READING IEEL!) 
CABOEL 
NE•TCWN JC! 
CHELUNHH JC! 
SFEING GARDEN 
NORBISTCWN ULB 
E Ll!I!Z 
IITITZ 
"1NHEift 
lANDISHLLE 
lANCASTH JCT 
HANDCN 
11 UBEL 
EHT 
CUMRU JC! 
PAILS 
HEFN 
SDNBUBl 
SHENANCOAH JCT 
NCRBIS'ICiiN ELPI 
EAZLE'ICN JC'! 
•I NE HILL XING 
HsT•ooD 
EOCKLEY 
ii!STWOOD 
!REMC N! JC! 
!RHCN! 
HAZLEBBCCK JC! 
GCCD SEBING 
GCCD SPBING 
•EST JCT 
5ILVENTCN 
SWATARA JCT 
•ONCY 
OIDDLETCWN 

W&M JCT 

WAYNE 
HA UC KS 
WEST MIITCN 
NEWBERRY JC! 
FALLS 
MIDDLEPCRT 
MILL CREEK JCT 
ST fLAII 
T fEVOF'ICll 
TREVQ;TCN 
OLEY 
HAR FIS fUBG 
EARNES, 
NEWTOWN ERUCU 
tiE R~ 
NORRIS 
FCnSTCH 
EHDING (EIKE) 
READING (BEL!) 
ECT1SVIllE 
WARP'IINS'HFI 
CHELTENUM JC! 
NESHAftHY 
NORTH SFOAt ST 
NCBFIS 
LITITZ 
!HNHEHI 
lANCAS!H JC1 
CCLUMBH 
LANCASTER 
LAUFEL 
BEL'!' 
KUPPER!HAL JCT 
BIFIDSBClC "EE" 
NICE 
SUNBUBJ 
WFST •IITC N 
SHENUtCAH 
NCFlHSTCWN RILE 
SILVERf!fCCK 
1ilF.STWOOt 
EUCKLEY 
RICHAFlt!:CN JCT 
TR'P.:ftON'I JCT 
'I REPlC !IT 
HAZLEBRCCK JCT 
GCOD SFFIIG 
HFFFSS 
END OP !RACK 
ERANCRCHE 
WES! JC! 
END Of 1EACK 
BO CF HJO 
OIDDLE!CWN 

2,9 7,C 
3.5 17.3 

o. 0 19. 4 

63.4 64.7 

o.o 
103,0 
169. 0 
170,B 

2. 4 
1. 5 
o. 0 
1. 5 
o.o 
6,6 
o.o 
o.o 

78,J 
o.o 

103,0 
5,4 

18, o 
40,5 
59. 9 
61,4 
o. 0 
6. 2 
9,6 
1. 0 
0.3 

20, 0 
21.3 
26.0 
3C.2 
o. 0 
0. 0 
3,4 
5,6 

11, 7 
5.4 

139 .o 
156.4 

0. 0 
9,9 
o.o 
o. 0 
5, 1 
8,5 
0.0 

29,6 
29.9 
34, 5 
35.3 
o.o 
o. 0 
2.0 
o.o 
o.o 
5, 4 

0.1 
105,4 
110.e 
203. 5 

5.4 
7.0 
1. 5 
4.1 
6,6 
7.8 
0.2 

53, 6 
103,0 

1.8 
139,0 
18.0 
40.5 
59,9 
61.4 
93.6 
7.3 
9,6 

19.2 
2.9 
1.0 

21,3 
26.0 
28.3 
38,7 
7.9 
3.4 
5,6 

13,0 
18,8 
7.1 

156.4 
170. 3 

6.0 
10,5 

3. ~ 
5.1 
8.~ 

11, 2 
9,2 

29,9 
34.5 
35.3 
37.0 

1 ,4 
2.7 
2, E 
1.8 
O,E 
6,6 

EBUCH llft! 

IEW JORI E6 
NEW JCBK EB 
MU JOBI BB 
REW 108& EB 

EAST PENMA ER 

B!THLEH!• H 
B!tHLEUEM BB 
BETHLE8Eft BB 
DCYLESTCVM H 
•ORBISVILL! BR 
NEW YORK EB 
NE• ICRK BB 
N!W YORK BB 

NINTH STREET BR 
MORRISTOWN BR 

POB1 RElDIBG BR 

llIU & MORTB!BB 

BLUE LIB! CCII 
CATAWISSA EB 
CUHISSA EB 
CATAIISSA ER 
CI!! BRANCH 
SCHUYILVILL ULLEJ BB 
PBACKVILL! EB 
PRACKYILL! BR 
HEBMDCN BB 
HEBRtON BR 
LEBABCN VALLEY EB 
LEBANCM VALLEY BB 
LITTLE SCHUYLKILL 
LC• GEAD! IFANCH 
"1HONJ&SH1"CKIN 
ftAIN LINE 6DG 
!AIM LINE 6DG 
ftAIN LINE BDG 
ftAIN LIME EDG 
•AIN LIKE BDG 
NEW HOPE EBAHCH 
N, Y. SHORT IINE 
N. Y. SHOB'I LINE 
NINTH S1BH'I BB 
MORRISTCVN EB 
READ ING&COltftBIA 
READIMG&COLU!BIA 
READ I MG&CC LU!BIA 
BEADIMG&COLUnIA 
REIDIMG&CCLDftBIA 
BEADING BELT LINE 
READING BEL! LINE 
READING EEL! LINE 
READING BEL! LINE 
BICHftOND EBANCH 
SS&L EB 
SS&L BB 
SHENEMDOAB ER 
NOBRISTOWN BR 
TA•A~OA HAZ & NOB 
WIST ENt EF 
WEST END BB 
WEST !Mt EF 
WIST EN~ EB 
WEST END BR 
WEST !Ht EB 
WEST END BS 
WEST END Ba 
GCOD SPaiiG COLLIEBY 
ftUDDI COLLIEBY 
!ODDI COLLHRY 
SUR!A CCLLlERY 
OUNCY HD 1K 
ftIDDL!TCU&HOMftELSTN 

llT!B!STS 

LIIB TC CBC/TB TO OTH!BS 
LIIB TO CBC/TB TO OTBBES 
1111 TO CBC/TB TO OTUEIS 
1111 TO CBC/TB TO OTBl!IS 

U TO CBC 

Lii! TO CBC/TB TO OTHERS 
lI IE TC CBC/Ti TO OTHERS 
lI IB TC CBC/TB TO CT BIBS 
IIIE TC CBC/TB TO OTBEBS 
16 TC CBC 
LIU TO CRC/TB TO CTBBRS 
IINE TO CBC/TR TO OTHERS 
III! TC CBC/TB TO CTUEBS 

LIU TO CBC/TB TO OTHERS 
11 IE TC CBC/TB TO CTB!BS 

U TO CBC 

18 TO CBC 

'IB TC CRC 
Liii TO CBC 
111! TC CBC 
LIIB 10 CRC 
'Ii TC CBC 
LUE TO CRC 
LIU to CRC 
lII! TC CBC 
LIME TO CRC 
111! TC CBC 
'IB TO CRC 
'16 TC CBC 
LHE TC CBC 
'IB TO CRC 
LHE TC CBC 
1R TO CBC 
LINE 10 CRC/TR TO OTHERS 
liiE TC CRC/TB TO CTH!BS 
LIN! TO CBC/TR TO OTHERS 
lli! 'IC CBC 
IIiE TC CBC/TR TO OTHERS 
Lii! 10 CRC/TR TO OTBEBS 
LIME TC CBC/TB TO CTBERS 
III! TC CaC/TB TO CTHEIS 
Lii! !O CBC/TB TO OTHEBS 
LUE 1C CBC 
IIME TC CRC 
LINE 1C CRC 
UBE TC CBC 
LINE TC CRC 
1B TO CBC 
TE TC CRC 
!B TO CRC 
1B TC CRC 
H TC CBC 
LIME '10 CBC 
II ME TO CBC 
LIME TC CBC 
L I!B TO CRC/TB 10 CTBEBS 
lIU H CRC 
LIME TO CRC 
LH! TC CRC 
IHE TC CRC 
LIME TC CBC 
lI ME TC CBC 
LINE TO CBC 
UBE TO CBC 
LI IE TC CRC 
LINE 10 CBC 
LINE !C CEC 
lI ME TC CRC 
LIM! TO CBC 
lli! TC CRC 
LIRE TC CRC 



282 
lUESESTS DESIGNU!D TO COIBAIL 

Lii! CODE PBC• STATICN TC STAUCN Mf1 Mf2 BBllCH UME ll'l!B!STS 

SI STEM: .In ABBOB B. B. 

TRANSFEROR: UN UBOB R. B • 

6901 EI'I'ISPIELD lli:N AEIBCF 40. 5 45.o ANH ARBOR a& LINE '10 CBC 
6901 INN A6BCB ANN ARBCB 45. o 47.~ ANN ABBOR RB LIME TC CBC 
6903 TCLEDO HALLETT o. o 3.8 ANN HEOB H LINE TC CBC 
69C3 HALL EH DIANN 3.8 20.~ ANN ABB OB BF III! tC CBC 
6903 DIANN DUNDEE 20.5 22.0 UN ABBCB &E LIU TO CBC 
6903 DUNDEE DUNDEE 22.0 23. c ANN UBOB H LIU TO CRC 
6904 DUNDEE DUNDEE 23. 0 24.8 ANN ARBOR BF IHE 1C CRC 
6904 [0 NDEE Ml LAN 24,8 30.9 ANN UBOR RB IIIE TC CBC 
6904 •ILAN PITTSFIHD 30.9 40.5 ANN ARBCR H LINE TC CBC 
69(7 fHTSFI!LD SALINE o. 0 6.5 ANN ARB OB RB III! TC CBC 
6908 TCLEDC TC LEDO o. 0 2.0 ANN ABBCB BE IlHE TC CBC 

SYSTEM: LHIGH VALLEY B. B. 

TRANSFEROR: LEHlGH VALLEY R. R. 

0501 JERSEY CITY CONSTABH JC'l 1.6 5.5 MAIN LINE LVRR IIIE TC CBC 
0501 CC NS'IABIE JCT GBEENVIII! .. f jJH 5.5 6.5 MAIN LINF LVRR LllE TO CRC/TB TO OTHERS 
0501 GREENVILLE "BAY" N!WAEK INT E. 5 11. 4 MAIN LINE LVRR IIH TC CBC 

0502A NlWARK INT AIDEHE 11.4 16.9 !AIN IHE IVRB LINE TO CBC 
0502A AIDE HE BCUHD EICCK 16. 9 33. 1 ftAIN LINE LVRB IHE TC CBC 
0502A BOUND BSCCK MA NV ILL! 33. 1 36.4 ftAIH IIHE LYBR IINE TC CBC/TR TO CT HERS 
0502A •AHVIIIE FLEftINGTCN JN 36.4 51. 0 ftAIN LINE IVER LIN! TO CRC/TR TO OTHERS 
0502A !lEftlHGTCH JCT E ASTC N HT 51.0 11.0 ftAIN LINE IVRR lH! TC CBC/TB TO CTHEBS 
0502A USTCN INT BETHLEH!ft HT 11.0 88.6 ftAIN LINE LVRR LINE TC CRC/TR TO CTHERS 
05021 BETHIEHEft INT J.llfNTCil\ 88 .6 93.3 !AIN LINE IVBB LINE TO CBC/'!B TO OTHERS 
0~02B CLARK GARDEN S'I EWY 19.4 20. 3 BLCODGOODS EBAMCH Ill! TC CBC 
0502C URITAH JCT SILVER IK A VE 19. 8 26.4 RARITAN ERAHCH LINE TC CBC 
05020 I! u sec NETCCNGJCT HCCD GIT! EE 69. 9 73.0 MOSCOKETCC NG BR LIN! TO CBC 
0502E GHHI:CN HELLE"7CWH H 79.3 81.~ SOOTH SIDE IND IIU TC CBC 
0503A lLLENTOiiN L!HIGHTCN 93. 3 119.1 !AIN LINE LVRB LIME 'IO CRC/TR TO OTHERS 
D503A l!HIGHTCN FI AS EB 119.1 147. 1 ftAIN LINE IYRR ll Ii! i'tO CRC/Ti TO CTHESS 
0503B AIIUTOWN HUIILTC Ii St 93.1 96.1 BlBB!6S QUABEY BR IHE TC CRC 
0503C ALLENTC'WN 13TH ST 94.0 97. 0 WEST END IND TK LINE TC CRC 

0505 FBAtiKLIN WIIKES IA !B! 174.0 176.C FOBMIB LYBB MAIN IHE TC CRC 
0505 WILKES EASH COX10H INT 176.0 185.5 PCRftER LVBB !AIN LIRE TO CBC 
0506 FBASER LAUFEL ION 147. 1 164.1 GBACEDALE SEC LINE TC CBC/TR 'lO CTHERS 
0506 IA UREL FUN DOfCNT 164. 1 175. 3 !OOH'!AIN CU1CPP IHE TC CBC/TB TO CT BERS 
0506 rDICNT CCX TOH JN! 175.3 179.9 ftOUN'lllN CUTOFF LINE TO CRC/TR TO CT HERS 
0507 COJTCN INT RA NSC M (tf) 185.5 191. 0 ftAIN LINE LVRR 115! 'lC C RC 
0509 UTICNAL JCT !UT DOCl<S BB 1. 6 2.c NJ JCT BBANCH LHE TC CRC/TF TO CTBEBS 
0509 JEI!SEY CI'!! PRR FRR JCT 1.7 2.0 NAT DOCKS RR Lili! TC CRC 
05C9 fBR JCT CCNSTAEIE JCT 2.0 5. 2 NAT DOCKS BR IHE TC CRC/TR TO CTBEBS 
0509 CC.STABLE JCT BAYONNE 5.2 7.E NAT DOCKS BR IltiE TC CBC 
0509 NAT DOCKS BR EA YCNNE CNJ 1. 8 8.5 EBANCH NO 6 IllE TC CBC 
0510 fERTH AftEOY SO PLAINFIEID 17.5 27.1 •EBTH AftBC! E& LIRE TC CBC 
0511 HILLSIDE IBVIHGTCN 12. 7 15.6 IRVINGTCN EF LINE tc CBC 
0512 lANDSDCltN CIINTCN 57. 7 59.5 CLIHTCN BRUCH 115! '.IC CBC 
0513 HSTCN EELFAST JCT 77 .1 88.2 EASTCN&NOFTHBN llNE TC CRC 
0514 HHN HAVEN JCT ASHftOBE 130. 6 141.0 ASHftORE 8RANCH IHE TC CBC 
0514 ASHftCEE HAZLETC ti JCT 141. 0 145.e HAZL!TON EB IHE TC CBC 
0514 BA ZLETC N JCT ONEIDA JCT 145.8 148.0 CAMP SEC LINE 'lC CBC 
0514 CNEIDA JCT SHIPl'f R 148. 0 149.4 CAMP SEC IHE TC CBC 
0514 C NEICA JCT HARLEIG~ JN 148.0 150.0 SHEPITCN EB LINE TC CBC 
o~ 14 .SRIPIER IAUBEL JCT 149. 4 157.5 SHI!!R SEC LINE TC CBC 
0515 IAUR!L JCT CHA HO 157.5 158.4 DELUO SEC IHE TC CEC 
0516 AS HftORE PINK ASE JCT 141.0 144.1 FBHIAND !FANCH LINE 'lO CBC 
0517 HNK ASH JCT HARLEIGE JCT 144. 1 151.8 EBER VALE EBAHCH IIU TC CBC 
0518 HZLETCN JCT HARLEIGE JCT 145.8 149.E TCMHICKEN !B IHE 'lC CBC 
0518 BABLEIGH JCT TCftHICK!N 149.6 154.2 GOWH SEC LIME TO CBC 
0518 TC ftHICKfti GCWAN CCIIl!FY 154.2 167.e GOWAN SEC IHE TC CBC 
0520 KINGS TC N EIV !RST HARVEY JCT 179.5 180. 4 80W"1NS CK ER LINE TC CBC 
0520 HABVEl JCT IUZEFNE 180.4 181. 2 BOWftlNS CK BR LINE TO CRC 
0~20 CC I TC Ii KINGSTC! 18 6. 4 194.E WEST PI1TSTCN &R IHE TC CBC 
0529 flE'!lNGTCN JCT FIEftINGTCN 50.8 52.5 FLE!HGTCN !F LINE TC CBC 
0599 CCNSTABLE JCT CIAFFftOT T!R o. 0 1. 0 CLARE!ONT T!B! IHE 'lC CBC 
0601 FBSCM (Df) IHHOOPAt.l' 191.0 214.1 ftAIN IINE I iRR IHE TC CBC 
0601 MEHOCFA NY TOWANDA 214.1 254.8 MAIN LINE IVOR IIN! TC CBC 
0601 !O WANCA SAYRE 254.8 271. 0 HIN LINE I VRR IHE TC CBC 
0602 SAYRE SAYRE 271.0 271. 2 !AIN LINE LVRR LHE TO CBC 
0602 SAYRE FA NY L l NE 271. 2 272. 4 MAIN LINE IVBR LIME TC CRC 
0602 FA/NY ST llNE VAN ET'l!H JCT 272.4 285.8 ftl!N LINE LVBR IIH TC CBC 
0602 KEN[AIA GENEVA JCT 332.0 342. 1 !AIN LINE LYFR LINE TO CBC 
0602 GENEVA JC'I GENEY A 34 2. 1 344.5 MAIN LINE l YRR Ill! TC CBC 

0603A CALEDC NIA P&L JCT 392. 5 394.1 MAIN LINE I VRR IHE TC CBC 
0603A NIAGARA JCT BFLO TIH'l JCT 438.0 442.2 MAIN LINE LVFR LINE 'lO CRC 
0603A EPLO 'IIFF'l JCT BHC TIFFT 'I! Bft 442.2 453.1 MAIN LINE l VRR IHE TC CBC 
06038 E!LO TIFFT JCT BUFFALO 442.2 443.6 LEHIGH 6 U ! RIB LIN! TC CBC 

0604 'l 0 I KHAN NCCK TUNKANNCCK 206. 7 207.3 ftONTFOSE ER I IN! TC CRC 
0605 10HNtA JCT TCWANDA 25 3. 2 25~. 0 ST LINE&SOILIYN IHE TC CRC 
0606 rn EUEN AUBURN CA.Sf AH 355. 5 357.0 AUBUFN BR LINE TC CBC 
06C8 EL ft II< A HCTISEH! HS 0.3 5.6 NAVERIY-ElMIRA BR IINE TC CBC 
D608 SAYRE PA/NY S'l LINE 271. 0 272.4 WAVE6IY-ELMl6A BB IllE TC CBC 
0608 FA/NY ST lINE ii AV ERL I 272.4 27 3. 2 WAVEHY-EI!I6A BB LINE 'lC CBC 
06C9 VAN E1TEN JCT ITHACA 285. 8 307.1 ITHACA BRANCH IHE TC CBC 
0610 JTHACA lUDLOiiVllLE 306.8 315.5 AUBU6H&ITHACA HR IINE TC CBC 
0610 I UDLOo VlllE ?i1S EL t G#.S 315. 5 321.0 AOBUFN&ITHACA BR LINE 'lC CBC 
0611 JUBOl\N AOBOFN tCEOE) 348.7 349.~ AUBUFN&ITHACA BR IHE TC CBC 
0612 CAYUGA CA YUGA 356.7 357.5 SENECA fAIIS BR LINE TC CBC 

0614A FOCHES'I'EB JCT PICRTIPIE! 379.5 3BB.C ROCHISHR EEANCH lHE TC CBC 
OE14A PC BT IM ER RIVER JCT 388. 0 390.e ROCHESTER !liANCH IHE TC CFC 
0614! FCCHESTER RCCHEST!F 392.0 392. 4 BOCH !STER EfAHCH LINE TO CBC 
0614B ROCHESTER JCT IHA 379.5 385. 5 ROCH!S'!!B ERANCH IH! TC CRC 

0615 NIAGARA JCT TCNAWANU JC'l 4 38. 0 448. 5 NIAGARA FAUS ER IIH TC CBC 
0615 CP 83 (LV) CP 85 (I Y) 462.5 ~65.5 NIAGJ&A FAUS ER LI NE TO CBC 
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1NTERES1S DESIGNA1ED TO CCIBAIL 

'IC S'IJ1ICN 

TRANSFEROR: LEt-1<: t- & SUSQO'EHANNA R. F.* 

0502A EETHLEliE!1 BETHLFF.EP' JC1 
C504 PEASEF lAUiiEI !UN 
0!:21 PHILLHSEURG EASTCN 
0521 EASTCN W EASTCli 
0521 FREE•ANSBUFG BETHLEHH JC1 
0521 B!!HLEH• JC1 SHH 
0521 STEEL L!HIGHTCN 

TRANSFEROR: RARITAN TER•INAL & TPANS. CC. 

0211 SARITAN RlVER N !iORT'H S fC FE 

TRANSFEROR: EUFFHC CREEK RAILFOAD 

6470 WILLIAPIS sr PECK SLH 

SY STE•: CENT EAL F. F. CC, Of NEW JEFSH 

TRANSFEROR: CENTBAI R. R. CC. CF NEV J!~S!Y** 

0201 
0201 
0201 
C201 
0201 
0201 
0201 
0201 
0201 
C202 
0203 
0204 
0205 
0206 
C207 
0208 
0211 
0211 
0212 
0213 
0214 
0215 
0215 
0215 
0215 
0215 
0215 
C217 
o.:;: 11 
0218 
0219 
0219 
0220 
0221 
0223 
C299 

JERSEY CI1Y 
EY INTEBICCKING 
EAYCNNE 33S'I 
ELIZAEBTHFT PH 
FABITAN 
HIGH BUDGE 
h!GH BRIDH 
HA!!HTCM 
PHILIIFSBURG 
CO"•UNHAW 
EBILIS JCT 
KEARNY 
fRILLS JCT 
FCSTEFS LANE 
HCPA!CCNG JCT 
!AKE JCT 
ELIZABETHECBT 
•OCDBRIDGE JCT 
IIIZABETE RIVER 
EAHWAY 
\ILLJAf"S&ClARR 
F!D EANK 
IAKEHUBST 
HNSLCW JC1 
VINELAND 
ERIDGETCN JCT 
ERIDGE10 JCT 
KEANSBURG 
~ATCC 

fASTLCNGEFANCH 
IAKEHU F 51 
IA KE HU BS1 
ERIDGETCN JCT 
EHDHTCN JCT 
CCEANfGRT 
co••UNifAW AVE 

HY I NTE !lCOING 
EAYCNNE 33ST 
BAYCNNE 'BY' 
EJHITAfi 
ElGH BRHGE 
RIGH BR lCGE 
HAlHTC N 
PHILLIPSBURG 
PHiiLIFSEUliG 
WES'I SIU: AVF 
NEWARK 
E Ril lS JCT 
'ElIZAEE'HfCfT 
FLEPIING'ICN 
WHAFTCN 
!'!CFIHS C'IY JC'! 
~OO[BR][GE JCT 
6AaITAN fVf NO 
VARNERS 
PFTHHUP 
CHRC ME 
IAKEHURS1 
CHA1SWCETA 
VIHLANI 
NOR~A 

BRIDGEtcN JCT 
EFIDGE!CN 
tUTCO 
PUT A WAN 
EHNCHfCFT 
IAf<EHUF~T 
TC!'tS B!1ER 
DHFFIHD 
MAURICE1CWN 
MCNMOUH FAFK 
JERSEY HE URt 

TRANSFEROR: DOVER & FOCKAWAY fAILPOAD 

0207 
0207 

•HARTCN 
FCCKAWAY 

FCCKAWAY 
POBLIC fCAD 

TRA~SFEROR: WHARTO & NCR1HERN fAILFC It 

C2C9 fICAUNNl P.CliFIS CTY JCT 

TRANSFEROil: MT. BCfE MINEfAL FAILFOAD 

0210 WHAETC N MCONT P.CPE 

TRANSFEROR: EAYSHCRE CONNECTING RAIL•Al 

1499 CAK ISLAND KEARNY 

TRANSFEROR: LEEIGH & NEli !NGLAND RAilHY 

0224A 
0224B 
0224C 

EETHlEHU JCT 
EAUTC 
ALLEN JCT 

MARTINS CR!U 
TA •AQO A 
ALLENTC iN 

88.6 89 .8 
143. 8 161.2 

72. 1 72.8 
12 .a 74.4 
81.J 84.6 
84.6 85.~ 

85 .5 114. 7 

21.7 23.2 

c.o 

o.o 
2.6 
5. 0 
6.9 

35,B 
52. 2 
52.7 
56. 6 
71.2 

1.0 
5. 5 
4. 0 
o.o 

13. 7 
23. 8 
0.6 
9.5 

20. 0 
o.o 
c .o 
1.3 

38. 1 
66.0 

104.2 
120. 1 
13C.5 
130·.s 

5.2 
7.2 
o. 0 

39.B 
40. 0 
o.o 
o.o 
0. 0 
o.o 

5.6 

2.E 
5.0 
7.0 

35.e 
52.2 
52.7 
56.6 
71.2 
72. 1 

3.1 
7.3 
5.5 
5.5 

15.7 
25.1 
0.9 

20 .o 
21.7 
3,5 
1. 5 
2. 7 

66.C 
84.3 

120. 1 
123.9 
130.8 
132.8 

7.2 
10.9 

1.2 
40.0 
47.4 

3,B 
18.1 
0.7 
o. 7 

2~. 1 30. 1 
30. 1 31. 1 

11.1 14.f 

o. 0 3.6 

o.o 2. 7 

o.o 28.3 
o.o 7.3 
o.o •.8 

* CRC TO ACQUIRE ROG•S INTERESTS A~O LV•S LEASEHOLD 

ERHCH NA•E 

BETHLEHEM CCNN 
LEHIGH & SDSQ 
LFHIGH & srsc 
LEHIGH & susc 
LEHIGH & SOSQ 
LEHIGH & SlSC 
LEHIGH & SOSQ 

RARITAN NORTE SHORE 

EUFPAlC CHEK RB 

•AIN LINE OJ 
•AIN LINE CNJ 
MAIN II NE C5J 
•AIN LINE OJ 
•AIN LINE C6J 
PUHi lINE CNJ 
MAIN LINE CNJ 
•AIN lINE CNJ 
•AIN IINE OJ 
HST SIDE EBANCH 
NEVAH & NIW YORK BR 
NEWARK & NEW YORK ER 
NEWABK&ELIZ BR 
SOUTH ERANCH 
HIGH BBIDG E BB 
LAKE HCPATCONG BR 
PERTH A•ECY ER 
PERTH AMBCl ER 
SOUND SHORE ERANCH 
CABTARET ER 
BlFOliftATOBI BR 
SOUTHERN •tl 
SOUTHBN P./L 
SOUUERM M/L 
SOOTEHN M/l 
SOUTHBN !/L 
SOUTHEBN •It 
SEASHORE ERA NCH 
SEASHORE ERANCH 
INDUSTRIAL EBANCH 
TR&B BRANCH 
TR&B ERANCB 
DEERFIELD BRANCH 
co•eEBLANt & !AURICE 
•oN•CUTH P! HR• 
JERSEY AVE ERANCH 

HIGH BRIDGE BR 
HIGH BRIDGE BR 

WHAR 1CN&NC BT HERN 

ftT HCPE MU BB 

L&NE 
L&NE 
L&NE 

IN1!BESTS 

•/TR TO CTHERS 
* I U 10 CTHEBS 
*/TB TO CT HERS . 
• •/TB TO CTHEB> 
•/TR TO CTBERS 

!IRE TC CRC 

!IRE TC CBC/TR TO CTHEBS 

LINE TC CRC 
!HE TC CFC 
LINE TO CBC 
IINE TC CRC/TB 
III! TO CBC/TB 
LlNE tC CBC/TB 
LHE TC CBC/TR 
!HE TC CBC/TB 
LIME TO CRC/TR 
IINE TC CRC 
IINE TO CBC 
LINE 10 CBC 
IIIE TC CBC 
LINE TO CRC 
IHE 1C CRC 
IINE TC CRC 
LUE TC CRC 
IHE TC CBC 
LlNE TO CBC 
IINE TC CBC 
LINE 'IO CBC 
lHE tc CBC 
LINE TC CRC 
IINE tC CRC 
!HE TC CRC 
LlNE 1C CBC 
llNE TO CRC 
IIU TC CEC 
LINE TO CRC 
LIHE TC CBC 
IHE TC CBC 
lINE TO CRC 
IHE TC CRC 
II~E TC CRC 
LINE tC CRC 
lINE TC CBC 

LIME TO CBC 
!HE TC CBC 

LINE TO CBC 

LINE TO CBC 

lllE TC CRC 

!HE TC CBC 
!HE TC CBC 
LINE tO CBC 

TO CTHERS 
TO CT HERS 
TO C?HBRS 
TO CT HERS 
TO CT BERS 
TO O!BERS 

4• INCLUDES ANY OF CENTRAL RAILROAD OF PENNSYLVANIA'S REMAINING INTEREST IN PROPERTY AT MINOOKA JCT, 
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lNTERESTS DESIGNATED TO CONRAIL 

LIIE CODE HCft STAUCN 10 STlHCN ftE1 ERUCH Nl!! IH!i!STS 

SYSTEft: LEHIGH S HUtSCN RIVH R. F. 

TRANSFEROR: LEHIGH & HUDSCN FIVER R. F. 

0101 
0101 

!UBFGOK 
fliY/N.J S'I LINI 

NY/NJ ST LH! 
BELYIDEliE 

O.O 23.E 
23.8 72.0 

L&HR 
L&HR 

LIH! TC CBC 
Ill! lC CBC 

SYSTEft: !FIE-LACKAWANNA RAilWAY 

TRANSFEROR: ERIE-LACKAWANNA RAILWAY 

6101 
6101 
6101 
61C1 
6102 
6102 
6102 
6102 
6102 
6103 
6151 
6151 
6151 
E152 
6152 
6152 
6164 
6183 
6183 
6191 
6192 
62~2 
6301 
6301 
6301 
6301 
6~01 
6401 
6401 
6401 
6401 
6401 
6401 
6551 
6561 
6561 
6563 

6601l 
6601B 
6601B 
66C1B 

6602 
6602 
6602 
6602 
6602 
6602 
6801 
6801 
6801 
6801 
6841 
6842 

GL 
GRHT NCTCH 
ftCUN!AIN VIEW 
DC VER 
EEBHN JCT 
RIDGEWGOt JCL 
!OFFERN 
HWBURGH JCT. 
EAST GRElCCURT 
UST ft Q 
liEST UD 
PATH SC N JCT 
JV 
NJ & NY JCT 
UNUET JCT 
N HACKENSACK 
SPRING VALLEY 
ftQ TG~ER 
CAMPBELL HALL J 
~ tSSE X BR JCT 
!ORT !CRFIS 
! REW YOBK ftILLS 
H \ERL Y 
SOUTHFOB'I "'IF" 
E1"IRA FS 
HOBSEHEAI:S "HO" 
ECRNELL 
EORTAGE 
EAST LINDEN 
ATTICA AT 
BOPFALC UMICN 
EOFF ALO I~ 
NEW Cc'NN!CTION 
tUNKIRK 
FRA HLlN 
RENO 
IEE1C NI A 
SlEBlI NG 
!AFICN 
KENTON 
C!CATOR 
UREA NA 
BCWLOSVILLE 
Gl!N ECBO 
ftlITLAND 
FlIBBCRN 
TATES !OINT 
WES'.! END 
NEWAFK 
SO!ftIT 
DENVILLE 
~OPl!HT 

FCSEVILL! AVE 

GFEAT NCTCH 
!10UNTAlti VIEW 
D!NVILL! 
ECRT HCFFIS 
RIDGEWCCD JCT 
SUFFERN 
HWBURGE JC1. 
EAST GR FlCOOET 
FCRT JfFHS 

" c PATERSO ~ JC1. ,. 
RIDGEWCct JCT. 
N HACKEt.SACtl 
SERING YALUY 
NAllOE'I JCT 
WOOL BI NE 
CAHFBH l EHL J 
ftCNTGOft!RY 
HTCCNG 
SUSSEX EN JC'I 
DUCA 
SOUTHPC FT "'!!" 
:EL!'!IRA !S 
HORSEHEAI:S "HO" 
HCRNELI 
PCRTAGE 
!AST LINtEN 
ATTICA IT 
BUPFALC ONICN 
BOPPALO IC 
NEW CCNHCTICN 
BOFFALC FW 
DO NK I EK 
RENO 

OIL ClTl 
LISBON 
PARICN 
l'IARICN i !RD 
KENTON 
CECATUR 
BOWLUS¥ ltLE 
GLEB ECHC 
ftAITLlNt 
FAIRBORN 
TATES HINT 
DA YTCN 
f.iEWJ.RK-
C RANGE 
CA NV ILL! 
DC VEE 
ftILLING1CN 
MONTCLAIR 

2.9 
16. 8 
21.0 
38.5 
3.3 

20.2 
30. 5 
44.9 
52.5 
63. 3 

1.9 
13. 6 
14. 9 
7. 6 
9 .o 

16. 0 
30.7 

5. 0 
5. 8 

n.4 
q5. 7 

283.6 
255.2 
271.9 
273.0 
276. 8 
331.8 
361.5 
382.9 
392.5 
418.0 
420.8 
421.6 
458. 4 

27. 4 
28.5 
21.8 

223.6 
0.0 

21. 3 
95.8 

3 52 .1 
360.1 
360. B 
366.2 
37E. 1 
386 .1 

1. 9 
9.0 

20.0 
34.0 
20.0 
9. 0 

16.e 
21.4 
34. ry 
4 5. 7 
19.4 
30.5 
44.9 
52.5 
86. 7 
65.5 
13. 6 
14.9 
20.2 
16.0 
11. 5 
28.2 
31. 5 
5.e 

10.5 
48.2 
4 7. 4 

286.9 
271. 9 
273.0 
276.8 
331. 1 
361. 5 
382.9 
392. ~ 
418.0 
420.8 
421.f 
422.4 
459.5 
28.~ 

33.e 
34.0 

305.1 
2.5 

25.2 
96.9 

360.1 
360.e 
366.2 
376.1 
386.1 
388.5 

9.0 
11. c 
36.4 
38.5 
30.C 
13.4 

BOOUCN LINE (NOTE 1} 
BOONWN LIME (NOTE 1} 
BCCNtCN LINE 
MAIN LINE ~ORftER DL&~ 
BERGEN COUN1Y (NOT! 2} 
MAIN LINE (FCRMER !RI• 
ftAIN LINE (FORftER ERIE} 
ftlIN LINE (FCRftEB ERIE} 
ftAIN LINE (FORMER ERIE} 
GRAHAft LIME 
ftlIN LINE (NCTE 3} 
HAIN LI NE (NCTE 3} 
MAIN LINE (FOR!Ei ERIE} 
NJ&RY BRlNCE 
PIERftONT ERANCH 
NJ&HI ERAICB 
NJ&NY BRUCE 
ftONTGOMERJ ERANCH 
ftONTGCftEF! FRANCH 
SUSSEX BRANCH 
WA SH ING TON LIKE 
UTICA BBUCB 
HAIN LINE 
"118 LINE 
ftAIN LINE 
ftAIN LIME 
BUFPALC DIV 
BUFFALC DIV 
BUFFALO DIV 
BUFPALC DIV 
BUFFALO DIV 
BUFFALO DIV 
BUFPUO DIV 
DUNKIRK BRUCH 
PBIHLIH EBlNCH 
PRANHIN E&UCB 
LISCN BFlNCE 
HAlH LINE 
ftAIH LINE 
ftAIH LINE 
ftAIN LINE 
DAYTCM BRANCH 
DAYTCN BRA NCH 
DUTCH BBlHCH 
DAYTCN BBINCH 
DAYTCN BRlHCH 
Dl!TCN BBlHCH 
HORRISTOWI LINE 
HOBRISTOWN IINE 
ftOiRISTOWN LIU 
!ORB ISTOW N LINE 
GLADSTONE EiANCH 
ftONTCLlIR HlNCH 

LINE 70 CBC/TB 
IIIE TC CBC/TR 
LIN'! TO CRC/TR 
II IB TC CBC/TF 
II NE TC CRC/TR 
LIN! TO CRC/U 
Lii! TC CRC/TR 
LHE TC CRC/TB 
LINE 70 CRC/Ti 
H TO CBC 
LINE TO CRC/Ti 
LINE TO CRC/TR 
IIB! TO CBC/TR 
LINE TO CBC/Ti 
II B! TC C RC/Ti 
II IE TO CBC/Ti 
IIN! TC CRC/TR 
'8 TO CBC 
Ti TO CBC 
LIHE TO CBC/TB 
Lii! TC CBC/TR 
1R TO CBC 
Ti TC CBC 
H TO CBC 
1R TO CRC 
H TC CBC 
1R TO CRC 
78 TO CRC 
1& TC CBC 
1R TO CBC 
1B TO CBC 
H TO CBC 
1B TO CBC 
lIIB TC CBC 
'IF TO CRC 
U TO CBC 
LIME TO CBC 
II NE TC CBC 
LUE TO CBC 
l IRE 1C CBC 
III! TC CBC 
LINE TC CRC 
II N! TC CBC 
IH! TC CRC 
LINE TO CBC/TR 
III! TC CRC/TR 
LIMB 70 CBC 
LIU TC CBC/TB 
Ill! TC CBC/Ti 
LlHE TO CRC/TR 
LINE TO CRC/Tfi 
III! TC CRC/Tfi 
LIH TO CRC/TB 

TRANSFEROR: IWCBESTER & GhESSH VALLEY RAILROAD 

.ORTiftEB ROCHESTf R 379.0 384.E ArTTCA BR (RCTE 61 IIIE TC CBC 

Notes to Rail Lines Tables 

Notes for Erie Lackawanna Branch Names 

1. Formerly designated as Greenwood Lake Branch of former Erie RR; still carried by this 
name in EL track charts and valuation records. 

2. Bergen Junction to Rutherford Junction was formerly the Erie Railroad Main Line and 
still carries this name in EL track charts and valuation records. 

3. Formerly designated as Boonton Linc of former DL&W; still carried by this name in EL 
track charts and valuation records. 

4. Formerly designated as Newark Branch of former Erie RR; still carried by this name in 
EL track charts and valuation records. 

5. West End to Bergen Junction designated in operating timetable as Bergen County Line. 

6. Avon to Rochester carried in EL track charts and valuation records as the Rochester and 
Genesee Valley Railroad. 

7. Hoboken to West End was originally a portion of what historically was designated as the 
former DL&W Boonton Line; track charts and valuation records still carry this designa
tion. 
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SECTION B 
Designations of Offers to 
Profitable Railroads and 
Alternative Designations 
to ConRail 

The rail properties of railroads in reorganization or 
of railroads leased, operated or controlled by railroads 
in reorganization are designated for offer to profitable 
railroads pursuant to section 206 ( c) ( 1) ( B) on the 
terms and in accordance with the general designations 
set forth below, subject to the exceptions and additions 
specified below : 

Terms 
Offers to profitable railroads must specify the terms of the 

offers made ; if such offers are not accepted, the properties 
offered may, in the alternative, be designated for transfer to 
ConRail. 

Oflurs to Pro'fitable Railmwds-The designations of rail prop
erties offered to profitable railroads are listed under separate 
projects. Each of these projects, with two exceptions, is offered 
separately and may be accepted or not accepted by the offeree 
separately. The two exceptions are the offer to Chessie of Proj
ects USRA-1, CS-5, CS-12 and CS-19, as discussed in Note 7, 
Chapter 8, and the offer to GTW of Projects GTW-6 and GTW-7. 
In these two instances the projects are offered as packages. 

This section also contains the offering prices for each project 
or, where applicable, groups of projects. In most cases the offer
ing prices are based on net liquidation value and are shown 
with the rail line designations. Where the offering price ex
ceeds net liquidation value, it is set forth in Table 1. 

No offering prices are shown where the interest being trans
ferred to the profitable railroad is a trackage right. As explained 

in Chapter 5, in those cases the entire compensation to the trans
feror is paid !Jy the transferee of the fee interest. The entity 
acquiring the trackage rights interest will reimburse its share 
of the acquisition cost through the inclusion of such cost as a 
capital charge with the standard terms and conditions appli
cable to trackage rights designations. 

Allocation of Offering Prices-The offering prices for proper
ties of railroads in reorganization being offered for conveyance 
to profitable railroads involved the use of net liquidation value 
or going concern worth when operated by the acquiring rail
road. In some offerings involving a combination of properties, 
a mix of the two techniques was necessarily employed. Since 
some of the offered properties are owned by more than one 
transferor, it was necessary to develop principles for allocating 
the offering prices among the transferring entities in a manner 
which rendered the offer acceptable in whole, but which pro
vided constitutional minimum consideration to each estate. This 
allocation was based first on the amount of the offer and second 
on the valuation of the properties involved. When the offer was 
equivalent to the net liquidation value of the properties, the 
compf,nsation was allocated to each transferor on that basis. 
'Vhere the offering price exceed the net liquidation value of the 
properties and two or more owners were involved, the amount 
by which the offering price exceeded the net liquidation value 
of the properties was allocated to the entities contributing to the 
going concern worth either on the basis of their respective going 
concern \vorths or on the basis of route miles. 

The offering price to Chessie for the package of properties 
owned by the Reading, Erie Lackawanna and Penn Central was 
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allocated by first assigning to each transferor entity compensa
tion equivalent to the net liquidation value of the properties 
transferred by that entity. Second, the excess of the offering 
price over the combined net liquidation values of the properties 
being transferred was allocated among the transferor entities 
based on the relative contributions of their properties to the 
going concern worth of the package as a whole. This resulted 
in the Reading being allocated a going concern worth premium 
over net liquidation value of $9.041 million and the Penn Cen
tral a premium of $.911 million. 

The excess of the $6 million offering price to the Southern 
Railway over the net liquidation value of the properties being 
transferred was allocated by route miles to the entities which 
contributed going concern worth, with the result that the excess 
was allocated 59.1 percent to Delaware Railroad, 34.5 percent 
to the Philadelphia, Baltimore & Washington Railroad and 
6.4 percent to the Baltimore & Eastern Railroad. The offering 
price equaled the net liquidation value for the Penndel proper
ties leaving no excess. The same route mile allocation technique 
was used in allocating the P&LE offering prices among Penndel 
and PB&W. 

There are six offers to solvent railroads where the offering 
price for properties exceeds net liquidation value. These offers 
are shown in the table below with the net liquidation value 
of each transferor's properties, the allocation of any excess of 
the offering price over net liquidation value to the owners, 
and the total compensation to be received by the owners if the 
offer is accepted. 

TABLE 1 

[Dollars In millions] 

Project Bu11er Owner 

USRA-L _____ {Ch I R d' CS-S ess e_______ ea mg ___________ _ 
CS-l2·-------- Chessle _______ Penn Central. _____ _ cs-rn::::::::: Chessle _______ Erie Lackawanna __ _ 

NW-11 _________ N&W _________ Connecting Railway 
GTW~, GTW- GTW _________ Michigan Central. .. 

7. 
Sou-4. --------- Southern ______ PB&W _____________ _ 
Sou-4. --------- Southern ______ Baltimore & Eastern 
Sou-4. _________ Southern._____ Dela war~ Railroad._ 
Sou-4. --------- Southern ______ Penndel. __________ _ 
P&LE-10. ----- P&LE ________ PB&W. ____________ _ 

P&LE-10. ----- P&LE .. ------ Penndel.-----------
IL-8 •••.....•..• C&EL ......• Penn Central. _____ _ 

Alloca-
Net tlon of 

liquida- excess Total 
tlon over offering 

value NLV price 

$14.129 $9. 041 $23.170 
2.339 .911 3. 250 

36.142 ---------- 36.142 

.O!l6 . 764 .860 

.539 .582 1.121 

.233 1.185 1.418 

.069 . 220 . 289 

.512 2.028 2. 540 

1. 753 ---------- 1. 753 
.113 .291 .404 
.027 .069 .096 
.811 1. 433 2.244 

Alternate designations-Section 206 ( c) ( 1) ( B) provides that 
in the event a profitable railroad fails to accept an offer, the 
FSP shall designate what additions shall be made to the desig
nations of transfers to ConRail under subparagraph (A) of 
section 206 ( c) ( 1). 

The Rail Lines Table provides the details as to those alterna
tive designations for transfer to ConRail of any rail line offered 
to and not accepted by a profitable railroad. To the extent that 
such alternative designations become effective, the yards, facili
ties, stations and structures associated with such rail lines are 
designated to ConRail in accordance with the principles set 
forth in Chapter 8 and the General Designations portion of Sec
tion A of this Appendix. 

To the extent that locomotives, freight and passenger cars, 
work equipment, roadway machinery and miscellaneous equip
ment are offered to and not accepted by a profitable railroad, 
such equipment is alternatively designated to ConRail where 
so indicated in Chapter 8 and where appropriate under the 
principles set forth in the General Designations portion of 
Section A of this Appendix. 

No marine terminal facilities, floating or highway revenue 
equipment is alternatively designated to ConRail. 

Materials and supplies and administrative assets offered to 
and not accepted by a profitable railroad are designated for 
transfer to ConRail on the same basis as material and supplies 
and administrative assets are designated in Section A of this 
Appendix. 

If Chessie does not accept the offer of the stock in the Akron 
and Barberton Belt Railroad, EL's stock interest in the Akron 
& Barberton Belt Railroad is designated for transfer to Con
Rail. 

If Chessie does not accept the offer of EL's or Reading's 
stock in Trailer Train Company, an option (described in Chap
ter 8) is transferred to Con Rail, exercisable at any time prior 
to 30 days after the Special Court's order of conveyance under 
Section 303 ( b) . 

General Designations 

Rail Lines and trackage ri.qhts-The Rail Lines Table at the 
end of this section provides the details as to designations of 
rail line and trackage right offers to profitable railroads by the 
railroads in reorganization ("Transferor"). Where all of the 
Transferor's right, title and interest is designated, the offered 
interest is shown as "Line-to" the profitable railroad; where 
only trackage rights are offered, the oft'ered interest is shown as 
"TR to" the profitable railroad; and there are some joint desig
nations which are made of a "Line-to" a profitable railroad and 
trackage rights to ConRail. Under trackage right designations 
only operating rights over the Transferor's lines are transferrea 
to ConRail with the balance of the right, title and interest trans
ferred to others. In the other designations in this section, the 
offer of some rail properties depends on an association with, or 
locations along offered rail lines. Such designations apply, ex
cept a8 specifically noted, only to offered rail lines, and not to 
offPred trackage rights. 

Additional details with respect to thePe designations are con
tained in Section G of this appendix, where the "coordination 
projects" designated in Section B are listed in the order in 
which they appeared in the Preliminary System Plan. In some 
of the projects, one railroad is offered "overhead rights" over 
a rail line operated principally by another railroad, and in others 
a railroad is offered "unrestricted trackage rights." "Overhead 
trackage rights" permit the railroad to operate trains over a 
particular line of railroad but not to serve shippers, sidings, or 
team tracks loeated along that line of railroad. "Unrestricted 
trackage rights" include the right to serve shippers, sidings, and 
team tracks located along the line of railroad as well as the 
right to operate through trains over the line. 

In addition to rail lines and trackage rights, the following 
other rail properties are oft'ered to the profitable railroads 
offered rail lines : 

Yards-A railroad which is offered a rail line or local freight 
service trackage rights i~ also offered any portion of a freight 
yard which is associated with the offered rail line interest and 
which also is needed for its freight operations. 

Facilities-A railroad which is offered a yard, a rail line, or local 
freight service trackage rights, is also offered any freight
related structures which are associated with such yard, line, 
or rights, and which also are needed for its freight operations. 

Stations and Structures-All freight-related structures asso
ciated with any offered portion of a yard are offered with that 
portion of the yard. 

All other freight-related structures associated with offered 
rail lines are offered with such lines if they are needed for 
present freight operations by the railroad which is offered the 
rail lines or the local freight service trackage rights over such 
lines. 
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A railroad offered other rail property is offered a lease of 
not to exceed 2 years (with appropriate access and occu
pancy rights) with respect to any portion of a structure trans
ferred to or left with others, in which such other offered rail 
property is located. 

Materials, Supplies and Administrative Assets-Interests in ma
terials, supplies and administrative assets, including offices, 
warehouses, supplies, records, contract rights and other intan
gible and fiscal assets are offered and are allocated as de
scribed in Chapter 8. 

Exceptions and Additions 
To the extent indicated, the designations of offers to 

the profitable railroads whose names appear in the part 
of the section which follows, vary from the general 
designations. 

Offered to Providence & Worcester RR 

Transferor-Norwich and Worcester Railroad Company 
The designation to Providence & Worcester of rail properties of the Norwich & 
Worcester of rail properties of the Norwich & Worcester Railroad Company 
will not be effective if within 60 days of the effective date of the FSP the 
Norwich & Worcester has presented to USRA a sound plan to operate the rail 
lines designated on and after conveyance date, which would maintain the 
same service coverage as the designations would provide. 

Offered to Delaware and Hudson Railroad 

Transferor-Penn Central Transportation Company 
There is designated for offer to the Delaware and Hudson Railroad trans
feror's interest in the stock of Wilkes-Barre Connecting Railroad. 

Offered to Chessie 

Transferor-Penn Central Transportation Company 
There is designated for transfer to the Chessie Transferor's interest in the 
stock of the Nicholas, Fayette and Greenbrier Railroad. 

Transfer or-Erie Lackawanna Railway 

• ~ail Properties 

• yards 
• There is designated for offer to Chessie Transferor's interest in only that 

portion of the Hoboken, N.J. freightyard described in Chapter 8. 
• Transferor's interest in the Ontario Yard at Harding, Ohio and the Mans-

field Yard at Mansfield, Ohio are not offered to the Chessie. 
Marine Terminal Facilities-There is designated for offer to Chessie Trans
feror's interest in the marine and terminal facilities at Hoboken, New Jersey 
except for the float bridges and other facilities related to !ighterage services or 
the floating of rail cars. 

• equipment 
The following equipment is designated for offer to Chessie. 
Passenger service locomotives-Transferor's Interest In the following passenger 
service locomotive: 

Type 

Locomotive _____________ _ 

No. 
of 

Unit• 

Identifi
cation 
No. 

Finance 
Method 

Agree
ment 
No. 

1401 Unencumbered __________ _ 

Passenger cars-Transferor's interest in the following passenger cars: 
No. Financ-

Tupe of Equipment Finance ing 
Unit• RD No. MethOd Agree-

ment No. 

Coach ___________________ _ 1301 Unencumbered __________ _ 
Coach ___________________ _ 1304 
Coach ___________________ _ 1305 
Coach ______ -- _________ --- 1306 

Locomotive•-Transferor's interest in the following nonpassenger service 
locomotives: 

No. of Identifica- Agree-
Tupe unit• tion number Finance method ment 

Road Freight ______ _ 

Road Switcher ____ _ 

Road Freight A &B. 

13 
15 
19 
14 
10 

10 
3 

24 
12 
9 

3 
13 
6 
5 
3 

15 
13 
10 
22 

2 

15 
12 
8 
7 
5 

19 
10 

3669-3681 
3654--3668 
3635-3653 
3621-3634 
3611-3620 

CSA ___________ _ 
Lease __________ _ 

CSA------------
CSA ___________ _ 

number 

38 
66 
18 
38 
24 

3601-3610 CSA____________ 24 
801-803 Lease___________ 66 

2563-2586 CSA------------ 38 
2551-2562 CSA------------ 38 
3307-3315 Lease___________ 18 

3304-3306 CSA____________ 38 

3316-3328 CSA------------ 38 
1260-1265 Unencumbered-----------
1405-1409 
1400-1404 

1270-1284 
1234-1246 
1224-1233 
1202-1223 
1200-1201 

2513-2527 CSA------------ 38 
2501-2512 CSA------------ 38 

456-463 Unencumbered __________ _ 

7091-7134 
6321-6362 

Freight cara-Transferor's interest in the following freight cars: 

Box _______________ _ 

Box _______________ _ 

Box _______________ _ 
Box _______________ _ 

Box _______________ _ 

Box ________________ 

-----------------Box ________________ 

-----------------
-----------------

Box ________________ 

-----------------
-----------------Box ________________ 

Box_ _______________ 

Box ________________ 
Box ________________ 
Box ________________ 

-----------------
-----------------

-----------------
-----------------
-----------------
-----------------
-----------------

No. of Identification 
Unit• Number 

Finance 
MethOd 

Agreement 
Number 

66 57ooo-57065 Unencumbered __________ _ 
98 ~ Unencumbered __________ _ 
48 6895o-69999 Unencumbered __________ _ 

196 63400-63599 Lease___________ 77 
21 85595-85849 Lease___________ 81 

1 86717 Lea$ __________ _ 81 
26 
26 

47 56747-56810 CSA------··-----
87 56612-56746 CSA------------

56747-56810 
48 100000-190059 CSA------------ 26 

272 73162-73724 Unencumbered __ ---------
894 70250-71845 Unencumbered __ ----- -- --
25 677oo-67724 Unencumbered __ ---------

2 6772H7726 Unencumbered ___________ 

62 67727--67789 CSA------------ 24 

3 6779o-67792 Unencumbered ___________ 

47 67825--67871 CSA------------ 26 

108 66789-66899 CSA------------ 30/24 

95 66900-00996 CSA------------ 31 

45 68080-68124 CSA------------ 26 

78 6800Hl8079 Lease ___________ 77 

11 6787H7885 
Lease ___________ 77 

1 66401--66403 Unencumbered_ 

26 66450-66680 Unencumbered_ 

11 66636-66691 Unencumbered_ 

72 667oo-6677 4 Unencumbered_ 

620 6700Q-67999 Unencumbered_ 

55 84522-84909 Unencumbered_ 

28 85000-85029 Unencumbered_ 

268 88000-88299 Unencumbered_ 
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Freight cara-Transferor's Interest In the following freight cars:-Con. 

Type 

Box _______________ _ 

Box. ______________ _ 

Box _______________ _ 
Box _______________ _ 
Box. ______________ _ 

Box. ______________ _ 

Other ______________ _ 

Other __ --------- ___ _ 
Other •• --------- ___ _ 

Box. ______________ _ 
Box _______________ _ 

Gondola ___________ _ 

Gondola ___________ _ 
Gondola ___________ _ 
Gondola •• _________ _ 

Gondola ___________ _ 

Gondola ___________ _ 
Gondola ___________ _ 

Gondola ___________ _ 

Gondola ___________ _ 
Gondola ___________ _ 

Gondola ___________ _ 

Gondola ___________ _ 

Gondola ___________ _ 

Gondola .. _________ _ 

Flat _______________ _ 

Flat ________ ------

Flat _______________ _ 

Covered hopper ___ _ 

Covered hopper ___ _ 

Flat _____________ _ 

No. of Identification Finance 
Method 

Agreement 
Number Units Number 

13 92270-92282 Lease __________ _ 82 
27 
82 
82 
26 

49 691oo-69149 CSA ___________ _ 
98 92000-92099 Lease __________ _ 

139 9210<HJ2242 Lease. _________ _ 
18 92250-92267 CSA ___________ _ 

11 92300-92316 Lease __________ _ 82 
97 ~99 Unencumbered. 

148 688oo-68949 Unencumbered. 
75 69275--69349 Lease. _________ _ 
50 6920CHl9249 Lease __________ _ 79 

30 691~9179 Lease __________ _ 79 
20 60000-00019 Lease_---------- (I) 

26 
21 
24 

20 5000-5019 CSA ___________ _ 
18 5020-5039 CSA ___________ _ 
78 68375-68454 CSA ___________ _ 

99 690oo-69099 CSA ___________ _ 24 
26 23 69~9272 CSA ___________ _ 

53 683oo-68353 Unencumbered. 
19 68354-1l8374 Unencumbered. 
92 14500-14599 CSA ___________ _ 24 

50 14700-14749 CSA ___________ _ 30 
24 
24 
26 

37 

50 15650-15699 CSA ___________ _ 
199 9800-9999 CSA ___________ _ 

1 44000 CSA ___________ _ 
399 44200-44599 CSA ___________ _ 

100 
100 
100 
199 
100 

100 
150 
100 

3 
4 

49 

49 

231 
129 
176 
77 
4 

95 
100 
50 
25 
50 

50 
75 
50 
50 
78 

42 
50 
49 
19 

96 
124 

90 
16 
67 

17900-17999 
43500-43599 
436oo-43699 
4320Q-43399 

434oo-43499 

4370Q-43799 

43800-43949 
44loo-44199 
124oo-12499 
13000-13049 

14750-14799 
16980 
17601 

1560Q-15649 

17600 

11800-12299 
124oo-12999 
11000-11599 
13116-13876 
15750-15753 

CSA____________ 33 
CSA____________ 26 
CSA____________ 26 
CSA____________ 34/35 
CSA____________ I 25 

CSA____________ 26 
CSA____________ 26 
CSA____________ 37 
CSA____________ 29 
CSA____________ 29 

CSA_____________ 30 
CSA____________ 26 
CSA____________ 30 

Unencumbered.---------
Unencumbered.----------

Unencumbered_----------
Unencumbered __________ _ 

Unencumbered._---------
Unencumbered __________ _ 
Unencumbered. _________ _ 

15900-15999 CSA____________ 21 
17700-17799 CSA____________ 24 
432oo-43549 CSA____________ 21 
17575---17599 CSA____________ 21 
17625---17674 CSA____________ 21 

9000--9049 CSA____________ 32 
9100-9174 CSA____________ 34 
9050-9099 Lease. _ _ _ _ _ _ _ _ _ _ 77 

820Q-8249 CSA____________ 33 
8100-8199 Unencumbered __________ _ 

730Q-7424 Unencumbered __________ _ 
21350-21399 CSA____________ 21 
213oo-21349 CSA____________ 29 
45580-45601 Lea.~e _ _ _ _ _ _ _ _ _ _ _ 83 

45602 Unencumbered __________ _ 

21800-21899 Unencumbered. 
lSS00-18699 Unencumbered. 
215oo-21599 

21000-21049 Unencumbered_ 
10000-19299 Unencumbered. 

Type 

Flat. ____________ _ 

Covered hopper ___ _ 

Covered hopper ___ _ 

Covered hopper ___ _ 

Covered hopper. __ _ 

Covered hopper ___ _ 

Covered hopper ___ _ 

Covered hopper ___ _ 
Hopper __________ _ 

Hopper __________ _ 

t North American. 

_No. of Identification 
Units Number 

Finance 
Method 

98 lS000-18099 Unencumbered_ 
50 45800-45849 Lease __________ _ 
25 200oo-20024 CSA ___________ _ 
25 20050-20074 CSA ___________ _ 
55 214oo-21454 CSA ___________ _ 

50 20100-20149 CSA ___________ _ 
129 20150-20279 CSA ___________ _ 

25 20025---20049 Unencumbered. 
6 20294-20299 Lease __________ _ 

21455 Unencumbered_ 

20 46239-46258 Lease __________ _ 
2 45246-45217 Lease __________ _ 

3 600HHi0012 Lease.----------
2 60014-60015 Lease. _________ _ 
2 60721-60722 Lease __________ _ 

12 30573-31613 Lease __________ _ 

2 33035-33041 Lease.----------
15 42460-42474 Lease __________ _ 
7 43087-43096 Lease __________ _ 
3 80107-80122 Lease __________ _ 

30243 Lease __________ _ 
7 40417-40623 Lease __________ _ 
6 42494-42499 Lease __________ _ 

348 3200Q-32499 Unencumbered_ 
244 325oo-32749 CSA ___________ _ 

244 32750-32999 CSA ___________ _ 

747 3325Q-33999 Unencumbered. 
242 33000-33249 Lease __________ _ 

' General American Trans. Co. (Lessor). 
a North American Car Corp. (Lessor). 
•Shippers Car Line (ACF Industries (Lessor)). 
'Car No. 43434 Is under Agreement No. 33. 

Work equipment-Transferor's Interest In: 

Agreement 
Number 

84 
24 
26 
24 

21 
26/21 

(') 
(') 
(3) 
(') 
(1) 

(') 
(3) 
(2) 
(2) 
(3) 

(') 
(') 
(') 

80 

24 

24/26 

77 

• all work equipment associated exclusively with rail lines offered to Chessle, 
, that portion of the remaining work equipment which bears the same 

relation to the total of transferor's work equipment as the total of line of 
road track miles offered to Chessle bears to the total such miles designated 
to all designees. 

Roadway machinery-Transferor's Interest in: 

, all roadway machinery associated exclusively with rail lines offered to 
Chessle, 

, that portion of the remaining roadway machinery which bears the same 
relation to the total of Transferor's roadway machinery as the total line of 
road track miles offered to the Chessie bears to the total such miles desig
nated to all designees from Transferor. 

Miscellaneous equipment-Transferor's Interest in: 

• all miscellaneous equipment associated exclusively with rail lines offered 
to Chessie, 

, that portion of the remaining miscellaneous equipment which bears the 
same relation to the total of Transferor's miscellaneous equipment as the 
total line of road track miles offered to Chessie bears to the total such miles 
designated to all designees from Transferor, except such vehicles as are 
required for the continued administration of transferor's estate. 

Highway revenue equipment-All Transferor's interest in the following high
way revenue equipment: 

Type 

Trailers __________ _ 

No.of 
Units 

31 
10 

2 
35 
49 

Identification 
No. Finance Method 

200066--200195 Leased. ________ _ 

200201-200304 -------------
20200Q-202227 
2004oo-200449 
~50-200498 

Agree
ment 
No. 

61 
61 
61 
63 
62 • Oreyl 

1 Oulfte 
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Highwa11 revenue equipmentAJI Transferor's Interest In the following high
way revenue equlpment:-Contlnued 

Type 

Trailer•.----- ____ _ 

1 Greyhound. 
I Gulllex. 

"_:; __________ _ 

" 

.. 

" 

" 

No.of 
Units 

Identification 
No. Finance Method 

Agree
ment 
No. 

233 200500--200774 Leased. ________ _ 69 
72 
69 
73 
63 

49 203001-203050 -------------
107 203751-203860 ----------·--
23 203918-204914 
45 204524-204599 

49 204600-204673 
46 205001-205050 
49 205100-205149 

147 205150-205299 
26 401()()()-4()1038 

32 
48 
14 
5 

55 

3 
185 
137 
135 

10 
8 

501000-501078 
508201-508250 
700200-700221 
705425-705454 
200001-200065 

2009()()-200999 
201001-201200 
201201-201350 
201351-201500 
202294 

297245 
201734 
300000-300011 
350151-350160 
700998 

63 

1 
66 

74 
60 
61 
63 

Unencumbered.----------

" 

700450 - ---------------------
188 
45 
44 
18 

201501-201700 Leased__________ 70 

201701-201750 - ----------- 60 
201751-201800 - ----------- 71 
201801-201950 - ----------- 71 

33 201951-202100 
'1!77 202101-202400 
288 202401-202700 
149 202701-202850 
148 202851-203000 

697 203051-203750 
200306 

14 203050-208839 
1 205922-205944 
6 203919-203952 

52 207270-207369 
52 20792Q-208019 
6 220502-220520 

60 280380-280489 
63 280700-28077 4 

62 291S00-291899 
9 295985-295999 

12 296150-29617 4 
23 297350-297399 
51 297900-297999 

17 298425-298474 
26 29855o-298599 
1 303375 

77 303554-304553 
17 354505-354535 

3 454135-454601 
19 572848-572872 
18 572923-572947 

(') 
(1) 

(') 

60 
61 
47 

47 

"- ------------------ 63 
''- ------------------ 63 
"- ------------------ 73 

" - - ----------------- 72 
" - ------------------ 72 
''- ------------------ 73 
''- ------------------ 63 
"- ------------------ 63 

"------------------- 63 
,,_ ------------------ 63 
"------------------- 63 
''------------------- 63 
"------------------- 63 

"------------------- 63 
"------------------- 63 
"------------------- 63 
,, - ------------------ 73 
44

- ------------------ 73 

"------------------- 73 
- - ----------------- 1 

,, - - ----------------- 1 

• administrative assets 
Transferor's interest in the following buildings: 

Midland Building, Cleveland, Ohio 
Republic Building, Cleveland, Ohio 
Columbia Building, Cleveland, Ohio 
333 South Broadway, Akron, Ohio 
1221 Clinton Street, Buffalo, New York 
500 Railroad Avenue, Elmira., New York 
Erie-Lackawanna Station, Jamestown, New York 
Erie-Lackawanna Station, Scranton, Pa. 
Erie-Lackawanna Station, Syracuse, New York 

• All such office space necessary for present operations in the EL Terminal 
Building in Hoboken, N.J. subject to the payment of appropriate rent to 
Con Rail to which the building is designated for transfer. 

• other 
Transferor's stock interest In the stock of the following corporations: 

Akron & Barberton Belt Railroad 
Trailer Train Company 

Transferor-Reading Company 

• road pro pertie., 

• equipment 
The following equipment is designated for offer to Chessle: 

Locomotives-Transferor's interest in the following locomotives: 

Type 

Road Freight ___ _ 

Switcher _________ _ 

Freight cars-

No. of Identification Agree
Finance method ment No. units No. 

20 3401-3420 Unencumbered._ ...... --.. 
5 3671-3675 Lease___________ 41 
1 3656 Unencumbered __________ _ 

30 3626-3655 ----------------------
6 3620-3625 ----------------------

20 

5 
10 
25 

10 
11 
5 
5 
4 

6 
14 
6 
3 

3600-3619 CSA ___________ _ 
7600-7604 Lease __________ _ 

63()()-6304 ------------
2771-2780 
2601-2625 

2761-2770 
2750-2760 

1 
44 
45 

41 

43 
42 

2715-2719 Unencumbered .. ________ _ 
1511-1515 Unencumbered __________ _ 
1507-1510 CSA____________ 1 

1501-1506 CSA ___________ _ 
2701-2714 CSA ___________ _ 
1516-1521 Unencumbered __________ _ 

22-24 Unencumbered.-----------

• Transferor's Interest In approximately 300 gondolas under construction, and 
Transferor's interest in the following freight cars: 

Type 

Box. ____________ _ 

No. of 
Units 

73 
49 
60 
50 

112 

40 
4 

58 
7 

34 

368 
89 
97 
1 

Identification Agreement 
Number Finance Method Number 

115800-115874 CSA____________ 2 
1159()()-115949 CSA ___________ _ 
118100-118159 Lease___________ 25 
118200-118249 Unencumbered _____ .. -- --
114000-114175 Lease___________ 24 

111250-111289 
1940o-19459 

107000-107999 
110000-110059 
lOS000-108499 

109000-109399 
llS000-118099 
1040()()-104699 

105091 

25 
Unencumbered._---------

7 115200-115239 

69 106000-106790 
33 107000-107499 
11 111000-111081 
98 111100-111199 
49 111200-111249 



Type 

Box ______________ _ 

Gondola _________ _ .. _____ ,. ________ _ 

Flat _____________ _ 

Box ••••• ________ _ 

Box _____________ _ 

Box _____________ _ .. 

Gondola _________ _ 

Gondola _________ _ 

Covered Hof.per__ 

Hopper __________ _ 

No. of Identification Finance 
Method 

Agreement 
Number Units Number 

10 
ro 
50 

297 
199 

7 
4 

17 
25 
50 

57 
24 
49 
49 
37 

89 
146 
22 
32 
49 

30 
35 
76 
31 
15 

86 
64 
49 
10 

449 

150 
99 

147 
100 
100 

100 
75 

297 
316 
37 

94 
146 
171 
198 
500 

151 
25 
75 
2 
1 

79 
147 
98 
15 
3 

19800-19899 
18400-18599 
19000-19049 
18600-18899 
20000-20199 

Lease_---------- 33 
30 
39 
35 
39 

19900-19906 
19907-19910 
19950-19999 
99125-99149 

Unencumbered •• -·-·-----

CSA ___________ _ 
99150-99199 Lease __________ _ 

1 
30 

930Q-9366 
19301-19325 
19350-19399 
19700-19749 
19750-19789 

Unencumbered. _________ _ 

19800-19899 
18400-18599 
19276-19300 
19950-19999 
18200-18249 

CSA____________ 32 
Lease___________ 29 
Lease___________ 32 
Lease___________ 32 

Lease___________ 33 
Lease___________ 30 
Unencumbered. _________ _ 
Unencumbered. _________ _ 

Unencumbered •.• --------

10530o-105529 Unencumbered.----------
115400-115459 Unencumbered __________ _ 

18000-18109 Unencumbered .. ---------
18110-18149 Unencumbered ___ --------
19200-19275 Unencumbered .. ---------

17200-17299 Lease __________ _ 27 
17000-17064 CSA ___________ _ 
17100-17149 CSA ___________ _ 1 

32 
27 

1716o-17169 Lease __________ _ 
38100-38549 Lease __________ _ 

30400-30549 Lease. _________ _ 26 
26 
30 
34 
38 

3800Q-38099 Lease. _________ _ 
31700-31849 Lease __________ _ 
38600-38699 Lease. _________ _ 
38700-38799 Lease __________ _ 

37200-37299 
36750-36824 
33000-33499 
3350o-33999 
37000-37039 

3710Q-37199 
3400Q-34499 
3650Q-36734 
31000-31999 
31200-31699 

35000-35399 
15000-15024 
15025-15099 
7925Q-79299 
7930Q-79499 

CSA____________ 4 
Lease___________ (') 
Unencumbered __________ _ 

Unencumbered._--------
Unencumbered. __ --------

Unencumbered. __ ---- ___ _ 
Unencumbered .. --------
Unencumbered .• _--------
Unencumbered. _________ _ 
Unencumbered ___ --------

Unencumbered .• ________ _ 

Lease.---------- 31 
- - --------- -- 31 

Unencumbered.----------

79550-79649 
79650-79799 
79800-79899 
79170-79185 
79900-79902 Lease___________ 25 
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No. of Identification 
Type Units Number 

Finance 
Method 

Agreement 
Number 

Hopper __________ _ 

Caboose _________ _ 

200 
396 
293 
485 
427 

41450-41649 - - ----------
40001-40400 CSA ___________ _ 
63200-63495 CSA ___________ _ 
63500-63999 CSA ___________ _ 

64000-64999 CSA·--·--------

9410Q-94109 Lease. _________ _ 

30 
1 
3 
3 
3 

30 
35 

10 
10 
41 
40 
20 

94110-94119 
92880-92929 
94001-94049 
94050-9407 4 

Unencumbered. __ --------

1 Buncher 7.1.74. 

Work equipment-Transferor's Interest in 
• all work equipment associated exclusively with rail lines offered to 

Chessle 

• that portion of the remaining work equipment which bears the same rela
tion to the total of Transferor's work equipment as the total of line of road 
track miles offered to the Chessie bears to the total miles designated to all 
deslgnees from Transferor. 

Roadway machinery-Transferor's interest in 

• all roadway machinery associated exclusively with rail lines offered to 
Chessle 

• that portion of the remaining roadway machinery which bears the same 
relation to the total of Transferor's roadway machinery as the total of line 
of road track miles offered to Chessie bears to the total such miles designated 
to all deslgnees from Transferor. 

Miscellaneous equipment-Transferor's interest in 

• all miscellaneous equipment associated exclusively with rail lines offered 
to Chessle 

• that portion of the remaining miscellaneous equipment which bears the 
same relation to the total of Transferor's miscellaneous equipment as the 
total of line of road track miles offered to Chessie bears to the total such 
miles designated to all designees from Transferor except such vehicles as 
are required for the continued administration of the Transferor's estate. 

Highway Revenue Equipment-Transferor's interest in the following highway 
revenue equipment: 

Type 

Trailer._---------

No. 
Units 

82 
187 
94 

196 

Identification Agreement 
number Finance method No. 

200044-200129 Unemcumbered __________ _ 
206001-206200 Leased__________ 46 

207001-207100 ------------ 47 
207101-207300 ------------ 47 
400015 Unencumbered __________ ._ 

• administrative assets 
The following are designated for offer to Chessle: 

• Transferor's Interest in the following buildings: 
929 Penn Street, Reading, Pa. 
220 Beech Street, Wilmington, Delaware 

• Such office space necessary for present operations In the Reading Terminal 
Building in Reading, Pa. subject to the payment of appropriate rent to 
ConRall to which the building Is designated for transfer. 

• other 
Stock-Transferor's stock Interest in the following corporations: 

Trailer Train Company 
Baltimore & Cumberland Valley Ext. R.R. 
Washington & Franklin R.R. 

19 
76 

100 
150 
100 

79903-79922 
79923-79999 
78900-78999 
78750-78899 
78650-78749 

5 Offered to Southern Railway 

2 
3 

200 
124 
75 

79195-79196 
79197-79199 
41250-41449 
41650-41849 
41650-41849 

2 
25 
33 
34 
30 

31 
Unencumbered._--------_ 
Lease___________ 28 

- ----------- 37 
- ----------- 36 

Transferor-Penn Central Transportation Company 
The following properties are designated for offer to the Southern Railway: 

• road properties 
Yards-Transferor's Interest in the Edgemoor Yard In Wilmington, Del. 
except for the Wilmington Heavy Repair Shop. 
Marine and Terminal Facilities-Transferor's Interest In the following marine 
and terminal facilities: 

Cape Charles, Va. 
Little Creek, Va. 

Tr 

• 

Ofl 

• 



• equipment 
Floating equipment-All Transferor's interest in the following floating equip
ment: 

No.of 
unit• Type Name Finance method 

1 .. ------- 1949 car bay float .. "Richardson"----- Unencumbered. 
2 _________ Tugboats _________ "Philadelphia" __ _ 
L--------- Tugboat_ _________ Chicago __________ _ 

Transferor-Penndel Co. 
The following properties are designated for offer to the Southern Railway: 

• road properties 
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Marine and Terminal Facilities-Transferor's Interest In the following marine 
and terminal facilities: 

• other 

Cape Charles, Va. 
Little Creek, Va. 

• Stock-Transferor's stock interest in the Norfolk & Portsmouth Belt 
Line. 

Offered to Southern Railway 

Transferor-Reading Co. 
The following properties are designated for offer to the Southern Railway: 

• road properties 
Marine and Terminal Facilities-Transferor's interest in the following marine 
and terminal facilities: 

Pigeon Point, Delaware 
Carney's Point, New Jersey 
Thompson Point, New Jersey 

• Floating equipment 

Floating equipment-Transferor's Interest in the following floating equipment: 

T11pe 
Identification 

Number 
Flname 
method 

1954 tugboat. ..... "Brandywine"---------- Unencumbered. 
1947 car floats _____ 17, 22 ..• -----------------
1951 car floats _____ 24, 25--------------------
1946 car float ______ 26-----------------------

Transferor-Wilmington & Northern Railroad 

The following properties are designated for offer to the Southern Railway: 

• road properties 

Marine and Terminal Facilities-Transferor's interest in the following marine 
and terminal facll!ties: 

Pigeon Point, Delaware 

Camey's Point, New Jersey 

Thompson Point, New Jersey 

Transferor-Philadelphia, Baltimore & Washington 
Railroad Co. 

• road properties 

Yards-There is designated for offer to Chessie Transferor's interest in the 
Edgemoor Yard In Wilmington, Del. except for the Wilmington Heavy 
Repair Shop. 



Section B Rail Line Tables 

INTERESTS DESIGNATED TD THE BESSEMER g LAKE ERIE 

LINE CODE FROM STATION TO STATION MPl MP2 BRANCH NAME 

PlllJECT: PA 3 OFFERING PRICE $"0' 639 

ESTATE• PENN CENTRAL TRANSPORTATION to. 

TRANSfERORI ERIE & PITTSBURGH Ro Ro tO. 

LEXINGTON THORNTON tP103 123.5 129.3 JNIESTOllN set 

INTERESTS DESIGNATED TO THE BOSTON & MAINE 

LINE CODE FROM STATION TO STATION 

PlllJECT: IH 13 OFFERING PR.ICE $9,052 

SYSTEM• PENN CENTRAL TRANSPORTATION tO. 

TRANSfEROR: PENN CENTRAL TRANSPORTATION CO. 

"130 CHELMSFORD LOllELL B&M 

PROJECT: BM 11 OFFER ING PRICE $313,537 

SYSTEMI PENN CENTRAL TRANSPORTATION CO. 

TRANSfEROR: PENN CENTRAL TRANSPORTATION CO. 

"733 
4733 

ROTTERDAM JCT 
S AMSTERDAM 

S AMSTERDAM 
SO FT PLAIN 

MPl MP2 

159.5 165.0 
165.0 19 ... 5 

BRANCH NAME 

LOWELL SECl,.1A31 

NEST SHORE 
WEST SHORE 

INTEREST 

LINE TO BLE 

INTEREST 

LINE TD SM 

LINE TO BM 
LINE TO BM 
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INTERESTS DESIGNATED TD THE BURLINGTON NORTHERN 

LINE CODE F.RDM ST A TIDN TD STATION 

l'llOJECT: .. 434 OFFERING PRICE $23,256 

SYSTEN& PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: PENN CENTRAL TRANSPORTATION CO. 

3123 
3123 
3123 

HOWE 
SEATONVILLE 
lX 

SYSTEM: CHICAGO t NOPTHW•STERN 

TRANSFEROR: fHICAGO t NORTHWl'STF.RN 

3123 SEATONVILLE JCT 

l'llllJECT: IL 14 OFFERING PRICE 

SEATONVILLE 
SEATONVILLE JCT 
PC JUNCTION 

LX 

$53,248 

SYSTEM& PENN CENTRAL TRANSPORTATION CO. 

NPI MP2 

188.3 191.5 
191.5 192.2 
193.8 194.3 

192.2 193.8 

TRANSFEROR: CLEVELAND, CINCINNATI, CHICAGO t ST• LOUIS RAILWAY 

8432 
8432 
8432 

FORMAN 
KARNAK 
OLMSTED 

KARNAK 
OLMSTED 
AMERICA 

229.8 235.2 
235.2 245.3 
245.3 248.0 

BRANCH NAME 

KANKAKEE BR 
KANKAKEE BR 
KANKAKEE BR 

VIA C&NW 

DANYL t CAIRO BR 
DANVL & CAIRO BR 
DANVL t CAIRO BR 

INTFRESTS ~FSJGNATtn TC TH~ rENTPAL VfP~C~T 

LI~~ ~00~ FROM ST~TJC~ TC STAT!CN ~P2 BPI.NCH ~AMF. 

l'llOJ ECT: CY 6 74 OFFERING PRICE $254 

TRANSFEROR: PFMN CEN TP AL TP ANSPO<TAT I CN Ca. 

42~5 WILLIMANTIC Wllll~ANTJC 23.1 23.3 PL.A!~FI2Lf"' SEC 

INTEREST 

LINE TO BN 
LINE TO BN 
LINE TO BN 

TR TO BN 
LINE TO BN 
LINE TO BN 

INTERFST 

LI~':: TO CV 
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INTfPFSTS IJFSIG~ATCQ___Tn Tt--C rHJ("Ar,O 

L rri.;~ CODE c:rc~ ST AT J('N TO STATION 

PROJECT: C!IW 434 'FFERING PRICE $1 • 759 

TRANSFEROR: P~NN CFNTR n T• ANSPOR TATION ca. 

3123 
3l23 

ltllOJECT: CllW 434 A 

LX 
LA~O JCT 

OFFERING PRICE 

LADn JCT 
LADD JCT 

SYSTF~: PENN CENTPftl TRANSPORTATION CO. 

TRANSFEROR: P~NN CFNTPAL T•AN~PORTATICN CC. 

3137 

INTERcSTS ~FSIGNATFD 

l I f\C cnnE FPOM STATION TC STATION 

PROJECT: IL 6. OFF~RING PRICE $15, 12'> 

SYSH•: PENN CENTRAL TFA,SPORTATJCN ca. 

TRANSFEROR: Cl~Vl='.LANf:t C INC'! 'NAT I• CHICAGC & ST. LQLIS 

8432 ~YTON LYCNS 
8432 LYCNS WES TV ILLF 

P11DJ ECT: ll I 

SYSHM: PENN C~NTRAL TRANSPORTATION CO. 

TRA:~SfEROR: CLtV~LANO, CINCHNATI, CHICAGC & ST. LCUIS 

8405 Pt.N.11. JCH 
84J5• Jll.&iN LfNOX 

TO 

MF l MP2 

193. e 193.9 
193.9 194.2 

n·r ".'HICAGO 

••1 ~·2 

RAIU16"t' 

o.e 5.3 
5.3 7. 2 

RHUUY 

167 .2 205.7 
205. 7 23 i. 7 

Nf"lPTHWFSTEP~ 

PR ANCH NAME 

VIA C&NW 
K6NK6.KCE BFI 

C~UFCHILL BRANCH 

&. r:tSTf.AN ILLINOIS 

eRANCH NAME 

CAI •O BR 
CAIRO SR 

HII I.Ill 
HU Ull 

BN to ohtaia title jointly or obtain unrestricted trackage rights. 

INTEREST 

LINE TQ CNW 
LI NE TO CNW 

LINE TO CNW 

JNTFR•ST 

L!Nf TO C~l/TR TO 
LHf TC Cloo J /TR TO 

l! NE TO CE! /TR TO 
LINF TO CE I/TP TO 

CRC 
CRC 

CRC 
CRC 



Tr o::;T .AT IIJ'°' 

PROJECT: DH 4'40 A OFFERING PRICE $112.196 

SYSTEM: D~~~ ~FNTR~L T~~P\SFGPT~TtC~ rn. 

5~30 KA WK AWL !"l STHJO ISH 

PROJECT: DH 4'40'8 OFFERING PRICE $514, 520 

52'6 Sf LL l f',;GS 

PROJECT: IJM 4'40 C OFFERING PRICE $23 ,692 

SY$Tf:,_.: OF".4'\I Ct=r-.TRAL TFH.SPlPTl'TJGN fr). 

TRANSFEROR: MICH!GH' ffl\TP1H P. R. Cl. 

5236 

PROJECT: DH 441 OFFERING PRICE $<.45, 584 

SYSTEM: PEN~ C~NTRAL TRl"SPOPT~TIC~ (0. 

TRANSrEROR: •ICH!CtN CfNT•tL •• o, Cl. 

5236 
52J6 

r.~vtnr-.D 

MACKJNA• CITY 
">'rl(tfl.IAW CITY 
f:Nr CF TP AC'K 

PROJECT: DTI I 

~Y~TFM! p ':N,\~ C.i::NTPAL TJH1P\:SPOt T ATJ Cf\: co. 

TRANSrEROR: Clf"VfLA.MC, r T "-f I t>.t>.IJi TI , fH I c ar,c & ST. LOUIS 

0211 rrLr' S ~PI l\G 5 ~p CR.AWBP 10('= 
8211 CP ORAWe• !CfF ~AYTCN 
A 211 MI A,lr>'{ C ITV JN OPL ISL< JN 
8211 CARLI~L~ JN fVE~f"IAilf 

TRANSfERORI lI !TLE r.'l.61"1 F • F, cc. 

R213 s CHAPLrSTC' X rl\ IA 
8214 X!=;M{ 1'. D.AYTGN 
8214 D~YTOf\! ru Mlt MJ CITY JCT 
8221 R('."NfJ,..CN8 JCT Nf Pwccry 
8236 P HJ')CC'MR JCT Cl' TI !OASISI 
8236 CI 'TI rAS JS C:K(lNT & SM!TH 

TRANSfERO~: PHILA ., f.lliLHJ. r. WASH. R • p. er. 

8222 "'Tl l 
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MP 2 

5.0 28.0 

116. 5 120.4 

120,4 182.3 
182. 3 182. 7 

Pi'JUOV 

180.2 2Ct. 7 
2C~. 7 2 C1. 0 
208. ~ 223. 0 
223.0 248.7 

36.~ ~4.7 
0 •. 1 15.1 

1e. c 16.6 
11:.1 115. a 
113.1 119. 7 
11q.7 121. 5 

MAt:.KHJA~ 8P 

r-'~(KJNAW AR 

M~CKli'-'A"' ~P 
lol/ir:KtNAW YD 

MAlf\I LIN~· 

V!f• DAYT('lt-.4 UN 
MA IN ll"I~ 

~4 !N l l""F. 

MAI~ LIN~ 
MA!f... L I~~ f 
VI~ DAYTCN UNION 
C & X OP 
UNDF-RCL I~~ RR 
UNf'fP C LI Fl= ~R 

J"'iTi;;Q~sr 

Llflk TO OM 

LI P\E Tf OM 

LINF TG OM 

LINF. T(l OM 
LtNE TO OM 

I ~TEQ".:ST · 

TR TC rTI 
TR T~ CTI 
TR TC CTI 
Tq_ TF) l)Tl 

TR TC r:TI 
TO TO nn 
p TO OT! 
TR TG OT! 
n Tn OT! 
To. TQ DTI 

TR TO [)Tl 
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!NTERfSTS DESIGNATED TO T~F nETRC!T, TCLfCO, & IRONTON 

L!~F CODE FROM STATICN 

TRANSFEROR: DAYTON UNION RA! LoAY 

B211 
8 211 
8214 
8214 

OAYTCN 
Ml AM I C ITV JN 
DAYTON 
WAYNE AVE" JCT 

SYSTEM: ERIE-LACKAWHNA ••ILoH 

6612 
6602 

PROJECT: DTI 392 A 

MAITLANr 
FAIRBORN 

OFFERING PRICE 

TC SUT!ON 

MUM! CITY JN 
MIAMI CITY JN 
WAYNE AVE JCT 
O.AVTC~ OU 

FA JQBQJ;N 
HHS POI NT 

SYSTFM: PENN CENTRAL TRANSPORTATION ca. 

TRANSFEROR: PENN CFNHn TRANSPORTHIU CC. 

3635 
3635 

PROJECT: DTI 393 

3635 

~ORIAN N&o 
AOR I AN CT& I 

OFFERING PRICE 

ACRIA~ DT&l 
WHJG ROAD 

Pt.l"'IYP~ 

TRANSfEROR: Pf.NM CFNTPtl TF.Af\ISPORT~TICN CC. 

3035 
3635 

PAL~YR.A 

LfNl\wrr JCT 
LENAftFE JCT 
ACF JAN Nt.\./ 

PROJECT: DTI 3951395 A OFFER ING PR ICE $56, 947 

SYSTFM: PENN rroNTR•L Tl'•~SPCRT•TICN co. 

TRANSfEROR: PENN CfNTPIL T~ANSPORTATICN CO. 

364J CLINTON 

INTERESTS DESIGNATED 

LINE CODE FROM STATION TO STATION 

PROJECT: GTW 6 

SYSTEM: PENN CENTRAL TRANSPORTATION CO. 

TRA~SFEROR: MICHIGAN CENTRAL R. R. co. 

5234 DENMARK JCT SAGINAW "MX• 
5234 SAGINAW "MX• SAGINAW 
5235 SAGINAW MERSHON 
5235 MERSHON B4Y CITY 
5235 BAY CITY BAY CITY 
5236 BAYCITY ES BAY CITY ws 
5236 BAY CITY WS WENONA 
5236 WENONA KAWKAWLIN 
5237 FORD DIVPDST SAGINAW 

TD 

MP l MP 2 

201.0 208.6 
2ce.6 208.9 

15.1 15.4 
15.4 16.0 

2ff.2 376.1 
376.1 386. l 

?28.3 32s.2 
~29.2 333.6 

315.5 322.4 

372.4 324.5 
324. 5 ~2~. 3 

o.o 13.6 

THE GRAND TRUNK 

MPl MP2 

4.9 20.2 
20.2 20.7 

101.5 102.2 
102.2 113.3 
113.3 114.6 

o.o 0.7 
o.7 2.7 
2.7 5.0 

98.l 101.5 

BPANCH 'IAME 

VIA DAYTD'I UN 
MAIN LINE 
MA IN LINE 
VIA DAYTON UN ION 

OHTON ePANCH 
DAYTON BRANCH 

VULCAN OLD ROAD 
VULCAN OLD ROAD 

VLLCAN OLD ROAD 

VULCAN OLD ROAD 
VULCAN OLr ROAO 

fl I NTON RI' 

WESTERN 

BRANCH NAME 

MACKINAW BR 
MACKINAW BR 
MACKINAW BR 
HACKINAW BR 
MACKINAW BR 
HACKINAW BR 
MACKINAW BR 
MACKINAW BR 
SAGINAW BR 

l'ITEREST 

TR TC DTI 
TR TO OT! 
TR TO OT! 
TR TO OTI 

rR TO DTI 
TR TO on 

LI NE TO OT! 
LIN~ TO OT! 

LINE TO OT! 

LI NE TO OT I 
LINE rn OT! 

LI NE TfJ OT I 

INTEREST 

LINE TO GTW 
LINE TO GTW 
LINE TD GTW 
LINE TO GTW 
LINE TO GTW 
LINE TO GTW 
LINE TO GTW 
LINE TO GTW 
LINE TO GTW 



298 

INTERESTS DESIGNATED TO THE GRAl!D TRUNK WESTERN 

LINE CODE FROM STATION TO STATION 

BAY CITY 
END 
BAY CITY 

5241 
5242 
5243 
5244 
5256 
5337 
5337 

WATER ST JCT 
JCT/MIDLAND BR 
WATER ST Jc:T 
BAY CITY ES 
BAY CITY 

ESSEXVILLE 
BAY CITY 
PA INES SWAN CREEK 

PAINES FORDNEY DIVPOST 

PROJECT. GTW 1 

~YSTEl!l PENN CElfTRAL TRANSPORTATION CO. 

TRANSFEROR: MICHIGAN CENTRAL R. R. CO. 

5240 
5240 

BC & BC JN 
AUBURN 

AUBURN 
MIDLAND 

PROJECT: GTll 445 A OFFERING PRICE $2.925 

SYSTEl!r PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: MICHIGAN CENTRAL R. R. CO. 

5233 LAPEER JCT LAPEER 

PROJECT: GTll 445 B OFFERING PRICE $9,947 

SYSTEl!l PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: MICHIGAN CENTRAL R• R. CO. 

5233 
5233 

OXFORD GTW 
LAPEER 

OXFORD 
LAPEER JCT 

PROJECT: GTW 451/4521453 OFFERING PRICE $ 5, 946 

SYSTEM: PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: MICHIGAN CENTRAL R. R. CO. 

5340 CHARLOTTE CHARLOTTE 

PROJECT: GTW 455 A OFFERING PRICE $35,174 

SYSTEM: PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: MICHIGAN CENTRAL R. R. CO. 

5337 OWOSSO OWOSSO 

PROJECT: GTW 472 OFFERING PRICE $213, 747 

SYSTEM• PENN C~NTRAL TRANSPORTATION CO. 

TRANSFEROR: PENNDEL CO. 

5358 
5358 
5358 

PROJECT: GTW 472 A 

WALKER 
MUSKEGON 
MUSKEGON 

OFFERING PRICE 

MUSKEGON 
MUSKEGON 
MUSKEGON 

$9,387 

SYSTEM: PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROK: PENNDEL CD. 

5359 MUSKEGON MUSKEGON HTS 

MPl MP2 

106.1 109.6 
o.o 2.B 
o.o 3.1 
o.o 2.5 
1.1 2.7 

91.8 95.5 
95.5 98.l 

o.o 9.3 
9.3 lB.2 

59.8 60.3 

43.6 45.0 
59.5 59.8 

34.5 35.2 

61.1 65.8 

10.0 
38.2 
39.2 

o.o 

38.2 
39.2 
39.6 

1.3 

BRANCH NAME 

llAY CITY E.S. BR 
BAY CITY w.S. BR 
BAY CITY BELT RR 
NO WATER ST TK 
SO WATER..PC/C&O 
SAGINAW BR 
SAGINAW BR 

llIDLAND BR 
MIDLAND BR 

MACKINAW BR 

MACKINAW BR 
MACKINAW BR 

GRAND RAPIDS BR 

SAGINAW BR 

MUSKEGON SEC 
MUSKEGON SEC 
MUSKEGON SEC. 

MUSKEGON HGHTS SEC 

INTEREST 

LINE TO GTW 
LINE TO GTW 
LINE TO GTW 
LINE TO GTW 
LINE TO GTW 
LINE TO GTW 
LINE TO GTW 

LINE TO GTW 
LINE TO GTW 

LINE TO GTW 

LINE TO GTW 
LINE TO GTW 

LINE TO GTW 

LINE TO GTW 

LINE TO GTW 
LINE TO GTW 
LINE TO GTW 

LINE TO GTW 
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INTERESTS DES I GNATE D TO THE GRAND TRUNK WESTERN 

LINE CODE FROM STATION TO STATION "Pl "P2 BRANCH NAllE 

PROJECT: GTW 688 OFFERING PRICE $ 5, 356 

SYSTEM: PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR; MICHIGAN CENTRAL R. R. co. 

5233 OXFORD OXFORD GTW 42.2 43.6 MACKINAW BR 

PROJECT: GTll 1300 OFFERING PRICE $46,652 

SYSTEM: ANN ARBOR R .• R. 

TRANSFEROR: ANN ARBOR R. R. 

6902 DURAND OWOSSO 96.0 106.0 ANN ARBOR RR 6905 DURAND DURAND 95.8 96.0 ANN ARBOR RR 

PROJECT: GTll 1301 OFFERING PRICE $102 ,452 

SYSHM: ANN ARBOR R. R. 

TRANSFEROR: ANN ARBOR R. R. 

6902 OWOSSO OWOSSO JCT 106.D 108.0 ANN ARBOR RR 6906 OWOSSO JCT OWOSSO 108.0 109.3 ANN ARBOR RR 6906 OWOSSO ASHLEY 109.3 128.3 ANN ARBOR RR 

PROJECT: II I 5 

SYSTEll: PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: MICHIGAN CENTRAL R. R. co. 

5235 SAGINAW MERSHON 101.5 102.2 llACKINAW BR 
5235 MERSHON BAY CITY 102.2 113.3 llACKINAW BR 

INTERESTS DESIGNATED TO THE ILLINOIS CENTRAL GULF 

LINE CODE FROM STATION TO STATION llPl MP2 BRANCH NAllE 

PROJECT: ICG 605 8 OFFERING PRICE $54,320 

SYSTEll: PENN CENTRAL TRANSPORTATION CD. 

TRANSFEROR; CLEVELAND, CINCINNATI, CHICAGO & ST. LOUIS RAILWAY 

8432 HUTSONVILLE ROBINSON 11.0 82.0 DANVL & CAIRO BR 

PROJECT: IL 10 OFFERING PRICE $2771122 

SYSTEll• PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: CLEVELAND, CINCINNATI, CHICAGO & ST. LOUIS RAILWAY 

8405 
8405 
B440 

LENOX 
GRANITE C ITV WR 
EAST ALTON 

GRANITE CITY WR 
BRIDGE JCT 
LENOX 

237.7 243.3 
243.3 248.1 
241.3 249.9 

"AIN LINE 
llAIN LINE 
OLD LINE 

INTE'lEST 

LINE TO GTW 

LINE TO GTW 
LINE 10 GTW 

LINE TO GTW 
LINE TO GTW 
LINE TO GTW 

TR TO GTW 
TR TO GTW 

INTEREST 

LINE TO ICG 

LINE TO ICG/TR TO CRC 
LINE TO ICG/TR TO CRC 
LINE TO ICG/TR TO CRC 
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INTERESTS DESIGNATED TO THE ILLINOIS TERMINAL RAILROAD 

LINE CODE <ctOM STATION TO STATION 

PROJECT: ITRR I OFFERING PRICE $13,034 

SYSTEM: PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: PENNDEL CO. 

8436 SOUTH MOR TON FARMOALE JCT. 

PROJECT: IT 611 B OFFERING PRICE $15.i12 

SYSTEM: PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: PENNDEL CO. 

8435 
8435 

ATLANTA 
ALLENTOWN 

ALLENTOWN 
ALLENTOWN 

INTERESTS DESIGNATED 

LINE CODE FROM STATION TO STATION 

PROJECT: IN 11 

SYSTEM• PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: PHIL A., BAL TO. & WASH. R. R. CO. 

8306A WOODS DAVIS 
8306A DAVIS llRIDGEPORT 

11406 llRIDGEPORT GREENCASTLE 
8406 GREENCASTLE GREENCASTLE 
8406 GREENCASTLE LlMEDALE 

PROJECT: IN 12 

SYSTEM: PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: CLEVELAND, CINCINNATI, CHICAGO ' ST• LOUIS 

8335 OAKLAND STRAIGHT L JCT 

PROJECT: IN 13 OFFERING PRICF $60,no 

SYSTEM• PENN CENTRAL TRANSPORTATION co. 

TRANSFEROR: CLEVELAND, CINCINNATI, CHICAGO & ST. LOUIS 

8335 SPRING HILL RILEY 
8335 RILEY CORY 
8335 CORY CLAY CITY 
8446 GREENWOOD SPRING HILL 

TO 

MPl MPZ 

162.7 167.8 

132.7 158.0 
158.0 158.3 

THE LOUISVILLE 

MPl MP2 

1.6 6.9 
6.9 8.9 
8.9 36.5 

36.5 38.0 
38.0 40.3 

RAILWAY 

106.2 130.9 

RAILWAY 

5.5 10.3 
10.3 12.4 
12.4 26.5 
5.0 5.5 

BRANCH NAME 

ALLENTOWN SEC 

PEORIA SEC 
PEORIA SEC 

& NASHVILLE 

BRANCH NAME 

I&F BRANCH 
GREENCASTLE 
GREENCASTLE 
GREENCASTLE 
GREENCASTLE 

BR 
BR 
BR 
BR 

PETERS BURG SEC 

LEASED TO l&N 
CLAY C ITV SEC 
CLAY CITY sec 
TERRE HAUTE BR 

INTEREST 

LINE TO ITR 

LINE TO ITR 
LINE TO ITR 

INTEREST 

TR TO LN 
TR TO LN 
TR TO LN 
TR TO LN 
TR TO LN 

TR TC LN 

TR TO LN 
TR TO LN 
LINE TO LN 
TR TO LN 
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INTERESTS DESIGNATED TO THE MILWAUKEE ROAD 

LINE CODE FROM STATION TO STATION MP1 MP2 BRANCH NAME 

PllOJ ECT: MILll 422 OFFERING PRICE $ 3, 550 

SYSTEM& PENN CENTRAL TRANSPORTATION CO. 

T~•~SFEROR: PENN CENTRAL TR•NSPORTATION CO. 

3140 DEPUE JCT CRIP RR o.o 1.2 DEPUE BR 

INTERESTS DESIGNATED TO THE NORFOLK & WESTERN 

LINE CODE FROM STATION TO STATION 

PROJECT: NII 3871388 OFFERING PRICE $ 3, 058 

SYSTEM: PENN CENTRAL TR•NSPORTATlON CO. 

TRANSFEROR: 'ENN CENTRAL TRANSPORTATION CO. 

3633 
3633 
3633 

PROJECT: NW 429 

BELLEVUE 
BELLEVUE 
BELLEVUE 

OFFERING PRICE 

BELLEVUE 
BELLEVUE 
BELLEVUE 

$10.167 

SYSTEM: PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: PHILA., BALTO. ' WASH. Ro Ro co. 

8234 PORTLAND PORTLAND 

PROJECT: NW 496/496A OFFERING PRICE 

SYSTEM: PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: CONNECTING RAJ LWAY CO. 

8136 CIRCLEVILLE CIRCLEVILLE 

PROJECT: NII 49714981498.A OFFER I NG PR ICE $1,104 

SYSTEM• PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: CONNECTING RAILWAY co. 

8136 CIRCLEVILLE CIRCLEVILLE 

PROJECT: NW 523 OFFER I NG PR ICE $91,490 

SYSTEM: PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: PHILA., BAL TO. & WASH. R. R. CO. 

8222 FIRST STREET ELWOOD 
8222 ELWOOD ELWOOD 
8222 ELWOOD ELWOOD 
8222 ELWOOD ELWOOD 

MPl MP2 

249.8 249.9 
249.9 250.7 
250.7 250.8 

80.l 81.1 

81.1 81.4 

127.0 137.3 
137.3 137.6 
137.6 138.4 
138.4 139.0 

BRANCH NAME 

NORWALK BR 
NORWALK BR 
NORWALK BR 

RIDGEVILLE SEC 

MORROW SEC 

MORROW SEC 

RICHMOND BR 
RICHMOND BR 
RICHMOND BR 
RICHMOND BR 

INTEREST 

LINE TO MILW 

INTEREST 

LINE TO NW 
LINE TO NW 
LINE TO NW 

LINE TO NW 

LINE TO 1111 

LINE TO NW 

LINE TO NW 
LINE TO NW 
LINE TO NW 
LINE TO NW 
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INTERESTS DESIGNATED TO THE NORFOLK 

LINE CODE FROM STATION TO STATION MPl MP2 

NIOJEC;T:NW 531/531 A/532 OFFERING PRICE $19,061 

SYSTEM• PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: CLEVELAND, CINCINNATI, CHICAGO & ST. LOUIS RAILWAY 

CECIL N PAULDING 78.8 81.5 

PROJECT: NW 533/SWSJ.4A/535 OFFERING PRICE 

SYSTEM• PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: CLEVELAND, CINCINNATI, CHICAGO & ST. LOUIS RAILWAY 

8248 
1248 

l'llDIKT: .. 573 

CELINA 
COLOW~TER 

OFFERING PRICE 

CELINA 
COLDWATER 

$41,650 

SYSTEM: PENN CENTRAL TRANSPORTATION CO. 

125.8 127.3 
·12.4 132.7 

TRANSFEROR: CLEVELAND, CINCINNATI, CHICAGO & ST. LOUIS RAILWAY 

8345 
8345 
8345 

PROJECT: NW 643A 

CONNERS YI LLE 
CONNERSVILLE COHEN 
CONNERSVILLE PHILCO 

OFFERING PRICE 

CONNERSVILLE COHEN 
CONNERSVILLE PHILCO 
BEESON N&W 

$17, 530 

SYST~•: PENN CENTRAL TRANSPORTATION CO. 

67.3 
68.0 
72.0 

68.0 
72.0 
74.l 

TRANSFEROR: CLEVELAND, CINCINNATI, CHICAGO & ST LOUIS RAILWAY 

8131 
8131 

CLYDE 
CLYDE 

CLYDE 
CLYDE 

TRANSFEROR: PENN CENTRAL TRANSPORTATION CO. 

3633 
3633 

PROJECT: NW 1260 

CLYDE 
FREMONT 

OFFERING PRICE 

SYSTEM: ~PIF-LtCKAWANNA RAIL~AY 

TRANSfEROR: ERIC-LfCKAWANNA RAILhav 

6601B LIMA 

PROJECT: NW 1262 OFFERING PRICE 

SYSTEM: ERIE-LACKAWANNA RAILWAY 

TRANSFEROk: ERIE-LACKAWANNA RAILWAY 

66018 
6601B 
66018 

PROJECT: OH 11 • 

PROJECT: OH 12 

HUNTINGTON 
HUNTINGTON 
ROCHESTER 

OFFERING PRICE 

OFFERING PRICE 

CLYDE 
FREMONT 

$7,998 

LIMA 

HUNTINGTON 
HUNTINGTON 
ROCHESTER 

12,.010 

SYSTEM• PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: LITTLE MIAMI R. R. CO. 

8221 
8221 

CLARE N&W 
RENOCOMB JCT 

RENDCOMB JCT 
NORWOOD 

•SEE DESCRIPTION Of COORDINATlON PROJECT OH•ll, 

16.1 16.9 
16.9 17 .3 

257.7 258.5 
265.5 268.0 

125.8 126.6 
126.6 127.4 
167.6 170.6 

u1.o 113.1 
113.1 'us.a 

WESTERN 

BRANCH NAME 

NORTHERN BR 

NORTHERN BR 
NORTHERN BR 

WHITEWATER RNG TK 
WHITEWATER RNG TK 
WHITEWATER RNG TK 

SANDUSKY SEC 
SANDUSKY SEC 

NORWALK BR 
NORWALK BR 

MAIN LINE 

MAIN L !NE 
MAIN LINE 
MAIN LINE 

C&X BR 
C&X BR 

INTEREST 

LINE TO NW 

LINE TO NW 
LINE TO NW 

LINE TO NW 
LINE TO NW 
LINE TO NW 

LINE TO NW 
LINE TO NW 

LINE TO NW 
LINE TO NW 

LINE TO NW 

LINE TO NW 
LINE TO NW 
LINE TO NW 

TR TO NW 
TR TO NW 
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INTERESTS DESIGNATED TO THE NORFOLK & WESTERN 

LINE CODE FROM STATION TO STATION 

TRANSFEROR: PHILA., BALTO. & WASH. R.R. CO • ., 

8206 GLEN RICHMOND, IND 
8206 RICHMOND, IND NE WHAN 
8222 NORWOOD HILL 
8222 MILL HAMILTON 
8222 HAMIL TON OLD RIVER JCT 
8222 NEW RIVER JCT EATON 
8222 EATON OH/IN ST LINE 
8222 OH/IN ST LINE GLEN 
8222 GLEN GLEN 
8222 NEWMAN RICHMOND 
8222 RICHMOND NEW CASTLE 
8222 NEW CASTLE NE• CASTLE 

SYST f • 1 CHESS I e 

TRANSFfROR: CHESS!E 

8222 OLD RIVER JCT NEW RIVER JCT 

PROJECT: OH ll 

SYSTEM• PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: LITTLE MIAMI R. R. CO. 

8221 
8236 
8236 

PROJECT: DH 14 

CLARE N&W 
RENDCOMB JCT 
CINTl OASIS 

OFFERING PRICE 

RENoCOMB JCT 
CINTI lOASISI 
FRONT & SM ITH 

$5,322 

SYSTEM• PENN CENTRAL TRANSPORTATION CO, 

TRANSFEROR: PENN CENTRAL TRANSPORTATION CO. 

3633 BELLEVUE BELLEVUE 

PROJECT: NW 1 • 

SYSTF~: PE~~ CF~TPAL T?tNSPnCTAT!ON CO. 

TRANSf"EROk: Pi:'.'Nro.J CFNTF< tl TRANSPORTAT ICN CO. 

l 331 Ll=f"'IOVNc: ~F\!I KFNS HGTC~ 
l331 N!=W K 1~1GsTrN C.or. LI Sti= 
1331 Cf'.~LISLf ps:~ri. FD Ar 
1331 P'.:"JN O('f.if PA/Mr) LI P..''E 
1331 Pf./~0 ST l IMF H.CGEO STQWN 

MP2 

117.4 119.6 
119.6 119.8 

10.0 16.4 
l6o4 30.7 
30.7 31.5 
33.1 57.4 
57.4 68.5 
68.5 7Z.1 
7Zol 72.4 
74.9 76.6 
76.6 100.5 

100.5 104.! 

31.5 33.1 

111.0 113.l 
113.l 119.7 
119. 7 121.5 

248.3 249.8 

1.5 11.8 
11, A 18.3 
18.3 41.6 
41.e 68.2 
tE.2 74. a 

INTERESTS DESIGNATED TO THE PITTSBURGH 

LINE CODE FROM STATION TO STATION MPl MP2 

PllOJ ECT: PLE 4· 

SYSTEM: PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR I MAHONING COAL R. R. co. 

2440 CP 2- YOUNGSTOWN 23 .a 58.3 

TRANSFEROR: PENN CENTRAL TRANSPORTATION COo 

2440 ASHTABULA CP 2- o.o 2J .a 
244A ASHTABULA ASH HARBOR o.o 2-3 

' NW ALSO GETS TRACKAGE RIGHTS BETWEEN ROCKVILLE A Nu LEMOYNE. 

BRANCH NAME 

MAIN LINE 
MAIN LINE 
RICHMOND BR 
RICHMOND BR 
RICHMOND BR 
RIC ... OND BR 
RICHMOND BR 
RICHMOND BR 
RICHMOND BR 
RICHl'KIND Ill 
RICHMOND IR 
RICHMOND BR 

VIA 8&0 

C&X BR 
UNDERCLIFF BR 
UNOERCLIFF BR 

NORWALK BR 

cu..-PFRL \Nf VLY 
cu~~n LAND VLY 
\lJMPi:i;l&.Nl"I VL V 
("LJ~~t="L~Nf' VLY 
CU~P.~PLl\Nf'l VLV 

& LAKE ERIE 

BRANCH NAME 

YOUNGSTOWN BR 

YOUNGSTOWN BR 

f.\P 
AP 
RR 
8R 
BR 

ASH HRBRIYOUNGSTOllNI 

INTEREST 

TR TO NW 
TR TO NW 
TR TO NW 
LINE TO NW/TR TO CRC 
LINE TO Nw/TR TD CRC 
LINE TO NW 
LINE TO NW/TR TO CRC 
LINE TO NWITll TO CRC 
LINE TO NW/TR TO CRC 
TR TO NW 
LINE TO NW 
LINE TO NWITR TO CRC 

TR TO NW 

TR TO NW 
TR TO NW 
TR TO NW 

LINE TO NW 

U Tll 1111 
TR T~ NII 
TO T~ NM 
TR TO NW 
T• TO NV 

INTEREST 

TR TO PLE 

TR TO PLE 

TR TO PLE 
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INTERESTS DESIGNATED TD THE PITTSBURGH & LAKE ERIE 

LINE CODE FROM STATION TO STATION MPl MP2 BRANCH NAME 

PROJECT: PLE 10 

SYSTEM: PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: PHILA., 8ALTO. t WASH. R. R. CO. 

223't EAST WE IR TON CHESTER •HS• 3.0 22.0 NEW CUMBtKLAND 
223't CHESTER HS SHIPPINGPORT 22.0 2B.7 NEW CUMBER LANO 

TRANSFEROR: PENNDEL CO. 

223't SHIPPINGPORT KOBUTA 28. 7 34.4 NEW CUMBERLAND 
2234 KOBUTA KOBUTA 34.4 34.8 NEW CUMBERLAND 

PROJECT: PA 10 OFFF~ING PRICE $7.205 

SYSTEM: PENN CENTRAL TRANSPORTATION co. 

TRANSFEROR: PGH., YOUNGSTOWN & ASHTABULA RY. co. 

2436 WALFORD WALFORD 3.'t 4.3 WALFORD SEC 
2436 WALFORD WALFORD 4.3 4.7 WALFORD SEC 

INTERESTS DESIGNATED TO THE PROVIDENCE & WORCESTER 

LINE CODE FROM STATION TO STATION 

PROJECT: PW I 

SYSTEM• ~ENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: PENN CENTRAL TRANSPORTATION CO. 

'tll5 
4215 

CRANSTON 
CRANSTON 

PROJECT: PW 36/36,A OFFERING PRICE 

PROVIDENCE 
CRANSTON 

$199,016 

SYSTEM: PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: PENN CENTRAL TRANSPORTATION CO. 

4165 
4165 
'tl65 

EAST PROVIDENCE 
EAST PROVIDENCE 
EAST PROVIDENCE 

EAST PROVIDENCE 
EAST PROVIDENCE 
WARREN 

PROJECT: PA ll/ll A OFFERING PRICE $12, 921 

IYSTEMI PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: PENN CENTRAL TRANSPORTATION CO. 

4167 CRANSTON HOWARD 

PROJ.ECT: PW~11 A IJFFERING PRICE U'tB,632 

SYSTEM: PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: NORWICH & WORCESTER R. R. CO. 

4227 
4227 

PUTNAM 
CT /MASS LINE 

CT/MASS LINE 
AUBURN MASS 

MPl MP2 

180.7 185.l 
179.0 180.7 

1.9 2.4 
2.4 2.8 
2.a 11.e 

o.o 3.2 

45.8 53.l 
53.l 66.0 

BRANCH NAME 

SHORE LINE-411.1> 
SHORE LINE 

BRISTOL SEC 
BRISTOL SEC 
BRISTOL SEC 

PONTIAC SEC 

NORWICH BR 
NORWICH BR 

BR 
BR 

BR 
BR 

INTEREST 

LINE TO •LE 
LINE TO PLE 

LINE TO PLE 
LINE TO PLE 

LINE TO PLE 
LINE TO PLE 

INTEREST 

TR TO PW 
TR TO PW 

LINE TO PW 
LINE TO PW 
LINE TO PW 

LINE TO PW 

LINE TO PW 
LINE TO PW 
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INTERESTS DESIGNATED TO THE PROVIDENCE & WORCESTER 

LINE CODE FROH STATION TD STATION HPl HP2 BRANCH NAHE INTEREST 

PROJECT: PW l OFFERING PRICE $35,317 

SYSTEM: P ENI'! CENTRAL TRANSPORTATION CO. 

TRANSFEROR: NORWICH & WORCESTER R. R. co. 

4227 AUBURN, HASS HOPE AVENUE 66.0 68.5 NORWICH BR LINE TO PW 4227 HOPE AVENUE WORCESTER 68.5 70.8 NORWICH BR LINE TO PW 

PROJECT: PW 40 OFFERING PRICE $31, 949 

SYSTEHI PENN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: PENN CENTRAL TRANSPORTATION co. 

4264 HILL MA/CONN LINE o.5 2.0 SOUTHBRIDGE sec LINE TO PW 426" HA/CONN LINE CONN/HA LINE 2.0 5 .4 SOUTHBRIDGE sec LINE TO PW 4264 CONN/MA LINE SOUTHBRIDGE 5.4 11.1 SOUTHBRIDGE sec LINE TO PW 

Jo1ERESTS DESIGNATED TO THE SOUTHEliN 

LINE CODE PFCM STATICN 'IC STATION ftf 1 MP2 EBANCH NAME INTEREST 

PROJECT: SO 4 

SY STE ft: UtiN CENTRAL TBANSPORTATION cc. 

TRANSFEROR: :CElAWARE 1'. R. CO. 

122A PORTER SEAFORD 14 ,4 84. 1 DELftABVA BR LINE TO sou 122B SEAFORD tHMAR 84 .1 97.3 SEAFORD SEC LUE TO sou 1228 WEST YA ED EINK 0 .o 0.8 WEST WIU U LINf TO sou 1228 ERIDH PCRTER o.o 14. 4 NEW CASTLE SEC LINE TO sou 1229 BANK HFNHUBST 2.1 4, 1 NEW CASTLE IND LINE TO sou 1229 PABNHURST N CASTLE 4.1 6. 2 NEW CASTLE IND LIN! TO sou 1229 N CASTLE N CASTLE TASKER 6. 2 6,6 NEV CASTLE IND LINE TO sou 1231 TCWNSEND Cl/H ST LINE o.o 5. 2 CENTREVILLE SEC LIN! TO sou 1231 Dl/MD ST LINE Cl'NTREVILLE 5.2 35.1 CENTREVILLE SEC LINE TO sou 1232 ftASSEY PLASSEY 0 .o o. 5 CHESTERTOWN SEC LINE TO sou 1233 ClAYTCN [I/Mt ST LINE o.o 13. 7 OXFORD SEC LINE TO sou 1233 Dl/8D ST LINE EASTON 13. 7 44. 0 OXFOBD SEC LINE TO sou 1240 SEAFORD SCU STATES COOP o.o 1. 2 CAMBRIDGE S!C LINE TO sou 1240 SCU STA'IES COOP G :EN r.ILLS 1. 2 2. 3 CHBRIDG E SEC LINE TO sou 12•0 GEN PIILIS Dl1MD ST. LI NE 2. 3 5. 7 CU!EBIDGE SEC LINE TO sou 1240 Dl/MD S! LI NE CA~BRIDGE 5.7 32. 9 CAMBRIDGE SEC LIN! TO sou 12tS 5 CIAYTON S~YRNA o.o 1. 3 SMYRNA TRACK LIU TO sou 

TRANSFEROR: PHILA., EAITO, & WASH. E • '. co. 

1235 HARRI NG'ICN C: ECRGETOWN 0. 0 23. 9 D&MV SEC TK LINE TO sou 1236 C: EOHGETC WN INDIAN RIVER o.o 12.8 SNOW HILI SEC LINE TO sou 1236 INDIAN FIVER tl1P!D ST LINE 12 .s 19. 2 SNCW HILL SEC LINE TO sou 1236 DI/MD Sl LINE S NCW HILL 19 .2 42.0 SNOW HILL SEC LINE TO soo 1237 C:EORGETCWN LE ti ES 23. 9 38.0 REHOBOTH RNG TK LINE TO sou 1238 ELLENDAlE !llTCN 0 .o 6,8 MILTON TK LINE TO sou 

TRANSFEROR: PHILA., EAITO. & WASH. R. .. co. 

1221 BELL BRIDGE o.o 3. 6 SB!LLPOT BRANCH LINE TO SOO/TR TO CRC 12~, BRIDGE RAGAN 3.6 7.0 Sti!LLPOT SEC LINE TO SOU/TB TO CRC 
1223 tAVIS PCRTER 0 .o 6.6 DUUBJl (N D&C) ER LINE TO sou 1230 FCRTER EHEOLD b .6 10.6 N&DC BIG TK LINE TO sou 

TRA"ISF'EROR: FENNDEL CC. 

122C DELMAR FFUITLAND a.a 9. 7 PCCOPIOKE SEC LINE TO sou 122C FFUITLANC: fCCO~OKE 9,7 31.5 POC080KE SEC LINE TO sou 122C POCOPIOKE P!DtVA S! LINE 31. 5 35.8 PCCOMOKE SEC LINE TO sou 122C MD/VA S'I LI NE C JPE CH ABLES 35.B 95.0 PCCOMOKE SEC LINE TO sou 1242 KINGS CEEEK KINGS CREEK 0 .a 1. 2 CRISFIELD SEC LIN! TO sou 1264 NORFOLK NCR'IH JCT 0 .o 1. 0 LITTLE CREEK TK LINE TO sou 126• C AftDEN HTS lJTTlE CHEEK 4. 2 6, 7 LITTLE CREEK TK LINE TO sou 



306 
INTE&lSTS DESIGUTED TO TH! SOOTBBBI 

LUI COD! PBCR STUION TC STlTIOI RP1 H2 HUCH URE 

TRANSFEROR I ULT1"0BE & USTlRN BlIUCIC 

1239 PB ES TON HU HOCK 10.0 16.1 UEIU BIG TK 
1239 HU BLOCK HURLOCK 16. 1 11.0 VIEIRA BIG Tl 
1239 H!BRON SALISBUBI 35.2 40.8 UBDELLl TK 
1239 SlLISBOF! SJLISBOBY 40 .e 42. 1 RARDILLA TK 
1239 SALISBURY SAlISBOBt 42.1 42.7 URD!LLl Tl 
1239 SALISBUH f!FDOE SIDIMG 42.7 45. 7 RlBDBLLl TK 
1239 BULIN BlBlIN 64.0 65.2 OCUR CU! TK 
1267 SILISBUU BllL STBl!T o.o 0.6 RILL STREIT TK 

S!ST!R: &EltIIG CCRPU! 

TRANSFEROR: IILRINGTOM & MO BT HERN Bl IIROAD 

03~2 llILUNGtol llIUINGTON o.o 2.2 VIU & 108'?6!31 
03~2 III LRI NG1C N HSR!Rl JCT BO 2.2 2. 9 IIU g NOBTH!RI 
0391 HLBINGTCN Rl&YURD AVE 0 .o o. 8 RABILllU AYE Bl 
0393 D!L RIV !IT C8USTI1Ml HE o.o 1.8 CHBISTllU H! BR 
0395 DEL RIV !IT S ULHUT ST o.o 1. 3 SO llLI Qt ST Bl 

03961 RILL CR !!K JCT IUD o.o o. 8 C!L UYEB EIT 
03968 llBD PIGECN POINT o.o l.1 D!l BIYU !IT 

PROJECT: IN 14 OFFERING PRICE $loo, 95'> 

SYSTU: EEll CENTFAL TRANSPORTATION co. 

TRANSFEROR: Cl!V!LlND, CINCINHATI, CHICAGO & ST. LOUIS RlILWl! 

8432 RT CARREL RT CARRIL !R+N 126. 3 127. 4 DANVL & CAUO BR 
8438 RT ClBR!L U&N Ill/IND LIME 127.4 129. c IIDUSTRilL TBU 
8438 ILL/IND LIU G 18 POIBB SKEI.TN 129.0 132.0 IIDUSTBIIL TUCK 
8438 GIBPOW!F SK!LTN Rf 140 132. 0 140.C EUNSVILLJ! BB 
8438 RP 140 !&~ RP 1541 140.0 15ia. 1 !VllSVII.LE BB 

IN1EFE~7S DESIGUTBD TO 18! TOLEDO, P!OBII, & V!ST!KN 

LIB! CODE P5CR STATIO 1C STATION 

PROJECT: TPW I 

SIST!R: P!MB C!NTfAI. TRlHSPORTATION CC. 

TRANSFEROR: PHILA., !ALTO. & WASH. R. R. CO, 

3107 
3107 

PROJECT: TPW630 

UN 
LOGANSPORT RACE 

OFFERING PRICE 

KU HETH 
VAN 

SISTER: F!bN C!NTFAL TRANSPCRTATICN CC. 

TRANSFEROR: PHill., BAlTO. & WASH, F, 5. CO. 

3133 KENNETH UNTLAND 
3133 ~UUANC !UR!F 

PROJECT: TPW 577 A OFFERING PRICE s1z,191 

S1ST!B: EUN CENTRAL TRANSPORTATION CO. 

TRANSFEROR: Cl!YELAND, CINCINlfkTI, CHICAGO ST, 

8312 SHPP IN/IL ST LINE 
8312 IN/IL LIME SEILDON 
8312 StiElDCN SHLCOH 

Rf1 BP2 

1.2 5. 7 
196.0 198. 3 

5. 7 57. 2 
57.2 61.3 

LC UIS BlIL111 

11. 3 216. 3 
16.3 218. 5 
18.5 219.4 

HUCH URE 

BAIR LIN! 
BAIN LIN! 

!UNBR SEC 
BPPRBR S!C 

Rlll LU! 
RJII LIN! 
BUI Lii! 

IIT!RIST 

LIM! TO 500 
Lii! TO 500 
LIIE TO soo 
Lii! TO soo 
LIM! TO soo 
LIN! TO sou 
LIIE TO sou 
LINE TO sou 

TB TO soo 
TB TO sou 
TR TO 500 
TB TO sou 
TB 10 sou 
TR TO sou 
TR 10 sou 

TR 10 SOU 
TB TO SOU 
TB TO SOU 
LIM! TO SOU 
LU! TO SOO 

IU!REST 

TR TO TPI 
TR TO TPI 

I.I NE TO TPI 
LIU TO TPI 

LIN! TO TPI 
LU! TO TPI 
LIN! TO TPI 
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lN'IEliFSTS l:ESIGNATED TO 'IHE UNION RAILROAD 

TC STATION !P1 EB:ANCH NAPIE 

PROJECT: PA 13 OFFERING PRICE $63, 227 

SYSTEM: PEN~ CENTFAL TRANSECRTATICN CC. 

TRANSFERO~; FENN CENT6Al !RAN5f0~1ATICN CO. 

22~2 SCUTH DUCOESNE 0. 0 1. 0 !CKEESPOiiT BR 

INTEFESTS tESIGHATED TO THE WESTERN flARYLAND 

IINE CCDE FRCM STATION 'IC STATION 

PROJECT: PA 9 

SYSTEM: EE~N CENTRAL TRANSPCRTATION CC. 

TRANSFEROR: PENN CENTPAL TRANSPORTATICN CO. 

1331 
1331 

FENN ROH 
PA/MD ST LUE 

PA/MD LINE 
BAG £RSTOll N 

MP1 flP2 

•1.6 68.2 
68.2 74.8 

BRANCH NA!E 

COMBFRLAND VLY BR 
CDMBERLAND VLY BB 

INTEBEST 

LINE TO UBB/TB TO CBC 

INTEREST 

TR TO U 
TR 10 118 
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JNTi P~STS OFSIGN~TEO Tn T~" ct-c:ss IJ.: 

L !NE CQ')f'. t=p()~ STATION ff STAT! ON •Fl •P2 PPflNCH f\IAMF: INTC:R".=ST 

...,JECT: USR I 

SYSTfM: PEf..1~ Ctf\TP!IL TRt~~PC1<TATICN co. 

TRANSFEROR: UN!Hr. ~. J. p. P. ,: liNAL co. 

1422 GFFCNl/ILLF "RAY" GPr•NVILLE YD 4." t. 5 GBEUYlll! AR TR TQ CHESS IE 

TRANSFEROR: pc~N CfNTFf'l TP ANSPnc:; TAT ICFli co. 

1412 Hl1~(ll( FN ro Wfl LOO 3. c 4.7 llIUR z,UE TR TO CHESS IF. 

SYSTEM: Li:HIGH VALLr-:y P. P. 

TRANSFEROR: l~HIGH VALLF'.Y P. P. 

150! r:CNST.:.FIL~ JCT GPf~NVILLi::: .. B '\Y" < < t. 5 BAIM LINE IVU TO TO CHESS II' 
•)5(); NAT I •lNt.L JrT NAT DCCK~ RO l .b 2.3 ~·J J".'T BRANCH TR TO CHESS IE 
J5J9 PF P JCT CrNST.ABLF JCT 2.c 5.2 NAT CCC ~S EF TR TO CHESS IE 

SYSTE"M: !:R t-=-LM:KAW~Nf.U lilILV.AY 

TRANSFEROR: l:'.R I£- LAC KA i..ANt-1A ~AI UUY 

bl ll GL G~FAT ~1QTCH 2.9 [f.B RC1NTr'JN LINE (NQTf- 11 TR TO CHESS! F 
bl ll (,FF,".T Mf'~(H '4CUNTA.IN VIE o lt.E 21.4 ~CC~T0N LI N° !NOT< 11 TR TO CHESS IE 
b 101 MC UN TA[~ \I I ~w onv 1 LLE 21.c 34.0 fCCNTON LIN• TR T( C~ESSII' 
61;)1 DC! VF'- PCRT •ORRIS 3B.5 45'. 7 Ml!TN LI~"~ (FORM FR Ol&WI To TO CHESS IE 
6101 P0DT '"IOQR J~. NJ/PA ST L JN'; 45.7 73. 2 •Al~ LINE ( FORMf-:P CL&Wl L lNf TO CHESS IF. 
6101 NJ IF.I\ ST l I f\'f SLAT;FORD JCT 1~.2 74.3 Mf' 1"1 LJ"'r:: (FOPME'R rL&kl LINE TO CHFSSIE 
blJ2 s::i::: Gt.N JrT RJ('lf'JEWOOn JCT 3. 3 1q.4 Bf pr::f:N ,:CJUNTY (NOTE 21 TP TCI CHESS IE 
6102 P!DGfWOOr JCT• SUFFERN 20. 2 30. 5 M/l!N LI ''.JC: ( FORMfR F.Rl EI TR TO CHESS IF 
6102 l)Ul=F>:!H.; NElo~URGH Jrr. 30.5 44.9 M"- !N L I~~ t ( i:nRMEP ER II= J TR Tr; CHESS Ii:: 
b!J2 r-..l~WAl.JF Gt- J(T. f/l~T GREYC'JURT 44. s 52. 5 ~ .t. ! " LINE (FORMER f R !f I TR TO Cf-FSSl.0 
bl 02 r-.a ST GPFYCC'UPT PC JCT JFRV IS 52.5 Bb.1 M,'·.J"J L!NF ( FORMfP ER IF I TR TO CHESS IE 
6102 0 0R T JfRV!S flJ\' /P4 LI NE 86. 7 90.8 ~At f\ LI NE ( F8RMER FR If I L l"I': TO C"ESSIF 
61 :J2 ~JV /PA LIN~ ~ILL RI l=T CJI) .. A 91 .. 2 "'.lilt\ LI "'F (l=QRMEQ EP IE I L 11\1!='. Vi CHES SI E 
bl03 Nl=W8UP Gt- JCT I= /IST M 0 45.C 63. 3 GDAHAM LINE L Jt.ic: TCI CHfSS! F 
b 103 rAsT • c • c O.l ~ i;: .. 5 Gf.Al-<AM L!Nf' LIN'.- TO CH. /TR TO CRC 
blJ3 M Cl HC\oifll5 JCT 65. i;: U.5 'JRAH~"1 LINE L !Nf TO CHESS! Ee 
bl5l wc:sT fNIJ P,1HCR~O"' JCT. 1.s 13.~ MJlt ~ LI ~f ( NOTf 31 TR TQ CHFSSIE 
6151 Pl T!:R ~ON JCT Xo 13 ·6 14.q MA IN LINE (NOT~ 31 TR TO CHESS IE 
6151 xw P!nGEwnoo JI'.: T • 14. s 20.2 ~AJN LJNr ( FOR•FR ERIFI TR TO C~IESS Ii:: 
b 152 NJ & N~ Jl'.T ' HACKE~SACK 7 .6 lb .o NJ £fl!Y BR 6NCH TP TO CHESS IE 
bl52 "1/l f\IUr=T JrT SPRING V6LLC::Y q.o 11. 5 Pit;:>MflNT 9R ANCH TR TO CHF.SS!• 
bl52 ' H,1(Kf"S~CK N~~UFT JrT lb .c 2B. 2 ~ 1 J f.NY BRANCH TP TC <:HESSI~ 
6L6J Ji:os.:;y cr1v Bf 0Gf~ JCT l HLI ,1.0 3.3 MA I llJ LINE {FQOMEP ER l EI NOH SL I~~ TO CHE SS!F 
6lb0 CP'lXTCN WEFHAWKF:N o.o s. 2 i.,~·-Ht.WKCN BRANCH l I Ne: TO CHESS IE 
6lbl CPOXT('N SPAPKJLL 2.2 23 .q MOPTHfR:-.t BRA~CH LI ~F Tn CHf S5I f 
blb2 SP6P.K !LL PI f o 1-'CNT DOCK 0.5 1.9 P!l-QMQNT BUNCH LINr TO C>•~5SIF 
bl63 SP.~PKI LL CRANGEAURG 1.s 4.4 PlrPMflNT BKANCH LI t-IE TC CHESSIE 
61b4 SPP, INC, V.O. L LFY wccrBINE 30. 7 31.5 NJ&NY BR 4NCH TR TO CHESS I~ 
blb5 SPRING VtLL EY T 6LLMANS 11. ~ 16.5 PJt"~i.!ONT Fi RANCH l JNc: TO CHFS5!E 
blb5 TALLMANS SLFFl'•N 16.5 18.0 P!~P"10~~T E\PANCH LI NF TC CHESSJ~ 
6166 OB Jr: T Pt.TFRSCN JCT 4.5 17 .3 Nt::\1¥ t;RK 1RANCH L!Nf TO CHESS!F 
61~7 oun-:Pi::opc JCT CAPLTCN HILL B.7 10.2 C.~,F L T'JN HILL LI Ne- TO CHF')S.IF 
bl 68 PASSAIC xw 11.5 14.9 P6SS~!C !lPANCH LIN~ Tn CHESS!F 
6lb9 K lNGSl ANC JCT H.APR J 5'1N o. 0 5. 5 HAPF'I so~ eQANCH LINS:: TO CHFSS P: 
bl70 cnR~ST H[ LL BlCC•FlELC B.4 10.0 n~ ~MGi:: BRANCH L JNt'. TO ~HESSJE 
6172 MliUNT~IN Vlfo Pff"PTCN JCT 21.~ 28.l G~TfNW0'1 C LAKE SPUA LINE TO CHESS!F 
bl72 PCMPT1lN JCT PC~PTON JCT ,;::q. l 28. 3 GD!" ,..."JWfJIJO LAKf SPUR LI "':r: rn CHESS If 
6173 LI TTLF F~lLS •CU,TA!N VIEW 18. ~ 21.0 T[lTf1W,\ 3PUR LI NF TO CHESSJf 
b!Bl GRFYCOUR T VAILS GA T;; o. 0 13.0 Nl':WeURGH eP 4NCH LIN~ T~ CHESSIF 
o!Bl VA IL S GATE NH< BU PGH 13. c 1 s.1 N~Wµ,URGH BRANCH LI NF TC C~ESSH 
6l B3 MO rnwFq CHPBFLL HALL J 5.~ 5 .A ~CNTGQ"1ERY BRANCH l!NF. TO CH. /TR TO CRC 
6183 CA"'IPBFLL 1-.ALL J htCNTGQMFR Y 5.B 10.5 ,,..CNTGnM~ RY BRANCH L JNj:: TQ CH./TR TO CRC 
bl84 ,_.IDCL!-=TC!iriN C•AWFCRO JCT' o.~ 3.5 F('P M•7. R N YO&W LI NI= TC CHESSIE 
blB4 CRAWFnRI/ JfT i:~IROAKS 3. 5 4.q F C P ,..~ ~ l\JVO&W LINE T~ CHESSIF 
bl91 SUSSfX PR JrT N!'TCnNG 47.4 48. 2 SLs~~'.x 8C!6."l<:H TR TC !'.'HESS IE 
blq2 PflRT MORRIS SLSSF.X BR JCT 45.7 4 7. 4 W,O SHI NG TON LINE TR rn CHESS!F. 
bl92 SUSSEX J!R JCT Wli~Hl ,._GTON 47.4 b1. 5 W'SH!NGTON LINE l INr: TO C>FSS!f 
6192 WASH I NGTCN Pt-ILL IPSBURG 67. 5 7B.O PHI LL! PSBURG BR l I Ni:: TO CHF'SS! f' 
bl92 PH[ LL! PSPLRG P._,ILLIPSBURG 78.0 80.3 Pl-' Ill. IPSBURG BR LI NF TO (Hf SS! E 
bl93 CHESTER JCT SUCCASUNNA 41.3 45.0 {Hf-STf;R BP ANCH L !Ni' TO CH!""SSIE 
bl94 loASHl ~GTCN WASHINGTON 6b.5 b7.b rLr ci.nAD L1'F rr CHF.SS!F 
62 )! SLAT~.:npo JCT. BELLS BR I OGE 74.3 7B.B MA! "J LINE (FORMER OL&W I LINE TO CHfSSIE 
b201 fH:LLS B•ICGE SCPANTnN 7B.f 133. 2 •AlN LINE (FORMER rL£W l LIN!': TO C>FSS!F 
b20! 'SCRANTCN PA/~Y LINE 133. 2 180.2 "°' ~I"-1 LINE (FORMER OL£WI LI Ni:: TQ CHESS!E 
62Jl PA/MY l JNE A l~GHAMTON BO lBO. 2 192. 9 .. ,, LINE (FOR MER CL£W I LIN~ TO CHESS IE 
b241 SCOANTCN •:ST PITT SON 133. B 144.C ALOOMSBURG ~RANCH LIN<; TO CHESS IF 
6241 Wt:::: ST PJ11STON Pl'VMCIJTH 144.,') 153.9 P.LOO"'SB~RG BRANCH LIN~ TO CHESSIF 
b242 Di::LAWA~t SLATEF8RD JCT 1c;. 3 84.A OLD POAO LINC TO CMESS!~ 
b243 PORTU~D 9~TH JCT 82.C 109.0 RANGOR &POP TL ANO LIN': TO CHESS IE 
624 3 ~~TH JCT R!TH 109.,) 110.5 811NGnR&PCPTLANO LINF. T'i CHOS!~ 
t..244 PITTS TC• ST AVOCA L. B 6.3 ~VCi\111 NG ePANCH L Jfl:r;: TO C>ESS!f 
6244 AVOCA HILLSIDE JCT b.3 8.4 W\'QMING RP.ANCH LIN!': TQ CHESS!E 
6244 H!LLSIOE JCT LITTLE VIRGINIA 8.4 10.7 WYOMING eP ANCH LINE TO CHFSS!f 
6244 LITTL< VIRGINH HAINES JCT 1 o. 7 a.2 WV(MJ~G ePANCH L 1,._,r: T') C~~SS!~ 
b244 HAIN~S JCT PCCK JCT lb. 2 17.0 WYO'"IING ~RANCH LIN': TO CHESS IF 
6245 ROCK J'I ')UN MOPS: I NP PA"K O.J 2.1 J1:SSUP eRANCH L!Nc T>1 CH!:SSif 
b24b TAYLO~ CAYIJGA 135. s 140. 7 Ki:YSFR VALLEY BR LINt: TO CHtSSIE 
b247 HILLSIDE suscn 154.4 157.0 St.SO CONN RP LINE TO CHESSIF 



LINi:: CODE 

6251 
6251 
6251 
6251 
62 52 
6252 
6255 
6256 
6257 
6301 
6301 
6301 
63 )1 
63Jl 
6301 
6302 
63J2 
6302 
6 302 
6302 
6303 
63)3 
6303 
6351 
6352 
6355 
6355 
6355 
6355 
6356 
6401 
6401 
64Jl 
6401 
64 )1 
6401 
6401 
64)1 
6441 
6443 
6443 
6443 
6451 
6461 
6462 
6463 
6464 
6464 
6465 
6466 
6468 
6469 
6501 
6 5·Jl 
&501 
6 501 
65~1 

6501 
6 501 
65Jl 
6501 
6C::Ol 
b 5 ll 
6 501 
s 502 
6 502 
6502 
6 5 )2 
6502 
6502 
6502 
6502 
,., 5'12 
6502 
6502 
>502 
65·)2 
6 5')2 
"502 
6503 
6542 
>552 
6552 
6552 
6552 
6 552 
6553 
{: 554 
6 555 
6556 
6557 
6558 
6561 
6561 
6561 
6 562 
6562 
6562 
6562 
6 563 
6563 

66 Cl• 
68)1 
6801 
6801 
6801 
6841 
6842 

FRC• STAHCN 

B INGHAMT!JN AO 
CHnANGC FORKS 
SYRACUSE 
FUL TIJN 
CHfMNGC FCRKS 
f NEW YORK Ml LLS 
~ARTINS CRK JCT 
H.6.JNES JCT 
SUS CON 
RINGHAMTCN BC 
BINGHAMTON DH 
WAVERLY 
SOUTHPORT "TFtt 
EL'11RA FS 
HORSJ;Hr-~os "HO" 
MILL Pl~T 

FAST SHOHOLA 
WEST SHCHOLA 
NARROWSBURG NO 
DEPOSIT MX 
LANF SBO RC 
SR 5LSO~FHANNA 
or A INGH.6MTON 
B 1 NGHOT(N • BC 
ERWil\I S 
PAINTEO POST 
COOP FR S 
CA"'IPBfll 
BATH 
LANE: SAnRn JA 
HORNE=ll 
PrJt=1"1'4.GF 
EAST L !NOHJ 
ATTICA AT 
RUFCAL'l l,f\IJCN 
BUFFALO IO 
~F\oi CCf\Nt.CTICN 
BUFFALO FW 
GRCVEL 6NQ 

.WCN 
AVOt>J 
N ALE=XANDC:P 
S OA YTCN 
MAIN STRE!=T 
F•ST BUFFHO 
Nil. TCNAWANCA 
~6ST RUFFALO 
NYC&STL JCT. 
f'EPFW JCT 
~UFFALO 10 
L & 0 JCT 
FLMWOOC .6VF 
SALAMAHA •C 
PH STEAHBURG 
WAT ER BOt=IO 
C/ol JUNf'.TICt..: 
CORPY 
~[ACV!LLI= 

~UCHANAN 
St-EN AN GO 
PYMATUNING 
SN JUNr:Tio~ 
Hn?NF'.L l 
CUBA JCT 
CLE R!Vfp BFr. 
CK 
we: ST f:f'.!D 
"XR 11 SOLQN 
SOLCN NW 
Sf>Lf>N 
KS J EDDOF 
H" JfOOCE 
MAHO~ING 

f;!p; PHAL~"'X 

S~J JUNCTICN 
YOU~G~TOWN 
HUBB.6Rr 
SHAF ON 
SHARPSVILLE 
BQfJ~DWbY 

NIQRE JCT. 
CARRCLLTCN 
LI ~F STQN~ 
PRACFORf 

MT JF ... cTT Jf,,F 
CLAFIGN JCT 
~ROCKWAY 

BRrCKWAY 
CPt-R rRFf:K 
YOUNGS TCWN 
OH!( WC?KS JCT 
CPAP Cc>ff-K 
AUCHANbN 
FP~f\KLIN 

F~R~Ct>.'.~ 

FADPFLL 
Wf-lcATl i'N[ 
NfW CPSTLt: 
1'J Ili:- ~ 

MINFOAL R !CfE 
~D~fJY L"i<F 
W~$T t:N('l 
NEWt-1<.K 
SUMMJ T 
Df:-MVILLI= 
SU-•IT 
?1$FVILLE .A\lf 

309 

INTERESTS DESIGNATED TO THF CHESSIE 

TC STH!aN 

CHENANGO FCRKS 
SYRACUSE 
FULTC~ 
FULTON 
E NE• YORK MIL LS 
UTICA 
M~RT INS CREEK 
SCRANTCN 
WESnINSTER JCT 
BING~AMTON OH 
WAVHLY 
SCUTHPORT 11 TF" 
EL•IRA FS 
HOR SE HEADS "HO" 
HCRNELL 
EAST SHOHCLA 
WEST SHOHOLA 
NARROWSBURG NO 
DEPOSIT MX 
LANESBORO 
SR SUSQUEHANNA 
DH BINGHAMTON 
BINGHAMTON BO 
VESTAL 
KA NC NA 
ERWINS 
CCC PERS 
CAMPBELL 
RATH 
JEFFERSON JCT 
POPT AGF 
IE~ST L!Nf1EN 
ATTICA H 
8UFF'-LO UNION 
BUFFALO H 
f\Jl;\r.: CONNECHO~ 
RUFFALO FW 
WARWICK AVE 
NC ALEXANDF~ 
6.VCN 
N HE XANDER 
ATTICA 
W.6TERB0qC 
5USPENSI ON BRD 
RLACK ROCK 
LOCKPORT 
NYC&STL JCT. 
BOFFA LO 
E.&ST BUFFALO 
F FERRY ST 
LCWS: RT OWN 
ALACK ROCK 
P~ STHMAURG 
WATERBORC 
NIORF JCT. 
t:CRRV 
•EAOVILLF 
BUCHANAN 
SH NA NGO 
PV>ATUNI NG 
SN JU~CT!ON 
ARAOY LAKE 
CURA JCT 
SALA~ANO we 
DK 
w rsT ENO 
XP SOLON 
SCL 1N NW 
S OL~N 
KS JEOOOE 
HM JFOonr
•HCN !NG 
P8 PHALA~X 
~N JUNCTION 
YC~NGSTCWN 
Ht;BBAPn 
SHARCN 
~"t•PSVI LLE 
P Y•A TUNING 
WFST END 
C• JUNCTION 
L IMESTONF 
8PADFCRD 
LFlir.IS RUN 
cU•!CN JCT 
JCH•SrnHuRG 
C PE NS HAW 
WI TCWER 
\.IAZt::LTON 
<FRIDIAN RO 
GIRARD 
Wf'ST AVf. 
FRHKL!N 
RE•O 
Oil CITY 
S:,Af;R rLL 
~HFA TLAND 
PIH:W CASTLE 
GA PONi:::R ~V 

Mif\~J<flL PIDG': 
"'IAt=IOUI S 
SFRLING 
"ll=W~Q: K 
rJC>.i.:,NG~ 

'.:'~NI/ l LLE 
DCVEO 
''ILLl~GTON 
MCHC LAIR 

Mp l 

190. 7 
202.e 
271.2 
295. c 
202. B 
283.6 
n.4 
o.o 

154. 4 
213.2 
214.1 
255. 2 
271.9 
273.0 
276. 8 
91.2 

105. 5 
106. 4 
124.9 
114. 5 
189.8 
194.0 
210.9 
192.3 
269.C 
291.9 
294.B 
299.5 
309.6 

1.1 
221. f 
361. c;: 

382. G 
3c;2 .5 
418.0 
420.8 
42 1.6 
422.4 
325.8 
366.2 
~6f.4 

395.9 
43.0 

1.3 
3B9. 7 

13. 7 
3ec;. 1 
393.4 
385.5 

2. e 
25.3 
2., 
1.2 

14.0 
23.2 
56.3 
60.9 

lC 2 .. ~ 
105.4 
130. E 
136. 3 
164 .9 
331. e 
383.9 

n.o 
1. 2 
3. 3 

14.< 
16.5 
17 .5 
32. 7 
34.2 
40.5 
48. 3 
4q.6 
67. l 
14.7 
80.9 
84. 1 

2.2 
o.o 
o.o 
6.2 
9. c; 

31.8 
52.2 
o.o 
o.o 

67.5 
o.c 
5.t 
c. c 
o.o 

27.4 
2~.5 

o.o 
3. 6 
4.4 

19. 3 
) .J 
3. 0 

lbB .4 
1.9 
9.C 

20 .o 
34.C 
20 .o 
9.0 

MP2 

202.8 
211.2 
295.0 
295. 8 
283.6 
286.9 
97. 0 
3.; 

156.6 
214.1 
255.2 
271.9 
273.0 
276.8 
331. l 
105 .5 
106.4 
124.9 
174.5 
1B9.8 
194.0 
210.9 
213. 2 
200.c 
2 AG.6 
293.3 
295. 3 
2 99. e 
310.9 

3.5 
361. 5 
382.9 
392.5 
418.0 
420.8 
421. 6 
422.4 
423.9 
360.2 
366.4 
395.9 
401. 0 

58 .5 
21.2 

399.5 
21.1 

393.4 
395.2 
389. 7 

6. 0 
29.1 

3.8 
14.0 
23 .2 
4 7. c 
60.9 

102.5 
10 ~. 4 
130.8 
lH.3 
164.9 
188.4 
383.9 
413.8 

1.2 
3. 3 

14.9 
16.5 
1 7. 5 
32.7 
34.2 
40.5 
48.3 
49. 6 
67.1 
74. 7 
80.9 
84.1 
87. 9 
3.3 

13.2 
6. 2 
9.9 

1 7 .6 
52.2 
53 .2 
2.1 
0.9 

69.l 
4.8 
6.0 
1.6 

27.4 
2B.5 
33. 8 
3.6 
4.4 

19. 3 
23. 3 
3.0 

14. 5 
223.6 

9.0 
11. c 
36·4 
3 a. 5 
30.0 
13.4 

BRANCH NAME 

S YR AC USE BRANCH 
SYRACUSE BRANCH 
SYRACUSE BRANCH 
S YR AC USE BRANCH 
UTICA BRANCH 
UTICA BRANCH 
MARTINS CK IB&PI 
SCP A.NTO~ BR 
WB&NE BRANCH 
MAIN L!Nf 
•AIN LINE 
MAIN LINE 
MAIN LINE 
MAIN LINE 
MAIN LINE 
MAIN LINE !FORMER ERIE! 
•AIN LINE !FORMER ERIF.I 
MAIN LINE !FORMER ER!Fl 
MAIN LINE (FORMER ERIE! 
MAIN LINE (FORMER ERIE! 
MAIN LINE !FORMER ERIE) 
MAIN LINE I FORMER ER If l 
MAIN LINE 
VESHL SPUR 
ltAYLAND eo ANCH 
ROCH DIV (FORMER EPIEI 
FOCH DIV !FORMER ERIE! 
PCCH DIV !FORMER FPIF.l 
ROCH DIV !FORMER ERIE) 
JFFFl'RSON BRANCH 
BLFFALO DIV 
~UFFALO DIV 
•UFFALO DIV 
BUFFALO DIV 
RUFFALO DIV 
R~FFALO DIV 
BUFFALO 01 V 
BUFFALO CIV 
GROVFLANO BRANCH 
A.TTICA BR 
ATTIC A BRANCH 
ATTICA BRANCH 
8&SW BRANCH 
NIAGARA FALLS B~ 

8 LACK ROCK BF 
LCCKPORT BRANCH 
Cl TY BHNCH 
C ITV BRAl'l:H 
LANCASTER SPUR 
FRlF. Bl 
GUL ~ ~p 

I ~TERNATI'1NAL BR 
MAIN LINE 
1'-AI~ LINE 
MAIN LI~E 
MAIN LINr 
MAIN LINE 
'-"AIN LI"IE 
HAIN L INF 
"1AIN LINE 
f.IAlN LIN~ 
MAIN LINE 
,..A I to. LI NI'.: 
riAA IN L I~E' 
~AHCNtNG DIV 
~.\HCNING ['IV 
M,dHn"'IING r'lv 
IU1l-ON ING DI v 
"4/.HrJNJNG [l!V 
frlAHONING OIV 
f"IAHCNING DIV 
~-'HnNJNG riv 
"'Al-ONIN<; DIV 
••HC.NING DIV 
MAHQNING DIV 
"A~CNING DIV 
t-Ai'HONING r·r v 
MAHD~ !NG DIV 
~AHONINJ DIV 
c.u.T. cc~~~CTION 
Cif 8'-:ANCH 
BRtnFOP:) RRANCH 
RRAOF'1?0 RRANCH 
fd~ACCiJPI) PP ANCH 
RR/IO~nR'J BR~NCH 

PD.ADFORI) BRAf\ICH 
TQP.y B•A~CH 

w·-=sr CLAP!ON BR 
H.6 lfl TJ'"'J BR 
Y&A BFA'>ICH 
UNAL BR WEST 
CANAL 80 EAST 
FPHKL! N BRANCH 
<FHKLIN eFANCH 
FPt.fl,KLIN ARANCH 
f\ll=W rASTL~ RPANCH 
~1i::w CASTLE 9RANCH 
Mr~ CASTL~ 8RANCH 
''H< Ct. STLF BRANCH 
LISAI'.'.~ eRANCH 
LI SRON ePANCH 
MAIN LINE 
MOF"ISTDllN LINE 
MC\PPI STIJhN LI NF 
~%• ISTOltN LINE 
""f"!PPlSTOkN LINE 
GU.DSTDNE 90ANCH 
MONTCLAIR BRANCH 

INTEREST 

L Il'IE TO CRESHE 
LI NE TO ChESS IE 
LINE TO CHESSIE 
LINE TO neSS!E 
LINE TC CHESSIE 
LINE TO CH. ITR TO CRC 
LINE TO C~ESSIE 
LINE TIJ CHESS!E 
LINE TO CHESSIE 
LINE TO CHESS!E 
LINE TO CHESSIE 
LINE TO CH.ITR TO CRC 
LI NE TO CH.tTR TO CRC 
LINE TO CH. ITR TO C RC 
LINE TO CH.ITR TO CRC 
LINE TO CHESSIE 
LINE TO CHESS! E 
LINE TO Ct-ESSir 
LINE TO CHESS!E 
LINE TO c~rSSIE 
LI NE TO CHESS IE 
LINE TO CHESSIF 
LINE TIJ CHfSSIE 
UNF TO CHESSIE 
L !NE TO Ch ESSIE 
LI NE TO C>ESS IF 
LINE TO CHESSIE 
LINE TO nESS IE 
LIN~ TO CHFSSIE 
LINE TO CHESSIE 
LINF TO CH.fTR TO CRC 
LI NE TO CH. ITR TO CRC 
LINE TO CH.fTR TO CRC 
LINF TO CH.ITR TO CRC 
LINE TO CH. !TR TO CRC 
L !NE TO CH.ITR TO CRC 
LINE TC CH.ITR TO CRC 
LINE TO CHESSIE 
L !NE TO CHESS IE 
LINE TO CHESSIE 
LINE TO C~ESSIE 
LINE TO CHESSIE 
LINE TO CHE SS! F 
LINF TO C~ESS IE 
LI NF TO CHESS IE 
LINE TO CHESSIE 
LINF TD CHSSIE 
LINE Tn CHESSIE 
LINE TD CHESSIE 
LINE TO CHESSIE 
LI NE TO CHES SIE 
L INF'. TO CHESS IE 
L!NF TO CHSSIE 
LINE TO CHESSIE 
LINE TO Ct-ESSIE 
LINE TC CHESSIE 
LINF TO CHES SI E 
LINE TO Ct-ESSIE 
LIN< TO CHESSIE 
LINE TO Ct-ESSIE 
LI NE TO CHESS IF 
LINE TO CHESSIE 
LIN" TO CHESS IF. 
LIN~ TC CHFSS! F 
LINE TO CHESSIE 
L"F TC CHESSIF 
LINE TO CHESSIE 
L !NE TO C~ESSIF 
LIN5 TO CHf5SIE 
LINE TO CHESSIE 
LI Ne To CHESS IE 
LI~~ TO CHESS!E 
LINE TO CHFSSIE 
L!NF TO CHESSIE 
LINE TO CHESSIE 
LINE TO CHF.SSIF 
LINE TO C"ESSIE 
LINE TO CHcSSlf 
LINE TO CHESSIE 
LINE TO CHESSlf 
LINE TO CHFSSI E 
LINE TC CHFSSlf 
LINE TO CHrS5!F 
LINE TD Ct-cSSH 
LINf: TO CHF.<'iSit: 
LINE TO CHE SS! F 
LIN< TO CHC,SS IE 
LIN~ TO CHESSIF 
LINF TO CHFSS!f 
LIN< T'J CHESSIE 
LINE TC CHFSSIE 
L!NF TO CHESSIF 
L!NF TO CHESS!c 
LINE T~ CH.tTR TO CRC 
LIN' TD CH./TR TO CRC 
LINi: TC C4ESSIE= 
L !NE W CHESSIE 
LI~!'.: TIJ Ct-~SSIE= 

LINE= TO CHESSIF 
LINE TO CHcSSIE 
LIN>; TO CHESSIF. 
LINE TC CHESSIE 
TR TO C~ESSIE 
TR TO CHESSIE 
TR TO CHESS!F 
TP TO CHESS IE 
TR To C"ESSIF 
TR TO CHESS!E 
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I"IT~RFSTS DFSIGr..JATEO TO T~E C~ESSIF 

LINE coo• FROM STATIC• TC STATICN 

TRANSFEROR: L~CKAWA•NA & WYQ~ING \/4LLFY RAILWAY 

6253 
6254 

SCPtNTrN 
PITTSTON 

SYSTFM: ••AOI•G COMPANY 

LITTLE V !RGI NU 
WILKfS BAROE 

TRANSFEROR: CEL,WARF E ~CUNC BROOK P•IL•OAO 

') 326 wi::s T T?CN TON WFST TRF NTON 
0326 WFST TPENTON BELLE ,..EAO 
J326 B~LL~ t.IFACF WFSTC!\ 
J326 WFST'lN ~C'UNO BRO~K JCT 
J343 " :Qr.NTC'N w TPFNTON 
0348 " TPftnor...1 TRC!\jT(N 
0348 TQ i::-NTON TRfNTON 

TRANSFEROR: !:~ST PFNNSVL VAN IA RAILRO.O,D 

J 312 P~l\OING P!KF ALLENTOWN BURN 

TRANSFEROR: NC11T H pi::t-.f\SYLVAN IA R !:. lLRnAC 

03Jl WILLOW ~TR E~T TAP.()R JCT 
•1301 TAl30R JCT JCt-.K l"l 
0301 JS:!'-IK IN OUAKJ:OT,JWr...i 
)301 QIJi'K ~RT OWN f\ F.THLf HEM 
0311 LANSCALF C:("f<TllNli 
J323 F"-IRLE"$S JCT "'Cl<RI SVI LLF 
0326 JENKIN NFSHAMl~Y 
1326 NFSH4tJIN'f 'P.6/ NJ LIN.:• 
J326 Pi\/NJ LINF WE ST TRE N TCN 

MP 1 MP 2 

a.o 3.6 
12.4 18.4 

32. 0 32.5 
32.5 5c.1 
50 .1 56.3 
56.3 5 E.4 
32. f 32.e 
32 .8 36 .2 
36.2 36.4 

1.1 35.4 

o. 0 5.9 
7. c 10.a 

1) .R 40.2 
40. 2 5~.6 

o.o 1. 5 
J.1 6,6 

10. 8 21. 2 
21. 2 31.4 
31.4 32.0 

TRANSFEROR: Pl-i! U1.Uc:l FHI 4 • <;J:p"'a~TCWN & N('IFll:!JSTCWN RAJLFIPA( 

f\OC!Tl-I er<Cl'( ST 
l6"!"H S. TFl!::i:T 

TRANSF"EROR: FLY"'CUTH Fl.AILFCAC 

OB5 PL Yl.1QUTH .JCT 

TRANSFEROR: PORT RfACINC o. P. 

0336 wfSTlN 

TRANSFEROR: WJL"1INGT':I~ & NCRTHFPN 

034•) RIRfJSRC'Rr "ei 11 

)352 \.jJL"'lTMGTON 
0352 Wllr-'INGTCllJ 
.)352 l'.'.L 5"1FP != J(T B&O 
1352 t:L <;Mr:P c. JCT 
13 '52 0£. L /P.0 l I NF 
1352 Cflti.TS:SVTLL F 
0 352 f.LV~~RSCN 

)3-Jl hi L "1 TNGTr~ 
J393 D"L DIV tXT 
0395 !')~- L PIV 'XT 

C196A MILL CKFFK J[T 
0:S96R WA~D 

TRANSFEROR: T~ff\JTON-PRI~C~lr~ 

J348 
B99 

TRANSFEROR: 

IJ301 
1304 
J306 
03 06 
J306 

0307' 
01C73 

l309 
0309 
'J3 l 0 
)314 
.)314 

TP'-:r-.:T!lN 
Jt:T/i:: lRFNTLW 

r•.Jir~ 

rAT!SAUOLo\ 
FASTwICK 
M,. R( LS t-JrrK 
pr.-11-1~1 C~NTr ."L 
C~flAP HCLL(''W 
P,OJf:!Gt FC'FT 
CALL%HILL JCT 
PADK 

LFP.~NJN 11 WAll" 
~PAN!<FOIH~ JCT 
<;U"'f.l':IHHLf 

TAeoR JCT 
NCFOISTOWN KALB 

'1R~LANn 

f<AllPOAO 

wr.~ JCT 
WI l~f NGTO~ 
~LSMt=Rr JCT ~o 
CL~MCR.F JCT 
~EL/PA ST l IN~ 
CO TFSV ILLC 
FL vc: Q: SOM 
B JR OS PCRfl "B ;::u 
~HYLt.Nll ~VF 

(HPISTJANA AVF 
s lirl~lf\UT 5 T 
WAI<!) 
P 1c;.::0N Pf1!MT 

TR i\(TI Ct\1 r:c. 

,.::.AST rpq.JTCf\l 
LAWRENC~V ILL t= 

WAYNt: 
fl lPUQTI~ 
~tF cu s H(IOK 
Pt"~ CF'.NT 0 .at... 
F~[ re TR ACK 
f::NC nF TP A(K 

DC"NTNC.TOW~ 
PAP K 
FALLS 
••x 
C)Ut-'""!fRDAlt; 
i:FlM .. t<t--(IR!') 

2 • ., 7. 0 
3. 5 l 7 .3 

o. 0 

0 .o 19.4 

63.4 t:.'1. 1 
0.) 2.2 
2.2 2. q 
2. 9 ?!.1 
3. l 12.7 

12. 7 30.2 
:rn.2 51. 7 
51. 7 t:3.4 
1.J o .a 
o.o i·. e 
o.o I .3 
:). ; o.s 
o. c 3.1 

35 .t: 38. 7 
1.1 3.4 

c.o c. 1 
o.o 14. l 
o. a 14.2 

14. 2 14.5 
14 .5 15 .3 
o. c 2. 5 
0 .o 21.3 
.). 4 2.4 
2,4 5.4 
J .c 6.5 
R. l 9. 5 
0.5 lC.7 

RR~NCH NAME 

LACK&WY·JMG VLY 
LHK&WYOMG VLY 

f\ i:-w YORK BR 
f\lq,~ YORK BP 
N !=W YORK BP 
r-.r:. W Y'1RK BR 
TRl::NTON BRANCH 
T l<f NT IJN el< AN( H 
TP~ Nrnr...i 8R ANCH 

f liS T PENNA SR 

efT~LEH~~ BP 
8:-:THL;::H: !'<I ~" 
fH'T ... LFH(:;:M BR 
ll.r-THLEH:~ B' 
oc·nc- ST:Jl.N BR 
"C'RISVILLE BP 
r..:=w YORK BR 
N~W Y'lPK BR 
t-!l::W Y"'JRK B"· 

Nlf\11°1-1 STPF[T BFI 
fl.JrJPPJSTCl""1 BR 

PLY,..:JIJTH e;c: 

prpT ~EAC!NG ~p 

W !LM l\JOP THE RN 
WILM ~WPT HEPfl.J 
WILM ' ~JQIHHf.RN 

w I l"' & NCRTHE~N 
WI l"1 & ~ORTHERN 
W tl M & N•JQTH':RN 

\lj IL "' ~JCPT~EPN 

WI Lt-' f\JORTHF. RN 
f.ll'.\~YLA~J AV~ BP 
(HFISTIA.NA AV'E 
'J Wt! LNU T ST BP 
n:-l qv'.:P FXT 
flFL t<IV--=R t:XT 

BP 

,.. TPr:-NTOf\J I N':l TK 
TPFNTON/ PRJNCO::TDN TP!( 

fl ltJf: LI ~f C C"'IN 
( f,F BRA.,..CH 
CHrST::R go 
VI." pr 
r ... f·STi;:CI AF 
Cf r "o.P HOU O'flll AP 
Cl-f <;Tr::G. Vt LLE Y A• 
".:IT v eRANCH 
f'!lY BP4WY 
CrF"4~.hLL BR 
~R/,NKl=ORO '" t=i:l:ANl<~flQ.IJ BP 

INTEREST 

LINE TC CHE~SIE 
LINE TO CHESSIE 

Tp TO CHESSIE 
TR TO CHESS! F 
TR TO CHESSIE 
TR TO CHESS!• 
LINE TO C~ESS!F 
L INF TO CH~SSIF 
LINE TO C~FSS IE 

LINE TO CH.ITR TO CRC 

L !NE Vi C"ESSI~ 
TR TC CHESS IF 
'TQ TO CHESSIE 
TR TQ (H€$S IE 
Ti:t TO CHESSIE 
LIN• TO CH.ITP TO CRC 
TR TC C.HESS!E 
TR TC CHESS!<' 
TR TO CHESSIE 

TR TC <: ... F.SSl.C: 
TR TO CHESS! E 

LIN~ TO CHESS If 

LINE TO CH.IT• TO CPC 

LI ~E TO CH.ITR TQ c•c 
L INI'.: TO CHESSJ~ 
L If\".= TC CHFSSI< 
Ll~F TO CHfSS!l 
LI l\lr' M CH"SSIE 
LI NE Tr CHfSSI~ 
LIN~ TO CHESS IF= 
LIM7 TO CHSS!F 
LIN:: TO CHfSSH 
L Jl\lr- TO CHrSSIF 
LIN!7 rn CHESS IE 
LINF TO CH~SSIF 
LI Ni:: TO C"[SSIF 

LINi: Tl'J C .. ~SSYF 
LINE TO CHESSIE 

LINF TO t::H./TR T(l 
LIN: Tn CHE~Sif 
LIN~ Tn C..,FSSIF 
Lt •F Tn CHESS IF 
LINE TO CHESS IE 
LINf.7 TO t:'HFSS I~ 
LI "i:; Tn CHESS IF 
LINE Tn CHESS!E 
L J "E T~ fH.ITO TO 
LINF TO CHESS!F 
LINE Tn CHESS ff 
LINE TO .f>HFSSIF 

CRC 

CRC 
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J"JTERt=STS r.fSJ'i!\lATFr'J TD Tt-1: Ct-t:sc:: IF 

L l•c c10: FPO~ ST H !CN rn SU TIO~ 'J.P l •P2 ~P.&t-.CH t<JAlilE INT~P~ST 

0315 ':\PL I SLF .1rT •T • HLLY 'i.P ~'NG<;. /),.:;\ 7.A (;l""Tl'YSA'J~t; & i-tS~r. llNF: TO CHESS IE 

131, •T HnLLY 5PPTNGS BJGLO:PV'J.LL~ 7 ·" 
22 .9 GrTTVSBURG f. HSBG LIN~ TO CHF.SSlf 

0315 P.t~u:RvJLtc- f;FTlVSRUr.<; WM 22. q ? 1. l r,-:TlYSRURr. & 1-tSB~ LINE TO C~ESS!F 

'1315 (~.,_T"!Y$8LJ:r. •• GFTTY S~UPr; f;NI"'.' 31.t ~ l ·2 (';r.'TlYSBURG & HSBG LINF TO CHESS!• 

Q31BA pr:"r y~: c; OLF. Y Q. c c.2 L(P11Nf1N V~LLC:Y P• L l~F: rn CH. /TR TO CRC 

031i' or- ~c It.Jr. H,apc IS11!JCG o. c 53.6 L"::8A.flflN VII LL!-= V RR LIN~ TO CH.IT• TO CRC 

JJ2l MI'=.~: NE"'-TCWN ERbNCH J"'l 1.8 L'lW r;R ~L)f AP4NCH LI Nl' TO CH. /TR TO CRC 

0322~ FALLS N0f'-O IS 5. 4 18 .. 0 MA!N lINf •% LINE rn CH.IT• ro c•c 
CH2• "JOOP I<; PrTT S HlWN 18.C 40.5 ,.- ~I fl.: LI~~ E' ROG '" TO CHESS!~ 

C322B PIJTTSTflWN l:<F ADI MG (P}I( ':) ltr).i; 59 .. '9 ,..AI PIJ LI...,"'.' •DG TR TO CHESS IF 

0322~ Ef'\"!NG (PIK~) PE~r:Ifl..C. fe'LT I 59.Cf 61.4 ~AJM LINE •rG TR TC CHE~SIF 

'B22r. ,tiRP,tMS MP 20. 7 F IJ< ~, AV~ 'llJE ,J.Q l.3 fl.CP TH A:J.61'15 IND TK L !'Ir T~ CH~SSIE 

J324 CAR fo'f--l WA~M!NSTFt.t o. 0 7. 3 Nf:\iol Hr'\Po.: E\l":ANCH TR TC ':HES~ IE 

0324 WAOMJN~l~P IVYLHO 7 .3 S.4 ~lFW HOPI'.: F!P:ANCH L!NF TO CHtSS!E 

0327 Nf'wTnWN JCT C'"'fl TFNHAM JCT t.2 S.6 ~. v. SHn~T LI Nf, TR TO CHESS!~ 

0327 (~Cl TrP'>;H,0' JCT ~Jrs HAMlNY 9.6 19.2 N • y • SH'.JC!T LI~(.. T• T( c":ssIF 

G128 c::op f'JG G~P !:tN tv(J;.TH BPDA:J ST 1.J 2.9 "'!NTl-f S T•r <'T BR TR TO t:Hl:SSI ~ 

0330 ~11POI<;TCWN KAL~ NCRRIS a.~ l. c fl,(POJ ST'l"'N •• TP TC (HFSS IE 

0331 fCJr IJL"'FY a.Cl 1.9 flLNFY 8P lINi:: Tf] CHESS!f 

·)~32 PC-RK ynMfN OHS ,1.0 1.s P q; K IOM~ N e~ L JNS: TO CHOSSIF 

G333 HA? Pl S LUP:GAN a.a 42.4 PHL HSR & PTSBG L !"I;: TQ r.Hf SSll' 

1334 SH! P PE"N R("t~r 43. l 41.3 PHL H•6 s PTSBG L JN~ ro CHESS!( 

J 337 S !fJK I~r. SP' ING Mf'"-ITE LL •J o. a o.• P'A""!~G&.C0LUM01/I LIN~ T~ c~~ss1i; 

0337 P-lONTi=t tC'l At<ROf\ J .q i~.o F- ~~DI NG&.C0L U~BI A LI Ne: Tfl CHE5SIF 
1339 ~Li'NDUN L.6\JPF.L V • .1 3.4 1< tt-n l\JG ~Fl T LIN!: Ll~E TO CH. /TR TO CPC 

H39 l :iUPCl F3FL T !. " 5. 6 ti !=Af'I !\/G 5:!1"L T LINC. LI~" TO CH.ITR TO CRC 

J339 fl.~ LT Kli•FFRTHH JCT 
5 ·' 

13.0 pcirt~G aa:L T LJMC LI N° TC CH.ITR re CRC 

Jl4) C:U'"'iPU JCT A IJ;.iJSf\ORO "9iE" 11. 7 10. p GJ;f..r")l'JG £1~l T L 1'-lf Ll~l' T1 CH./TQ TO CRC 

0341 CALLS NIP~ 5. 4 7.1 F fl HMONU fl RANCH LI~'' TO CH. /TP TO CRC 

J34 l "'It ro:: P(r<T RICH~CNC 7.1 11.a P l\.~>ArJN1 BRAl\ICH l t l\IF. TO CHeSSIF 

a342 LAtJRl=L i='dNSYlll":: e. 4 14.0 SCHUYLKILL&LFHIGH l IN'; TO C~ESS!f 

·H45 LA.~~OAL':: ~•Lr K"-FCOt;.:R o.o I. 5 ~!ONY CR~CK RR LINF TC CH~SSJF 

,)345 K"-1'=f.l')L CR N(PPT 5T""IWN 1.5 9 •• ) ~TrNY C4.E~K BP L!N~ TO CHfSSlf 

0345 NC~PtSTC~N NOPP !STOllN ~L"4 q. c 9.9 STCNY CR!::';K BR Ll~F TC CHtSSIF 

J345 NDIBl.I S TC\triM ~L• NCFPISTOWN KaLe 9.9 IC.5 NQPO I $TIJ~ RP TR TO CH~SS IE 

.J 389 ru~M=L STOWN HUJIME= LSTOW~ Q. r c.e Pll" I COL :::TO~N&HIJ MMF·L5 T ~ l INS:: TO C~fSSIF 

SYST~l.I': L~t--Ir;H V~LL~Y . . .. 
TRANSFEROR: LO::HTGH Y.6.Llr:y F • . . 

0501 GREENVILLE "E AY" N!WARK IN1 6.5 11.4 MAIM LIME LUI TR T~ CHESS IE 

05021 NEWARK rn AlDlNI 11. 4 16.9 RAIN LINE I1RR TR TO CHESS IE 

05021 ALD!NE BCUND BIOOK 16.9 lJ. 1 MAIM LINE nu TP TO CHESS IE 

0502', ROUN~ BFr.C K MAN\11 LLE 33 .1 3f.4 "'A p~ LJNr: LVPP TF TC r,HESS! E 

0502~ ~AMYtlLE FLF•INGTON J~ 36. 4 51.0 '11.t IN LIN': LVRFI: H TO CH•SSJF 

a5 02• J:.Lr:MtNGTCN .lrT ".:.ASTON INT 51. a 77.0 M.~IN Ll~F LVPP: TR TC CHES~IE 

C512• Ff> ~Tl"J~I r~:T BFTHLFHE~ INT 11.0 88.6 ~A.'" Ll~F L VRF TR T~ CHESS!E 

05J2/J. ?,~T~Lt:f-F~ !NT A.LL (NTOWN 88.l:i <3.3 MA.IN LIN< LVRR TP TO CHESS IE 

SYSTF-. CPnP.Al R. p. cc. OF NEW J ~PSF:'f 

TRANSFEROR: cc:.:NTRI- L .. p. cc. riF "'!:"W JFPSEY* 

02)1 fL}lt1.er:THPT FH R~f:IT.AN 9.9 35 .8 Mi IM LIN~ ~NJ TP Tn Ct-IESSY~ 

J2 ll P "P ITl'f'I 1-HGH P,P t OGF ~5. I?; 52.2 :"AI N LI ".tl C~J TR TO C~ESSI~ 

a20I HIGH QQ ICC: i= HIGH PPIDGf ~2.2 52.7 """IN LI·~.,: C NJ TP TO C~ESS IE 

12n1 H~ r;.H f'iR lf'GF Hllfl'PTCN 52.7 56.6 f'_AJ"' LI NE CNJ TP TO CHESS IF 

.1201 HAMPTON Pl-ILLIPS~U!Hj 56.6 11.2 ~~I~ LI 1.,~ CNJ TR TO CH~SS IF 

0201 DHJ LLI PseuQ(j Ff-1LLIPSeURG 71.2 7 2 .1 MAIN L 1'"4~ Cf'·iJ TP TO t:Hf<;SI~ 

l'llOJECT: USR 1 

SYSTE~: l ~HIGH VALLf-Y .. .. 
TRANSFEROtl: L':H J(;t- V~LL<Y ' . .. 

05J2A ~ ASTnN I"T P.~THLFHEM INT 11.0 8A.6 ~.q~ LIN~ LYRP TP T~ t:HESS P: 
05 HA ttrr HLf t-F~ INT l',ll :;:"'TOWN 88.6 q3.3 M"IN LI~!-: LVRP TP TO CHI:<; SI 0:: 

C5a3' ALLE"JTOi.t..! LFI- J<;HTCN 93.J 119.1 '°'A I ~J l IN': LVRP TR TO rHESSIE 

05J3\ L F" lG"TON ~PASER 119. 1 147.1 M.bJ N LI ~c LVRR TR TO CHESS I~ 

05 )t i: D "-SF'P L.6lJ Rfl RUN 147.1 lf4. l GP/'( f"OAL F sec TR TO CHIESStc 

05~6 l~ .. U0 ~L FLN OLFQNT 164.1 175.3 ~ClH'T.t.IN Cl.JTOt:F TP TO CHESS IE 

0506 ('IUPfi~T COXTON I• T 175. ~ I 7Q. q •CUNHIN CUTOFF TO Tn l':Hl"::SS I~ 

TRANSFEROk: LE~ !GI- s SLSOUFHolNNA .. . . 
)5)4 CRASER LbU•H RUN 143.A 161.2 l '=1-!GH s SUSQ TP TO CHESS IE 

0521 PHI LL! PS PURG CASTON 12.1 72.8 L"-H!GH & suso TR TO CHESS If 

0~21 RFTHLi;HF~ JO ~TFEL 84.6 85.5 l f:"H!GM & suso TP TQ CHESS IE 

.)521 ST"-EL LFH!GHTON es.~ 114.7 U: ... tGH & SUSQ TR TO CH ESSIE 

•INCLUDES ANY OF CENTRAL RAILROAD OF PENNSYLVANIA'S REMAINING INTEREST IN PROPERTY AT MINOOKA JCT, 



312 
INT~PFSTS DESIGNATE~ rn TH~ [H~S~I~ 

LIN<'.: crio-: l=POM STATICN TC SHTIC~ 

PIDJECT: ts 12 

TRANSFEROR: P:::NN CFNTP.lll TR.llNSPORT.llTICN CO. 

A 123 
8123 
8138 

PIUHllCT:C51f 

NITRO 
GWLFY A"1DCF 
CHAPLF STCN 

C,AIJLFY AP!DGE 
S• ISS 
CH/IRLfSTCN 9&.0 

SYSTEM: DC:N~ CENTRAL TPAN')POq_T.ATION (l'J. 

TRANSFEROk: PENN Cl'NTPAL TPANSPORHTIC~ CC. 

8 l 38 
8138 
8141 

PmJECT: CS 18 

!::\LU[ CP!-=f".K 

PLUE f"'RfFK 
DETERS JCT 

SYST~M: LEHIGH VALLt:Y '· '· 
TRANSFEROR: euFF4LC CPfFK tiAILPOAC 

6470 WILL I /1"'1$ ST 

F'AIJ ECT: BO 326 OFFER ING PR ICE 

13LU:-: CPEtK 
ACUP 
CORN~LJ.ll f.111\1:::: 

PECK SI.Ip 

$5, 166 

SYSTfM: P[NN CEl\TR/\L TP/.l\S~CRTtTICI\ CO. 

TRANSFEROR: P':N/'\ (C!\TPtl TR /lf\SPCRT H !Of\ cc. 

2240 INDIANA INDIAN~ 

f'ROJEc;T: BO 335 OFFER lNG PRICE $ 5, 019 

SYSTFM: Df;=N"I CF:NTPf!l TPHSFCPHTIC' co. 

TRANSFEROR: P~f',;N CEt>.TFtL TR ~NS PORTH ICN cc. 

2262 UNJCNT OWN UN tnNTOWN 

PllOJECT: BO 372A OFFERING PRICE $18,407 

SYSTFM: PFNN C~~TR~l TRA~SFCPT~TIGN CO. 

TRANSFEROR: CLFVFLANO g F!TTSBUPG~ R. R. co. 

2427 OOVEP NFW PH!LAOFLPHIA 

lCl:l.~ lt2.9 
162.G 173.l 

0 .o 0 .5 

12 .6 
l3.4 
o. 0 

o.c 

lt.5 

o.c 

28.8 

l ~.4 
26.5 
l3. g 

5. 6 

l 7 .3 

l.l 

31.8 

K.l\t-.AWHA sr.c 
~WISS P"JG TK. 
HITOP SEC 

VH 1=1£,fJ 
1-.!JTnP S.:C 
Dl:TFRS CR(FK BP 

flt..i:-cALO CREEK RP 

!'QIANA 8R 

C'CAL LICK RUN fP 

TUSCAPA~AS SeC 

INTERJ: ST 

LINt TO O·ESSIF 
LI~" TC CHESSH 
LINE TO CHESSIE 

LI~C TIJ O·fSSIE 
LtNi:: TO CHESSif 
LINC:: TrJ CHESS IE 

TR TO CHESSIE 

L !Ne TO CHi;ssIF 

LIN< TO CHESS IE 

LI NE TO CHESS IF 



313 
INTERESTS DESIGNATED TO Tt-E CHESSIE 

TC SUT ION 

OFFERHIG PRICE 

SYSff"= PENN C[NTR•L TRA~SfORUTICN CO. 

TRANSFEROR: CCNNECTl~G RAILWAY CO. 

2428 
2428 
2428 

l'liOJ ECT: Ill 374 

COVER 
novcq 

DOVER "OJ" 

OFFERING PRICE 

DOV>7R 
DCVER "DJ" 

hOVE'1 "DJ" 

$4, 139 

SYSTEM: PENN CENTRAL TR~NSPOPTATIQN CO. 

TRANSFEROR: COfl.lf\11'.=CTING Q~(LWAY CO. 

2428 CA~BRIDGE 

PflOJEC'T: BO 497/491/411& OFFER ING PRICE $H,303 

SYSTfM: DEN"J CFNTPAL TR~~SPCPTtTICN CO. 

TRANSFEROR: CONNFCTING RllL•AY CO. 

8136 
8136 
8136 

i::tl!OJl!CT:...., 

•ASH CT rOLS~ 
W~Sr CT 1-~USE 
WILMlf\:GTCf\ 

OFFERING PRICE 

WASH ('T HCUSF 
WASH CT HSF BO 
CLARKSVILLE' 

$5. 220 

MP 1 MP 2 

10;.c 103.3 
103.3 103.9 
103.q 104.2 

58.8 sq.a 

107.4 107.7 
1ca.1 1oq.c 
128.3 13q.1 

TRANSFEROR: CLEVELANC. Cl~CH~HI, CHICAGC & ST. LOUIS RAILWP 

8232 MIAMI sec ri:;rv 

PllGJ.CCT: _, 551 OFFERING PRICE $22,647 

SYSTEM: PFt~N CEf..ITPfll TPt.f\SPCf.T&TJ(l\J CO. 

TRANSFEROR: CL 0 VOLANr, rl~CH'NdTI, CrJCAGC & ST. LOUIS Pl!LWn 

8232 
8 232 

l'ROJECT: BO 663 

TMY 
APC 1'"JlJM 

OFFERING PR ICE 

Tll'('y 

CCNT GRAIN 

$20,58q 

SYSTFM: DfN~ CF~TP~L TF~~SPORT~TJC~ CO. 

TRANSFEROR: P~Mf'J CFNTPfl TRANSPOQTAT!CN CD. 

2217 
2260 
2Ul 

P7r'l!=TONf JCT 
RF05TON!-= JCT 
FtJFCHANCECS~SECl 

RFrSTr"'-= Jf'T 
UN JONT'JWf'l c,. I RC.-ft.f\.Cf 

26.1 u.q 
45.8 49.6 

36.0 
36.2 
o.c 

36.2 
37. 4 
o.q 

~HNCH NA~E 

DCVF~ SEC 
DOV~~ SEC 
DCVFR SEC 

DOVEP SEC 

MCF Pnw s EC 
lolCFRCJW SEC 
MOPFOW SFC 

SPP I~t;F I i:tD BP 

SPPl"-IGr::taD BR 
SPF IMGFIELD BR 

~IJUTHW(:ST <;fC 
SOUTHWEST AP 
F 'ilP(H~~C~ RP. 

INTEREST 

LIN!' TO CHESSIF 
LI NI;' TO CHESS! E 
LINE TO CHESSIE 

LINE TO CHESS!E 

LIN<; TO CHESSIE 
LINE TC r;r.~S5IF. 
LINF TC, CHESS!E 

LINE TO Ct-ESSIF 

LIN!' TO CHfSSIE 
L !~!' TO (HfSSIE 

LINE TO Cl-ESSIE 
LIN~ TO CH~SSir 
LI~~ TC CHfSSIF 



314 
INTERESTS OFSIGNlTEO TO T~F C~ESSIE 

Ll~F. coo; FRO~ SHTICN TC STHION 

OFFERING PRICE $2,925 

SYSTEM: PENN CENTFAL TRANSPOFTATION CO. 

TRANSFEROR: MICHIGAN CF•nAL R. R. en. 

5233 
5231 

VABAF 
VASS AP 

OFFERING PRICE 

VlSSAR 
ORO JCT 

SYSTFM: PENN CFNTR•L TPA~SFCFTATICN CO. 

TRANSFEROR: FF~N c·~TFIL T•ANSPO•TATlrN co. 

PllOJECT: CO 4"/416.A OFFERING PRICE 

TRANSFEROR: CCNNFrTHG RAILWAY CO. 

8136 

PROJECT: CO 114 A 

q123 
3123 
812 3 

LANCASTER 

OFFERING PRICE 

PrJJNT PU .e:~Af\.'T 
PC!~T FL~ASANT 
11,::n MrJUSr 

FfSTORIA 

$5 ,605 

LANCASTEP 

$33l ,887 

PCJNT PL1=~SA.N"' 
RF.r .. OUSF 
NJTIH) 

MF! MP2 

86.? 86.4 
8l.4 86.7 

34.? 35. l 

ti;. c ec;. 6 
69.h 98.8 
9q.P. 108.5 

M.AO<!J'JAW BP 
~ACKI f\IAW ~R 

IU,f\.AlifHA ~'"C 

KANlWHI\ sr-c 
KH:di.;HA sr:c 

TRANSrEROR: (LCVCLAWr, CJNCJ~NATI, CHJCAGC ~T. LC"UI$ FHJL~t'f (!.LL ('Tt-t::F LINF.<;) 

8212 
8312 
8312 
8312 

•ROJ ECT: OH 5 

S TrJr; '< ~ JC 1 
WAr,!= C JVP~ST 
CH/IN ST LINC 
r;UIL~ORO 

Wtt': CIV 
Uj,/IN ST LINC' 
GlJJLFCRD 
INDPL S "I 1.J 11 

SVSTEM: pr."114 l':E=~TFflL T~~N~PC'tTATICN r:o. 

TRANSFEROR: PeNN C~~T~tl TAANSPIJ~TATICN GO. 

l5JJ 
350) 

l'>AllVr-svHLF RO 
CCLL I~..,rrr: "CO" 

CrLUt..'WOO!.) "00" 
CLfVFL.Ar-.,1) "08" 

2.5 5. ') 
5.c 20. 5 

2~. r:; 27 .9 
21.0 l J9. 3 

15'i.Cl14.7 
174.1 182.5 

,... ~ I" Ll~E 
""A! "J LI Ne:: 
~ . .\!N L I~S: 
Mb JN Ll~E 

"'"JN L 1"1· 
lrlll\ It-: LIN{ 

INT~REST 

LINF T~ CHESSIF 
L INF. TO C•Fss !E 

L!N~ TO CHFSS!F. 

LINS:: TD C .. FSSir 

L t,_,i: r1 c1-.:-ss rt= 
lJf\~ TC CHFSS!F 
LINc TO C>"ESSlf 

TP Tl"J CH'5SSJc 
TP TC CH!:'.Ssrc 
TR TC CYESSI F 
Tp TO CHF.S.Sit: 

TR TO CH~Ss!>= 
rp TC t:::H-=:ssrr::: 



315 
tNTERFSTS DESIGNATFD Tfl THl: CH:-:ss1i:-

l JNi::: coriE !=ROM ST.ATJCN TC STATION 

l'90JECT: MY I 

SYST~"1: DENN (';'2NTFAL TRAf>.'.SPCRTATICN C'O. 

TRANSFEROR: PF:"lf'I CC'.NTFi."L TRANSPr)Q.TATJ(N CC. 

HCHSTEP 48CO 
48:)) 
4 800 
480J 

PCCHfS1FF< ~AIN ST 
PO(, H~STC:R 
ROCHFS TFR (P35 
CH!LI JN CP37 

RCCH~ STEP CPJ5 
Cf-Ill JN CP37 
FPCNTJC:R W F"ID 

"-'ECT: WV I OFFERING PRICE $10, 290 

TRANSFEROR: PfNN CFNT~Al TPANSPOPTATIC~ CC. 

1331 

TRANSFERO~: PEN~CEL CC. 

1331 
1331 
13 31 
1331 

PllOJECT: IL 11 

POTC~AC F<. 
~('/\oiV Lll'\f 
MflRTINSPtJRC 
"'VIVA 51 l 11\!f. 

FCTCMAC G, 

MC/WV ST AT~ 
~/.FT I NS BURG 
~V /VA LI NE 
WI"'C ... FSTI=~ 

<;YSTE~: PE"J\t CENTPAL TR.Ct-.SPCPT~TICN CO. 

LINC 

369,7 371.0 
371.0 373.2 
37?..2 382.t: 
382.6 435,7 

74,8 82.1 

82. I 82.3 
8 2 .3 02.s 
cn .. ~ I 06,6 

IC 6.6 II 5.9 

TRANSFEROR: CL 0 VCLANO, CIM:l~NAT!, CHICAGC & ST. LOUIS "'lLWH 

83 05 
B 3')5 
8405 
8405 
8405 

TRANSFEROR: 

83Q6A 
8406 

l NI)! ~P\l,b.P o•STST 
l"'l[J JAN AP I J 
GP GALF 
CP RtNGn 
IN/ IL LINE 

PHLA .. BAL TC. 

INDIA~HCLI' 
Tf PRE HtUTF 

& WA SH. 

HCIHAP IJ 
C P GALE 
TfRR.E HAIJTf 
If\/ IL ~T LINE 
PARIS MIDLAND 

R. "· cc. 

WEST ST 
CP RING~ 

o.o O,t 
J.6 14.6 

14. t 71,6 
72.0 so.a 
AO. 0 91.2 

o.o 0,4 
71.t 12.0 

""AI~~ LINF 
f<.<I t. lf<J L 11\JF 
Mt P! LT "'I~ 
Mt IM LIN' 

W If'!( Hf STH SEC 

W!f\J(Hi~STl'.:Q S,o( 
W !Nl'".Y~STEP c::i::c 
~INCH'=ST;P SEC 
~ l"lfHt: STEP S"::C 

~A!N LINE 
MAIN LINE 
1-ll\J N LINj; 
MA IN L lNE 

I .U • RY 
GREENCASTLE BR 

I NT~PE ST 

TR TO CH~SSIE 
TP TO CHESS!• 
TR TD CHfSS I~ 
TQ TO CHS:SSIF. 

Ll~c Tr. CHESSIF 

LIN' TC C~ESS!f 
L!N" TO CHfSS!f 
L l~l' TO CHSSIE 
LINF. TO C•F.SSIE 

TR TC CHESS IE 
TP TO CHESS!F. 
TR TO CHESS If 
TR TO CHESS I'' 
TR TO CHESS IF 

TR TC CHESS! E 
TR TO CHESSIE 



Lit-..·.: C,Jf)f:: FROM ST.HI(/\ 

PROJECT: DH I ~ 

1137 
1138 
1140 

E!L!CNT GOG 
zoo 
zoo 

Tl STATl•Jl\l 

zoo 
zoo 
ARSENAL 

TRA~SFEROR: PHJL!'t •• 8/LTC. & \.;.~SH. F. R. rr. 

1140 IRSE.NAL 
12,, lANDCVER 
1211 Mt/DC ~T LINE 
1211 ~t..:Arcc: T ti 
l 211 VT~ r.JtJ T t. A ~F 
l 2 l l !"'.f' /VA ST L I~r 

)312 P::-~l)tNG PTI<~ 

TRANSFEROR: P~~~r~~ CC,.,PA/\Y 

J3.J9 
C122~ 
0322C. 
C322C. 
1339 
,1339 
.1339 

Pl' ~I( 

FA.Lt <; 
MORRIS 
PIJTT<;TC\irif\ 
~LAND(1N 

T~ANSFEROR: u: .... IGH v.tLLJ::Y '"'· P. 

0502 A 
C503~ 
0513A 
0506 
05 )5 

TRANSFEROR: 

051)2 ~ 
) 514 
)521 
0 521 

PROJECT: NW 2 

P:!:Tt-Lfl-E"" INT 
6LLFNTf'Wfl. 
l '.=H Jr,1-Hm1 
F~A5c:p 

UUPC[ RLN 

L~HJG~ E SL~CUfl-l~N~A 

1:1:::r1-L•rr~ 
FR ":,5;.:.:.: 

.~fTt--lfl-lfV JCT 
S"'!"t=FL 

EFilL 
MD/DC S'I LUE 
A NACCST I 
VJl<r;PHA AVr. 

I'( /Vii. q LI NE 
LC/\JG RP ID G: 

etl LS 
rffCOT S 
PUTTSTr1WN 
Rt ~DI Nf; (PIK:.: t 
L At.:t<f'. l 
i:i: El T 
KLl\P~Cl<TH!.L JCT 

All CNTOWN 
l f I- I G!-ITIJN 
t= R~ SIER 
LAURf:L quN 
'1UPCNT 

~ J:THL ':'.HU-1 JCT 
l fl.JP t= l PUN 
SH= L 
l Ft--IGHTf'lN 

~YSTFM: o~~·J CF~ITPAL TRA~SPC~TtTICN Cn. 

TRANSFERO~: r\JSRTHF'"-t-. rr-r-..TF~l !<Y. (fJ. 

132 5 
1325 
1326 

L~f.ACvNr 

DAY 
nJnLA 

TRA"ISF"EROR: "lOPTt·H·RN fFNTP6L PY. en. 

1314 04UPHIN 

rov 
Ht r.. KS 
~tRY<;VILL-: 

SLNl=\URV 

316 

MP 1 

o.o 1.7 
c. 0 0.3 
0.3 i. q 

2.4 4.~ 
128.8 131.1 
131. 1 134. 2 
l ~'4. ;;: 13t.7 
136. 7 13 8.5 
13E. 5 138. 7 

1.1 35 .4 

2. 4 
5.4 

1 e. C 
40.'5 

J.:) 
;. 4 

5.6 

Ee. t: 
9 3. 3 

119.1 
147. 1 
164 .1 

AB. 6 
14 3. 8 
E4.t 
85. ~ 

83.2 
85.8 
88.8 

5. 4 
18.0 
4C. 5 
59. 9 
3.4 
5. 6 

13.J 

93. 3 
119.1 
14 7.1 
H<.l 
175. 3 

811. 8 
161.2 

P5.5 
114. 7 

85.8 
90.4 
90. 4 

93.4 138.7 

BHLftCN'I ES 
~.UliY TRlC~S 
i!ST PHIL A !LEV 

IEST PHIL& .ELEY 
ftAIN Lii! 
!AIH lIIB 
M~ IN LI r-..ir-
MA I ~ 1 '-I \If 
"11'11\ LIN' 

c Y1 y 8P\'lrH 
r-' 6IN l I' F ::\.!'G 

"'"d"' LI \I~ ODG 
~\!f\: l!'F PGG 
P ~Ar- I."IG ~fl T L It-!t= 
p-::- t.r:! ~JG a:LT LI Nf 
~ffr,P~G ~".l T L!Nc 

~"" r" LIN= l VP P 
Mf! I ~J LI ~F L VRP 
~~If\ L INr: LVRQ 
r,p;ci [i~LF so::c 
t.1rU"'J"'"A I~ C UTQ FF 

kr"THL~,;::"4 CC~N 
l i:::i-.JGH f. SUSQ 
l i:-r TGH & S\JSQ 
l l'Hl';'1 & SUSQ 

Y~KK Hti.VE=N LP.It= 
Y':~K HAVEN LPli: 
'cNDL~ Rq (!N YD) 

,.. .A IN LI "lf 

• FINAL OEFINITION OF PROJECT OEPENDS ON CONRAIL ROUTING BETWEEN PHILADELPHIA AND WASHINGTON. 

H T~ CH 
TR TQ OH 
TP T~ OH 

TP TO DH 
TP T8 CH 
TR T8 OH 
TP Tc r." 
TQ F1 OH 
H T1 DH 

TR T'1 l')H 

T' T~ CH 
T• Tn OH 
TO TO CH 
TP Tr OH 
TP TD nH 
TO TC DH 
T• TO OH 

To T1 rH 
TP TO DH 
TP TO DH 
TO Tn CH 
TP TO DH 

TR T: OH 
ro TJ DH 
Tl< rn CH 
T ~ TO DH 

Tf< TQ DH 
TP TO DH 
TR TQ Dl-i 

TR TO DH 



317 

INT ERE ST s OE SIG NA TEO THE on.aw.aPE ANO HUOSCN 

Ll•E coo~ FROM SUTIC~ TC STAUON 

TRANSFEROR: PENN CENTRAL TPANSPORTATIC• CC. 

1302 
1314 
1314 
1329 
1329 
1329 
1329 

llROJ ECT: USR6 

ROCKVILLE 
ROCKVILLE 
Kii.SF 
SUNBUR'V' KASF 
SU"lfl;IJPY P A"KS 
SOL TH O.aNVILLE 
NESCOPECK 

OFFERING PRICE 

BA•KS "1 V PST 
DAUPltill 
SUN~URY 
SL•BUPY BANKS 
SOUTH DANVILLE 
M'SCC PECK 
BL TTONWOOO 

$253 .012 

SYSTEM: PEN~ C~NTRAL T~~NSPOQTATION en. 

TRANSFEROR: PENN CENTP AL TRANSPOR TAT! CN CO. 

1314 
l33Q 
2331 

NCl?THUMBFPlAND 
SUNBUPY KASE 
BEFIWICK, FA 

SYST~M: ~E4DING CC~PA~Y 

1305 NO RCA 

~YSTfM: f.~IE-LACKAWANNA R~JLWAV 

TRANSFEROR: ER! F- LAC KAl<Ah•A PAI Lio AV 

6241 

PllOJECT: USR 8 

SYSTF•: E~t=-L~CKAWANNA FAllWA~ 

TRANSFEROR: :RIF-LACKA1116~NA RAIL•AY 

6301 'llNGH.Up.ITCN OH 
6301 WAVERLY 
6 301 SCUTHPnPT n,-c:n 

6301 ELMI Rt.. •s 
6 3 ll HCPSF ... l=.IH1S "1-10" 
6401 HOP NC LL 
6401 Pr!PTAGF 
6401 FAST L n1crN 
6 401 UT!O H 
6401 RUJ:F ~LO UN ION 
6401 RUFFALO IC 
6401. N~• co•NFCT!ON 

PllOJ ECT: DH "'A OFFERING PRICE 

KASE 
SUNBURY ~ANK S 
BERWICK, PA 

RUPERT 

NUTHUMBEPLAND 

WilV'EFILY 
SCUTHPOPT "TF 11 

H•IRA FS 
Hr>SEH! Ars "HO" 
HCPNfLL 
Pr PT &G~ 
F.t~T L! NOO'N 
UT !CA AT 
BU•FALO UN!oJN 
0UFi:-ALO I~ 
NfW CONNECTION 
RUFl=ALO FW 

$25,326 

SYSTEM: Pi:NN (C~T'Ri'\l TRA•SPrRTATICN CO. 

TRANSFEROR: PEN"l CfNTR n TR ANSPOR TAT In cc. 

4736 CP F sc cN T GP~< N I SL AND 

MP l MP2 

109.9 
90.6 

286.4 
o.o 
1. 0 

10.2 
35.7 

113.3 
~3.4 

287.5 
1.0 

10. 2 
:15~ 7 
60.5 

286.l 286.4 
0.1 1. q 

38.l 38.5 

146.5 147.l 

177.0 213.5 

214.l 25 ~. 2 
255.2 271.9 
271. 9 273.0 
273 .o 276.B 
276. A 331.l 
331.€ 361. ~ 
361.5 382.9 
382.S 392. 5 
392.5 418. c 
418. c 42 c. 8 
420.8 421. 6 
421.6 422.4 

15.4 20.5 

BRANCH NAME 

MAIN L !NE 
~Al• LINE 
M.A IN LINE 
C~N s::=c TK 
DAN SEC TK 
CAN sr-c TK 
eUTTDN SEC 

MAIN LINE 
W/BARRE FRT CONN 
WHSONTnlf'I SEC 

CATA WI SSA BR 

BLOP%BURG BRANCH 

MAIN LI~~ 
MAIN LINE 
-~IN LI l\lf. 
f'ilt rn L!Nf 
••IN LIN~ 
8 LFFHO DIV 
ftUCC:A.LO crv 
BLFFALO D!V 
BUFCAL '1 D!V 
PLFFALO CIV 
euFFALO DIV 
BUFCALO DIV 

CRfSCE~T BR 

INTEREST 

TR TO OH 
TR TQ OH 
TR TO DH 
TR TO DH 
TR TO DH 
TR TO OH 
TR TO DH 

TR TO OH 
LINE TO DH 
LI NE TC DH 

LINE TO DH 

LINE To ·~H 

TR TC DH 
TR TO CH 
TR T~ DH 
TR TO DH 
T• TO DH 
TR T~ OH 
TR TO DH 
TR TC CH 
TR TO DH 
TR TO DH 
TR T~ DH 
TR TO OH 

L !NE TO DH 
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JNTE:PFSTS f"'lfSIGNATED TO CONRJ.ll ye: THfY ARJ.: NfJT ACC~PTFD PY PRCFJTAPU'.S 

Lit\~ C:lO: FRO~ STJ.TICI\; 

SYSTEM: PEN• C~NTPAL TPt~SPOATATION CO. 

TRANSFEROR: CONNECTING RAILWAY CC. 

2428• 
242•• 
.!'t2tJ* 
iii!"ll28• 

NEWCOMERS TOWN 
DOVER 
DOVER 
DOVER 

TC STAT ICN 

DOVER 
DOVER 
DOVER 
nova 'DJ• 

TRA~SfEROR: CL~V~LAN~ & PllT~eURGH p. R. CC. 

2427 OOVFR NfW PHIL ADEL PHI A. 

TRANSF'EROR: CL2VELANO, C JNCIJ\NATJ, CHIC4'7C f. ST LCLI S PAJL\lj~Y 

8131 
8131 
8312 
83f2 
nu 

CLYD~ 
a Yoe 
S~F.FF 
IN/IL ST LINE 
SHELDOll 

Cl YOE 
,. l YOE 
l~/IL ST LINE 
SHELDON 
SHELDON 

MP! MP2 

8~.9 103.0 
103.0 10,.3 
lu3.:. 103.9 

103.9 '°"·' 

2a.a 3t.a 

16. I 
16. Q 

211.3 
l16.3 
218.5 

ie. 9 
I 7. 3 

216.3 
ll8.5 
ll9.4 

TRANSF'EROR: cu:VFLAND, CINfINN4TI, CHICAGC & ST. Ln.Jl!i RAILW.l!Y 

8345 
8 345 
8405 
d4~5 
84J5 
84C5 
dlt 32 
8432 
8 440 

CCNNCRSVILL~ CrHfN 
CfJ"JNEJ:OSVILLE PHJLC!J 
PANA 
JQl\J\J 
L E~Jn X 
(;R"-INJTt= CITY WR 
WYT(1"J 

l YON S 
c:As T "'L 'TO~ 

TRANSFEROR: CELAW.•RE P. R. CC• 

l 22A 
l :?2::\ 
1228 
l ?.29 
1229 
1229 
l 240 
124·) 

PfJRTc:R 
S EAFt1P 0 
W~ ST "f'ARC 
l:\P I DGF 
FARNYUPST 
~~ C~~Tlf 

SEAFOPC 
sriu <;T~Tt"S f.f"IOP 

TRANSF"EROR: t:RIC: & KALAp.1Azrc Q• R. CO. 

3635 

TRANSFEROR: MICHIGA'\J c=NTRAL P. R. CC. 

LH-= C'JOi: FPOM STATION 

5234 
5234 
5235 
5235 
5235 
5236 
5236 
') 230 
5237 
524J 
524) 
5 241 
5242 
524 3 
5244 
5256 
5337•* 
';337•• 
51'3 7 
5337 

4227 
422 7 

l["l~°'~K Jr:T 
S.~r.I'lfoW "~X" 

5/'l.P../~\oi 
~ ~D SHiJN 
~tY CITY 
A:\ 'Yl ! TY 1• ~ 

P.~v CITY we; 
w~ NC"'J.t 
l=QP() DIVPrtST 
RC l t'C JN 
i\UP.UQ.N 
WATFR 5T JCT 
JCT /"11 ct~"r Af( 
WATr:Q ST JCT 
fl~Y 1.ITY c:5 
i\ ". 'i r I 1Y 

sm~ 
~ •,o1Afl..I r F (': K 

Pf' TN•·: S 

t.l/BUJ;.f..1, :-o1A~S 

HtlP:; /' YrNUF 

r(f\f\E~SVILLc P~ILCC 
Rt:=FSON NlW 
JCA~ 

LFt>.CX 
Gf(i'-"-.1111= CITY i,.p 

RR InGe JCT 
LYC '5 
Wf: STVILLi: 
LFNCX 

c;EAC:QRD 
D~LMAR 
~Af., K 
POP Tl= P 

N CASTL~ 
,._ CASTLI= TASKEQ 
snu STATFS COOP 
GFt-. ~ILLS 

PAL~"f'RA 

S~G!Naw ""')(" 
5 M; INAW 
Mt F~l-'('"' 1 

1-t/I 't r, I TV 
PAY C ITV 
R/lV CITY lotS 
Wl NflNA 
KAWK~WL IN 
S~G I f\AW 
A.UP.URN 
Mr rLA f\"() 
P.f!y C ITV 
:=NQ 
e..ov c ITV 
~SS13XVILLC 
PAY C. TT"f' 
OWOSSO 
SWAN CRfEK 
PAIN'=s 
l=CPDJ\F'.Y f'llVPn<;T 

H(P~ .llVCNLJi: 
WCFr:rsrt:F 

TRANSFEROR: PHIL"·· Rf.oLTf. f. w.Asr. R. R. er. 

1235 
12311 
] 2:)6 
l ~ 36 
1233 

r~PQll\;GTrN 

c:=riP SF rrwt-..t 
H~OlbN RfVr"D 
nL/p.iO ST LH' 1.: 

Z- Lt.::\t[\li Lt 

G~r~Gn~wr.; 

l/\f'JAN PTVl?R 
~L/M[) ST LJfll'
c:; t-.cw I-ILL 
,.~IL TCN 

68 .f"l 
7 2. 0 

16 7. 2 
205.7 
237.7 
243. 3 

) .R 
5. 3 

2Lt l. 3 

14.4 
84. I 
o.o 
o. 0 
4.I 
6.2 
o.c 
I. 2 

72.0 
74.1 

205. 7 
237.7 
24 3. 3 
248 .1 

5.3 
7 .2 

249.9 

~15.5 322.4 

4.< 2J.2 
20.2 2c.1 

lJ 1. 5 1C2. 2 
102.2 113.3 
113.~ 

o.o 
C.7 
2.1 

<;8. l 
o.c 

l06. I 
o. 0 
') .o 
o. 0 
l.l 

61.I 
65.8 
GI.e 
'-'5 .5 

114. f; 
0.7 
2.1 
5.C 

IOI .5 
9.3 

18.Z 
l 0 c;. t 

2.8 
3. I 
2.5 
2. 7 

65.8 
91.'8 
9 'J. 5 
98.l 

f..6.C f..E.5 
68.5 70.B 

c. c 23. c; 
).0 12 .8 

12 .. F 1 S. 2 
19. 2 42. a 

')., iJ 6. A 

DOVER SEC 
DOVER SEC 
DOVER SEC 
TUSCARA•AS >EC 

TLSUPhWAS SFC 

SJUJr"LSKY SEC 
sa11.1nusKY s~r 

MA IN LINE 
MAIN LINE 
MAIN LINE 

Wt-ITEW~TEP 

WHI ri:wATER 
~AI~ LINE" 
fol'\! N LIN~ 
~ti. Ir\! L Jf'ff 
M/' IN l I '>IF 
r At P') B~ 

r "I ori OR 
f 1 Lr LIN~ 

rcl~t.t-VA RR 

PNG TK 
RNG TK 

~>-;t- ;::ri!=>D 5'"" C 
\oo'~ST WIL"1 TK 
r-,;t:l,j CASTU s::r 
~:'-W ::~·STL' Jt>.J!1 
N;;:W C fSTLf IND 
':6~13P!D::>C: SiC 
L '1.MBP l':ISC S~(, 

VLLfA~ JL[' R1~0 

fol ti CK !Ni\•..' 
~.~(KIN>'\'l'I R;.; 
M 6 i !( J ·~ti, 111i' q,i;, 

t-41\(KT'HW rlP 
~· r c 1< I "J'·"' n D 

"lt(Kl'Jl\W r3R 
t-'\LK!"'IAW RD 
M-:CK!"J..\W PiR 
5f:GTNAW RP 
lo' I JL:"INfJ PG 
M rnt.viu RI=" 

HtY c1:v ~.s. e,P 
7<~v:rrvw.S.PiQ 

JJl\Y r-qy R~LT RP 
"'!:" J;,\ TC:( 5 T Tl( 
C::C W\"!'"'":R-PC/ff.n 
ISAGINAW BR 
SAGINAW RR 
S f:G !"'JAW ~i:: 
(" ~ r; J"J o\W ~~ 

r-.J!":P\odlH f\P 
1-Jr.:<•,.jJ( H bF 

r £~\I 5:-.C Tt< 
$fl..J[W H!LL s~c 
~f\rw HI LL s,~c 

("11.1oi,.i Hr LL c:•-r 
"'! l "'"01-J T K 

•SEE OESCRIPTION OF COOROINATION PROJECT 80-373 ANO ANALYSIS OF LIGHT QENSITY LINE #373. 

INTEREST 

LINE TO CRC 
LINE TO CRC 
L INf TO CRC 
I INE TO CRC 

LI NE TO CRC 

LI f\f: 
Ll~f 
LINE 
LINE 
LINE 

TC CPC 
TCl (D c 
TO CRC 
TO l.RC 
TO CRC 

LI~F TO CRC 
LI NF TO cc C 
LINF TO CRC 
LI t-.•F T'.1 CPC 
lINt F) (DC 
LIN~ TO CPC: 
LI ~JF. TQ ( D c 
L I Nt: TO cc. C 
LIN" TO CRC 

l I NF. ff' CR r: 
l l Nr T 'J CR C 
Lill.J~ TO c~c 

l !Ni.: TO CO C 
Llf\C T'l CRC: 
L l "IF Tl) CF:,. 
LINET0CPC 
LIN:= Tn CC.C 

LIN~ T:) ci:c 

LINC: Tf] CD/"" 
LIN':: T 0 (r< C 
L!f\i. -re cor: 
L Pff T() (Pc 

LI t\1-= TIJ CRC 
LINETOCQC 
L!NFTnccc 
L fl'E TO CkC 
LINC:: TIJ Cl<-C 
LIJ\F TO CR( 
L! ~r.: Tc r:cc 
LIN'.:: Tl) Cl< C 
LINF T'J ("P( 

LI "'if:: Tl] CD( 
LI Nt.: Tfl er: C: 
LI ~r; T'l C~( 
LINE TO CRC 
LINE TO CRC 
l I ~i: Tf'I Lt< r: 
LT NE T(l CRC 

LIN'~ T'J CDC 
Ltl'.JF Tf1 Ct-C 

LI~[ Tn C~<: 

LINF TO Cl=( 
LIN= T1J r;;.c 
L J NE- Ti: Cq r: 
LINS: T1 (DC 

SEE DESCRIPTION OF COORDINATION PROJECT GTW-6, GTW•7 AND ANALYSIS OF LIGHT DE~SITY LINES #1300,#1301, AND #4SSA. 
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!NTEPFSTS Ol'SIGNHEO TD CONRAIL IF THEY HF NOT ACCEPT~D SY PROF[TABLES 

1 !'E CODE FROM STAT ION re STATIIJ~ 

TRANS•~ROR: •HILA •• 8ALT0 0 & ~ASH. R. P. CC. 

1221 AELL RPI OGE 
1221 SP InGt; PAGAN 
1223 r.•v1 s PCRTEP 
l23J POR TC- R PEYBCLO 

TRANSFEROR: ?Ht L.A., SAL Tr. & WASH. R • .. cc. 

2234 • ~.ST wr (PTCN Ct"fSTER "HS" 
8222 ~!LL HH!L TCN 
8222. HAM IL rm.1 CLO RIVeP. JCT 
8222 EA.TCN Ct-/IN ST LINC: 
8222 OH/IN ST l INF GLEN 
qz22 GLt:~ GLFN 
8222 NEW CASTLE NEW CASTLE 

TIUINSFEROR: PGH., YCUNGSTVWN ASHTABULA RY. en. 

2436 
2436 

TRANSFEROR: PE"~~ 

133·1 
1311 
22:2 
2331 
3633• 
363l" 
3Bl• 
)433'\ 
36~~· 

3635 
364J 
47:U 
'123 
8123 
8123 
8123 
8123 
8138 
8138 
Sl38 
814 l 

Wt',LFORD 
W~L ~ORO 

CE"NTcet TPt~SP'li;TAT~('\I 

Sl!'ll~tJR't KA5C: 
1-'hG!=RSTC\ri"'f 
S~lJTH DUQLFSNE 
~i:::owtcK, F,6. 
CLYDE. 
CLYDE 
CLYDE 
F.ilEMON, 
FREMONT 
P~LMVRl!. 

Lf.NAWt:"F .JCT 
ROTTER.DAM JCT 
POINT PLL:~SbNT 

POI t-JT PU ASIUJT 
ti~n 1-f"lUSf 
NITRO 
GJl.lllr:'.Y BF IDl!E 
f:HAF L rs TCN 
BLUF C•FfK 
ftlU~ cor:tK 
PET~RS JCT 

TRANSFEROR: PENNDEL CC. 

122C 
l 22C 
1242 

nfLMt~ 

FPUITL.ANO 
K !Mf.S CR".cl< 

TRANSFEROR: PE' NnS L CC. 

1331 
1331 
13 ~ l 
1331 

1239 
1239 
1239 
1239 
1267 

FOTCMM: Q• 

""CIWV LJfl.i= 
~flPTlf\lSELPG 

WV/'vA ST LI~'( 

<;bl! ~P.IJQY 
SAL! SAU'Y 
SALISRUPV 
fll~Rl TN 
sn 1c;suJ(v 

WALFORD 
WAL FfJPD 

cc. 

~LNRL!PV BAf\K '; 
PCTCMA(; .. 
"'1r1<'.:':SP(lRT 
P.H'W!CK, PA 
CLYDE 
CLVnE 
FREllCNT 
FRE-T 
FRtMUNT 
L[•AWEF JCT 
rL I NTCN 
s AMSTERDAM 
POINT PL <,AS~NT 
RFC HCUS E 
~ITRO 
G.AULFY BR IDGF 
HISS 
CHARLESTON 8&0 
PLU• C~EEK 
ACU• 
CCP•ELIA •IN!' 

FPl..I TL/l"ID 
Prcc•OKE 
Kl•GS CRF°K 

MUWV STATE LINE 
MARTI NS BURG 
WV/VA Ll"'E 
W tNrt-'ESTF.'.P 

SHJ,BURY 
SAU SBUP. y 
<tFDUE S IO!NG 
BfOLH 
MILL STRHT 

TRANSFERO~: J!LA~~R· t PCUN~ ~RCCK PAILRCAr 

0348 
·1348 
1348 

0312 

~ T 0 tNTCt\ 
\ii TR~"JTClN 

TPF.l\JTC1N 

PrACING Pl1<F" 

TRANSFEROR: "11~Tt-l pe~ti.SYLVl'NJb RAILPOA1'1 

J30l 
0323 

WILLOW ~ll< FfT 
FAIPLF'SS JCT 

W TPFNTQM 
TP~ NT Cl\J 
TPFNTC~ 

ALLENTOWN B:JRN 

T.AAf)R JCT 
MCFP!SVILLC 

MP! ~P2 

a.a 3.6 
3. t 1. a 
a.a 6.6 
6.6 la.6 

3.0 22.0 
16.4 3a.7 
30.7 31, 5 
57.4 68.: 
68,5 72.l 
7 2. 1 72,4 

100.5 104.l 

3. 4 4.3 
4.' 4. 1 

0.1 l. s 
74,9 s 2.1 

·J .a l.) 
38-1 3 8.5 

256. Lz_5_i;7 
257.1 259.5 
258,5' 265.5 
265.5 26B.O 
_l.!>8.0_'2~9,0 
322. 4 324. !:: 

),0 1-~~ 
159.5 165.0 
69. 0 6S. 6 
69.f: 98.8 
~B. e l ce. 5 

108.!: 162.9 
162.9 173.l 

o.c c. 5 
12.6 13,4 
13. 4 26. 5 
o.a 13.9 

o. 0 <;. 7 
9. 7 31. 5 
O,D 1.2 

82, I 82,3 
82. 3 92.5 
92. ~ 106,6 

lOt.f 115 .9 

41.8 42"1 
42.l 42. 7 
42.7 45.7 
64,0 65,2 

o.c 0.6 

32.t: 32.B 
32.8 36.2 
3t.2 3f.4 

1. l 35, 4 

o.c 
o.c 

St-ELL POT BRANC.H 
~1-'F LL POT SEC 
rl'LMARVA (ND&CI BR 
N&oc RNG TK 

N•W CUMBFRLAND BR 
P !Ct"40ND AP 
Pl(H"OND BR 
P ICHMONO BP 
F !Ct-M~NO BR 
•ICHMOND BR 
RICHMOND BR 

w eLc:np :J sc:c 
WALJ:'lPD SF1: 

\trri/E AP-PE •RT CONN 
w !N('H~ STi:P SEC 
WCKC::~SP·JRT •R 
loATSJNT0WN SEC 
NORWALK BR 
NORWALK BR 
.NORWALK. BR. 
NORWALK BR 
NORWALK BR 
VUL':A"l O('lRQAD 
r L!NTO"I BP 
Wt:ST SHORE 
l<HJftW!-i!\ s~r-
K.ftiNl-WHA SfC 
l<ANAW!-iA SFC 
K.&.N~WH4 sec 
SWISS R\IG TK. 
HJ TOP SEC 
VII ~ &J 
HI Tf"IP s-:c 
P-=Ti=P S CP:S:l'.:K e• 

POt:(;'"1QKE sec 
pnc n'-1,....K:: S':C 
CF !SF!FL~ SFC 

WINl""Hr: STS:f< s~c 
W IM(HESTC:f; SEC 
\o.INCHi:STc:F' SEC 
Wl"~CH::STEP s.c;c 

MAF~fLLA TK 
,.,/\Cr'l~ll4 TK 
l"Af: ,-l'=tLA TK 
OCFAN CITY TK 
MJLL ~TR.EFT TK 

TP: N'!"f"JN p,i:;t'l,NCH 
TD"t NTQ"J fl.I< ANC H 
Tl<F NTGN P.P &NCH 

F-t. ST P!:NNI BR 

RFT~l'.-Ht'.f'o' BR 
MnFPTSVILLL Bit 

INTEREST 

LINE TO CRC 
LINE TO CRC 
LINE TO CRC 
LINE TO CPC 

LINE TO CRC 
LI NF TO CPC 
LINF TO CR C 
LI NE TO CR C 
LINE TO C•C 
LINE TO CRC 
LINE TD CRC 

LINF TO c•c 
LI NE TO CRC 

LINE TO c• c 
LI ~E TO CRC 
LINE TO CRC 
LINE TO c•c 
I fNF TO tRC 
LINE TO cwt 
LINE TO CR'C 
LINE TO CR( 
I JNS: Tn qu 
LI NE TD CRC 
LINE TO. CPC 
LINE TO CIK. 
L 1 flfE TO CRC 
LI NE TO CPC 
LIN~ TO CR C 
LIN• TD c•c 
LINF TO CRC 
LIN~ TO C• C 
LI NE TO c•c 
LI ~E T8 C•C 
LI NE TO CRC 

L !NE TO CPC 
LINE TO ci:ic 
LIN• TO c•c 

LI~-= TO CRC 
LI ~F TO c•c 
LINE TO r• c 
LI •e TC CRC 

LI NF TO C•C 
LI~~ TQ c• c 
LINE TO CPC 
L JNE TO C•C 
L tNi: TO C• C 

LI NF TO CRC 
LI NE TO CPC 
LI NC TO CR C 

LINl TO CRC 

LIN!= TO (QC 
L!NF TQ CPC 

• SEE OESCR'IPTION OF COO~OTNATION PROJECT NW-643A ~ND ANALYSIS OF LIGHT DENSITY LINES Uo43 AN1l #6't3A. 



TRANSFEROR: PLY'-'".JLJTI-- C:AfLf<D.Cr 

l335 

TRANSFEROR: POOT R:.ACJP,G P. i:. 

0336 

0340 
0 l52 
0 352 
03 52 
J 352 
139 l 
0 393 
1395 

c~ g6!\ 
C3 S6R 

.. IR r"J "f' nF< r ,, P:~- II 

W ILMHJGTO/\J 
~IL~ I 1>.IGTl~f\I 
rn~.r·-SVILLF 

?LVF~srl'.• 

WIL,..JNGTC"-
\lFL RIV [ XT 
f:FL ~TV F.XT 
"'!LL (OF-VK JiT 
Wt.P!"' 

Wl:f\ JCT 

~-LSMf Pf JCT p,.) 
t LV'-=F<~C~ 

l\JF;'l')BflRn "~3~" 

llollPYL~N(1 ~VF 

f,Hl<IC)TIA~A ,\VF 
S lt-ALNUT ST 
W~PD 

PJGr::Cf\ prpff 

TRANSFEROR: T'J"=f\'TCN~PC<I"r.=i(r... TRACTJ(~ en. 

T~ .:NTCr>. 
JC l /<,.:. 'TRPnn~! 

TRANSFEROR: C!fACtf\r; c:ci..q::6f\Y 

1313 
J3 )4 
J316 
0306 
03)6 

0307 !\ 
01 c 7-i, 

)3)9 

J3 )9 
Bl) 
) 314 
0314 
) 315 

01lR1 
0118 3 
1~21 

03226 
Ol 22C 

J 3?4 
03 j\ 
) 332 
0333 
•1314 
) 3 37 
J337 
13 39 
J 3 39 
•1339 
)341 
0341 
0 341 
)3Lj 2 
1345 
134'5 
1389 

".J ! (': ~. 

r, f·,Tt. ~" UOLA 
l="AST,.j!(K 
~A;;:cus 1-ccic 
PE~!~J r ~NTF< Al 
f:t:llAR HrrLLC~ 
901 [''";' P[IFT 

r6.LL"loJHILL .ICT 
P 1,; K 

L::=PH•:r.f\ 11 1.l-L l" 
CD.'\t,ll(;:~pr J(l 

')IJMr-'l:"P DAL>= 
CAkL~~Lf JCT 
»'-: ~C II\ G 

f'P,P.fo.A~ t-IP 2J.7 
W t:dU'1 It\:~ Trl< 
FP ! t" 

P[~K!ilMPJ 

t-1~ R QI~ 
SHIP 
S"PJl<P!G SPRING 
t-'0JTr:ll [ 
BL.~NnON 

LAU~ Fl 
~>=LT 

(U"'IPU .JCT 
i= 0.L LS 

Lf IJO ~l 

Ll.N5C!LJ: C"Lr 
WJPPfST[Wfl.l 
HU'-"-l'"L .C:Tr'l\"1 

TRANSFEROR: -:q r-:-L ~('"KAWl'./\Nl' R t.ILloiltY 

blJl 
6101 
61)2 
6 1')2 
6l03 
61)3 
"103 
616) 
6160 
616l 
6162 
6163 
61<5 
6165 
61(;6 
6167 
6168 
6169 
6170 
6172 

POt-'.,. '-l'Jpi.. !S 
NJ/Di.:, ST l It..·i-:: 
PQi'.<T J FPVT 5 
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~A Pl LI~~ (~r"JPMf::> EFJ:) 
"" !! ! r... L IN':' I i:n QM f:;;.. f c ! E ) 
~( {f-.1 LJN:- fCON'FC !=PJ~) 

~1.ti!~I LIN~ (f::n'\M[O ERir) 

'"'"'-I~J LIN[ (CilQr-'F~ ;:Rif:) 
~i"i"! LJC~f (>=r)R1"r.>< fFJ~I 

I"" I~- t I ~ r: 
V~ <:T/'.l SPUP 
V..'fiYli\"JI"' BPAt..'(H 
PCfH DIV (CQRM~R ~Pl 

P ric H ')I V I i:. ORM·-: R r R l 
prrl-' :-:irv <FC~'~,c:p r:Rl 
J;f(I-" r1JV (~CP~FQ ;;q 
PLrc~LJ OlV 
"i[Jt: r: .'\LO C IV 
llv=i::AL11 rr v 
-4UFr:ALL.I DIV 
!?UF>=ti.Ul C!V 
Pl;.=i:- 1,L 1 n1v 
pui:~~t:1 nyv 
!-'U::::i:ALO r!V 
r,criv-L A\J~ RP.6."'( I-' 

~TT J( A ~'='t'JCH 

f'IJflf,fq:4 'i=-fll~ ~R 

Rlf CK C<Ofl< RR 
LC[KDnRT PC ti.Nr:H 
c !TY SP 4N<':H 
rnv PR.'lN':H 
Ltt1r,1.c;::R :;ouo 
ERIE BR 

rv' ~pl l ]l>J<:;: 

"'f' ! r-.. L l -~: 
'1 L.. ! '' l l 'I r~ 

"'" I"' L I ~1 f. 
"'" I 1\1 L ! ·~r
,.. .... !•• L J\jC: 

/JA J t\ LI \JO.: 

"' t ! ~1 L I '~ -
'-"' ~ 11'. LI ~l ·-: 
~ ~ ! \l LI '\J ': 
~A ! ~' L ! '\J (~ 

l>I.,, 1 r-. L !'-J .. 
i"'t HC"·J IN:; - IV 
J.i,~Hr'JJ~JG "IV 
"'HW'·I P~G ~ ! V 
,._.,tH~1~J!\I) "JI V 
'PJ-""'JUl~ r.IV 
Mf.Hn'1 ! ".!·) l TV 

~· '1H-I~ J\j'_; l V 
r..• 'i.H('N! /\.; :-1 V 
,"-'.\H'l'JlW; -·,r V 
r..1t.Hr'!T!'J<; rrv 
w t.1-'~"'ll ~JG ·:IV 
11.r,H1•1!\J'; r'I V 
I.) /t-r~J rr>J'1 ""'IV 
~'fH--1~1I!'G ~IV 

'-''lt-ri•:!w:. r rv 
C.U.T. :cr·~ffCTirr-1 

( ~-: ~P ~l\J(.H 

C\Pf,r:~(1Q") PR.f!.\J\H 

LIN!- TCl CR r: 
LI NE TO CRC 
LIN': TO CPC 
LIN~ TO CP C 
LI NF TO CP C 
L!Nf TQ CRC 
LI Nf TO CRC 
LINE TO CPC 
LI NE TO C~ C 
LI Nt. TO [o C 
LIN~ TO Cf!C 
L!N'OTOCRC 
L!Nr TO CRC 
LINE TD CRC 
LI Nf Tn CRC 
LI NE TO coc 
L ! Ni= TO Cll C 
L!"JF Tl') CPC 
LINf TQ CRC 
L JNi: Til CPC 
LIN" TO CPC 
LI'-IF:: Tl] c~c 
LIN?. TC (kr 
L~~i;: TC CPC 
l I NJ. T1l co C 

LI~~ TfJ rci:c 
LIN!: Tfl CPC 
LlNr.TnCPC 
LI I\[ TC coc 
LINt: T(1 CPr. 
LIN~ CPC 
LINr Tll CR( 
l lNf. TD CPC 
LINF. Tr (PC 
t Il'lf TO roe 
L!NF Tf1 (?( 

LJ NF TO CPC 
LI Ne To ("( 
LP.ff TiJ (Q(; 

L!Nf TO CPC 
L HJF. TO CP C 
LINO:: TO CRC 
LIN!= TO t:PC 
ll~C TO (I<( 

L! t-<E TO CRC 
LI w: TO (PC 
LIP- T'l CR".: 
L!Ni= TO (PC 
LINE TO (RC 

ur-.r CPC 
l I Nf 1(1 (;DC 
LJI\'!'. Tr) (RC 
LI NF TO CPC 
LI NI= rn (Cl c 
LINC TO C•C 
LINE Tl"' (PC 
L I Nf TrJ CP C 
LI~S TO i:oc 
LINE TO CPC 
LINF TO C><C 
LJ t-..E Tli CRC 
L !f\J!.= Tn ccc 
LIJ\f- TCJ CFC 
L! Ni: TD CRC 
L TNE TQ CFC 
llNF TO CRf 
LIN"'. TQ CPC 
l [N!: T'J (!".!( 

LI r--!= TQ CPC 
LINF TO CPC 
LI"-!='. TQ CRC 
LT~':: TO CPC 
LJ"lf T'l CPC 
LI'-:::: TO roe 
LI N!7 TrJ CRC 
LT NI:'. rn CR ( 
LI~' TO (P( 

ltNt TO Ct<C 
LIN>=. TO Cf<C 
L!NE .,..0 CDC 
LIN'= T[l (DC 
LIN-:'. TO c~c 
L!Nt: Tri (:PC 
t IN'"' HJ C~ C 
LTJ\,:'. Tf! CP(" 
LIN.:: T(l CRC 
LJl\L Tr) (Q( 

ut\c Tr; cc:;c 
L ! N>- TO Cl" ( 
LINf- Tn CkC 
l I Nf. T~ c Cl c 
LTNF T(l ci::c 
LI NC Tr] coc 
Lil\JC TrJ Ct<C 
LJNC Tf] f'.f:[ 

LTNf T::'J c~r, 

LI r-1r- T'.l [t< C 
LI'-'1= Tfl CO( 

l P~E TO (PC 
LIN': TO C°C 
UN!: Tf'.1 ccr: 
LINE. Tri (o( 
LIN': TO CD<: 
L!N-: T" CPC 
L!"JL Tn c~·c 

LINf: TIJ fDr 
LIN~ TC Ct<C 



L!No r:'lo._:: FR(~ ST.ATJ[N 

6552 3~ 'iCFllRC 
6555 (PfB ("pn·K 
6556 YOl.INGSTClWN 
'lo557 (HI C WORI< S JCT 
6558 rp -..~ CREfK 
6561 BUCHAN AN 
6561 FRt.f\:Kl I~ 
&561 Rf '\IQ 
6562 FEPRl'1f\I t 
6562 FARR(~Ll 

6562 ~If W rA ~TLt= 
6563 NIL FS 
6 5t:3 Ml Ni:: !:<AL F JrGr· 

bh )lA A~ t.nv t . .AK'.'.-
66018• MAR ION \j ENO 
01>018• KENTON 

1RANSFEROR: Lt..CKAW.6NNt f. wvr,.. I/\G 

6253 Sc RH TcN 
6254 PJTT<;TON 

SYSTEM: ANN ARBOR 

TRANSFEROR: ANN ARBOR 

#'901-•• ANN ARBOR -· nwosso 
6'lQl"t• OWOSSO 
•905•1~ W ... ITMQflE LAKE 
6905•,., UURAND 
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VAL l FY 

TC ST.4TIC~ 

LFWIS PUN 
H'Z~LT!"lf\I 
MFR ID I AN PD 
G JfiARO 
WFST .ave_ 
FPM•KLIN 
R F~O 
OIL C [TV 
FARRELL 
W~EATLANO 

GA.O~ER AV 
MINFPAL "1rGF 
•HQUIS 
STERLING 
KENTON 
LIMA 

R j( LI• AV 

LITTLF V!RGINP 
lo/ILK~S BARPf 

WHITMnRE LAKE 
OWOSSO 
OWOSSO JCT. 
DURAND 
UURAND 

MF! -·2 

9. s 17. 6 
67.5 69.J 
o.c 4. 8 
5. I 6.0 
o.o 1.6 
o.c 2 7 .4 

2.1." 2e. s 
28. 5 3~ .a 

o. 0 3.6 
3.6 4.4 

19.3 23 .3 
o.o 3. 0 
3.0 14. i:; 

18R.4 .:>23.o 
2. 5 21.3 

25.2 54.3 

o.o 3 .e. 
12. 4 1 P.4 

47.5 57.0 
96.0 106.0 

106.0 108.0 
51. 0 Qt}.6 
9$.ts 96.ll 

t::IPHICH l\JAME 

BPADFORD BRANCH 
tH1ZFL TO'! 9R 
YEA AP ANCH 
UNIL BR Wt: ST 
(ANAL tlR FAST 
HHKL!N RR ANCH 
CO/>.NK.LP-1 BRANCH 
CPl-NKLIN ARAl\ICH 

~·- CASTLE= BRANCH 
t-.IEW ':t STLf. BRANrH 
/\ FW CASTLF SQ.AMCH 
l I <;Rr,N SRA NCH 
L( SBON BRANCH 
M.61N LIN~ 
~AIN LIN~ 
MA1N LINF 

LACKEWVOMG VLY 
LACK&WVCMG VLV 

ANN ARBOR RR 
ANN ARBOR RR 
ANN A_RBOR RR 
ANN ARBOR t<l( 

ANN ARBOR RR 

• SEE DESCRIPT!'.lN UF COORDINATION PROJECT NW-1260 AND ANALYSIS OF LIGHT DENSITY LINE tl260. 

INTEP~ST 

l INE TO CRC 
LI NE TC CRC 
LIN!:= TO C• C 
LI NF' TO CPC 
L!NF TO CPC 
L INJ: TO c• c 
L!Nf TO CPC 
LI NE TO CPC 
LIN~ TO CP C 
LINE Tn C•C 
LINE TO c•c 
LINF TO c•c 
LI ~E TC CRC 
LIN~ TO c•c 
UNE TIJ CRC rn-e ro CRC 

Ll~E TC CP~ 
L !NE TO COC 

LINE TO CRC 
LINE TO 1.RC 
l!NE TO CRC 
L !Nt TO CR<: 
LINE TO LRC 

SEE DESCRIPTION OF COORDINATION PROJECT GTW•69 GTW•i ANO ANALYSIS OF LIGHT 1DENSITY LINES #1300, tl301, ANO t455A. 

Notes to Rail Lines Tables 

Notes for Erie Lackawanna Branch Names 

1. Formerly designated as Greenwood Lake Branch of former Erie RR; still carried by this 
name in EL track charts and valuation records. 

2. Bergen Junction to Rutherford Junction was formerly the Erie Railroad Main Line and 
still carries this name in EL track charts and valuation records. 

3. Formerly designated as Boonton Line of former DL&W; still carried by this name in EL 
track charts and valuation records. 

4. Formerly designated as Newark Branch of former Erie RR; still carried by this name in 
EL track charts and valuation records. 

5. West End to Bergen Junction designated in operating timetable as Bergen County Line. 

6. Avon to Rochester carried in EL track charts and valuation records as the Rochester and 
Genesee Valley Railroad. 

7. Hoboken to West End was originally a portion of what historically was designated as the 
former DL&W Boonton Line; track charts and valuation records still carry this designa
tion. 
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SECTION C 

Designations Under Section 
206(c) (1) (A) and (C) to ConRail 
for Acquisition by Amtrak 

The following rail properties of the below-named 
railroads in reorganization or of railroads leased, oper
ated or controlled by railroads in reorganization, which 
properties are located in the Northeast Corridor are 
designated for transfer to ConRail, and are designated 
to be purchased, leased or otherwise acquired by Am
trak pursuant to section 206 ( c) ( 1) ( C) . 

TRANSFEROR 

PCTC SYSTEM: 
Penn Central Transportation Co. 
Connecting Railway Co. 
New York Connecting Railroad Co. 
Northern Central Railway Co. 
Pennsylvania Tunnel & Terminal Railroad Co. 
Philadelphia, Baltimore & Washington Railroad Co. 
Phila. & Trenton Railroad Co. 
Union Railroad Co. of Baltimore 
United N.J. Railroad & Canal Co. 

DESCRIPTION 

ROAD PROPERTIES 

Raii Une11-

• Transferors' interests in the rail lines designated to Con
Rail for Amtrak in the Rail Lines Table except for lines 
which have been purchased or leased by public authoritiea, 
subject to such trackage rights as are designated to trans
portation authorities and appropriate trackage rights which 
ConRail will retain. 

• Such trackage rights of transferors which are necessary to 
operate Amtrak 11ervices on rail lines which have been 
purchased or leased by public authorities. 

Stations and other structures-

• Such use, leasehold, occupancy and access rights under 
Penn Central Transportation Company's interest in the 
Providence Union Station and the terminal agreement re
lating thereto, as are necessary .to the operation of present 
passenger services, and an option (described in Chapter 8) 
to purchase, lease or otherwise acquire all or less of trans
ferors' remaining interest except commuter service user 
rights designated to transportation authorities and subject 
.to the rights designated to Rhode Island DOT. 

• All or less of transferors' interests in structures designated 
to ConRail and associated with rail lines in the Northea11t 
Corridor which are used in common with freight operations 
subject to appropriate user and access rights which Con
Rail will retain. 

• Such use, leasehold, occupancy and. access rights in trans
ferors' interests in passenger stations and other structures 
associated with rail lines in the Northeast Corridor which 
are necessary to the operation of present passenger services 
and an option (described in Chapter 8) to purchase, lease, or 
otherwise acquire the remainder or less of transferors' 
interests subject to any rights designated .to transportation 
authorities. 

FaciUties (including yards, shops and other service and mainte
nance facilities)-

• Penn Central Transportation Company's and Philadelphia, 
Baltimore and Washington Railroad Company's int.erests 
in Ivy City Yard, also known as the Joint Coach Yard. 



• All or less of transferors' interests in facilities associated 
with rail lines in the Northeast Corridor, used in intercity 
passenger service and in common with freight operations, 
Rail will retain under terms that accord with the principles 
set forth in Chapter 2, "Passenger Service." 

• Such leasehold, occupancy and access rights in transferors' 
interests in all other such facilities associated with rail 
lines in the Northeast Corridor as are necessary to the 
operation of present Amtrak service and an option (de
scribed in Chapter 8) to purchase, lease or otherwise ac
quire the remainder or less of transferors' interests in 
such facilities. 

EQUIPMENT 

Passenger cars and passenger service locomotives-

• As noted in Section A of this Appendix, an option is trans
ferred to ConRail to acquire interests in passenger cars 

324 

and passenger locomotives; Amtrak has the right to ac
quire that option to the extent specified in Chapter 8. 

MATERIALS AND SUPPLIES AND ADMINISTRATIVE 
ASSETS 

• 'l'ransferors' interest in materials and supplies and ad
ministrative assets, including offices, warehouses, supplies, 
records, contract rights and other intangibles and fiscal as
sets are designated in the manner set forth in Chapter 8, 
with a division of such assets under which there will be 
transferred to Amtrak ,those assets which are required 
peculiarily by Amtrak and not required by ConRail. 

OTHER 
Stock-

• An option (described in Chapter 8) to purchase ·the Phila
delphia, Baltimore & Washington Railroad company's in
terest in the stock of Washington Terminal Company. 



Section C Rail Line Tables 

TRANSFEROR: CCNNC~TTNG ~'ILW~Y co. 

1101 FRA/\KFCJ;f J(~ zoo E 1. 3 e?. t: "It. I"' LIN~ 

TRANSFEROR: •EW YC•• C0•NFCT1NG •• ~- rr. 

42J7 OJVPOST F 140TH ST 4. 5 

TRANSFEROR: "'lJPTt-~RN CFfl."PAl f.'.Y. CC. 

1201 lJ~JI o~• JC 1 B&P JCT 95 .6 %.0 

TRANSFEROR: DrN/\.1' • TUt-./\~- l £ TFP'IIN.Al '· R • re, 

1401 PFNN ST~TICN NY /NJ ST LI"IC o.o 1,6 ~f I"! L!N:: 
l4·ll NY/NJ ST LJNi:::: HlC SON l.6 8,6 M.~ I"' LINE 

1401 HU"'SfN 00('1( 7. I e. o .,.air-. LI NF: 

14 l l Pf•• SHTICN rHCLD 0 .o 3, 7 t-i:L L GATE L INf-

1411 H dPQL ('; DI ltPOST 3. 7 4.5 >-ELL GAP'.: L INF; 

TRANSFE.ROR: PHIL A., P Al Tn. £ ~ASH. q. P, co. 

11 JI AP S~"-IAL llAPB Y 2.1 6. 3 ".6 ! /\' LI "11t: 

1211 r .':.P ftY HOCK 6.3 16. 8 r-41' IN LI NE 

1201 HOOK Pti /OL ST LINE 16.8 18.2 MA.JN LIN!: 

1201 D~./DL ST LlNF Wll~ WF;ST Yn 1~.2 2 e.2 "Al N LI NF 

llOI WILM we: ST YD NFW . .6RIC, N 28. 2 38,9 Mt, IN LINF 

1201 NF i"l.6RK, ['l Ll/~O ST LIN;: 38 .9 41.4 Pi'A Tf\ LIN~ 

1201 !JL I ~O ST l INF HH 41. 4 92.0 ~n~ LIN!' 

12JI f£D .Jr T MC/0( LIN'.: 96,0 131. 4 MA l"'! L y114c 

12 )l MO/~C 'ST L JNE WASHHGTON 13 L. 4 135. l MAI' LINF 

TRANSHROI<: P ,_.ILA. f. TRF•TCN R. R. co. 

L IOI HDtr.u: SRLRG JCT FRA,•FORD JCT 76.0 81.3 •ATN LINC 

1401 MORP!SV!LLF MCl"RI S 58.0 58,6 M,A T" LINE 

1401 MORR IS Hrl~ESRUPG JCT 58. 6 76. 0 M~JN LINt 

TRANSFEROil: UNION R • .. co. OF ~AL TlMORf 

1201 BAY UNJON JCT s2.o q5.b MHN LINE 

TRANSFEROR: UN !TED N, J. p, R • & CANAL cc. 

1401 DOCK NiWAfU<'. 8,D 9.0 MAIN LIN• 

1401 Ni::WA'l:K CO~NTY q,o 32.9 M.A IN LINE 
1401 COUNTY TPFNTCN "F.U ~·· 32-9 56.8 MA IN LIN~ 

L 401 Tl"Ef'.JTnN "F &IF" TFP.JTCN 56.8 57.0 MAI' LIN~ 

1401 TR {:NTON NJl~A ST ATf LINr: 57 .o 57. 7 MA!' LINFc 

1401 NJ/Pt.. ST.brr LHF ~CFQISVlllf 57.7 58.0 MAIN LINE 

INTEREST 

l !NI'.: TO A"'TR AK 

l IN!: TQ A."4TRAK 

LI NF' TO A"'TQAK 
l ! "IF: TO AM TR.AK 
l I Nt=: TO, AMTP:.AK 
l I l\F TC A~ TPAK 
LIN~ TO !\.MTRAK 

L JNi:: TO AM Tl:l AK 
l Y NE TO Ah1TRAK 
LI NE TO AMTRAK 
L!Nf' TO AMTQ AK 
L! NF TO AMTP AK 
LINE Tn ~MH~AK 
LI Nt T~ ftMTR.AK 

LI 'E TO AMT PAK 
L!NF TO AM TP AK 

LINE TQ A""TRAK 
LINF TO AMTRAK 
LINE TO AMTR~K 

L !NE TO AMTOAK 

LI ~E TO AMTRAK 
LINF TO AMTRAK 
LINF TO A""TQAI< 
LINE TO A~TRAK 

LI NE rn AMTR~K 
LI NF TO AMTRAK 



INTERESTS DESIGNATED TO 

L IhE CODE FROM SHT ICN TO STATION 

TRANSFEROR: PENh CENHAL TRANSPORTATICN CC. 

1101 zoo ARSENAL 
1134 34TH ST PIVFR LINE 
"115 CRANSTON PROV! DENCE 
"116 PRCVJOENCF RI/MA ST LINE 
4207 E 140TH ST •APKET 
4207 MARKET SHLL 
4209 MILL RIVERIO!Vl NfW LCNOON 
4215 NEW LONDON M IOWAY 
4215 MIDWAY CT/RI ST Ll"IE 
4215 C~ IP I ST L! NE WESTERLY 
4215 WESTERLY HILLS GROVf 
4215 HILLS GPnt CRANSTON 
4215 CP.ANSTON CRANSTCN 
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CCNRAIL FOR 

MP! MP2 

B7.6 90. 3 
2.1 2.8 

180. 7 185.1 
185 .l 190.8 

9 .o 10 .o 
10. c 19.0 
73.0 122.8 

122.B 126. 7 
126. 7 141. 1 
141.1 141.3 
141.3 175.8 
175.8 179.0 
179.0 180.7 

AMTP~K 

BRANCH NAME 

•AIN LINE 
NEW YORK CONN 
SHOPF LI NE-4116 
SHORE LINE 
~~LL GATE LINE 
HF.LL GATE LINE 
SHOPE LINE 
S1'10QE LINF 
SHORF LI NF 
SHORE L!Nf 
SHORt LINE 
SHOR~ LI Nf 
SHORE LINE 

INTEREST 

LINE TO AMTRAK 
LINE TO AMTRAK 
LINF TO AMTRAK 
LI NE TO AMTRAK 
LINE TO AMTRAK 
LI NE TO AMTRAK 
LI NE TO AMTRAK 
LINE TO AMTRAK 
LINE TO AMTRAK 
LI NE TO AMTRAK 
LINE TO AMTRAK 
LHE TO AMTRAK 
LINE TO AMTRAK 
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road 
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SECTION D 

Designations to ConRail 
for Acquisition by Transpor
tation Authorities 

The following rail properties of the below-named rail
roads in reorganization and railroads leased, operated or 
controlled by railroads in reorganization, which prop
erties are used or useful in passenger service and previ
ously designated to be transferred to ConRail in Section 
A of this Appendix may be purchased or leased from 
ConRail by a State or a local or a regional transportation 
authority pursuant to Section 206(c)(l)(D). 

TO: All States and Local or Regional Transportation 
Authorities in the Region 

Transferors: All Tranrf erors whose rail lines are desig
nated for transfer to OonRail: 

• Road Properties 
Raillinta-

• Appropriate trackage rights for the operation of commuter services on all 
rail lines used by Amtrak or designated In the Rall Lines Table for trans
fer to ConRall for Amtrak on which there are present operations of 
commuter trains by a transportation authority, or which are useful for 
operation of trains by a transportation authority. 

• Transferors' Interests or trackage rights In all rail lines except main freight 
lines, on which there are present operations of trains by a transportation 
authority and trackage rights on all rail lines, except main freight lines, 
which are useful for operations of trains by a transportation authority, 
which lines are not used or designated to Amtrak and are designated for 
transfer to ConRall except for appropriate trackage rights for freight 
operations which ConRall will retain. 

• An option (described In Chapter 8) to purchase or lease all or less of 
transferors' Interests In those rail lines designated to Con Rall for trans
portation authorities In the Rall Lines Table. 

Statlom, Structuru and Facilillea (Imluding uarda, ahopa, paaaenger 1torage 
trackl and other aervice and malntename facilillea)-

• To the extent Indicated In Chapter 8, lease or use and occupancy Interests 
In such properties designated to Amtrak and associated with rail lines In 
which the transportation authority has or Is designated an Interest. 

• An option (described In Chapter 8) to purchase or lease all or less of Con
Rail's Interest In such properties used jointly for freight and passenger 
operations and not used by or designated to Amtrak, except for appro
priate use and occupancy rights which ConRall will retain. 

• An option (described In Chapter 8) to purchase or lease all or less of the 
transferors' Interests in such properties not designated to Amtrak which 
are associated with rail lines In which a transportation authority has or Is 
designated an Interest. 

Paaaenger aervice locomotivu and paaaenger cara 
As noted In Section A of this Appendix, an option Is transferred to Con Rall 
to acquire Interests In passenger cars and passenger service locomotives; 
the transportation authorities have the right to acquire that option, subject 
to the option designated to Amtrak, to the extent specified In Chapter 8. 

An option to the extent specified in the following 
rail lines, not otherwise needed by ConRail for freight 
operations, is designated for transfer to OonRail under 
section 206 ( c) ( 1) (A) and such interests are offered for 
purchase or lease by the identified authorities under sec
tion 206 ( c) ( 1) ( D) in accordance with the terms 
indicated below. 

TO: State of Rhode Island 

Transferor: Penn Central Transportation Go. System; 
Penn Central Transportation Go. 

• Road Properties 

Line 
code 

4165 
4165 

Rail llnea.-An option to purchase or lease (described In Chapter 8) all or 
Jess of transferors' Interests In the following rail lines: 

From To 

East Providence .. Warren ... ---------
Warren _______ ---- _ Bristol. •.. __ -- -- --

M.P. 
from 

1. 9 
11.8 

M.P. 
to 

11.8 
15. 7 

Bramh 

Bristol Sec. 
Bristol Sec. 
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TO: State of Rhode Island and Rhode Island Depart
ment of Transportation 

Transferor: Penn Central Transportation Go. System; 
Penn Central Transportation Go. 

Station and Structures 
An option (described in Chapter 8) to purchase all or less of Penn Central Trans
portation Co.'s interest in the Providence Union Station or the terminal agree
ment relating thereto subject to appropriate leasehold, occupancy and access 
rights designated to Amtrak. 

TO: Commonwealth of Massachusetts 

Transferor: Penn Central Transportation Go. System; 
Penn Central Transportation Go. 

• Road Properties 
Rail lines.-An option to purchase or lease (described In Chapter 8) all or less 
of transferors' Interests in the following rail lines: 

Line M.P. M.P. 
code From To from to Branch 

4186 Buzzards Bay _____ Falmouth ________ 0.0 13.8 Falmouth Sec. 
4174 Sandwich _________ Hyannis __________ 7.5 24.3 Hyannis Sec. 
4180 Yarmouth ________ South Dennis ..... 0.0 5.6 So. Dennis Sec. 

TO: State of New York 

Transferor: Penn Central Transportation Go. System; 
Penn Central Transportation Go. 

• Road Properties 
Rall linea.-An option to purchase or lease (described In Chapter 8) all or less 
of transferors' Interests In the following rail lines: 

Line 
code From To 

4700 Sand Bank ••.•.... Hoffman's (CP-11). 
9131 Wassaic ••..••.....• Millerton ••........ 

M.P. 
from 
160.9 
81.6 

M.P. 
to Branch 

169. 9 Main Line. 
93. 0 Harlem Line. 

TO: State of New Jersey; New Jersey Department of 
Transportation 

Transferor: Penn Central Transportation Go. System; 
United New Jersey Railroad & Canal Go.; New 
York and Long Branch Railroad; Pennsylvania 
Reading Seashore Lines; West Jersey & Seashore 
Railroad; Penndel Go.; 

• Road Properties 

Line 
code 

1427 

Rall Lines.-An option to purchase or lease (described in Chapter 8) all or less 
of transferors' Interests in the following rail line: 

From To 
M.P. M.P. 
from to Branch 

Farmingdale ...... Howell ___________ _ 8. 3 13. 5 Freehold Br. 

Transferor: Central Railroad Go. of New Jersey System; 
Central Railroad Go. of New Jersey 

• Road Properties 

Line 
code 
0216 
0216 

Rail Lines.-An option to purchase or lease (described in Chapter 8) all or 
less of transferors' interest in the following rail lines: 

From To 
Matawan. _________ Morganville ______ _ 
Morganville _______ Freehold _________ _ 

M.P. 
from 
10. 9 
14.1 

M.P. 
to Branch 

14.1 Freehold Br. 
23. O Freehold Br. 

TO: Southeast Pennsylvania Transportation Authority 

Transferor: Penn Central Transportation Go. System; 
Connecting Railway Go.; Penn Central Transporta
tion Go.; Phila., Baltimore & Washington Railroad 
Go. 

• Road Properties 

Line 
code 

1253 
1245 
1152 
1152 
1150 
1150 
1186 

Rail Lines.-An option to purchase or lease (described in Chapter 8) all or 
less of transferors' Interests in the following rail lines; 

M.P. M.P. From To from to Branch 
Wawa •••• _________ State Line ________ 18.0 54.2 Octorano Sec. Upland ___________ Wawa _____________ 

0.5 6.1 Chester Creek Sec. 
De Vault.. •.....•. De Vault __________ 6.0 6.3 Phoenixville Sec. 
De Vault __________ M.P. 9.2 .••........ 6.3 9.2 Phoenixville Sec. 
West Chester .•.... West Chester •..... 29.5 30. 7 Frazer Tk. Frazer. ___________ West Chester ______ 24.4 29.5 Former Frazer Br. Grassland _________ Former End of 10.5 -------- Former Newtown. 

Line. Square Branch 

Transferor: Reading Company System; North Pennsyl
vania Railroad; Philadelphia Germantown & Norris
town Railroad; Reading Company 

• Road Properties 

Line 
code 

0345 

Rail Linea.-An option to purchase or lease (described In Chapter 8) all or 
less of trnnsferors' interests in the following rail lines: 

From To 
M.P. M.P. 
from to Branch 

Kneedler __________ Norristown. ____ _ 1. 5 9. 0 Stony Creek Br. 

TO: Commonwealth of Pennsylvania; Pennsylvania 
Department of Transportation 

Transferor: Penn Central Transportation Go. System; 
Northern Central Railway Go.; Penn Central Trans
portation Go.; Erie Pittsburgh Railroad Go. 

• Road Properties 

Line 
code 

1324 
2315 
1302 
2229 
2434 
2434 

Rall Line1.-An option to purchase or lease (described In Chapter 8) all or 
less of transferors' interests in the following rail lines: 

M.P. M.P. 
From To from to Branch 

Freeman __________ Hyde _____________ 35.6 54.6 Northern Central Br. Warren ____________ Kane ______________ 66.5 92.5 Emporium Sec. 
Conewago _________ Royalton ___ •• ____ 90.5 94.5 Main Line. Arnold ____________ Kiskiminetas Jct .. 19.5 28. 7 Allegheny Br. 
Jamestown ________ Linesville ..... ____ 90.5 103.6 Jamestown Sec. 
Linesville _________ CP 103 ............ 103.6 129.3 Janrestown Sec. 

Transferor: Reading Company System; Reading Company 

• Road Properties 

Line 
code 

0332 

Rail Lines.-An option to purchase or lease (described In Chapter 8) all or 
less of transferors' Interests In the following rail line: 

From To 
M.P. M.P. 
from to Branch 

Oaks ______________ Eumau.~ Jct. _____ _ 1. 5 38. 6 Perkiomen Branch. 

Transferor: Lehigh Valley Railroad Go. System; LeMgh 
& Susquehanna Railroad 

• Road Properties 

Rall Linea.-An option to purchase or lease (described In Chapter 8) all or 
less of transferors' Interests In the following rail line: · 

Line 
code 

0521 

From To 
West Easton ______ Freemansburg •••. 

TO: State of Indiana 

M.P. M.P. 
from to Branch 

74. 4 81. 3 Lehigh~ 

Susquehanna. 

Transferor: Penn Central Transportation Go. System; 
Michigan Central Railroad Go. 

• 

Lin< 
cod< 

5304 

TO 

Tra 

• 
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• Road Properties 

Rall linu.-An option to pnrchase or lease (described in Chapter 8) all or 
less of transferors' interests in the following rail lines: 

Line M.P. 
code From To from 

M.P. 
to Branch 

5304 State Line. _______ Michigan City____ 222. 7 226. 5 Main Line. 

TO: State of Michigan 

Transferor: Penn Central Transportation Co. System; 
Penndel Co.; Michigan Central R.R. Co. 

• Road Properties 
Rall linea.-An option to purchase or lease (described in Chapter 8) all or less 
of transferor's interests in the followingral! llnes: 

Line M.P. M.P. 
code From To from to Branch 

5338 Comstock Park ___ Petosky ___________ 239.4 425.8 GR&I Br. 
5357 Walton Jct.------- Traverse City _____ 0.0 25. 7 Traverse City Sec. 
5304 Asylum Switch ___ Dowagiac _________ 145.0 178.6 Main Line. 
5304 Niles ______________ Stateline __________ 191. 7 222. 7 Main Linto. 

Transferor: Ann Arbor Railroad System; Ann Arbor 
Railroad 

• Road Properties 

Line 
code 

6905 
9606 

Rail linea.-An option to purchase or lease (described in Chapter 8) all or less 
of transferors' interests in the following rail lines: 

M.P. M.P. 
From To from to Branch 

Durand ____________ Durand ___________ 95.8 96.0 Ann Arbor R.R. 
Owosso Jct ________ Cadillac ___________ 108.0 227.0 Ann Arbor R.R. 



Section D Rail Line Tables 

JNTF"PfSTS OFSlGNATED Tf' CONP~IL FOR NF.W JFPSEY DEPARTMENT CF TR.ANSPCRTATIDN 

LI NE CODE FROM STATinN TO STATION 

SYSTFM: PENN CFr-1T1:tAL TR.ANSPORTATJO" cc. 

TRANSFEROR: UNI TEO N. J. R. P. & CAN•l co. 

1424 NASS AU PR INCF.TCN 

TRA~SFEROR: NEW YQPK g LCNG eRANCH R. R. 

0222 .ASl3URY PARK RRADLEY BEACH 
0222 RRADLEY AF.A.CH SAY HE AC JCT 

TRANSFEROR: PC:t>if\SYLVANI .A RE.A[lt\G SFASl-CRF LINES 

qqQb PAL EP•O nc EAN c. lOTHST 

TRANSFEROR: WEST JERSEY & SEASHORE RAILROAn 

9901 L INDE~WDLD LI "Of NW CLO 
q901 LINDENWOLD LU CASTO~ 

SYSTEM: Lfl-IGI- V~LltY R. R. 

TRANSFEROR: LEHIGH VALLEY R.R. 

0508 HU\I TC:R NE"APK INT 

SYS'TEM: CFN'TG.AL R. R. CC. CF f\F.:W J[PSEY 

1'RANSFEROR: C!=llJTRAL R. R. CC. OF NF.W Jt:=RStY 

0201 fl lZABFTHpT FH 

SYSTEM: ERIF"'L . .\CK~WH'NA qAJL\o..8Y 

TRANSfEROR: ~RTF-LACKAW.8"N• ~/llLkAY 

6801 
6801 
68Jl 
6841 

t-CAIJKF.N 
OP4. NGE 
"'ll LP.URI\! 
•ILLINGTCN 

INFST ENC 
,.. I LLl3UPt>. 
SU•M IT 
GL /ICS TrJr-.F 

Mp l MP2 

o.o 2. ~ 

2A. 1 n.o 
29.0 38.0 

5~.6 t:t. 4 

11. l 11.8 
11.8 13. 6 

o.o 0.6 

1.0 a.~ 

o.o l.S 
11.0 lb.8 
16. 8 2J.D 
30.0 •2. 3 

PRHCH ,._A,.,E 

PR INCE TON BR,.NCH 

NY&LC"JGRRANCH 
NYlllJNGBPANCH 

OCT AN CI TY PPAfo..ICH 

LI "0ENWC"'LD ST~ TK 
MAIN LIN~ 

!\If-WARK BAY PDG 

A CC"-ITCN LI ~i:::: INlF 71 
MGJ<PJSTOWN l I NO:: 
,..OPP I STOWN l I F'\F 
GL$\1"'1STON'.: BR/ 11.1: H 

INHRFST 

LINE TC NEW JERSEY o.o.T. 

L!NF TC NFW JERSEY o.o.T. 
Lt NF TC NfW JERSEY n.o. T. 

LIN• TC NEW JFQSEY o.o.T. 

LINF TQ NEW JFRSEY o.o.r. 
l!NF TC NEW JFRSEY D.O~T. 

LJNf TO NFW JERSEY n.o.r. 

Ltt.:F TC ~f-w JERS':'.V o.o.T. 

l 1"1: TC NFW JEPS FY D .o.T. 
LI t.JE TO N~W Jr::R SEY n .o. T. 
LI Nf TC NEW J ~RS FY r:".D.T. 
LI NE TC NEW J':=PSfY O.O. T. 
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INTER~STS DESIGNATED TO CONRAIL FOR SEPTA 

LI•E cnoe FROM STATION TO STATION 

SYST~M: PENN CENTRAL TRANSPORTATJC~ CO. 

TRANSFEROR: CCNNFCTING RAILWAY Cc. 

1128 QUEEN LA•F. C ~E STNUT H Ill 

TRANSFEROR: PENN CENTRAL TRANSPORTATICN CO. 

1102 
1132 
1 lJj 

1142 

SUBURFl~N STA 
3J1'H S l ST/}. 
Ft::N~l-FlVl:""R LINl.-

lOO 34TH ST 

SYSTEM: REACl•G COMPANY 

TRANSFEROR: NORTH PENNSYLVANIA oAILROAn 

0311 

zro 
h RSI'.= NAL 
ZOU 3~1H '.)T 

ARSFNAL 

CCVLE STOWN 

TRANSFEROR: PHILADELPHIA, GEP•ANTOW• & NORRISTOWN RAILROAD 

0308 WAYNE JCT 

TRANSFEROR: REACI•G CCMPANY 

0308 
r 325 

328 

GERMANTCWN 
CHH TENHH JCT 
REACING TERM 

C HST NUT Hll l 
NEWTOWN 
SPRING GAOOEN 

2.2 6.6 

o.o 2. 0 
0.1 1.2 
1. 5 2. 5 
o.o 2.4 

1.5 10.0 

7.0 

7.0 10. 8 
9.6 26.4 
o. 0 1.0 

e.RANCH NAME 

f.HF STWT Hill B• 

~URU'< f\A"I L !NC: 
SUR LINE SOUTH 
36TH ST. l:INN. 
GRAYS F'° RF Y BR 

CCYLES TOWN BR 

CHfqNUT Hill BP 

CHESTNUT Hill ijR 
NEWTOWN BP 
NI NTH S TR:rf.T BR 

INTEREST 

LINE TO SF PTA 

LINE TO S~PTA 

LIN~ TO SEPTA 
LlllfF TIJ ~ 
LI NE TO SFPTA 

LI NE TO Sf PTA 

LI NE TO SEPTA 

LINE TC SEPTA 
LINE TO SUTA 
LINE TO SEPTA 

TO C 



SECTION E 

Designations from Profitable 
Railroads to ConRail or 
Other Profitable Railroads 

The following rail properties or profitable railroads operating in the Region may be 
offered for sale to ConRail or to other profitable railroads pursuant to section 206(c) (2): 

Transferor and interest 

TO CONRAIL: 
Chicago & Eastern Illinois: (a) Road properties: 

Rail lines-Transferor's interest in the following 
rail line: 

From- To- Milepost from- Milepost tcr-

Trackage rights___________________________ Woodland Dolton 
Junction, IL. 

82.6 ___________ 16.5. 

Chessie System: (a) Road properties: 
Rail lines-Transferor's interest in the following 

rail lines: 
All interest except yard tracks, side tracks 

and Fort Meade Branch, and subject to 
reservation of trackage rights by Chessie 

All interest except eastbound yard and side 
tracks including Market Street Branch at 
Wilsmere, DE, subject to reservation of 
trackage rights by Chessie. 

Junction, IL. 

Anacostia Ha!ethorpe, MD_ Baltimore 39.4_ _ Baltimore 8. 0. 
Junction, MD. 

Bayview, MD___ Eastwick 
Junction., 
PA. 

Baltimore 8.0 ____ (Valuation 
Station 
203+55.7) at 
about 
Baltimore 
93.5. 

Trackage rights ___________________________ Eastwick, PA ___ Park Junction ___ Baltimore 93.5 __ Baltimore 97.5. 
Trackage rights ___________________________ Halethorpe, Bayview, MD ___ Baltimore 8.0 Baltimore 8.0 

MD. (west). (east). 
Trackage rights___________________________ Lawrenceville, Washington, 198. 4_ ______ - - - 169. 6. 

Facilities-Joint use and rights in transferor's 
interest in Presque Isle Dock at Toledo, OH. 

IL. IN. 



Tranaferor and intereat 

TO CONRAIL-Continued 
Delaware & Hudson: (a) Road properties: 

Rail lines-Trackage rights in transferor's interest 
in rail line from Wilkes-Barre, PA to Voorhees
ville, NY. From the present connection between 
Wilkes-Barre Connecting Railroad and the 
PC and the present Penn Central line between 
Selkirk and Syracuse. 

Chicago & Western Indiana: (a) Road properties: 
Rail lines-Transferor's interest in the following 

rail line: 

334 

From-

Trackage rights___________________________ Dolton 

Elgin, Joliet & Eastern: (a) Road properties: 
Rail lines-Transferor's interest in the following 

rail line: 

Junction, IL. 

Trackage rights __________________________ Hartsdale, IN 

Grand Trunk Western: (a) Road properties: 
Rail lines-Transferor's interest in the following 

rail lines: 

(Joliet 
Branch). 

To- Mil.epoat from- Milepoat to-

80th St. Yard 16. 5 _ _ _ _ _ _ _ _ _ _ _ 8. 7. 
(Chicago, IL). 

Chicago 
Heights, IL. 

12.2 ___________ 27.2. 

Trackage rights __________________________ Munster, IN ____ Thornton 31.5 ___________ 25.2. 

Junction, IN. 
Trackage rights: At Battle Creek, ML __________________________________ 175.5 __________ 176.9. 

Trackage rights if offers to GTW under Durand, ML ___ Saginaw, ML ___ 0.00 ___________ 39.1. 
coordination projects GTW-6 and GTW-7 
are not accepted. 

Facilities-Transferor's interest in Detroit 
Terminal RR. 

Illinois Central Gulf: (a) Road properties: 
Rail lines-Transferor's interest in approximately 

504 ft. of track from street crossing at Broad
way, Pekin, IL., to switch connecting inter
change track with Riverview Hatchery siding, 
and use of !CG Main Track. 

Louisville & Nashville: (a) Road properties: 
Rail lines-Transferor's interest in the following 

rail lines: 
Trackagerights ___________________________ Carmi, IL ______ Vincennes, IN 360.3 __________ 234.6. 

(via Howell). 
Trackage rights ___________________________ Vincennes, IN ___ Woodland 234.6___ _ _ _ _ _ _ _ _ 82.6. 

Junction, IL. 
Trackage rights ___________________________ LaFayette, IN __ State Line 207.4 __________ 305.5. 

Facilities-Access to and joint use and rights 
in transferor's interest in Strawberry Yard 
at Louisville, KY, at L&N Milepost 9.0. 

Milwaukee: (a) Road properties: 
Rail lines-Transferor's interest in the following 

rail lines: 

Tower, IN. 

Trackage rights--------------------------- Danville, IL ____ Chicago, JL _____ 121.2 __________ 31.8. 
Trackage rights ___________________________ Terre Haute, IN_ Beehunter, IN __ 175. L _________ 218.4. 
Trackage rights ___________________________ Beehunter, IN __ Elnora, IN _____ 218.4 __________ 224.0. 
Trackage rights ___________________________ Danville, IL ____ Terre Haute, IN_ 121.2 __________ 175.1. 

Norfolk & Western: (a) Road properties: 
Rail lines-Transferor's interest in the rail line at 

Indianapolis from Milepost N&W 0.79 to 
Milepost N&W 1.87. 

Yards-Transferor's interest in Bison Yard, at 
Buffalo, NY with trackage rights reserved to 
N&W. 

TO 

TO l 
] 

TO C 
1 

TO C 
( 

CHEf 
E 



Transferor and interest 

TO BALTIMORE & OHIO: 
Chesapeake & Ohio: (a) Road properties: 

Facilities-Joint use of C&O facility at Presque 
Isle Dock at Toledo, OH, subject to ICC ap
proval of proposed B&O abandonment of op
erations at Lakefront Dock, Toledo, OH. 

Norfolk & Western: (a) Road properties: 
Rail lines-Transferor's interest in the following 

rail lines: 
Trackage rights subject to ICC approval of 

proposed B&O abandonment, Warren, OH 
to Chardon, OH. 

Trackage rights, subject to ICC approval of 
proposed B&O abandonment of line be
tween Willard and Sandusky, OH. 

Pittsburgh & Lake Erie: (a) Road properties: 
Rail lines-Transferor's interest in the following 

rail lines: 
Trackage rights ___________ - _ - - - - - - - - - - - - -

TO BURLINGTON NORTHERN: 
Baltimore & Ohio: 

Rail Lines-Transferor's interest in the rail line at 
or near Beardstown, IL, from a point 2,300 feet 
west of Valuation Station No. 12007 + 30 to a 
point 300 feet east of Valuation Station No. 
11961 + 56.5, a distance of 5,174 feet, subject to 
ICC approval of proposed B&O abandonment of 
line between Springfield and Beardstown, IL. 

TO GRAND TRUNK 
Maine Central: (a) Road properties: 

Rail lines-Transferor's interest in the following 
rail line: 

335 

From- To-

Cleveland, OH __ Painesville, 
OH. 

MlkpoatfrrYm- Mlkpoat to-

184.L _________ 155. 

Attica Junction Sandusky, OH __ 744.5 __________ 772.4. 
OH. 

New Castle, PA_ Youngstown, 
OH. 

14.6 ___________ 0.0. 

Trackage rights subject to ICC approval of Danville June- Portland, ME ___ 30.0 ___________ 0.0. 
proposed GTW abandonment between tion, ME. 
Danville Junction and Portland, ME. 

TO GRAND TRUNK WESTERN: 
Chesapeake & Ohio: (a) Road properties: 

Rail lines-Transferor's interest in rail line at 
Ionia, MI 0.2 mile from GTW/C&O inter
change to a point opposite GTW Milepost 
124.89 subject to ICC approval of proposed 
C&O abandonment between Portland, MI and 
Ionia, MI. 

CHESAPEAKE & OHIO: 
BALTIMORE & OHIO: (a) Road properties: 

Rail lines-Transferor's interest in the following 
rail line: 

Trackage rights subject to ICC approval of 
B&O abandonment HY Tower to La Crosse, 
IN. 

Grand Trunk Western: (a) Road properties: 
Rail lines-Transferor's interest in the following 

rail line: 
3,249 ft. of track, 1 swing bridge, and 1 trestle 

crossing the Grand River and approxi
mately 7.0 acres of land subject to ICC 
approval of proposed GTW abandonment 
from Marne, MI to Grand Haven, MI. 

Wellsboro, IN __ Pine Junction, 
IN. 

Ferrysburg, MI_ Grand Haven, 
MI. 

213.6 __________ 249. 

187.7 __________ 187.1. 



SECTION f 

Recommendations for Joint 
Use or Operation of Rail 
Properties Under Section 
206{g) of the Act 

The following arrangements for joint use of opera
tion of rail properties by the railroads identified with 
each property are recommended pursuant to section 

206 ( g). Implementation of these arrangements will re
quire ICC approval. In particular, ICC approval of 
any abandonment under these projects will be required. 
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SECTION F.-Projects recommended under the provisions of section 206(g) of the Act and requiring ICC approval 

ALL PROJECTS UNDER WHICH PROFITABLE RAILROADS MAY ABANDON LINES OF RAILROAD WILL REQUIRE 
ICC APPROVAL OF ANY ABANDONMENTS 

Project Location Description of project Conditions and co=ents 

IL-1-g ______ Bement, Sullivan, IL ______ Norfolk & Western to abandon its line from Bement Service continued: Hammond, IL 
to Sullivan, with intersecting railroads to acquire (B&O); Sullivan, IL (C&EI), 
the N&W track and traffic at or near the points (ICG). 
shown under "Comments". 

IL-2-g ______ Elvaston, Versailles, IL ____ Norfolk & Western to abandon its line from Ver-
sailles to Elvaston, its trackage rights over 
Toledo, Peoria & Western from Elvaston to 
Keokuk, IA, and its trackage rights over Bur
lington Northern from Quincy to Golden, IL and 
turn its Keokuk traffic over to TP&W at either 
Peoria or Forrest for handling into Keokuk for 
a per-car charge. Intersecting railroads would 
acquire the N&W track and traffic at or near the 
points shown under "Comments." 

IL-12-g_ _ _ _ _ Boody, Taylorville, Sprmg- B&O to abandon its lme from Boody to Springfield, 
field, IL. IL, and acquire trackage rights over N & W 

from Decatur to Springfield, IL. 

IL-15-g _____ Waynesville, Atlanta, IL ___ ITRR to obtain title to that portion of the PC 

IL-16-g _____ Eola, Brisbane, Steele, IL;. 
Hartsdale, Griffith, IN. 

IL-17-g _____ Ladd, Seatonville Junction, 
IL. 

Peoria Secondary Track identified as USRA 
Line No. 611a between Waynesville (Milepost 
127.0) and Atlanta, IL (Milepost 132.7). 

Burlington Northern to obtain a Chicago bypass 
route via: 

(1) Trackage rights over EJ&E between Eola 
and Brisbane. 

(2) New connection from EJ&E to PC Joliet 
Branch at Steele, IL. 

(3) Ownership of Eastern portion of USRA 
Line No. 415a from a point approxi
mately 2 miles east of Steele to Frank
fort (Milepost 33.2). 

(4) Ownership of USRA Line No. 415 between 
Frankfort and Matteson. 

(5) Trackage rights with right of interchange 
but not local service over portion of 
PC between limits of USRA Line No. 
414 at Hartsdale, (Milepost 12.8) and 
limits of USRA Line No. 415 at Mat
teson (Milepost 24.8). 

(6) Ownership of portion of USRA Line No. 
414 between Hartsdale (Milepost 12.8) 
and a point 0.6 mile west of E. Gary. 

Milwaukee Road to acquire trackage righ' s over 
C&NW between Ladd and Seatonville Junction 
and abandon its own line. 

IL-18-g _____ Carmi, Stonefort, IL _______ L&N (Family Lines) to acquire trackage rights on 
ConRail between Carmi (Milepost 156.0) 
and Stonefort, IL (Milepost 203.9). L&N will 
also be allowed joint use of Harrisburg Yard, 
and will have trackage rights on ConRail spurs 
and branch lines serving this area. 

Service continued: Elvaston, 
(TP& W) ; Golden, IL (BN). 

IL 

No service required on abandoned 
segment. 

Note: Recommendation under sec
tion 206(g) that BN acquire 
USRA Line No. 415 and the 
stated portion of USRA Line No. 
414 will be excluded if USRA 
does not receive a letter of intent 
from BN within 60 days of des
ignation. 

All points on ConRail will be served 
by ConRail. L&N will be per
mitted to serve points generating 
coal traffic for southbound non
ConRail competitive points. 
L&N will also be allowed to inter
change with L&N at Carmi and 
at Eldorado. 

SEC' 

ALL 

IL-1 

IL-~ 

IL-

IL-

IL-

IL 
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SECTION F.-Projects recommended under the provisions of section 206(g) of the Act and requiring IGO approval-Con. 

ALL PROJECTS UNDER WHICH PROFITABLE RAILROADS MAY ABANDON LINES OF RAILROAD WILL REQUIRE 
ICC APPROVAL OF ANY ABANDONMENTS 

Project 

IL-19-g_ _ _ _ _ Chicago, 
KY. 

Location 

IL, Louisville, 

Description of project 

L&N and ConRail and other interested lines serv
ing this market to study the coordination of 
routes between Chicago and Louisville into one 
high standard joint route. 

IL-21-g _____ Carmi, IL, Vincennes, IN ___ L&N to obtain trackage rights over ConRail 
between Carmi, IL (Milepost 156.0) and Law
renceville, IN (Milepost 102.0). 

IL-22-g ______ Paris, Chrisman, IL _______ B&O to obtain overhead trackage rights on Con-
Rail between Paris and Chrisman, IL, in order 
to connect at Chrisman with the B&O line to 
Decatur, IL. This is a proposed addition to the 
routing explained in Table D-1, Project No. IL-
11. 

IL-29-g _____ Decatur, Maroa, IL ________ ITRR to obtain overhead trackage rights over 
ICG between Decatur (Milepost 95.5) and 
Maroa, IL (Milepost 107.5). 

IL-30-g _____ Maroa, Waynesville, IL ____ ITRR to obtain title to all of that portion of the 
PC Peoria Secondary Track between Maroa 
(Milepost 107.5) and Waynesville, IL (Mile
post 127.0). 

IL-32-g _____ Cairo, IL _________________ C&EI (MP) and/or ICG to obtain title to that 
portion of the PC Cairo Branch at Cairo, IL 
(USRA Line No. 607d) to be transferred to Con
Rail between Milepost 255.0 and Milepost 260.0. 

IN-4-g ______ Dillion, Gary, IN _________ Norfolk & Western to abandon its line from Dillon 
to Gary (Tolleston), IN with intersecting rail
roads to acquire the N&W track and traffic at 
or near the points shown under "Comments." 

IN-6-g ______ Fort Wayne, Muncie, IN ___ Norfolk & Western to abandon its lines from Fort 
Wayne (Waynedale) to Kingsland to Bluffton 
to Muncie. Intersecting railroads would acquire 
the N&W track and traffic at or near the points 
shown under "Comments." 

Conditions and co=ents 

Traffic service to be agreed upon by 
carriers subject to ICC ap
proval. Intermediate traffic to be 
protected where possible by 
transfer of markets to crossing 
carriers. 

All points on ConRail to be served 
by ConRail only. All points on 
B&O to be served by B&O only. 
L&N will move through service 
(noncompetitive to ConRail) 
traffic from McLeanesboro, IL 
to Chicago area. This project 
contingent upon negotiations 
between L&N and B&O for L&N 
trackage rights on B&O between 
Lawrenceville, IL (Milepost 
198.4) and Vincennes, IN (Mile
post 188.5). 

All points on ConRail to be served 
by ConRail only. Long term 
possibility that B&O may acquire 
ConRail line between Paris, IL 
and Chrisman, IL. 

Local service to be provided by 
ICG. 

All points to be served by IT. 

Line in question is isolated from any 
other PC line to be transferred 
to ConRail and is used only to 
switch cars between local indus
tries and C&EI(MP) and ICG. 
Traffic could be served more 
efficiently by one or both of these 
carriers. 

Implementation dependent upon 
future negotiations between Con
Rail and C&EI(MP) and/or ICG. 

Service continued: Westville, Ind. 
(L&N). 

Service continued: Hartford City, 
IN (CRC). 
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SECTION F.-Projects recommended under the provisions of section 206(g) of the Act and requiring JOO approval-Con. 

ALL PROJECTS UNDER WHICH PROFITABLE RAILROADS MAY ABANDON LINES OF RAILROAD WILL REQUIRE 
ICC APPROVAL OF ANY ABANDONMENTS 

ProJect Location 

IN-7-g _______ Montpelier, OH, Wakarusa, 
IN. 

IN-8-g_ _ _ _ _ _ Chicago, IL, Fort Wayne, 
IN. 

IN-17-g _____ Gosport, Indianapolis, IN __ 

IN-18-g _____ Buckskin, Lynnville, IN __ 

IN-26-g _____ Anderson, New Castle, IN __ 

MA-9-g_ _ _ _ _ White River Junction, VT, 
Springfield, Palmer, MA. 

Description of project 

Norfolk & Western to abandon its lines from 
Montpelier (Pergo), OH, to Topeka, IN, and 
from Millersburg, IN, to Wakarusa, IN, with 
the remaining segment between Topeka and 
Millersburg to be acquired by ConRail or also 
abandoned. Intersecting railroads would acquire 
the N & W track and traffic at or near the points 
shown under "Comments." 

Norfolk & Western and ConRail to obtain over
head trackage rights on each others line between 
Fort Wayne and Chicago (Hobart, IN) and 
operate on a paired track basis. 

L&N (Family Lines) to obtain overhead trackage 
rights on PC line to be transferred to ConRail 
between Gosport (Milepost 44.1) and the IU 
Belt Ry. at Indianapolis, IN (Milepost 1.6) via 
Martinsville, IN. 

L&N (Family Lines) to obtain trackage rights on 
PC line to be transferred to ConRail between 
Buckskin (Milepost 0.0) and Lynnville, IN 
(Milepost 7.8). 

N&W to obtain title for overhead use only of PC 
line to be transferred to ConRail between An
derson (Milepost 121.5) and New Castle, IN 
(Milepost 104.1). 

B&M and CV to operate on a pooling basis between 
White River Junction and interchange with Con
Rail at Springfield or Palmer, MA. 

ME-2-g _____ Danville, Portland, ME ____ Maine Central to abandon its line between Dan-

MI-:-!3-g _____ Detroit, ML ____________ _ 
"'-"" 

ville and Portland and acquire trackage rights 
over Grand Trunk. 

Grand Trunk Western to acquire trackage rights 
over PC Toledo Branch to be transferred to Con
Rail between West Detroit (Milepost 2.9) and 
Ecorse (Mill Street-Milepost 9.3), a distance of 
6. 7 miles, only for the purpose of interchange 
with DT&I. 

MI-15-g _____ Saginaw, Midland, ML ____ GTW to obtain trackage rights over C&O between 
Saginaw and Midland, MI with GTW and 
C&O rationalizing their facilities in Midland, MI. 

Conditions and comments 

Service continued: Millersburg, New 
Paris, Topeka, Walcottville, IN 
(CRC). 

The project, when approved by 
the ICC, will replace trackage 
rights between Greencastle, IN 
and Indianapolis, IN as described 
in Table D-1, Project No. IN-11. 
All points on ConRail to be 
served by ConRail only. L&N to 
acquire access to ConRail's Avon 
Yard. 

All points to be served jointly by 
ConRail and L&N. L&N traffic 
to be limited to southbound 
noncompetitive ConRail move
ments. 

No change in local service. N&W 
also to be offered title to or 
trackage rights over portions of 
PC lines to Elwood, IN and 
Clare, OH under other projects. 

Constitutes means of extending 
existing trackage rights and pool
ing arrangements. 

No change in local service. 

No change in local service. USRA 
and Dow Chemical Co. to assist 
GTW and C&O in the rationali

zation of facilities in Midland, MI. 

MI-17-g _____ Bay City, ML ____________ GTW and D&M to rationalize their facilities at or No change in local service. 
near Bay City, MI, including joint operation 
of Winona Yard. 
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SECTION F.-Projects recommended under the provisions of section 206(g) of the Act and requiring ICC approval-Con. 

ALL PROJECTS UNDER WHICH PROFITABLE RAILROADS MAY ABANDON LINES OF RAILROAD WILL REQUIRE 
ICC APPROVAL OF ANY ABANDONMENTS 

Project Location 

NJ-2-g ______ Lake Jct, Mt. Hope, Pica-
tinny, Rockaway, NJ. 

Description of project 

Chessie System to obtain trackage rights for local 
freight service over the following properties to 
be transferred to ConRail: Mt. Hope Mineral 
RR between Lake Jct. and Mt. Hope, NJ; 
Wharton & Northern RR between Lake Jct and 
Picatinny, NJ; and CNJ High Bridge Br. be
tween Lake Jct. and Rockaway, NJ. 

Conditions and comments 

Lines are isolated from remainder of 
ConRail system and can more 
easily be served by Chessie from 
EL lines to be acquired. 

NY-4-g_ _ _ _ _ Cohoes, NY ______________ ConRail to construct new connection to Cres- No change in local service. 
cent Industrial Track (USRA Line No. 666a) at 
Cohoes, NY in order to improve service. 

NY-5-g _____ Schenectady, NY __________ ConRail to change Schenectady interchange No change in local service. 

NY-8-g_ _ _ __ Lowertown, NY _________ _ 

NY-9-g _____ East New York Mills, New 
York Mills, NY. 

NY-10-g ____ Southport, Elmira, NY ____ _ 

NY-11-g ____ Elmira Hts., Horseheads, 
NY. 

with Delaware & Hudson from Sand Bank to 
State Street in order to permit operating efficien-
cies. 

Chessie System to obtain trackage rights for local 
freight service over 2 miles of PC line to be 
transfered to ConRail that will be served off 
Chessie (EL) at Lowertown, NY, or ConRail 
to obtain title to 3 miles of EL line to be trans
ferred to Chessie that will be used to perform 
ConRail service at Lowertown, NY. 

Chessie System to obtain trackage rights for local 
freight service over that portion of the PC 
West Shore Secondary Track (USRA Line No. 
83a) to be transferred to ConRail between Mile
post 232.7 and Milepost 233.6 near New York 
Mills, NY. 

Chessie System to obtain trackage rights for local 
freight service over that portion of the PC 
Elmira Secondary Track (USRA Line No. 230a) 
to be transferred to ConRail between Southport 
(Milepost 74.0) and Elmira (Milepost 75.5), NY. 

Chessie System to obtain trackage rights for local 
freight service over the portions of the PC El
mira-Horseheads Line (USRA Line No. 23la) 
to be transferred to ConRail between Elmira and 
Horseheads. 

NY-12-g ____ Leroy, NY _______________ Chessie System to obtain trackage rights for local 
freight service over that portion of the PC Cale
donia Secondary Track (USRA Line No. 112) to 
be transferred to ConRail Between Caledonia 
(Milepost 32.7) and Leroy (Milepost 35.0), NY. 

NY-13-g ____ Owego, NY ______________ Chessie System to obtain trackage rights for local 

OH-1-g ______ Washington Court House, 
Chillicothe, Waverly, 
OH. 

freight service over that portion of the LV 
Auburn Branch (USRA Line No. 1015) neces
sary to serve traffic at Owego, NY. 

DT&I to obtain overhead trackage rights over 
B&O between Washington Court House (Mile
post 47.6-Wellston Subdivision) and Renick 
(Chillicothe), OH(Milepost 13.1-Renick Sub
division), and over N&W between Chillicothe 
(Milepost 52.2) and Waverly (Glen Jean), OH 
(Milepost 71.0). 

Conditioned on Chessie obtaining 
title to the 3 miles of EL line 
at Lowertown, NY under project 
No. USRA-1 (Table D-3). 

PC presently serves this line via 
trackage rights over an EL line 
to be offered to Chessie System. 

PC presently serves this line via 
trackage rights over an EL line to 
be transferred to Chessie System. 

Traffic can be served more 
efficiently from existing B&O 
line which crosses at Leroy. 

Would permit improvements in 
safety, operating efficiency and 
fuel economy. 
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SECTION F.-Projects recommended under the provisions of section 206(g) of the Act and requiring JOO approval-Con 

ALL PROJECTS UNDER WHICH PROFITABLE RAILROADS MAY ABANDON LINES OF RAILROAD WILL REQUIRE 
ICC APPROVAL OF ANY ABANDONMENTS 

Project Location Description of project 

OH-16-g _____ Cleveland, OH ____________ N&W to obtain title to portion of PC line at Cleve-
land [between junction with Cleveland Short 
Line (Milepost 5.9) and Orange Avenue Terminal 
Freight House] between N&W 55th Street Yard 
and Hoffman Electric Co. Remainder to be 
abandoned. 

OH-17-g _____ Cincinnati, OH ____________ ConRail, L&N (Family Lines) and Southern to 

OH-19-g _____ Wheeling, WV, Uhrichsville, 
OH 

OH-20-g _____ Uhrichsville, Massillon, 
OH. 

study feasibility of joint piggyback terminal de
velopment at Cincinnati Union Terminal. 

ConRail to obtain overhead trackage rights on 
B&O between Wheeling, WV (Milepost 0.0) and 
Uhrichsville, OH ("UHRICH" Interlocking
Milepost 23.1 as measured from Holloway, OH). 

ConRail to obtain overhead trackage rights over 
B&O between Uhrichsville ("UHRICH" Inter
locking-Milepost 23.1 as measured from Hol
loway OH) and Massillon, OH ("MACE" In
terlocking-Milepost 58.2). 

OH-22-g _____ Newark,MountVernon,OH_ ConRail to obtain overhead trackage rights on 
B&O between Newark (Milepost 0.0) and Mount 
Vernon, OH (Milepost 24.3). 

OH-26-g _____ Youngstown, OH __________ Chessie System and ConRail to establish joint 
yards in the Youngstown area. 

ON-2-g ______ Leamington, ON __________ C&O to obtain title to that portion of the PC 
Leamington Branch (USRA Line No. 715) to 
be transferred to ConRail which is necessary to 
serve PC traffic at Leamington, ON. 

PA-6-g ______ Kane, Shippenville, PA ____ ConRail to obtain title to B&O track at Kane, PA 

PA-14-g _____ Penn Haven Junction, 
Hazleton, Tamaqua, 
PA. 

and at Shippenville, PA. 

Delaware & Hudson to acquire tracks of or trackage 
rights over Lehigh Valley (ConRail) between 
Penn Haven Junction and Hazleton to a new 
connection with Reading lines between McAdoo 
and Tamaqua. 

Conditions and comments 

Service continued: Cleveland, OH 
(N&W). 

Improve operating efficiency by 
reducing duplication and ter
minal congestion. 

Leamington Branch connects with 
the C&O Buffalo-Windsor line 
at Leamington. 

Conditioned on ICC approval of 
B&O application for abandon

ment of its line between Mount 
Jewett, and Parker's Land
ing, PA submitted to ICC on 
Mar. 18, 1975. 

Service continued: Penn Haven 
Junction, Hazleton, Tamaqua 
PA (CRC and/or D&H). 

PA-17-g _____ Clairton, South Duquesne, 
PA. 

Union RR. to obtain overhead trackage rights on No change in local service. Permits 
PC lines to be transferred to ConRail between more efficient operation for Union. 
Clairton (Milepost 20.2) and South Duquesne 

PA-18-g _____ Shenango, Sharon-Farrell, 
PA. 

(Milepost 12.3). Union also to retain present 
line. 

B&LE to obtain overhead trackage rights on Con
Rail route between Shenango and Sharon-Farrell, 
PA for the purpose of handling iron ore destined 
only for Sharon Steel Corp. at Sharon-Farrell, 
PA. 
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SECTION F.-Projects recommended under the provisions of section 206(g) of the Act and requiring ICC approval-Con. 

ALL PROJECTS UNDER WHICH PROFITABLE RAILROADS MAY ABANDON LINES OF RAILROAD WILL REQUIRE 
ICC APPROVAL OF ANY ABANDONMENTS 

Project Location 

PA-19-g _____ York, PA, Spring Grove, 
North of Frederick, MD. 

Description of project 

Maryland & Pennsylvania RR. to obtain title to 
PC line between Spring Grove, PA (Milepost 
23.9) and North of Frederick, MD (Milepost 
65.2). 

P A-20-g_ _ _ _ _ Dupont, Avoca, PA______ Chessie System to obtain trackage rights over D&H 
between Dupont and Avoca, PA. 

PA-21-g _____ Philadelphia, Marcus Hook, 
PA. 

Chessie (former Reading) and ConRail (former 
PC) to rationalize operations between Phila
delphia and Marcus Hook, PA, either by with
drawal of one carrier and assumption of all serv
ices by the other over a single line or by abandon
ment of the line of one carrier and continuation 
of services over the remaining line by both 
carriers. 

PA-22-g _____ Shenango, PA, Niles, OH __ ConRail to obtain trackage rights over EL line 
to be offered to Chessie System under project 
No. USRA-1 (Table D-3) between Shenango, 
PA and Niles, OH. 

p A-23-g _____ Lebanon, PA_____________ Chessie System to obtain trackage rights for local 
freight service over portion of the PC Lebanon 
Running Track (USRA Line No. 180) to be 
transferred to ConRail at Lebanon between 
Milepost 20.2 and Milepost 20. 7; and the portion 
of the East Lebanon Branch (USRA Line No. 
181) to be transferred to ConRail at Lebanon 
between Milepost 0.0 and Milepost 0.2. 

PA-24-g _____ Reading, PA ______________ Chessie System to obtain trackage rights for local 
freight service over the portion of the PC Court 
Street Secondary Track (USRA Line No. 194) 
to be transferred to Con Rail at Reading, PA 
between Milepost 0.7 and Milepost 1.0. 

PA-25-g _____ Franklin, Reno, PA ________ Chessie System to obtain trackage rights for local 
freight service over portion of the PC Reno 
Industrial Track (USRA Line No. 256) to be 
transferred to ConRail between Milepost 9.6 and 
Milepost 14.3. 

PA-26-g _____ Emlenton, Oil City, PA __ . __ Chessie System to obtain trackage rights for local 
freight service over the portion of the PC Oil City 
Secondary Track (USRA Line No. 647a) to be 
transferred to ConRail between Emlenton 
(Milepost 88.9) and Oil City (Milepost 132.3). 

Conditions and comments 

Ma. & Pa. to obtain overhead 
trackage rights on PC lines to be 
transferred to ConRail between 
York and Spring Grove, PA. 

No change in local service. Con
ditioned on Chessie obtaining 
title to the Reading line between 
Philadelphia and Marcus Hook, 
Pa. under project No. CS-5 
(Table D-3). 

No change in local service. Con
ditioned on Chessie obtaining 
title to EL line between She
nango, PA and Niles, OH under 
project No. USRA-1 (Table 
D-3). 

PC traffic at Lebanon presently 
being served by RDG from line 
to be transferred to Chessie 
system. 

Portion of PC Schuylkill Secondary 
Track needed to reach this line 
not recommended for inclusion in 
Con Rail. 

Remaining portion of Reno Indus
trial Track needed to reach this 
segment is not recommended for 
inclusion in ConRail. Trackage 
rights over an EL Line to be 
offered to Chessie are presently 
used to serve the line. 

A portion of the remainder of the 
Oil City Secondary Track (USRA 
Line No. 64 7) between Milepost 
64.6 and Milepost 88.9 which is 
needed to reach this segment is 
not recommended for inclusion in 
ConRail. EL lines to be offered to 
Chessie connect at Franklin. 
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SECTION F .-Projects recommended under the provisions of section 206(g) of the Act and requiring 1 CG approval-Con. 

ALL PROJECTS UNDER WHICH PROFITABLE RAILROADS MAY ABANDON LINES OF RAILROAD WILL REQUIRE 
ICC APPROVAL OF ANY ABANDONMENTS 

Project Location Description of project 

PA-27-g _____ Titusville, Oil City, PA ____ _ Chessie System to obtain trackage rights for local 
freight service over all of that portion of the 
Titus Secondary Track (USRA Line No. 649) 
to be transferred to ConRail between Titusville 
(Milepost 119.9) and Oil City (Milepost 137.0). 

P A-28-g_ _ _ _ _ Mount Pleasant, 
mondsville, PA. 

Ham- B&O to obtain title to those portions of the PC 
Scottdale Industrial Track identified as USRA 
Line No. 355 [Scottdale (Milepost 0.0) to 
Mount Pleasant (Milepost 5.5) PA] at Mount 
Pleasant, 830 feet of track extending southward 
from State Route 31 and 250 feet of team track 
connecting to that segment; at Cook Lumber Co., 
150 feet of industrial siding and 100 feet of track 
extending southward from point of switch 1,598 
feet south of State Route 31; and at Hammonds
ville, PA 400 feet of track extending northward 
from point of switch located 11,364 feet south of 
State Route 31 and industrial trackage served 
by that switch. 

PA-29-g _____ Allentown, PA.; Newark, D&H to obtain overhead trackage rights over LY 
lines to be transferred to ConRail between 
Allentown, PA and Newark (Oak Island Yard), 
NJ. 

NJ. 

WV-2-g _____ Weirton, Weirton Junction, 
Follansbee, WV. 

USRA-9-g ___ Groton, CT to Putnam, 
MA. 

USRA-10-g __ Chicago, IL ______________ _ 

P&LE to negotiate with National Steel Corp. and 
ConRail for trackage rights over the portion of 
the Wheeling Secondary Track between Weirton 
(Milepost 3.0) and Weirton Junction (Milepost 
0.0), WV, and with ConRail for overhead track
age rights over the portion of the PC Wheeling 
Secondary Track between Weirton Junction 
(Milepost 0.0) and Follansbee (Milepost 4.1), 
WV. 

P& W to provide service over ConRail line be
tween Groton, Conn. and Putnam, Mass., if 
Norwich to Worcester does not serve as dis
cussed in Chapter 18. 

Chessie to obtain trackage rights over C& WI 
to reach present EL yard at 51st, ConRail 
to grant joint use of the intermodal facility at 
that location. 

Conditions and comments 

USRA Line No. 250 (Corry to 
Titusville) and a portion of 
USRA Line No. 647 (Milepost 
64.6 to Milepost 88.9) needed to 
reach this segment are not recom
mended for inclusion in ConRail. 
EL lines to be offered to Chessie 
connect at Franklin. 

Provides more efficient local serv
ice Groton to Putnam, MA. 

Consolidation and more efficient use 
of TOFC facilities in Chicago. 

Various ______ Various __________________ PC (ConRail) to acquire track and traffic at vari- Protects CRC right to acquire 
ous locations which it deems acceptable and from traffic at points abandoned by 
which solvent carriers abandon service. solvent carriers. 
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SECTION G 
Coordination Projects 

This section presents, for information purposes, the 
Association's decisions on coordination projects listed 
in Appendix D of the Preliminary System Plan. Ap
proved projects will be implemented under the transfer 
and conveyance provisions of the Regional Rail Reor
ganization Act on the basis of the designations in Chap
ter 8. These projects were selected for inclusion after 
further discussions with affected railroads and after 
review of submissions to the ICC or RSPO and com
ments forwarded directly to USRA. The projects are 
listed with the same identification symbols as used in 

the PSP and are grouped on the same basis. The follow
ing table indicates the correlation : 

PSP 
Appendia; D 

Appendix D-1 ---------------
Appendix D-2 ----------------
Appendix D-3, Part IL ______ _ 

Appendix D-4 ----------------

FSP 
Appendix to 

Part II, 
Section G 

Table D-1. 
Table D-2. 
Table D-3. 
Table D-4. 

Section F lists those projects recommended pursuant 
to section 206(g) of the Act. No such recommendations 
were listed in the PSP. 



PoJect 

IL-4 

IL-6 

IL-8 

IL-10 

IL-11 

TABLE D-1.-Coordinations and minor market extensions, listed in Appendix D-1 of the PSP 

Ofteree 

RR presently 
providing rBII 

service 

BN ____________ B&O 

C&EI (MP) ______ PC 

C&EI (MP) /BN _ PC 

ICG ___________ PC 

B&O ___________ PC 

Description of Interest 

To obtain title to Baltimore & Ohio (Chessie 
System) trackage at or near Beardstown, 
IL from a point 300 feet west of Valuation 
Station No. 12007+30 to a point 300 feet 
east of Valuation Station No. 11961+56.5, 
a distance of 5,174 feet. 

To obtain title to PC line between West ville, 
IL (Milepost 7.2) and connection with 
Peoria & Eastern at Wyton, IL (Milepost 
0.8) 

C&EI (MP) to obtain title to PC line between 
Pana, IL (Milepost 167.2) and Joan, IL 
(Milepost 205.7). BN and C&EI (MP) to 
jointly obtain title to, or C&EI (MP) to 
obtain title to and BN obtain unrestricted 
trackage rights over the PC line between 
Joan (Milepost 205. 7) and Mitchell (Lenox), 
IL (Milepost 237.7). Unrestricted trackage 
rights between Pana and Mitchell to be 
transferred to ConRail. 

To obtain title to PC line between Bridge 
Junction (Milepost 248.1) and Lenox, IL 
(Milepost 237.7) and Old Line Main 
Track between Lenox (Milepost 249.9) and 
East Alton, IL (Milepost 241.3). Un
restricted trackage rights to be transferred 
to ConRail over entire segment, and BN, 
C&EI (MP) and ITRR to retain present 
trackage rights over entire segment. 

To obtain overhead trackage rights over the 
PC line to be transferred to ConRail 
between Indianapolis, IN (Milepost 0.0) 
and Paris (Midland), IL (Milepost 91.2 
Davis-Lenox Main Line). 

Conditions and comments 

Illinois Central Gulf will not acquire Balti
more & Ohio (Chessie System) trackage at 
or near Ashland, IL, but major shipper plans 
to construct a siding to reach present ICG 
line. 

Conditioned by the ICC on its approval of 
Baltimore & Ohio (Chessie System) aban
donment of its line between Springfield and 
Beardstown, IL. 

Conditioned on the implementation of Projects 
No. IL-26, IL-27 and IN-20 under Table 
D-4. Trackage rights to be transferred to 
ConRail between Westville and Wyton, IL. 

C&EI to allow implementation of Project No. 
IL-10. 

Disposition If ofter not accepted 

CRC. 

CRC. 

------------------------------------------ CRC. 

Overhead trackage rights over ConRail to be 
recommended for B&O between Paris and 
Chrisman, IL under Project No. IL-22-g 
(Table D-5). 

i 



IL-14 BN ----------- PC 

IN-3 B&O ___________ PC 

IN-9 C&O ___________ B&O 

IN-11 L&N ___________ PC 

IN-12 L&N ___________ PC 

IN-13 L&N ___________ PC 

To obtain title to PC line between America 
(Milepost 248.0) and Karnak, IL (Mile
post 235.2) and obtain overhead trackage 
rights over the PC line to be transferred to 
ConRail between Karnak (Milepo;;;t 235.2) 
and Forman, IL (Milepost 229.8). 

To obtain overhead trackage rights over the 
PC line to be transferred to ConRail be
tween Cincinnati (Storrs Junction), OH 
(Milepost 2.5) and Indianapolis, IN (Mile-
109.3). 

To obtain overhead trackage rights over B&O 
between Wellsboro (Milepost 213.6) and 
Pine Junction, IN (Milepost 249.0). 

To obtain overhead trackage rights over the 
PC line to be transferred to ConRail from 
Greencastle, IN (Milepost 39.0-Indianapo
lis-St. Louis Main Line) or from Green
castle (Limedale), IN (Milepost 40.3-
Davis-Lenox Main Line) to connection of 
the PC (ConRail) line and Indianapolis 
Union Belt Railway at Indianapolis, IN 
(Milepost 1.6). 

To obtain overhead trackage rights over PC 
line to be transferred to ConRail between 
Straight Line Junction (Milepost 130.9) 
and Oakland City, IN (Milepost 106.2). 

To obtain title to PC line between Milepost 
12.4 (south of Riley, IN) and Clay City, IN 
(Milepost 26.5), and Con Rail to honor L&N 
lease of PC line to be transferred to ConRail 
between Spring !Hill, IN (Milepost 5.0) 
and Milepost 12.4 (south of Riley, IN) 
only for movement of coal to Breed Power 
Plant. 

Mines at Karnak, IL, to be served by ConRail 
only. 

Conditioned by the ICC on its approval of 
B&O abandonment of its line between 
Cottage Grove and Indianapolis, IN. 

Conditioned by the ICC on its approval of 
Chesapeake & Ohio abandonment of its line 
between HY Tower and La Crosse, IN. 

Will give L&N more direct route between 
Indianapolis and the South and prevent the 
necessity of backhauling traffic via Monon, 
IN. 

L&N service to be restricted to movements 
of coal noncompetitive with ConRail, and 
coal traffic originating on the Algers, Win
slow and Western Ry. which are noncom
petitive with ConRail. 

Portion of line between 
Karnak and Olmsted, 
IL will be available 
for subsidy under the 
provisions of Section 
304 and Title IV of the 
Regional Rail Reor
ganization Act. Portion 
of line between Olm
sted and America, IL 
is out of service. 

Milepost 12.4 (South of 
Riley) to Clay City 
(Milepost 26.5).t 

~ .... 



Project 

IN-14 

ME-1 

MI-3 

MI-5 

TABLE D-1.-Coordinations and minor market extensions, listed in Appendix D-1 of the PSP-Continued 

Offeree 

RR presently 
providing rail 

service 

sou ___________ Pc 

GT ____________ MEC 

C&O ___________ GTW 

GTW __________ PC 

Description of interest 

To obtain overhead trackage rights over por
tion of PC Cairo Branch to be transferred to 
ConRail between Mount Carmel, IL (Mile
post 126.3) and connection with PC Evans
ville Secondary Track (Milepost 127.4), 
and over portion of PC Evansville Second
ary Track to be transferred to ConRail 
between connection with PC Cairo Branch 
(Milepost 127.4) and Skelton (Carol), IN 
(Milepost 132.0), except Southern will be 
allowed to serve the Public Service of 
Indiana powerplant at Skelton (Carol), 
IN; and obtain title to portion of PC 
Evansville Secondary Track between 
Skelton (Carol), IN (Milepost 132.0) and 
Milepost 154.1 (5.9 miles north of Evans
ville, IN). 

To obtain overhead trackage rights over 
Maine Central between Danville Junction, 
ME, (Milepost 30.0) and Portland, ME 
(Milepost 0.0). 

To obtain title to 3,249 feet of track, one 
swing bridge, and one trestle crossing the 
Grand River, and approximately 7.0 acres 

of land from Grand Trunk Western at 
Ferrysburg and Grand Haven, MI between 
GTW Milepost 187.7 and Milepost 187.1. 

To obtain overhead trackage rights over the 
PC line to be transferred to ConRail be
tween Saginaw (Milepost 101.5) and 
Bay City, MI (Milepost 113.3). 

Conditions and co=ents 

Trackage rights for handling northbound coal 
only to be transferred to ConRail over 
portion of Evansville Secondary Track be
tween Skelton (Carol), IN (Milepost 132.0) 
and Milepost 154.1. 

Lease/Purchase Agreement in effect between 
L&N and PC covering portion of Evans
ville Secondary Track between Milepost 
154.1 and Evansville, IN (Milepost 160.0). 

Conditioned by the ICC on its approval of 
Grand Trunk abandonment of its line be
tween Danville Junction and Portland, ME. 

Conditioned by the ICC on its approval of 
Grand Trunk Western abandonment of its 
line from Marne to Grand Haven, MI. 

An alternative designation premised on the 
Grand Trunk Western not acquiring PC 
properties in and intermediate to Saginaw 
and Bay City, MI under Project No. 
GTW-6. 

Conditioned by the ICC on its approval of 
the Grand Trunk Wes tern abandonment 
of its line between Saginaw and Bay City, 
MI. 

Disposition if offer not accepted 

Skelton (Milepost 132.0) 
to Milepost 154.1.1 
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Ml-6 GTW ___ ------- C&O 

NY-1 B&O ___________ PC 

NY-2 N&W __________ PC 

OB-3 B&O ___________ C&O 

OH-5 B&O _________ N&W or 
CRC 

OH-10 B&O ___________ N&W 

OH-11 N&W __________ PC 

To obtain title to 1.29 miles of C&O track 
at Ionia, MI extending from a point 0.2 
mile from the GTW-C&O interchange 
point to a point parallel to GTW Milepost 
124.89. 

To obtain overhead trackage rights over the 
PC line to be transferred to ConRail 
between Rochester (Milepost 369.7) and 
Buffalo, NY (Milepost 435.7). 

To obtain overhead trackage rights over the 
PC line to be transferred to ConRail at 
Blasdell, NY from point of connection be
tween PC and N&W to point of connection 
between PC and Lehigh Valley (0.9676 
mile). 

To obtain the right of joint use of Presque 
Isle Dock at Toledo, OH now used by C&O 
and C&O to acquire certain yard and 
classification tracks of the Toledo Lake 
Front Dock and Railroad company in 
connection with the coordination of the 
Presque Isle Dock and Toledo Lake Front 
Dock Railroad Co. 

To obtain overhead trackage rights over N & W 
between Cleveland (Milepost 184.1) and 
Painesville, OH (Milepost 155.0), or over 
PC line to be transferred to ConRail 
between Cleveland (Milepost 182.5) and 
Painesville, OH (Milepost 154.0). 

To obtain overhead trackage rights over 
N&W between Attica Junction (Mile
post 744.5) and Sandusky, OH (Milepost 
772.4). 

To obtain title to segment of PC line at Man
hattan Junction, OH to include 0.184 mile 
beginning at a point 300 feet northeasterly 
from center of Troy Street crossing to 
connection between PC and Detroit & 
Toledo Shore Line. 

Conditioned by the ICC on its approval of 
Chesapeake & Ohio abandonment of its line 
from Portland, MI to Ionia, Ml. 

B&O (Chessie System) filed application with 
ICC on Mar. 18, 1975 for abandonment of its 
line between Ashford and LeRoy, NY. B&O 
would continue to serve LeRoy to Roch
ester, NY segment from the Rochester end 
of the line. 

To provide a better connection between N & W 
and the present Lehigh Valley. 

For handling of coal and ore to and from lake 
boats. 

Conditioned by the ICC on its granting of all 
approval necessary for abandonment of the 
Lakefront Dock at Toledo, OH. 

B&O (Chessie System) filed application with 
ICC on Mar. 18, 1975, for abandonment of 
its line between Warren (Copperweld), OH 
and Chardon, OH. 

Conditioned by the ICC on its approval of 
B&O abandonment of its line between 
Warren (Copperweld) and Chardon, OH. 

B&O filed application with ICC on Mar. 18, 
1975 for abandonment of its line from 
Willard, OH to Sandusky (Wilmer), OH. 

Conditioned by the ICC on its approval of 
B&O abandonment of its line between 
Willard and Sandusky (Wilmer), OH. 

To provide connection between N&W and 
D&TSL. 

• 

~ 
'° 
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Project 

OH-12 

OH-13 

TABLE D-1.-Goordinations and minor market extensions, listed in Appendix D-1 of the PSP-Continued 

Ofreree 

RR presently 
providing rail 

service 

N&W __________ PC 

N&W __________ PC 

Description of interest 

To obtain overhead trackage rights over PC 
lines to be transferred to ConRail between 
Cincinnati (Clare), OH (Milepost 111.0 
C&X Br.) and clearance point of switch to 
connection to former CCC&StLRR at 
Mill (Milepost 16.4-Richmond Br.) in
cluding Wye connection between Valley and 
Rendcomb Junction; obtain title for over
head use only to line between clearance 
point of switch to connection at Mill (Mile
post 16.4) and Old River Junction, OH 
(Milepost 31.5); assume present PC track
age rights over B&O between Old River 
Junction (Milepost 31.5) and New River 
Junction, OH (Milepost 33.1); obtain title to 
line between New River Junction (Milepost 
33.1) and Eaton, OH (Milepost 57.4); obtain 
title for overhead use only of line between 
Eaton, OH (Milepost 57.4) and Glen, IN 
(Milepost 72.4), obtain overhead trackage 
rights over line between Glen (Milepost 
72.4) and Richmond, IN (Milepost 76.6); 
obtain title to line between Richmond 
(Milepost 76.6) and New Castle, IN (Mile
post 100.5) and obtain title for overhead 
use only over line at New Castle between 
Milepost 100.5 and Milepost 104.1. Track
age rights for local service to be transferred 
to ConRail over lines between Mill (Mile
post 16.4) and Old River Junction, OH 
(Milepost 31.5) and between Eaton, OH 
(Milepost 57.4) and Glen, IN (Milepost 
72.4), and at New Castle, IN between 
Milepost 100.5 and Milepost 104.1. 

To obtain overhead trackage rights over the 
PC line to be transferred to ConRail from 
Clare, OH (Milepost 111.0) westward to 
connection with L&N at Oasis (Milepost 
119.7) and to point of connection with 
Southern Railway at Front and Smith 
Streets (Milepost 121.5). 

Conditions and comments 

Would improve N&W connection with L&N 
and Southern Railway at Cincinnati, OH. 

Disposition if ofter not accepted 

Mill to Old River Junc
tion-CRC; Glen to 
Eaton-CRC; Rich
mond to New Castle.1 

New River Junction to 
Eaton.1 New Castle 
Milepost 100.5 to 
Milepost 104.1-CRC. 

l'lr.TO_-,:"'IT '--- L-... .-..1 .. ..,.,,_,.... ... :,....\..4-n ,..,.~ra,. f-hiC! C!£HTl"nPT\f. (1) 
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OH-14 N&W __________ PC 

PA-3 B&LE _________ PC 

PA-4 B&O ___________ P&LE 

PA-8 N&W __________ PC 

PA-9 WM ___________ PC 

PA-10 P&LE __________ PC 

PA-13 UR ____________ PC 

WV-1 B&O ___________ PC 

To obtain title to that portion of the Norwalk 
Branch identified as USRA Line No. 
387 /388 [Elyria, OH (Milepost 209.4) to 
Bellevue, OH (Milepost 250.8)] at Bellevue, 
OH between Milepost 248.3 and Milepost 
249.8. 

To obtain title to PC line from Lexington 
(Milepost 123.47) to Girard Junction, PA 
(Milepost 129.3). 

To obtain overhead trackage rights over 
P&LE between New Castle, PA (Ylilepost 
14.6) and Youngstown, OH (Milepost 0.0). 

To obtain right to construct a track on right 
of way to be transferred to ConRail at 
Erie, PA from a point 0.2 mile west of 
Pittsburgh Avenue eastward along the south 
side of PC tracks to a point 0.1 mile east 
of Downing A venue. 

To obtain overhead trackage rights over PC 
line to be transferred to ConRail between 
Shippensburg, PA (Milepost 41.6) and 
Hagerstown, MD (Milepost 74.8). 

N&W has trackage rights over this segment 
and has also expressed interest in acquiring 
the portion between Milepost 249.8 and 
Milepost 250.8 under Project No. N&W 
387 /388 (Table D-2). 

Improves interchange between B&LE and 
ConRail by allowing interchange at Girard 
Junction instead of Erie, PA and would 
eliminate back hauling all west bound 
moves. 

To be used as a bypass track around Erie, PA. 
Conditioned by the ICC on its approval of 

construction of track by N&W pursuant to 
Section 1 (18) of the Interstate Comme1ce 
Act, and on its approval of the N&W aban
donment of its parallel line. 

WM would route through traffic over the 
more favorable PC line to be transferred to 
Con Rail. 

(1). 

To obtain title to PC trackage at Walford, PA ------------------------------------------ CRC. 
between Mileposts 3.4 and 4. 7. 

To obtain title to the McKeesport (Riverton) 
Bridge and trackage approaching each side 

of bridge located on the M~Kee3port Branch 
between Milepost 0.0 and Milepost 1.0. Un
restricted trackage rights to be transferred 
to ConRail. 

ConRail and UR to negotiate any usage of CRC. 
PC trackage to be transferred to Con Rail in 

S:>uth D.iquesne and in Riverton Yard. 
Conditioned by the ICC that traffic which 
Union Railroad may carry over this bridge 
be restricted to that traffic which it may 
presently carry over the bridge pursuant to 
its existing trackage rights agreement. ICC 
is presently reviewing petitions to recon
sider whether this condition should be 
removed. 

To obtain title to PC line between Hagers- B&O filed application with ICC on Mar. 18, CRC. 
town, MD (Milepost 74.8) and Winchester, 1975 for abandonment of its line between 
VA (Milepost 115.9). Millville, WV and Stephenson, WV. 

• If offer not accepted, line will be available for subsidy under the provisions of Section 304 aud Title IV of the Regional Rail Reorganization Act. 
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TABLE D-2.-Light density lines of railroads in reorganization offered for sale to connecting profitable railroads under section 206(d) (3) listed in Appendix 
D-2 of the PSP 

Project 

B&M-13 

B&M-81 

BN-434 

~ILA r,nro 

Transferee/ Off eree 
RR presently 
providing rail 

service 

B&M __ -------- PC 

B&M _ _ _ _ _ _ _ _ _ _ PC 

BN _ _ _ _ _ _ _ _ _ _ _ PC 

Description of interest 

To obtain title to that portion of the Lowell 
Secondary Track, identified as USRA Line 
No. 13 [South Sudbury (Milepost 4.0) to 
Lowell (Milepost 26.5), MA] from the 
B&M connection at Milepost 26.5 (Lowell) 
to the Route 3 overpass, a distance of 2.07 
miles. 

To obtain title to all of that portion of the 
West Shore Secondary Track identified as 
USRA Line No. 81 between Rotterdam 
Junction (Milepost 159.c) and South Fort 
Plain, NY (Milepost 194.5). 

To obtain title to that portion of the Kankakee 
Branch identified as USRA Line No. 434 
[Moronts (Milepost 185.5) to Ladd Junction 
IL (Milepost 194.2)], between Howe (Mile
post 188.3) and Seatonville Junction, IL 
(Milepost 192.2) and the portion of USRA 
Line No. 435 between LX Tower (Milepost 
193.8) and PC Junction, IL (Milepost 
194.3), and assume the present PC trackage 
rights over C&NW between LX Tower 
(Milepost 193.8) and Seatonville Junction, 
IL (Milepost 192.2). 

Conditions and comments Disposition if offer not accepted 

~) _______________________________________ p). 
This acquisition is in lieu of larger acquisitions 

proposed in PSP under Project No. MA-2. 
~) ______________________________________ _ 

(2) _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ Segment of line between 

Rotterdam Junction 
(Milepost 159.5) and 
Milepost 165.0 will be 
transferred to ConRail, 
and remainder of line 
will be available for 
subsidy under the 
provisions of section 304 
and Title IV of the 
Regional Rail Reor
ganization Act. 

(2) - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - (3) . 
Conditioned on BN selling 50 percent interest 

in the segment between Howe and Seaton-
ville Junction, IL to the MIL W, and con
ditioned also on trackage rights being 
offered to C&NW over segment between 
Howe and Seatonville Junction, IL. 

ConRail to acquire an option to purchase the 
portion of USRA Line No. 434 between 
Howe (Milepost 188.3) and Moronts (Mile
post 185.4) which will be exercised if rail
roads desiring to interchange traffic at 
Howe agree to pay a pro rata surcharge 
based upon annual operating expenses of 
the Illinois River Bridge and to continue 
existing Zearing and Ladd, IL divisions at 
Howe. 
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B&0-326 B&O _ _ _ _ _ _ _ _ _ PC 

B&0-335 B&O ___________ PC 

B&0-372a B&O _________ PC 

B&0-373 B&O ___________ PC 

B&0-374 B&O ___________ PC 

See footnote at end of table. 

To obtain title to that portion of the Indiana 
Secondary Track, identified as USRA Line 
No. 326 [Black Lick Junction (Milepost 
7.3) to Indiana, PA (Milepost 18.0) ], from 
Milepost 16.5 to 17.3 at Indiana, PA, a dis
tance of 0.8 mile. 

To obtain title to Portion of Coal Lick Run, 
identified as USRA Line No. 335 [Mile
post 0.0 to Milepost 1.6 at Uniontown, 
PA], from Milepost 0.0 to Milepost 1.1 at 
Uniontown, PA, a distance of 5,610 feet. 

To obtain title to all of the Tuscarawas 
Secondary Track identified as USRA 
Line No. 372a between Dover (Milepost 
28.8) and New Philadelphia (Milepost 31.8), 
OH. 

To obtain title to that portion of the Dover 
Secondary track identified as USRA Line 
No. 373 [Newcomerstown (Milepost 84.8) to 
Dover (Milepost 104.2), OH], B&O to ob
tain title to that segment from Milepost 
103.0 to Milepost 104.2, including the yard 
area lying in the wye formed by that seg
ment and USRA Line No. 372a. Addition
ally, B&O to obtain title to furthest west PC 
industry lead track at Dover, OH starting 
at a point 0.7 mile south of State Road No. 
39 and extending northward for a distance 
of 300 feet, and 3,232 feet of PC industry 
lead track at Dover, OH extending north
ward from a point located 2.0 miles north of 
State Road No. 39. 

To obtain title to that portion of the Marietta 
Branch/Dover Secondary Track, identified 
as USRA Line No. 374 [Cambridge (Mile
post 58.8) to Newcomerstown (Milepost 
83.3), OH], at Cambridge, OH from Mile
post 58.8 to 59.8, including 1,515 feet of 
main and industry tracks. 

(1) - - -- - - - - - - - - - - - - - - - - - - - - - -- - - - - -- - - - - - (3). r) ______________________________________ _ 
The Blairsville & Indiana RR has applied to 

the ICC under FD-27666 to acquire this 
line. 

B&O would connect to this line from USRA (3). 

Line No. 663, of which it would also acquire 
portions. See Project No. B&0-663 (Table 
D-2) for details. 

r) --------------------------------------
B&O would connect with this line from USRA CRC. 

Line No. 373, of which it would also acquire 
portions. See Project No. B&0-373 (Table 
D-2). 

(1) _______________________________________ Entire line between New-
(2) _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ comers town and Dover, 

Also conditioned on implementation of Proj- OH will be transferred 
ect No. B&O 372a under Table D-2. to ConRail if B&O 

does not obtain title 
to Line No. 372a. 

~;~ = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = (3). 

-~:::c:.c:--
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TABLE D-2.-Light density lines of railroad8 in reorganization offered for sale to connecting profitable railraods under section 206(d)(3) listed in Appendix 
D-2 of the PSP-Continued 

Project 

B&o-497/ 
498/498a 

Transferee/Ofteree 

RR presently 
providing rail 

service 

B&O --------- PC 

B&0-549 ____ B&O _________ PC 

B&0-551 ____ B&O _________ PC 

Description of interest 

To obtain title to that portion of the Morrow 
Secondary track identified as USRA Line 
No. 497 /498/498a [Circleville (Milepost 
81.1) to Morrow (Milepost 148.9), OH], 
between end of B&O ownership at Wil
mington (Milepost 128.3) and Milepost 
139.1 at Clarksville and the following seg
ments at Washington Court House: 

Segment beginning at Oakland Avenue (2,200 
feet west of B&O crossing) and extending 
westward for a distance of 1,504 feet; PC 
industry lead track located at a point 844 
feet west of Oakland Avenue; and PC con
nection to B&O located at a point 1,204 
feet west of Oakland Avenue. 

Segment beginning at a point 650 feet west of 
Sycamore Street and extending eastward 
for a distance of 850 feet including industry 
lead track east of Sycamore Street. 

Segment beginning at the B&O connection 
with the nearest south PC industry lead 
track (west of Sycamore Street) and extend
ing westward for a distance of 110 feet. 

To obtain title to that portion of the Spring
field Branch identified as USRA Line No. 
549 [Cold Springs (Milepost 5.9) to Troy 
(Milepost 26.1), OH], at Troy, OH forming the 
B&O-PC connection in the northeast quad
rant of the B&O-PC crossing and line be
ginning at point of switch 562 feet east of 
B&O-PC crossing and extending eastward 
for 0. 75 mile, and at Troy between Milepost 
25.1 and Milepost 26.1. 

To obtain title to that portion of the Spring
field Branch identified as USRA Line No. 
551 [Troy (Milepost 26.1) to Arcanum 
(Milepost 49.6), OH], at Arcanum beginning 
3.25 miles west of the B&O-PC crossing 
and extending to a point 0.47 mile east of 
that crossing, and at Troy, between Mile
post 26. l and Milepost 26. 9. 

Conditions and comments Disposition If offer not accepted 

N&W to obtain title to segment of the afore- (3). 
said line at Circleville, OH under Project 
No. N&W 497/498/498a. 

P> -----------------------------------
(2)_ - - - - - - - - - - - - - - - - - - - - - - - - - - - - -.- - - - - - -

(1) - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - (3). 
(2) __ - - -- -- - - - - -- - - - - - - - - - - -- - - - -- -- - - - - - -

0) ------------------------(2) - - - - - - - - • - - - - - - - - - - (3). 
----------------------------------
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B&0-663 B&O ___________ PC 

C&0-444a C&O ___________ PC 

C&0-481/482 C&O ___________ PC 

C&0-496/496a C&O ___________ PC 

C&0-514.a C&O ___________ PC 

See footnote at end of table. 

To obtain title to those portions of the South
west Secondary Track identified as USRA 
Line No. 663 [Connellsville (Milepost 27.5) 
to Fairchance (Milepost 44.2), PA] at 
uniontown from Milepost 36.0 to Milepost 
37.4, and at Fairchance 3,420 feet of the 
industrial lead to Laughead Ovens, and 
build new connection at Fairchance Lumber 
Co. 

To obtain title to that portion of the Macki
naw Branch identified as USRA Line No. 
444a [Vassar (Milepost 86.2) to Denmark 
Junction, MI (Milepost 91.1)] at Vassar 
between Milepost 86.2 (C&O Crossing) 
and Milepost 86. 7 including 0.4 mile of 
branchline and 0.8 mile of side track. 

(1) _ - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - (1). 
B&O would build connections from its parallel 

line to serve the acquired segments at 
Uniontown and Fairchance, and would also 
acquire USRA Line No. 335 which branches 
off an acquired portion of Line No. 663 at 
Uniontown. 

~) ______________________________________ _ 

0) _______________________________________ ~). 

p) ______________________________________ _ 

To obtain title to that portion of the Eastern (')--------------------------------------- (3). 
Branch identified as USRA Line No. 481/ (2

)---------------------------------------

482 [Luckey (Milepost 15.8) to Berwick 
(Milepost 46.2), OH] at Fostoria including 
3,791 feet of side track extending northward 
from point of switch just north of Jacil:_son 
Street, 1,063 feet of main track southyrard 
from that point of switch to point of switch 
1,120 feet north of N&W crossing, 150 feet 
of side track extending southwestward from 
that point, and the 644 feet of the C&O-PC 
connection currently owned by PC. 

To obtain title to that portion of the Morrow 
Secondary Track, identified as USRA Line 
No. 496/496a [Bremen, (Milepost 49.9) 
to Circleville (Milepost 81.1) OH] at Lan
caster extending from Milepost 58.3 to 
Milepost 59.9. 

- - - - - - - - - - - - - - - (1). 

To obtain title to that portion of the Kanawha 
Secondary Track identified as USRA Line 
No. 514a [Hobson, OH (Milepost 56.4) to 
Nitro, WV (Milepost 108.5) ], between 
Point Pleasant, WV (Milepost 69.0--not 
to include the Ohio River Bridge) and Nitro, 
WV (Milepost 108.5). 

(2) ______ _ 

0>----------------------
(2) __ - - - - - - - - - - - - - - - -
Also conditioned on implementation of Project 

No. CS-12 under Table D-3. 
Also to provide connection with B&O at 
Point Pleasant. 

CRC. 

w 
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TABLE D-2.-Light density lines of railroads in reorganization offered for sale to connecting profitable railroads under section 206(d) (3) listed in Appendix 
D-2 of the PSP-Continued 

Project 

C&NW-434 

C&NW-434a 

CV-674 

D&H-666a 

D&M-440A 

Transferee/Otieree 

RR presently 
providing rail 
service 

C&NW _________ PC 

C&NW _________ PC 

cv ____________ PC 

D&H __________ PC 

D&M __________ PC 

Description of Interest 

To obtain title to that portion of the PC 
Kankakee Br. identified as USRA Line No. 
434 [Moronta (Milepost 185.5) to Ladd 
Junction, IL (Milepost 194.2)), between LX 
Tower (Milepost 193.8) and Ladd Junction, 
IL (Milepost 194.2). 

To obtain title to all of that portion of the 
Churchill Secondary Track identified as 
USRA Line No. 434a between Ladd Junc
tion (Milepost 194.2) and Churchill, IL 
(Milepost 196.9). 

To obtain title to that portion of the Plainfield 
Secondary Track, identified as USRA Line 
No. 674 [Plainfield (Milepost 0.0) to Willi
mantic, CT (Milepost 23.3)], at Willimantic 
from Milepo:;t 23.1 eastward for a distance 
of approximately 800 feet over which it now 
has trackage rights. 

To obtain title to all of the Crescent Industrial 
Track identified as USRA Line No. 666a 
extending from Crescent (Milepost 15.4) to 
Green Island, NY (Milepost 20.5). 

To obtain title to that portion of the PC Mack
inaw Br. identified as USRA Line No. 440 
[Bay City (Milepost 5.0) to Gaylord, MI 
(Milepost 120.4)], between Bay City (Kaw
kawlin), (Milepost 5.0) and Standidsh, MI 
(Milepost 28.0) 

Conditions and comments Disposition if ofter not accepted 

MIL W plans to obtain trackage rights from (3). 
C&NW over aforesaid segment between LX 
Tower and Ladd Junction, IL and over 
present C&NW line between LX Tower and 
Seatonville Junction, IL after C&NW line 
is rehabilitated, and abandon MIL W line 
between Ladd Junction and Seatonville 
Junction, IL after ICC approval. 

ConRail to acquire an option to purchase the 
portion of USRA Line No. 434 between 
Howe (Milepost 188.3) and Moronts (Mile
post 185.5), which will be exercised if rail
roads desiring to interchange traffic at 
Howe agree to pay a pro rata surcharge 
based upon annual operating expenses of the 
Illinois River Bridge and to continue exist
ing Zearing and Ladd, IL divisions at Howe. 

(2) - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -

(2) _ - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - (3). 
Trackage rights to be obtained by MIL W 
over segment at Ladd Junction connecting 
its line at Ladd Junction to its line to Men
dota, IL. 

~~~ = = = ~ = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = (3). 

(2) _ - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - (3). 

D&M will also be offered remainder of line (3). 

under Projects No. D&M-440B and D&M-
4400. 

(2) - - - -- - - - - - -- - -- -- - - - - -- - - - - - - - --- - - - - -
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D&M--440B 

D&M-440C 

D&M-441 

DT&I-392a 

DT&I-393 

DT&I-395/ 
395a 

GTW-445a 

D&M __________ PC 

D&M __________ PC 

D&M __________ PC 

DT&L _________ PC 

DT&L _________ PC 

DT&I _______ PC 

GTW __________ PC 

See footnotes at end of table. 

To obtain title to that portion of the PC Mack
inaw Br. identified as USRA Line No. 440 
[Bay City (Milepost 5.0) to Gaylord, MI 
(Milepost 120.4)] between Standish, MI 
(Milepost 28.0} and Milepost 116.5 (near 
Gaylord). 

To obtain title to that portion of the PC Mack
inaw Br. identified as USRA Line No. 440 
[Bay City (Milepost 5.0) to Gaylord, MI 
(Milepost 120.4)], at Gaylord between 
Milepost 116.5 and Milepost 120.4. 

D&M will also be offered remainder of line (3
). 

under Projects No. D&M 440A and D&M-
440C. 

p) --------------------------------------

D&M will also be offered remainder of line (3
). 

under Projects No. D&M-440A and D&M-
440B. 

(2) - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -

To obtain title to all of that portion of the PC (2)--------------------------------------- (3). 
Mackinaw Br., identified as USRA Line 
No. 441, between Gaylord (Milepost 120.4) 
and Mackinaw City, MI (Milepost 182.7). 

To obtain title to all of that portion of PC (2)--------------------------------------- (3). 
Vulcan-Old Road Br. identified as USRA 
Line No. 392a between N&W crossing east 
of Adrian (Milepost 328.3) and Adrian, 
MI (Milepost 333.6), a distance of 5.3 miles. 

To obtain title to that portion of the PC 
Vulcan-Old Road Br., identified as USRA 
Line No. 393 [Vulcan, OH (Milepost 300.2) 
to N & W crossing east of Adrian, MI (Mile
post 328.3)], between N&W crossing east of 
Adrian (Milepost 328.3) and Riga, MI 
(Milepost 315.5). 

Portion of line between Vulcan, OH and 
Ottawa Lake, MI to be transferred to 
ConRail and portion between Ottawa Lake 
and Riga will be available for subsidy under 
the provisions of Section 304 and Title IV 
of the Regional Rail Reorganization Act 
unless required by ConRail to serve the 
portion of the line north of Riga. 

DT&I plans to construct a turnout connec
tion at Riga, MI. 

p) --------------------------------------

Portion of line between 
Riga and Lenawee 
Junction, MI will be 
transferred to ConRail, 
and portion between 
Lenawee Junction and 
N&W Crossing east of 
Adrian will be available 
for subsidy under pro
visions of Section 304 
and Title IV of the 
Regional Rail 
Reorganization Act. 

To obtain title to all of the Clinton Branch (2) ______________________________________ CRC. 

identified as USRA Line No. 395/395a 
between Lenawee Junction (Milepost 0.0) 
and Clinton, MI (Milepost 13.6). 

To obtain title to that portion of the Mack- (1)--------------------------------------- (
3
). 

inaw Br. identified as USRA Line No. 445a (2)--------------------------------------
[Lapeer Junction (Milepost 59.8) to Milling-
ton, MI (Milepost 79.6)] at Lapeer Junc-
tion, MI between Milepost 59.8 and 
Milepost 60.3. 

(.) 
U'l .... 



TABLE D-2.-Light density lines of railroads in reorganization offered for sale to connecting profitable railroads under section 206(d) (3) listed in Appendix 
D-2 of the PSP-Continued 

Project 

GTW-445b 

Transferee/Ofleree 

RR presently 
providing rail 

service 

GTW __________ PC 

GTW-451/452/ GTW __________ PC 
453. 

GTW-455a GTW --------- PC 

GTW-472 GTW --------- PC 

GTW-472a GTW _________ PC 

GTW-688 GTW __________ PC 

Description of Interest Conditions and comments Disposition if ofler not accepted 

To obtain title to that portion of the Mack- (1) ______ _ (1). 
inaw Br. identified as USRA Line No. 445b (2) ______ _ 

[Oxford, (Milepost 43.6) to Lapeer Junction, 
MI (Milepost 59.8)], at Lapeer Junction, 
MI between Milepost 59.5 and Milepost 
59.8, and at Oxford, MI between Milepost 
43.6 and Milepost 45.0. 

To obtain title to that portion of the Grand 
Rapids Br., identified as TJSRA Line No. 
451/452/453 [Rives Junction, (Milepost 
10.6) to Grand Rapids, MI (Milepost 
88.1)], at Charlotte, MI between Milepost 
34.5 and Milepost 35.2, a distance of 0.7 
mile. 

To obtain title to that portion of the PC 
Saginaw Br., identified as USRA Line No. 
455a [Lansing (Milepost 40.0) to Saginaw, 
MI (Milepost 91.8)], at Owosso, MI be
tween Milepost 61.1 and Milepost 65.8, a 
distance of 4. 7 miles. 

To obtain title to that portion of the PC 
Muskegon Secondary Track identified as 
USRA Line No. 472 [Fuller (Milepost 2.8) 
to Muskegon, MI (Milepost 39.6)], be
tween Walker (Milepost 10.0) and Mus
kegon, MI (Milepost 39.6). 

To obtain title to all of the PC Muskegon 
Heights Siding identified as USRA Line 
No. 472a between Muskegon (Milepost 0.0) 
and end of line at Muskegon Heights, MI 
(Milepost 1.3.) 

To obtain title to that portion of the Mackinaw 
Br., identified as USRA Line No. 688 
[Utica (Milepost 27.8) to Oxford, MI 
(Milepost 43.6)], at Oxford, MI between 
Milepost 42.2 and Milepost 43.6, a distance 
of 1.4 miles. 

Segment of line between Rives Junction, MI (I). 
and Eaton Rapids, MI to be transferred to 
ConRail. Remainder of line will be avail-
able for subsidy under the provisions of 
Section 304 and Title IV of the Regional 
Rail Reorganization Act. 

(2) - - - -- - -- -- - --- -- - - -- - -- - - -- - -- - -- --- --

p) --------------------------------------
Conditioned upon implementation of Projects 

GTW-6 and GTW-7, or MI-16. 
Portion from Milepost 

61.1 to Milepost 91.8-
CRC. 

(1) - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - (3). 
GTW also to be offered title to Muskegon 

Heights Siding, Muskegon to Mu.skegon 
Heights (USRA Line No. 472a). 

p) --------------------------------------

GTW also to be offered title to Muskegon (3). 

Secondary Track between Walker and 
Muskegon Heights (USRA Line No. 472). 

gj~= == = = = = = = = = = = = = = = = = = = = = = = = = = = = == = = == = = (3). 
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GTW-1300 GTW __________ AA 

GTW-1301 GTW __________ AA 

ICG-605b ICG ___________ PC 

ITRR-6llb IT _____________ PC 

MILW-422 MILW _________ PC 

N&W-387/388 N&W __________ PC 

See footnotes at end of table. 

To obtain title to that portion of the Toledo
to-Frankf ort Line, identified as USRA Line 
No. 1300 [Dundee (Milepost 24.8) to 
Owosso, Ml (Milepost 106.0) ], between 
Durand (Milepost 95.8) and Owosso, MI 
(Milepost 106.0), a distance of 10.2 miles. 

To obtain title to that portion of the Toledo
to-Frankfort Line identified as USRA Line 
No. 1301 [Owosso (Milepost 106.0) to 
Thompsonville, Ml (Milepost 270.3)] 
between Owosso, (Milepost 106.0) and 
Ashley, MI (Milepost 128.3), a distance of 
22.3 miles. 

Segment of line between Dundee and Ann 
Arbor, MI to be transferred to ConRail. 
Remainder of line will be available for sub
sidy under the provisions of Section 304 
and Title IV of the Regional Rail Re
organization Act, unless needed by Con
Rail to reach the portion of Line No. 455a 
between Owosso and Saginaw. 

Conditioned upon implementation of Projects 
No. GTW-6 and GTW-7, or Ml-16. 

Note (1), unless needed 
by ConRail to reach 
USRA Line No. 455a. 

(!) __ -- --- - -- - --- -- - -- -- - ----- -- - -- - -- -- - - (3). 
(2) _ - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -
Conditioned upon implementation of GTW-6, 

and GTW-7, or Ml-16. If these projects 
are not implemented, GTW would retain its 
present trackage rights at Owosso (Milepost 
106.0 to Milepost 110.0) and obtain title 
Milepost 110.0 to Ashley. 

ICG to obtain title to all of that portion of (2) _______________________________________ (3). 

the Cairo Br. identified as USRA Line No. 
605b between Hutsonville, (Milepost 
71.0) and Robinson, IL (Milepost 82.0) a 
distance of 11.0 miles. 

To obtain title to that portion of the Peoria 
Secondary Track and Allentown Secondary 
Track identified as USRA Line No. 61lb 
[Atlanta (Milepost 132.7) to East Peoria 
IL (Milepost 172.1)] between Atlanta (Mile
post 132. 7) and Allentown, IL (Milepost 
158.3). 

To obtain title to all of the Depue Secondary 
Track identified as USRA Line No. 422 
from Depue Junction (Milepost 0.0) to 
Depue, IL (Milepost 1.2), a distance of 1.2 
miles. 

To obtain title to that portion of the Norwalk 
Br., identified as USRA Line No. 387/388 
[Elyria, (Milepost 209.4) to Bellevue, OH 
(Milepost 250.8) ], at Bellevue from Milepost 
249.8 to Milepost 250.8. 

ITRR to be offered remainder of line between 
East Peoria and Decatur under other co
ordination projects. ITRR operates on 
trackage rights over N&W between Farm
dale Junction and Peoria. PC operates on 
trackage rights over ITRR between Allen
town and South Morton. 

<~---------------------------------------

(2) __ - -- - - - - -- - --- - - -- - -- -- - - - - -- - - - ---- -- (3). 

N&W also to be offered the portion between (1). 

Milepost 248.3 and Milepost 249.8 under 
project No. OH-14 (Table D-1). 

(1) __ -- - - - - - - - -- - - - - - - -- - - - --- -- - - - - -- --- -
(2) __ - -- - - - -- - - - - - - - - - - - -

w 
UI 
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TABLE D-2.-Light density lines of railroads in reorganization offered for sal,e to connecting profitable railroads under section 206(d)(3) lisud in Appendix 
D-2 of the PSP-Continued 

Project Transferee/Offeree 

RR presently 
providing rail 

service 

N&W-429 _____ N&W __________ PC 

N&W-496/ 
496a 

N&W-497/ 
498/498a 

N&W-523 

N&W-531/ 
531a/532 

N&W-533/ 
534/534a/ 
535 

N&W __________ PC 

N&W __________ PC 

N&W __________ PC 

N&W __________ PC 

N&W __________ PC 

Description of interest 

To obtain title to that portion of the Ridge
ville Seconda1y Track, identified as USRA 
Line No. 429 [Ridgeville, (Milepost 
33.0) to Decatur, IN (Milepost 70.4) ], at 
Portland from Milepost 42.9 to Milepost 
44.6, a distance of 1. 7 miles. 

To obtain title to that portion of the Morrow 
Secondary Track, identified as USRA Line 
No. 496/496a [Bremen (Milepost 49.9) to 
Circleville, OH (Milepost 81.1)], at Circle
ville from Milepost 80.1 to Milepost 81.1, 
a distance of 1.0 mile. 

To obtain title to that po1tion of the Morrow 
Secondary Track, identified as USRA Line 
No. 497 /498/498a [Circleville, OH (Mile
post 81.1) to Morrow, OH (Milepost 148. 9) ], 
at Circleville from Milepost 81.1 to Mile
post 81.4 a distance of 0.3 mile. 

To obtain title to all of that portion of the 
Richmond Br., identified as USRA Line 
No. 523, between Anderson, (Milepost 
127.0) and Elwood, IN (Milepost 139.0), or 
as an alternative N&W to obtain title to 
that segment of line at Elwood, IN between 
Milepost 137.3 and Milepost 138.4. 

To obtain title to that portion of the Northern 
Br., identified as USRA Line No. 531/ 
531a/532 [Bryan (Milepost 60.0) to Van 
Wert, OH (Milepost 102.0)] from Cecil 
(Milepost 78.8) to North Paulding (Mile
post 81.5), a distance of 2.7 miles. 

To obtain title to those portions of the 
Northern Br., identified as USRA Line No. 
533/534/534a/535 [Van Wert (Milepost 
104.2) to Ansonia, OH (Milepost 151.3)) at 
Celina from the N&W connection (Milepost 

Conditions and comments Disposition if offer not accepted 

%-_-_-_-_-_-_-_-_-_-_-_-_-_-_-_-_-_-_-_-_-_-_-_-_-_-_-_-_-_-_-_-_-_-_-_-_-~ _-- (3). 

C&O to be offered a portion of this line at Lan
caster and the remainder will be available 
for subsidy under the provisions of Section 
304 and Title IV of the Act. 

~>---------------------------------------

(3). 

B&O to be offered segments from Wilmington (3). 

to Clarksville and at Washington Court 
House with remainder of line available for 
subsidy under the provisions of Section 304 
and Title IV of the Act. 

~) ______________________________________ _ 

N&W obtaining title to entire line condi- (3). 

tioned on implementation of Project No. 
OH-12 (Table D-1) and Project No. 
IN-26-g (Table D-5). 

If N&W only obtains title to portion of 
Elwood, IN. (1) 

(2) ______________________________________ _ 

~;?------------------------- (3) 

-------------------------============== . 

~;? = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = (3). 
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N&W-573 N&W __________ PC 

N&W-643a N&W __________ PC 

N&W-1260 N&W __________ EL 

N&W-1262 N&W __ EL 

P&W-36/36a P&W __________ PC 

P&W-38/38a P&W __________ PC 

See footnotes at end of table. 

127.3) northward to Milepost 125.8, a 
distance of 1.5 miles; and at Coldwater 
from the point of parallel N&W connection 
near Walnut Street (Milepost 132.4) to 
Milepost 132.7, a distance of 0.3 mile. 

To obtain title to all of that portion of the 
PC Whitewater Running Track identified as 
USRA Line No. 573 between Beeson (Mile
post 74.1) and Connersville, IN (Milepost 
68.0). 

To obtain title to that portion of the Norwalk 
Br. identified as USRA Line No. 643a 
[Clyde (Milepost 257. 7) to Fremont, OH 
(Milepost 269.0) ), at Clyde, OH between 
Milepost 257. 7 and Milepost 258.5 and be
tween Milepost 16.1 and Milepost 17.3 
(Sandusky Secondary Track); and at 
Fremont, OH between Milepost 265.5 and 
Milepost 268.0. 

(') _______________________________________ CRC. 

P>---------------------------------------

(') _______________________________________ CRC. 

P>---------------------------------------

To obtain title to that portion of the EL Jersey (1) __________________________ -- ----- -- --- -

City-Chicago Line identified as USRA Line (2) _______________________________________ CRC. 

No. 1260 [Marion (Milepost 2.5) to Lima, 
OH (Milepost 54.3)] at Lima, OH between 
Milepost 51.0 and Milepost 54.3. 

To obtain title to that portion of the Jersey 
City-Chicago Line identified as USRA Line 
No. 1262 [Huntington (Milepost 125.2) to 
Hammond, IN (Milepost 249.6)], at Hunt
ington, IN between Milepost 125.8 and 
127.4 and at Rochester, IN between Mile
post 167.6 and Milepost 170.6. 

To obtain title to all of that portion of the PC 
Bristol Secondary Track identified as USRA 
Line No. 36/36a between East Providence 
(Milepost 1.9) and end of track near Warren, 
RI (Milepost 11.8). 

P&W to obtain title to all of the Pontiac 
Secondary Track, identified as USRA Line 
No. 38/38a between Cranston, RI (Milepost 
0.0) and Howard, RI (Milepost 3.2), a 
distance of 3.2 miles. 

~~~ == = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = = =- (3). 

P>--------------------------------------- ~). 
State of Rhode Island has also expressed 

interested in obtaining title to this line. 

(2) - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - (3). 
State of Rhode Island has also expressed 

interest in obtaining title to this line. 

w 
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TABLE D-2.-Light density lines of railroads in reorganization offered for sale to connecting profitable railroads under section 206(d) (3) listed in Appendix 
D-2 of the PSP-Continued 

Project 

P&W-40 

P&W-678a 

TP&W-577a 

TP&W-630 

Transferee/01Ieree 

RR presently 
providing rail 

service 

P&W __________ PC 

P& W _ _ _ _ _ _ _ _ _ _ PC 

TP&W _________ PC 

TP&W _________ PC 

Description of interest 

To obtain title to all of that portion of the 
Southbridge Secondary Track identified as 
USRA Line No. 40 extending from Webster 
MA (Milepost 0.5) to Southbridge MA 
(Milepost 11.1) a distance of 10.6 miles. 

To obtain title to all of that portion of the 
Norwich Secondary Track, identified as 
USRA Line No. 678a extending from Put
nam, CT (Milepost 45.8) to Auburn MA 
(Milepost 66.0), a distance of 20.2 miles. 

To obtain title to that portion of the Cincin
nati-to-Kankakee Line identified as USRA 
Line No. 577a [Sheff, IN (Milepost 211.3) 
to Kankakee, IL (Milepost 246.3)], between 
Sheff (Milepost 211.3) and Sheldon, IN 
(Milepost 219.4). 

Conditions and co=ents 

(2) _ - - - - - - - - - - - -
Conditioned upon P&W acquiring the portion 

of the Norwich Secondary Track bet"'een 
Auburn, MA and Putnam, CT as de
scribed in Coordination Project P&W-678a. 

0>---------------------------------------

Disposition if offer not accepted 

(2) - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - (3) . 
Conditional upon P&W acquiring that portion 

of the Norwich Secondary Track between 
Worchester and Auburn MA as described in 
Coordination Project P&W-2. 

0>---------------------------------------
(!) ______________________________________ _ 

~>---------------------------------------
Segment of line between 

Sheff, IN (Milepost 
211.3) and Sheldon, IN 
(Milepost 219.4) will be 
transferred to ConRail 
and remainder of line 
will be available for Rub
sidy under the provi
sions of Section 304 and 
Title IV of the Regional 
Rail Reorganization 
Act. 

To obtain title to all of that portion of the (2) _______________________________________ (3). 

Effner Secondary Track identified as USRA 
Line No. 630 between Kenneth (Milepost 
5. 7) and Effner, IN (Milepost 61.3). 

1 The remainder of this line will be available for subsidy under the provisions of Section 304 and Title IV of 
the Regional Rall Reorganization Act. 

' If offer is not accepted, lines offered will be available for subsidy under the provisions of Section 304 and 
Title IV of the Regional Rail Reorganization Act. 

' Conditioned by the ICC that the aforesaid line not be used as a device to create additional competitive main 
line routes. 

•The Norwich & Worcester RR will operate this line instead of P&W if the Norwich & Worcester can dem
onstrate to USRA its ability to do so. 

<.) 

°' to.) 



..-------------------------~----

TABLE D-3.-Major market extensions proposed in PSP Appendix D-3, part 11 

Project 

CS-2 

CS-5 

CS-12 

CS-18 

Offeree 

RR presently 
providing 

service 

Chessie System __ PC 

Chessie System __ RDG 

Chessie System __ PC 

Chessie System __ BCRR 

See footnotes at end of table. 

Description of interest 

The 50-percent interest in the Nicholas 
Fayette& Greenbrier RR. now held by PC. 

Chessie System to acquire all viable lines of 
the Reading ea~t of Lurgan, PA, and 
south of Reading (Belt Line Junction), PA, 
except those viable lines over which pas
senger services are operated. These latter 
lines will be acquired by ConRail, with 
Chessie acquiring rights to perform all 
freight services over them. Chessie will also 
acquire trackage rights over ConRail 
(former Lehigh Valley and CNJ) from 
Allentown/Bethlehem to Elizabethport, NJ, 
via Bound Brook, NJ. Finally, Chessie will 
acquire the following nonviable lines of the 
Reading that will be required for through 
freight service as part of the Chessie System: 
Gettysburg Branch; Stony Creek Branch; 
Wilmington & Northern Branch. 

ConRail will operate through freight services 
only on the following Reading lines, with 
Chessie providing both local and through 
freight services on them as well: Harrisburg
Reading; Reading-Allentown; Reading
Philadelphia; Philadelphia-Bound Brook; 
Manville-Port Reading. 

Conditions and comments Disposition if offer not accepted 

For complete details, as well as terms and CRC except for nonvi-
conditions, see Chapters 1 and 8. able light density lines. 

To obtain title to that portion of the Kanawha ------------------------------------------ CRC. 
Secondary Track identified as USRA Line 
Nos. 514b, 514d, 514e, and 514f between 
Nitro (Milepost 108.5) and Gauley Bridge, 
WV (Milepost 162.9), a distance of 54.4 
miles; and all of the Swiss Running Track 
identified as USRA Line No. 514g between 
Gauley Bridge (Milepost 162.9) and Swiss 
(Milepost 173.1) WV, a distance of 10.2 
miles; and between Charleston (Milepost 
0.0) and the B&O connection at Charleston 
(Milepost 0.5). 

To obtain trackage rights over the entire 
Buffalo Creek RR. 

w 
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Project 

CS-19 

D&H-1 

TABLE D-3.-Major market extensions proposed in PSP Appendix D-3, part II Continued 

OtJeree 

RR presently 
providing 

service 

ChessieSystem __ PC 

D&H __ -------- LV/L&S 

Description of interest 

To obtain title to that portion of the Hitop 
Secondary Track identified as USRA Line 
No. 512/512a [Blue Creek (Milepost 13.4) 
to Hitop (Milepost 34.4) WV], from Blue 
Creek (Milepost 13.4) to Acup (Milepost 
26.5), and connection at Blue Creek be
tween former NYC (Milepost 12.6) and 
B&O (Milepost 13.4), a distance of 13.l 
miles and present PC trackage rights over 
B&O between Charleston and Blue Creek, 
WV to be transferred to C&O. 

All of the Peters Creek Branch identified as 
USRA Line No. 514c from Peters Junction 
(Milepost 0.0) to Cornelia (Milepost 13.9) 
WV, a distance of 13.9 miles. 

To obtain overhead trackage rights over the 
present LV line to be transferred to ConRail 
between DuPont (Milepost 175.3) and 
Laurel Run (Milepost 164.1), PA between 
Frasers (Milepost 147.1) and Lehighton 
(Milepost 119.1), PA, between Allentown 
(Milepost 93.3) and Bethlehem (Milepost 
88.6) PA, a distance of 43.9 miles; and over 
Lehigh & Susquehanna (L&S) Line to. be 
transferred to ConRail between Laurel Run 
(Milepost 161.2) and Frasers (Milepost 
143.8) PA; between Lehighton (Milepost 
114.7) and Bethlehem Junction (Milepost 
84.6) PA, a distance of 47.5 miles, and track
age rights from Allentown (Milepost 35.4-
Burn) via Reading to Philadelphia, PA 
(Milepost 2.4--Park) over ConRail (former 
Reading RR.), thence on to Alexandria, VA 
(Potomac Yard) via either the present B&O 
route from Park (Milepost PO.O to Ana
costia Junction Milepost B39.4) and over 
PC from Anacostia Junction (Milepost 
134.2) to Long Bridge (Milepost 138.7) 
or via the present PC route via the Belmont 
Connection to Zoo (Milepost 0.0), thence 
the West Philadelphia Elevated from Zoo to 
Brill (Milepost 4.2), and then Brill to Long 
Bridge (Milepost 138. 7), depending on im-

nlementation of the Northeast Corridor 

Conditions and comments Disposition if ofter not accepted 

-------------------------- CRC. 

_____ CRC. 

Offering of trackage rights between Allentown 
and Alexandria will be made to D&H only 
if Chessie declines the offering made to 
Chessie under Coordination Project CS-5, 
and subject to D&H agreement to utilize 
whatever route ConRail utilizes between 
Philadelphia and Potomac Yard. 

w 
t 



DT&I-1 DT&L _________ PC 

GTW-6 GTW __________ PC 

GTW-7 GTW __________ PC 

See footnotes at end of table. 

plementation of the Northeast Corridor 
Project and the resultant ConRail freight 
route. 

To obtain overhead trackage rights over PC 
lines to be transferred to ConRail between 
South Charleston, OH (Milepost 36.3-
Columbus to Indianapolis Main Line) 
and Miami City Junction, OH (Milepost 
208.6-Dayton to Cincinnati Main Line) 
via Xenia and Dayton Union Terminal; 
thence to Mill (Evendale-Milepost 248.7); 
between Mill and Rendcombe Junction 
(Milepost 113.1-Richmond Branch); 
thence to Oasis (L&N Connection and 
Riverfront Running Track Connection; 
Milepost 119.7-Undercliff Secondary 
Track) and from Oasis (L&N Connection) 
2.1 miles to Front and Smith Streets 
(Southern Connection Milepost 121.5), and 
as an alternative route, overhead trackage 
rights over portion of EL Dayton Branch to 
be transferred to ConRail between DT&l's 
main line at Maitland (Springfield, OH; 
Milepost 366.2) and Cold Springs (Milepost 
369.6); and over PC Bellefontaine Branch 
line to be transferred to ConRail between 
Cold Springs and Dayton (Dayton Union 
Terminal; Milepost 207.1) and thence to 
Cincinnati as above. Includes right of 
DT&I to construct turnout connection at 
Maitland, OH. 

To obtain title to all rail properties of PC in 
an area bounded on the southwest by Swan 
Creek, MI (Milepost 91.8 as measured 
from Jackson, MI) ; on the Southeast by 
Denmark Junction (Milepost 4.9 as meas
ured from Vassar, MI) and on the North by 
Kawkawlin, MI (Milepost 5.0 as measured 
from Bay City E.S.). This encompasses all 
of the Bay City and Saginaw terminal areas, 
but excludes the Denmark Junction Branch 
(from Denmark Junction at Milepost 91.l 
to Munger at Milepost 100.9). 

To obtain title to the PC Midland Branch 
between BC & BC Junction at Milepost 0.0 
and end of track near Midland at Milepost 
18.2, MI. 

Trackage rights to be obtained by Detroit & 
Mackinac between Milepost 5.0 (Kawkaw
lin, MI) to the Detroit & Mackinac yard at 
Bay City, MI, provided, Detroit & Mackinac 
obtains title to portion of PC Mackinaw 
Branch between Milepost 5.0 (Kawkawlin, 
MI) and Standish, MI (Milepost 28.0) 
under project No. D&M-440A (Table 
D-2). 

Conditioned upon the implementation of 
project GTW-7. 

Conditioned upon the implementation of 
project GTW-6. 

CRC. 

CRC. 
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Project 

I 
ITRR-1 

' 

N&W-2 

N&W-11 

TABLE D-3.-Major market extensions proposed in PSP Appendix D-3, part JI-Continued 

Ofteree 

RR presently 
providing 

service 

ITRR __ ------- PC 

N&W/D&H _____ PC 

N&W __________ PC 

Description of interest Conditions and comments 

To obtain Title to the PC line between Farm- ITRR now has trackage rights over this 
dale Junction (Milepost 167.8) and South line. 
Morton (Milepost 162.7), IL. 

D&H to obtain trackage rights over or title to 
the existing lines of PC between connection 
with Wilkes Barre Connecting Railroad at 
Carey (Milepost 60.5) and Kase, PA (Mile
post 0.0) ; and overhead trackage rights 
between Sunbury (Kase-Milepost 0.1) and 
Sunbury (Banks Milepost 1.0) ; over Har
risburg-Buffalo Main Line between Sun
bury (Kase Milepost 138. 7) and Rockville, 
PA (Milepost 90.6); over Philadelphia
Pittsburgh Main Line between Rockville 
(Milepost 109.9) and Banks (Div. Post
Milepost 113.3) ; over Enola Branch between 
Marysville (Milepost 90.4) and Enola, PA 
(Milepost 88.8) and over the York Haven 
Line between Banks (Milepost 90.4) and 
Lemoyne (Milepost 83.2). 

N&W to obtain overhead trackage rights over 
existing PC lines to be t1ansferred to Con
Rail between Enola (Milepost 88.8) and 
Marysville (Milepost 90.4) ; between Marys
ville (Milepost 90.4) and Lemoyne, PA 
(Milepost 83.2-York Haven Line); and 
between Lemoyne, PA (Milepost 1.5) and 
Hagerstown, MD (Milepost 74.8). 

N&W to acquire PC's entire interest in site of 
an automobile loading facility at Melvin
dale, MI including a parcel of 28.62 acres, 
more or less; extending south and west from 
N& W's underpass crossing of the Schaffer 
Highway at the Melvindale-Detroit, MI 
boundary, being the same parcel originally 
leased by Wabash from Pennsylvania RR 
effective Aug. 1, 1960; together with an 
access parcel comprised of railroad right of 
way, tracks and improvements, presently 
used exclusively by N&W for access to the 
facility site extending about 895 feet f1om 
the northeastern corner of the 28.62 acre 
parcel to the clearance point of switch to the 

Interchange to be established at Harrisburg 
at a point to be agreed upon by D&H and 
N&W with the reasonable consent of Con
Rail. N&W to interchange at Harrisburg 
only with D&H and ConRail. 

Subject to the condition that ConRail obtain 
rights to use the 28.62 acre facility equiva
lent to the rights enjoyed by PC under a 
joint use agieement originally entered into 
between Pennsylvania RR. and Wabash 
RR. dated June 27, 1962 (as supplemented 
Dec. 15, 1965, and Oct. 3, 1967), in ex
change for payments to N&W to be 
negotiated by N&W and CRC. 

Dlspoaltlon If ofter not accepted 

(2). 

CRC. 

i 

CRC. 



P&LE-4 P&LE __________ PC 

P&LE-10 P&LE __________ PC 

P&W-1 P&W __________ PC 

P&W-2 P&W __ PC 

SOU-4 Southern_ _ _ _ _ _ _ Reading 

See footnotes at end of table. 

PC Lincoln Branch; and overhead trackage 
rights over about 350 feet of the PC Lincoln 
Branch to be transferred to ConRail pres
ently used by N&W for access to the auto
mobile loading facility. 

P&LE to obtain overhead trackage rights only 
for the handling of traffic destined to or 
originated at Ashtabula Harbor, OH over 
Penn Central line to be transferred to 
Con Rail between Youngstown (Milepost 
58.3-Youngstown Branch) and Ashtabula, 
OH (Milepost 0.0), and between Ashtabula 
(Milepost 0.0) and Ashtabula Harbor, OH 
(Milepost 2. 3) and obtain joint use of Penn 
Central Ashtabula Dock facilities to be 
transferred to ConRail. 

To obtain title to the portion of the New 
Cumberland Secondary Track between 
Kobuta, PA (Milepost 34.8) and Weirton 
(Milepost 3.0), WV. 

To obtain overhead trackage rights over Penn 
Central line to be transferred to ConRail 
between Providence, RI (Milepost 185.1) 
and southerly limit of Cranston Yard, RI 
(Milepost 179.0). 

To obtain title to line between Worcester 
(Milepost 70.8) and Auburn, MA (Milepost 
66.0). 

Southern to obtain trackage rights over Read
ing lines to be obtained by Chessie System 
under Project No. CS-5 (Table D-3) from 
a point 3,000 feet north of the most westerly 
switch in Reading's Wilmington Yard 
(part way between the Reading Co. Yard 
and Elsmere Junction) to the float bridge 
on the Delaware River at Pigeon Point, 
and obtain title to the Reading float bridge 
on the Delaware River at Pigeon Point and 
operating rights to serve Carney Point and 
Thompsons Point, NJ. 

P&LE to negotiate with National Steel Corp. 
and CRC for operating rights over the por
tion of the New Cumberland Secondary 
Track between Milepost 3.0 and Milepost 
0.0. 

Conditioned by the ICC that P&LE obtain 
separate approval from the Commission 
under Section 1 (18) to replace the track 
between Shippingport, PA and Chester, 
WV. 

Conditioned on P&W obtaining title to PC 
line between Cranston and Pontiac, RI 
under project No. P& W-38/38a (Table D-2). 

Weirton (Milepost 3.0) to 
Chester (Milepost 
22.0)-CRC. 
Remainder. (3) 

Conditioned on P& W obtaining title to PC CRC. 
line between Auburn and Putnam, MA 
under Project No. 678a (Table D-2). 

w 
°' "I 



Project 

SOU-4 

SOU-4 

SOU-4 

SOU-4 

SOU-4 

TABLE D-3.-Major market extensions proposed in PSP Appendix D-3, part JI Continued 

Ofteree 

RR presently 
providing 

service 

Southern _______ PC (Del. 
RR. 
Co.) 

Southern _______ PC (Del. 
RR. 
Co.) 

Southern_______ PC (Penn
del 

Co.) 

Southern _______ PC 

Southern _______ PC 

Description of interest Conditions and comments Disposition If ofter not accepted 

To obtain title to Newark and Delaware City ------------------------------------------ CRC. 
Branch, from the Corridor clear point at 
Davis to and through Porter to Reybold 
(Milepost 0.0 to Milepost 10.6). Davis 
interlocking is excluded. 

To obtain title to all PC rail properties be
tween Porter and the Delaware/Maryland 
state line at Delmar excluding nonviable 
branches not specifically included below 
(Milepost 14.4-Milepost 97.3). 

To obtain title to all rail properties between 
the Maryland/Delaware state line at Del
mar and the end of track at Norfolk ex
cluding all nonviable branches not spe
cifically included below. Includes all marine 
equipment necessary to operate the Cape 
Charles float Milepost 0.0 to Milepost 
95.0--Delmar to Cape Charles (Milepost 
0.0 to Milepost 1.0, Norfolk to North 
Junction and Milepost 4.2 to Milepost 6.7 
Camden Heights to Little Creek. 

Shellpot Secondary Track, Shellpot Branch, 
Edgemoor Yard and Edgemoor Branch from 
the Corridor clear point at Ragan to the 
corridor clear point at Bell. (Milepost 0.0-
Bell to Milepost 7.0--Ragan). 

The New Castle Secondary Track from the 
connection with Shellpot Branch at Bridge 
to and through Porter Bridge (Milepost 0.0 
to Milepost 14.4). 

------------------- CRC. 

Industries located on the aforesaid lines to be 
open to reciprocal switching for ConRail 
and Chessie. 

Bell and Ragan Interlockings are excluded. 
The shops and engine terminal near Edge
moor are excluded, beginning at the point 
where the engine terminal connection clears 
Shellpot Branch. All electric traction ap
pliances over these lines are excluded. 

Southern is willing to grant ConRail an ease
ment over the above tracks for continued 
use of electric traction appliances but wishes 
to acquire all air rights other than those 
necessary for electric traction. 

Portion of line between 
the Maryland/Delaware 
state line at Delmar and 
Pocomoke, MD to be 
transferred to ConRail. 
See note 3 regarding 
remainder of line. 

CRC. 

Industries located on the aforesaid lines to be CRC. 
open to reciprocal switching for ConRail 
and Chessie. 

w 
~ m 



SOU-4 

SOU-4 

SOU-4 

SOU-4 

SOU-4 

SOU-4 

SOU-4 

SOU-4 

SOU-4 

SOU-4 

Southern_------ PC 

Southern _______ PC 

Southern _______ PC (Penn-
del Co.). 

Southern_______ PC (Penn
del Co.). 

Southern_______ PC (Penn
del Co.). 

Southern_______ PC 

Southern _______ PC 

Southern_______ PC 

Southern_______ PC 

Southern _______ PC 

See footnotes at end of table. 

Former passenger line and continuing right of 
way with tracks removed from the switch 
at Tasker to a former connection with 
Shellpot Secondary Track over Ragan, 
including a spur about }f-mile long that is 
out of service near the Delaware State 
Hospital. 

West Yard, beginning at the B&O and Read
ing connection at the east end of the Yard, 
continuing west on the connecting track 
which runs (1) across the throat of the MU 
Yard, (2) between the MU Yard and 
the Corridor, and (3) beyond the west end 
of the MU Yard to a connection with the 
Shellpot Secondary Track near Ragan. The 
MU Yard itself is excluded, with the excep
tion of the connecting track specified 
above. 

Crisfield Secondary Track between King's 
Creek (Milepost 0.0) and Chesapeake Foods 
(Milepost 1.2) near King's Creek. 

Industries located on the aforesaid lines to ,be CRC. 
open to receiprocal switching for ConRail 
and Chessie. 

Industries located on the aforesaid.lines to be CRC. 
open to reciprocal switching for ConRail 
and Chessie. 

---------------- CRC. 

Willards Track from Salisbury (Milepost ------------------------------------------ CRC. 
42.1) to a point east of Salisbury (Milepost 
46.0). 

All rail properties, Salisbury (Milepost 40.8) 
to Hebron (Milepost 35.2). 

Cambridge Secondary Track from Seaford, 
DE (Milepost 1.2) to Cambridge, MD 
(Milepost 32.9J. 

Portion of Preston Industrial Track from 
Preston (Milepost 10.0) to a point south of 
Hurlock, MD (Milepost 17.0). 

DMV Secondary Track, Harrington (Milepost 
0.0) to Georgetown (Milepost 23.9). 

(I)• 

CRC for segment be
ween Milepost 1.2 
and Milepost 2.3. See 
Footnote 1 for segment 
between Milepost 2.3 
and Milepost 32.9. 

(1). 

----------------------- CRC. 

Snow Hill Secondary Track Georgetown __________________________________________ CRC. 
(Milepost 0.0) to Snow Hill (Milepost 42.0). 

Rehoboth Track, Georgetown (Milepost 23.9) 
to Lewes (Milepost 38.0). 

(I). 

~ 
"° 



Project 

SOU-4 

SOU-4 

SOU-4 

SOU-4 

SOU-4 

TP&W-1 

USRA-1 

TABLE D-3.-Major market extensions proposed in PSP Appendix D-3, part JI-Continued 

Offeree 

RR presently 
providing 

service 

Southern _______ PC 

Southern_______ PC 

Southern_______ PC 

Southern _______ PC 

Southern _______ PC 

TP&W _________ PC 

Chessie System __ EL 

Description of interest 

Ellendale (l.\ililepost 0.0) to Milton (Milepost 
6.8). 

Oxford Secondary Track, Clayton (Milepost 
0.0) to Easton (Milepost 44.0). 

Clayton (Milepost 0.0) to Smyrna (Milepost 
1.3). 

All of the PC Centreville Secondary Track 
between Townsend, DE (Milepost 0.0) and 
end of track at Centreville, MD (Milepost 
35.1). 

Portion of the Chestertown Secondary Track 
identified as USRA Line No. 149 [Massey 
(Milepost 0.0) to Chestertown, MD (Mile
post 20.2) ], at Massey between Milepost 
0.0 and Milepost 0.5. 

To obtain overhead trackage rights over PC 
line to be transferred to ConRail between 
Kenneth (Milepost 5.7) and Van, IN 
(Milepost 1.2-Effner Secondary Track), 
and between Van (Milepost 198.3-
Columbus-Chicago Main Line) and Logans
port (Race), IN (Milepost 196.0). 

All viable lines of Erie Lackawanna east of 
Sterling, OH, except those viable lines in 
New York, New Jersey and Pennsylvania 
over which passenger services are operated. 
These latter lines will be acquired by Con
Rail, with Chessie acquiring rights to per
form all freight services over them. Con
Rail will acquire trackage rights over lines 

Conditions and comments 

Southern acceptance of separate USRA offer 
conditioned upon continuation of arrange
ments with shippers for subsidization of 
service. 

Southern acceptance of separate USRA offer 
conditioned upon continuation of arrange
ments with shippers for subsidization of 
service. 

For complete details, as well as terms and 
conditions, see Chapters 1 and 8 and the 
Appendix to Chapter 8. 

----- --- ----- - - -- --- -

DI sposition if offer not accepted 

CRC. 

(1). 

(1). 

(1). w 
~ 

(1). 



USRA-6 D&H __________ EL 

USRA-7 Chessie System __ LV 

USRA-8 D&H __ -------- EL 

acquired by Chessie between Waverly and 
Buffalo, NY. In addition, Chessie will ac
quire the following nonviable lines of Erie 
Lackawanna that will become viable under 
Chessie ownership or will be needed for 
through freight service as part of Chessie: 
portions of the Cleveland-Youngstown Line; 
Bradford Branch (all); Toby Branch (all); 
Montgomery . Branch (all) ; Phillipsburg 
Branch (Washington-Phillipsburg); Bangor 
& Portland Branch (at Bath); Wyoming 
Branch (Pittston-Avoca); Attica Branch 
(North Alexander-Avon). 

D&H to obtain title to or exclusive operating 
rights over the portion of the Bloomsburg 
Branch between Berwick (Milepost 177.0) 
and Northumberland, PA (Milepost 213.52) 
and obtain access from PC Button & Dan 
Secondary Tracks either via trackage rights 
over PC between Sunbury (Banks-Mile
post 1.9) and Sunbury (Kase-Milepost 0.1) 
and Sunbury (Milepost 286.4) and Nor
thumberland (Milepost 286.1) or by acquisi
tion of the Reading Co. line between 
Norca (Mi'epost 146.5), and Rupert, PA 
(Milepost 147.1). 

B&O (Chessie System) to obtain trackage 
rights over LV and L&S lines to be trans
ferred to ConRail from Scranton (Coxton 
Interlocking-Milepost 179.9) to Allentown, 
PA (Milepost 77.0-Easton Interlocking). 

D&H to obtain trackage rights over that 
portion of EL Hoboken-Chicago mainline 
between Binghamton, NY (Milepost 214.1) 
and Buffalo, NY (Milepost 422.4), if trans
ferred to ConRail. 

It is anticipated that the carrier serving EL CRC. 
traffic at Berwick will also serve traffic 
located on PC lines at Berwick. 

Conditioned on the implementation of Project 
No. USRA-1 (Table D-3) and Project 
No. CS-5 (Table D-3). 

Acquisition by D&H conditioned on Chessie 
System not obtaining title to the aforesaid 
line under Project No. USRA-1. 

• If Jines offered are not accepted. they will be available for subsidy under the provisions of Section 304 and Title IV of the Regional Rail Reorganlza tion Act. 

w 
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TABLE D-4.-Coordinations and Market Extensions invo[,ving the acquisition by ConRail of rail properties of pro.fi,table 
railroads 

Project 

IL-23 

IL-24 

IL-25 

IL-26 

IL-27 

IL-28 

IN-5 

IN-16 

Location 

Pekin, IL ______________ _ 

Carmi, IL, Vincennes, 
IN. 

Lawrenceville, Wash
ington, IN. 

Woodland Junction, 
Dolton Junction, IL. 

Dolton Junction, 80th 
Street, Chicago, IL. 

Description of project 

ConRail to acquire ICG (former GM&O) trackage at Pekin as 
follows: 1) Approximately 504 feet of former interchange track 
from street crossing at Broadway to switch connecting inter
change track with Riverview Hatchery siding. 2) Use of ICG 
Main Track for purpose of backing into siding. 3) Reinstate 
approximately 130 feet of interchange track in street at 
Broadway. 

ConRail to obtain overhead trackage rights on Louisville & 
Nashville (Family Lines) from Carmi, IL (Milepost 360.3) 
to Evansville (Howell), IN (Milepost 323.0) to Vincennes, 
IN (Milepost 234.6). 

ConRail to obtain overhead trackage rights on Baltimore & Ohio 
between Lawrenceville (Milepost 198.4) and Washington, IN 
(Milepost 169.6). 

ConRail to obtain overhead trackage rights on jointly owned 
track of Chicago & Eastern Illinois and L&N (Family Lines) 
between Woodland Junction (Milepost 82.6) and Dolton 
Junction, IL (Milepost 16.5). 

Con Rail to obtain overhead trackage rights on Chicago & West
ern Indiana between Dolton Junction (Milepost 16.5) and 
80th Street Yard IL (Milepost 8. 7). 

Danville, Chicago, IL ____ Con Rail to obtain overhead trackage rights over Milwaukee 

Hartsdale, IN, Chicago 
Heights, IL. 

Road between Danville (Milepost 121.2) and Chicago, IL 
(Milepost 31.8). 

ConRail to obtain overhead trackage rights on Elgin, Joliet & 
Eastern between Hartsdale, IN (Milepost 12.2-Joliet Branch) 
and Chicago Heights, IL (Milepost 27.2). 

Conditions and comments 

Permits ConRail to serve 
Riverview Hatchery. 

Will allow ConRail to 
move into and out of 
southern Illinois mar
kets. All points on L&N 
will continue to be 
served by L&N only. 

Will allow ConRail to 
acquire access to the 
L&N at Vincennes, IN 
from both the Peters
burg Secondary and the 
Harrisburg Line. All 
points on B&O will 
continue to be served 
by B&O. ConRail 
will interchange with 
ConRail only at 
Lawrenceville, 
Vincennes, and 
Washington, IN. 

All points on C&EI/L&N 
will continue to be 
served by C&EI/L&N 
only. 

Will allow ConRail to 
interchange with Belt 
Railway of Chicago and 
with the Indiana 
Harbor Belt. 

All points on MIL W will 
continue to be served 
by MILW only. 

Will permit CRC to aban
don its own line and 
continue service to 
Chicago Heights. 

Indianapolis, IN _________ ConRail to obtain title to portion of PC Columbus-Indianapolis Track now used only by 
Main Line owned by N&W between N&W Milepost 0.79 and PC. 
N&W Milepost 1.87. 
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TABLE D-4.-Coordinations and Market Extensions involving the acquisition by ConRail of rail properties of profitable 
railroads-Continued · 

Project 

IN-20 

IN-21 

IN-22 

IN-23 

IN-24 

IN-25 

IN-26 

Location 

Vincennes, IN, Wood
land Junction, IL. 

LaFayette, State Line 
Tower, IN. 

Munster, IN, Thornton 
Junction, IL. 

Description of project 

ConRail to obtain overhead trackage rights on L&N between 
Vincennes, IN (Milepost 234.6) and Woodland Junction, IL 
(Milepost 82.6). 

ConRail to obtain overhead trackage rights on L&N's former 
Monon route between LaFayette (Milepost 207.4), Monon 
(236.9), and State Line Tower, IN (Milepost 305.5). 

ConRail to obtain overhead trackage rights on Grand Trunk 
Western between Munster, IN (Milepost 31.5) and Thornton 
Junction, IL (Milepost 25.2). 

Elnora, Beehunter, IN ____ ConRail to obtain overhead trackage rights on the Milwaukee 

Beehunter, Terre Haute, 
IN. 

Louisvillf', KY, Jeffer
sonville, IN. 

Terre Haute, IN, 
Danville, IL. 

Road between Elnora (Milepost 224.0) and Beehunter, IN 
(Milepost 218.4). 

ConRail to obtain overhead trackage rights on Milwaukee Road 
between Beehunter (Milepost 218.4) and Terre Haute, IN 
(Milepost 175.1). 

ConRail to acquire access to and use of L&N (Family Lines) 
new Strawberry Yard at Louisville, KY (Milepost 9.0). 

ConRail to obtain overhead trackage rights on Milwaukee Road 
between Terre Haute, IN (Milepost 175.1) and Danville, IL 
(Milepost 121.2). 

Conditions and comments 

All points on L&N will 
continue to be served by 
L&N only. ConRail 
will have the right to 
interchange traffic with 
intersecting ConRail 
lines and will also have 
the right to interchange 
coal traffic bound for 
Hutsonville, IL with 
the ICG at Sullivan, 
IN. 

All points on L&N will 
continue to be served by 
L&N only. ConRail will 
be allowed to inter
change traffic with Con
Rail lines at such points 
as Shelby. 

Will allow for through 
movement of Chicago
Indianapolis traffic via 
LaFayette, IN. All 
points on GTW will 
continue to be served by 
GTW only. 

All points on Milwaukee 
Road will continue to be 
served by Milwaukee 
Road only. 

All points on Milwaukee 
Road will continue to be 
served by Milwaukee 
Road only. 

L&N will classify a limited 
number of blocks for 
ConRail at Strawberry 
Yard. ConRail will 
continue to use Jeffer
sonville Yard for 
certain local traffic. All 
points on L&N will 
continue to be served by 
L&N only. 

All points on MIL W will 
continue to be served by 
MILW only. 
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TABLE D-4.-0oordinations and Market Extensiom involving the acquisition by OoriRail of rail properties of profitable 
railroad~-Continued 

Project 

MD-2 

Ml-4 

Ml-14 

Ml-16 

NY-6 

NY-7 

OH-23 

Location 

Washington, DC, Balti
more, MD, Wil
mington, DE, 
Philadelphia, PA. 

Description of project 

ConRail to obtain title to all B&O operating property between 
Anacostia Junction (Milepost Baltimore 39.4) and (Milepost 
Baltimore 8.0) located west of Halethorpe, MD, excepting all 
yard and side tracks and the Fort Meade Branch. B&O shall 
retain exclusive right to provide local service in addition to 
retaining overhead freight trackage rights. 

ConRail to also obtain title to all B&O operating property be
tween Bayview, MD (Milepost Baltimore-8.0) and Eastwick, 
PA (Valuation Station 203+55.7), located at about Milepost 
Baltimore-93.5, with the exception of the eastbound yard and 
sidetracks including the Market Street Branch located south 
of the main line at Wilsmere, DE. B&O shall retain exclusive 
local switching rights between Bayview and White Marsh, 
MD as well as overhead freight trackage rights between Bay
view, MD and Eastwick, PA. 

B&O to grant ConRail overhead freight trackage rights between 
Eastwick, PA (Milepost Baltimore-93.5) and Park Junction, 
PA (Milepost Baltimore-97.5). 

B&O, after route and signal improvements as determined jointly 
by B&O and ConRail are completed with that portion of the 
cost attributable to ConRail's operations to be borne by Con
Rail, shall grant to ConRail overhead freight trackage rights 
through the B&O Baltimore Terminal between Milepost 
Baltimore-8.0 located west of Halethorpe, MD and Bayview, 
MD (Milepost Baltimore-8.0), a distance of 16.0 miles. 

Battle Creek, ML _______ ConRail to obtain overhead trackage rights over GTW through 
downtown Battle Creek, MI from GTW Milepost 175.5 to 
GTW Milepost 176.9. 

Detroit, ML___________ Con Rail to acquire PC and GTW interest in Detroit Terminal 
RR. 

Durand, Saginaw, ML ___ ConRail to acquire trackage rights over GTW from Durand 
(Milepost 0.0) to Saginaw, MI (Milepost 39.1), both locations 
on GTW Saginaw subdivision. 

Buffalo, NY____________ ConRail to acquire N & W 50 percent interest in Bison Yard _____ _ 

Wilkes Barre, PA, 
Voorheesville, NY. 

ConRail to obtain overhead trackage rights on Delaware & 
Hudson from the present connection between the Wilkes Barre 
Connecting Railroad and the D&H at Wilkes Barre, PA to an 
interchange point between the D&H and the present Penn 
Central line between Selkirk and Syracuse in the vicinity of 
Voorheesville, NY. 

Toledo, OH _____________ ConRail to obtain joint use of Presque Isle Dock facilities 
presently used by C&O. 

Conditions and co=ents 

Permits diversion of Con
Rail freight trains from 
Northeast Passenger 
Corridor. 

To create a single line in 
cooperation with city 
redevelopment plan. 

To be acquired by 
ConRail only if GTW 
does not accept the 
offers made to it 
under D-3 projects 
GTW-6 and GTW-7. 

Conditioned upon N&W 
retaining trackage 
rights. Remaining 
50 percent now owned 
by EL to be transferred 
to Chessie. 

All points on D&H will 
continue to be served 
by D&H only. 



Exhibits to the Appendix to Part II 

Exhibit 1.-Finance Agreement Code Key 

Penn Central Transportation Co. Finance Agreements 

Agreement number and 
description 

666-Lease _________ _ 
668-Lease _________ _ 
669-Lease _________ _ 
670-Lease _________ _ 
671-Lease _________ _ 
672-Lease _________ _ 
673-Lease _________ _ 
738-Lease _________ _ 

Name 

Merchants Despatch Transp. 
Merchants Despatch Transp. 
Merchants Despatch Transp. 
Merchants Despatch Transp. 
Merchants Despatch Transp. 
Merchants Despatch Transp. 
Merchants Despatch Transp. 
New England Merch. Fin. 

Reading Company Finance Agreements 

1-Conditional sale 
agreement 

'.?-Conditional sale 
agreement 

3-Conditional sale 
agreement 

4-Conditional sale 
agreement 

24-Lease __________ _ 
25-lease __________ _ 
26-Lease __________ _ 
27-Lease __________ _ 
28-Lease __________ _ 

29-Lease __________ _ 
30-Lease __________ _ 
31-Lease __________ _ 
32-Lease __________ _ 
33-Lease __________ _ 
34-Lease __________ _ 
35-Lease __________ _ 
36-Lease __________ _ 
37-Lease __________ _ 
38-Lease __________ _ 
39-Lease __________ _ 
46-Lease __________ _ 
47-Lease __________ _ 

Philadelphia National Bank 

Fidelity Bank 

John Hancock 

Girard Trust Bank 

U.S. Leasing Co. 
Philadelphia National Bank 
Provident National Bank 
Equitable Life 
Western Maryland Ry. Equipment 

Trust 
WJC Leasing Corp. 
CIT Credit Corp. 
ACF Industries 
Merchantile Safe Deposit 
Fidelity Bank 
Fidelity Bank 
Segar Four Leasing Corp. 
Arleigh Leasing Corp. 
SSR Leasing Corp. 
Unilea.~e 

Industrial Valley Bank 
Clark Equipment 
Freuhauf Corp. 

Erie Lackawanna Railway Finance Agreements 

Agreement number and 
description 

1-Lease __________ _ 
18-Lease __________ _ 

21-Conditional sale 
agreement 

24-Conditional sale 
agreement 

26-Conditional sale 
agreement 

27-Conditional sale 
agreement 

29-Conditional sale 
agreement 

30-Conditional sale 
agreement 

31-Conditional sale 
agreement 

32-Conditional sale 
agreement 

33-Conditional sale 
agreement 

34-Conditional sale 
agreement 

35-Conditional sale 
agreement 

37-Conditional sale 
agreement 

38-Conditional sale 
agreement 

4 7-Lease __________ _ 
60-Lease __________ _ 
61-Lease __________ _ 
62-Lease __________ _ 
63-I. ease __________ _ 
65-Lease __________ _ 
66-Lease __________ _ 
69-Lease __________ _ 
70--Lease __________ _ 

Name 

Xtra 
N&W Railroad 
Central National Bank of Cleveland 

First National City Bank 

Cleveland Trust 

Marine Midland Trust 

Mellon National Bank & Trust 

Chemical Bank & Trust 

Marine Midland Trust of S. NY 

National Newark & Essex 

Union Commerce Bank 

National City Bank of Cleveland 

Society National Bank of Cleveland 

Continental Ill. National Bank & Trust 

Morgan Guaranty 

Freuhauf Corp. 
Rentar Leasing System 
Trailmobile Leasing 
EMP Co. 
Real co 
Girard Bank 
Delaware & Hudson Railway 
Intermodal 
United Transportation 



Apreement number and Name 
deacription 

71-Lease_ _ _ _ _ _ _ _ _ _ _ Navajo 
72-Lease___________ Delaware Leasing 
73-Lease ___________ Copey 
77-Lease _ _ _ _ _ _ _ _ _ _ _ Eastern Stntes Rn nip. 
79-Lease ___________ Marine Midland Trnst 
80-Lease ___________ Rhippers Carline-ACF 
81-Lease ___________ Buffalo Creek RR 
82-I,ease_ _ _ _ _ _ _ _ _ _ _ Green Lease 
83-Lease_ _ _ _ _ _ _ _ _ _ _ International Milling 
84-Lease___________ Chicago Freight Car Leasing 
N /A-Lease__________ North American Car 

Exhibit 2.-Terms and Conditions Which A~
ply to Operatinq Rights Transferred or Of
fered by the FSP 

A. For Use Where Rights Are Granted in Non-Commuter 
Territory 

1. Term.-The rights granted shall be for a term of 
30 years beginning on the date of transfer or conveyance. 

2. Rights Granted.-The entity to which the rights 
are transferred under the FSP ("grantee") shall have 
the right to operate its freight trains over the specified 
rail line and to use all facilities of that line associated 
with railroad freight movements. and the right to estab
lish communications lines on, with and in structures 
associated with that line, to the extent that space is 
available; and where space is not available, the right. at 
grantee's own c·xpense, to provide such farilities itself 
within the rail line, on a noninterfering basis. 

3. Management and Oontrol.-The railroad having 
the primary interest in the rail line ("owner") shall 
have exclusive control, including the right to grant. on 
a noninterfering basis, similar rights to others. The 
grantee shall operate its trains with its own qualified 
employees, subject to the owner's reasonable and nondis
criminatory rules and orders. Trains of all users shall 
be dispatched without discrimination or preference, ex
·cept that priorities may be based on the nature of the 
service or operation, particularly in the case of passen
ger operations. The grantee or the owner may request 
the removal for cause of any employee of the other from 
service on the line; the party requested to do so shall 
determine the facts under appropriate proceedings and 
decide the action to be taken. 

4. Maintenance.-The owner shall maintain, repair, 
and renew the facilities to an extent appropriate to 
meet the combined reasonable and relevant require
ments (as to operational limitations and capacity) for 
the service envisaged by the FSP, of those having 
rights to the facilities. The owner shall pick up, or re
rail, all wrecked or derailed equipment; the cost shall 
be apportioned as provided in Section "5. Liability", 
below. Bad order cars of Lhe grantee shall be set out on 
any available track, repaired by the rail line owner at 
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the grantee's expense and promptly picked up by the 
grantee. 

5. Liability.-The defense and payment of all claims 
for propertv damage, personal injury or death shall 
be the exclusive resnonsihility of the party involved, 
and that narty shall hold harmless the others with 
rirrhts to the facilities, and indemnify them for any 
liability and expense in the premises. Where the inci
dent involves two or more parties with rights, the 
reo:ponsibility, costs and expense shall be equally 
apportioned. 

6. Fees.-The grantee, if it is the only railroad hold
inR; such rights from the owner, shall pay the owner, 
in emrnl monthly installments, an annual fee of one
half of the costs attributable to the capital investment 
in the facility. The costs attributable to capital invest
ment shall be computed by applying an imputed in
terest rate to the acquisition cost of the facilities and 
the land associated with them. The imputed interest 
rate shall be determined by calculating the average yield 
to maturity of 5-year Treasury Notes for the 12 months 
preceding the determination date plus one-quarter of 
1 percent. Periodically, as changes are made to the facil
ities, there shall be added to the valuation of the facili
ties the value of any additions and/or betterments; and 
there shall be deducted from said valuation the value of 
any retirements, disposals or eliminations relating to 
the facilities from the owner, the annual fee shall be 
equally apportioned among such railroads. 

In addition, the non-capital expenses attributable to 
the facilities from the owner, the annual fee shall be 
equitably apportioned between or among the parties 
having such rights (including the owner) in propor
tion to the car mileage of each over the facilities dur
ing the relev:mt period. 

Payments of non-capital expenses shall be made in 
equal monthly installments based on a reasonable an
nual estimate of use, and shall be adjusted to reflect 
actual use within 30 days after the end of each year of 
operation. An earlier computation shall be made where 
the estimate is grossly erroneous. 

There shall be included in non-capital expenses: 

(a) all direct costs incurred for labor, materials, and 
supplies and services furnished or used in con
nection with any particular work project or serv
ice; the cost of used materials and new materials 
out of inventory shall be the actual cost or cur
rent market value, whichever is higher; 

(b) sales taxes or use taxes on material costs; 
( c) appropriate surcharges on direct labor costs to 

represent vacation allowances, holidays paid for 
and not worked, health and welfare benefits, pay
roll taxes, and any other f'imilar allowances, bene
fits or taxes in effect from time to time; 

( d) an appropriate surcharge on the purchase price 



of new materials passing through, or to the store
house area to represent purchasing and stores 
expense; and an appropriate surcharge on the 
purchase price of new materials and supplies 
which do not pass through, or to the storehouse 
area, to represent purchasing expense; 

( e) reasonable charges computed per net ton-mile, 
but not exceeding published tariff rates, to cover 
transportation over the owner's lines of materials 
and supplies used in the operation and mainte
nance of, and in making additions and better
ments to the facilities, where such materials and 
supplies are transported in other than work 
trains; 

( f) reasonable charges for use of roadway machines, 
special tools and appliances, and for use of loco
motives, work and rolling stock equipment en
gaged in work service upon or in respect to the 
operation and maintenance of or the making of 
additions and betterments to the facilities. 

(g) wages of crews and reasonable charges for fuel, 
water, lubricants, other supplies, enginehouse ex
penses; together with surcharges and additives 
properly assessable under this section and all 
other expenses of operating locomotives and work 
equipment while performing work service in re
spect to the operation and maintenance of or the 
making of additions and betterments to the 
facilities ; 

(h) reasonable trackage charges for movement of 
work trains, and of work equipment in trans
portation service trains, over the owner's track
age other than the facilities, necessary for the 
performance of work upon the facilities; 

(i) other expenses of the same type and class, other 
than those chargeable to ICC property accounts; 

(j) reasonable allowances for the costs of supervision, 
by persons below the rank of division superin
tendent or equivalent and their office staffs, and 
for the cost of facilities and equipment located off 
the facilities, but necessary for their operation. 

7. Arbitration-
( a) Selection of Arbitrators.-If at any time a ques

tion shall arise, touching the construction of any part 
of this Agreement, or as to any practical business ques
tion growing out of the same, or concerning the observ
ance or performance of any of the covenants or con
ditions herein contained, the parties hereto agree to 
submit such difference or dispute to competent and dis
interested arbitrators, one of whom shall be appointed 
by grantee and the other by the owner; and if the two 
arbitrators so chosen cannot agree, they shall select a 
third arbitrator, and their decision, or that of a major
ity of them, shall be final and conclusive between the 
parties hereto. In case either of the said parties shall fail 
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or refuse to appoint an arbitrator as aforesaid for the 
period of 20 days after written notice given by the other 
party to make such appointment, then and in that event 
the arbitrator appointed by the party not in default 
shall appoint a like competent and disinterested arbi
trator for the defaulting party, and the said two arbi
trators, so appointed, shall select a third arbitrator, and 
the three so chosen shall hear and decide such difference 
or dispute, and their decision, or that of a majority of 
them, shall be final and conclusive upon the parties 
hereto. In the event that the said arbitrators shall be un
able to agree upon a third arbitrator within 30 days 
after the appointment of the second arbitrator, such 
third arbitrator shall be appointed, upon the applica
tion of either party hereto, upon reasonable notice to 
the other party, by a Judge of the United States Court 
for an appropriate District. Any application to such 
Judge as aforesaid shall be made and heard in the man
ner provided by la'v for the making and hearing of 
motions in said Court. If any arbitrator shall decline or 
fail to act, the party or Judge by whom he was chosen 
or appointed, as the case may be, shall appoint another 
to act in his place. 

(b) Resolution.-Until the arbitrators shall make 
their award upon questions submitted to them, the busi
ness, settlements and payments to be transacted and 
made under this Agreement shall continue to be trans
acted and made in the manner and form existing prior to 
the arising of such questions. 

8. Option to Renew; Renegotiation.-The owner shall 
have the right to renew its rights for an additional 30-
year term by gi \-ing written notice thereof to the owner 
at least 6 months before expiration of the initial term; 
upon the exercise of that option, the parties shall, in 
good faith, renegotiate the terms and conditions under 
which the rights are exercised, and shall adjust them as 
may be reasonable and equitable in the light of any 
changed circumstance arising during the initial term. 
Any failure to agree on such reasonable and equitable 
terms and conditions shall be a matter for arbitration 
under Section 7 of those terms and conditions. 

9. Default and Terminatio-n.-In the event of any sub
stantial failure on the part of the grantee to perform its 
obligations under this Agreement, and its continuance 
in such default for a period of 60 days, the owner shall 
have the right, at its option, after first giving 30 days 
'vritten notice thereof by certified mail, and notwith
standing any waiver by the owner of any prior breach 
thereof, to terminate the use of the facilities by the 
grantees, and in the exercise of such right, the owner 
shall not impair their right under this Agreement or any 
rights of action against the grantee for the recovery of 
damages; provided, however, that the default of the 
grantee with respect to matters which it shall, in good 
faith, have sought arbitration hereunder, shall not, until 
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30 days further default after the final decision of the 
arbitrators, be cause for forfeiture as aforesaid. 

10. Assignment.-The grantee shall not assign or 
transfer its rights under these terms and conditions 
without the consent in writing of the owner, but the 
rights given to the grantee herein shall inure to the 
benefit of any other corporation succeeding to the own
ership of substantially all the assets and business of the 
grantee and, except as above stated, all of the obliga
tions and covenants herein imposed, as well as all of the 
benefits herein conferred, shall be binding upon and 
inure to the benefits of the successors of the grantee and 
owner. 

11. Agreements of the Partws.-Any or all of these 
terms and conditions may be changed, and other terms 
and conditions may be added at any time by agreement 
of the owner and the grantee. 

B. For Use Where Rights Are Granted in Commuter 
Territory 

These terms and conditions shall be identical to those 
applying in noncommuter territory except for Section 
6, which shall be, for rights in commuter territory: 

Fees.-The grantee, if it is the only railroad hold
ing such rights from the owner, shall pay the owner, in 
equal monthly installments, an annual fee equal to the 
costs attributable to the capital investment in that part 
of the facilities required for freight operations. The 
costs attributable to capital investment in the part of 
the facilities required for freight operations shall be 
computed by applying an imputed interest rate to the 
acquisition cost of all facilities needed for freight opera
tions, but not required at all for passenger operations, 
and the land associated with them. For trackage, only 
the value of a single track shall be considered required 
for freight operations. The imputed interest rate shall 
be determined by calculating the average yield to matur
ity of 5-year Treasury Notes for the 12 months preced
ing the determination date plus one-quarter of 1 per
cent. Periodically, as changes are made to the facilities, 
there shall be added to the valuation of the facilities the 
value of any additions and/or betterments; and there 
shall be deducted from said valuation the value of any 
retirements, disposals, or eliminations relating to the 
facilities. If more than one railroad has freight-service 
rights to the facilities from the owner, the annual fee 
shall be equally apportioned among such railroads. 

In addition, the non-capital expenses attributable to 
the part of the facilities required for freight operations, 
as to which rights are granted, shall be equitably appor
tioned between or among the parties having freight 
service rights (including, where applicable, the owner) 
in proportion to the car mileage of each over the freight 
facilities during the relevant period. 

Payments of non-capital e:::..penses shall be made in 
equal monthly installments based on a reasonable 

annual estimate of use, and shall be adjusted to reflect 
actual use within 30 days after the end of each year of 
operation. An earlier computation shall be made where 
the estimate is grossly erroneous. 

There shall be included in non-capital expenses: 
(a) all direct costs incurred for labor, materials, and 

supplies and services furnished or used in connection 
with any particular work project or service; the cost 
of used materials and new materials out of inventory 
shall be the actual cost or current market value, which
ever is higher ; 

(b) sales taxes or use ta:rns on material costs; 
( c) appropriate surcharges on direct labor costs to 

represent vacation allowances, holidays paid for and not 
worked, health and welfare benefits, payroll taxes, and 
any other similar allowances, benefits or taxes in effect 
from time to time ; 

( d) an appropriate surcharge on the purchase price 
of new materials passing through, or to the storehouse 
area to represent purchasing and stores expense; and an 
appropriate surcharge on the purchase price of new 
materials and supplies which do not pass through, or 
to the storehrmse area, to represent purchasing expense; 

( e) reasonable charges computed per net ton-mile, 
but not exceeding published tariff rates, to cover trans
portation over the owner's lines of materials and sup
plies used in the operation and maintenance of, and in 
making additions and betterments to the facilities 
where such materials and supplies are transported in 
other than work trains ; 

(f) reasonable charges for use of roadway machines, 
special tools and appliances, and for use of locomotives, 
work and rolling stock equipment engaged in work 
service upon or in respect to the operation and mainte
nance of or the making of additions and betterments to 
the facilities; 

(g) wages of crews and reasonable charges for fuel, 
water, lubricants, other supplies, enginehouse expenses; 
together with surcharges and additives properly assess
able under this section, and all other expenses of op
erating locomotives and work equipment while per
forming work service in respect to the operation and 
maintenance of or the making of additions and better
ments to the facilities; 

(h) reasonable trackage charges for movement of 
work trains, and of work equipment in transportation 
service trains, over the owner's trackage other than the 
facilities, necessary for the performance of work upon 
the facilities; 

( i) other expenses of the same type and class, other 
than those chargeable to ICC property accounts; and 

(j) reasonable allowances for the costs of supervi
sion, by persons below the rank of division superin
tendant or equivalent and their office staffs, and for the 
cost of facilities and equipment located off the facili
ties, but necessary for their operation. 
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Exhibit 3.-Yards Designated for Use for Other Public Purposes Under Section 206(c)(1 ){E) 

Location Property description Use Recommended by-

INDIANA 
Union City, Ind ________ Former rail passenger station of Museum _________________________ Union City, Ind., 

~~~~U~%. ~~ 
NEW JERSEY 

Bound Brook, N.J ______ CNJ freight station property on 
East Main St., Bound Brook. 

Hoboken, N.J __________ Excess E.L. yard property if not 
needed for commuter/passenger 

Mini park and off street parking ____ Bound Brook, N.J., 
mayor. 

Urban redevelopment_ _____________ Hoboken, N.J., mayor. 

service. 
OHIO 

Bradford, Ohio __________ 1. Y-yard-0.L. 18 and O.L. 21 1. Further development of park on Bradford, Ohio, mayor. 
(Plot No. 20) in center of Brad- back of parcel and fire station 
ford. in front (now based for park). 

2. O.L. 1, Bradford, Ohio, Plot No. 2. Recreation-Ball park (current 
26. us~. 

3. O.L. 20, Plot No. 34 ____________ 3. Recreation (now a garden) ______ _ 
Sylvania, Ohio __________ Penn Central reference-NYC V- Park-Land now leased for park ____ Sylvania, Ohio, city 

209/1 north of Convent Boulevard manager. 
and immediately west of Penn 
Central main track (4.7 acres). 

PENNSYLVANIA 
Oil City, Pa ____________ Several parcels of Penn Central Off street public parking ___________ Oil City, Fa., director of 

property leased by Oil City. public service. 






