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Volume II contains Part III of the Final System Plan.
Part III deals exclusively with the light density line issue
and potential community impacts from the abandonment of
rail service. The structure of this part is as follows:
Chapter 9, Light Density Lines and Community Impact

This chapter describes the Association's reevaluation of
local service lines completed since publication of the PSP and
presents a summary of the results. It takes up the special is-
sues of service to fossil fuel reserves, other public uses of rail
rights of way not recommended for continued use in providing
rail service 'and recommendations regarding railroad marine
operations. Summaries of USBA's new research on potential
community and environmental impacts are included.

Section A, Line by Line Analyses and Dispositions:
This section discusses the light density line reevaluation

process in detail, summarises the analytic results and includes
a discussion of each line analyzed.
Section B, Disposition of Lines Not Now Being Served or Re-

ceiving Only Intermittent Service:
This section contains a complete listing of the out of serv-

ice lines, both those designated for inclusion and those not desig-
nated for inclusion in the restructured system. Explanations of
the reasons for these dispositions are provided.

Section C, Alternative Public Uses of Abandoned Bail Prop-
erties:

This section treats two classes of lines given special atten-
tion in the Act: Lines recommended for consideration for in-
clusion in a fossil fuel rail bank and potentially abandoned rail
rights of way suggested for other public uses.

Section D, Discontinuances Under Section 304(/) of the Act:
This section lists lines approved for abandonment and

pending applications for abandonment under Section 304(f) of
the Act.
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Light Density Lines and
Community Impact

A review of the economic history of the Region shows thai
during the last few decades the patterns of commerce have
changed dramatically. This is most evident in the transportation
industry. In early years, railroads played a dominant role in tJie
transportation system and did so profitably. As alternative modes
developed, however, some rail services which at one time were
self-sustaining no longer could generate sufficient traffic and
produce adequate revenues to cover their variable costs.

In enacting the Regional Rail Reorganization Act of 1973,
Congress endorsed a two-pronged approach to the provision of
adequate rail service in the Region. The Act mandates creation
of a financially self-sufficient, for-profit, private corporation
(Title //I) while enabling continuation of essential, but un-
profitable, services through a program of rail service subsidies

(Title IV).
The PSP light density line analyses were based on 1973

traffic volumes, revenues and costs. Only those lines whose reve-
nues covered approximately 90 percent of the cost of providing



service were recommended for inclusion in the restructured
system. Since the PSP, the Association has reviewed its
analytic procedures, data base and each line's potential for
traffic groivth; USRA then made final recommendations for
each line (See Appendix, Section A). As a result of the reeval-
uation, the FSP recommends a restructured system that will

provide service to 97.8 percent of the traffic carried by the rail-
roads in reorganisation.

This chapter also discusses the light density line issue in
detail and includes a summary discussion of the potential com-
munity and environmental impacts owing to cessation of non-
viable rail services.

In the early years of railroading, the industry han-
dled predominantly local, short-haul traffic. As the na-
ture of the American industrial economy changed and
as alternative modes of transportation developed, rail-
roads were able to win new markets in medium- and
long-distance hauling of bulk items, but gradually lost
their hold on short- to medium-distance transport and
the movement of higher-valued commodities to com-
petitive modes. Many rail lines which had prospered in
local or regional freight and passenger service became
unprofitable. On some lines the only traffic that remained
was "rail-bound" (so bulky as to be moved efficiently
only by rail) and/or priced far below costs of providing
the rail service.

The Association has identified and studied in detail
those lines of railroads in reorganization which because
of limited traffic and insufficient revenues may not be
capable of contributing to the financial health of the re-
structured system. The results of the initial analyses
were described in Appendix K of the Preliminary Sys-
tem Plan (PSP).

This chapter discusses the light-density line issue in
detail and presents summary results of the Association's
reevaluation of all lines identified in the PSP. including
USRA's supplemental report on light-density lines
of the Erie Lackawanna. In addition, USRA has com-
missioned a reestimation by Public Interest Economic
Center of the potential impact on shippers and com-
munities which might occur with abandonment of rail
lines not recommended for inclusion in the restructured
system in the PSP. A summary of that analysis is in-
cluded in this chapter. The chapter also discusses alter-
natives available to states, local jurisdictions and indi-
vidual shippers if they otherwise would be affected ad-
versely by exclusion of a line or lines from the Final
System Plan (FSP).

Since the issuance of the PSP, virtually every facet
of the branch line study method and data base has been
subjected to reevaluation and verification. USRA's re-
evaluation has incorporated extensive cross-checking
and updating of original data.

The reevaluation has been undertaken within the pol-
icy framework of the original analysis, that is, USRA
has included all rail lines capable of contributing posi-
tively to the financial condition of the restructured
system. An expanded discussion of the reevaluation
process and study procedure plus results of the line-by-
line analyses are contained in section A of the appendix
to part 111.

The review process has been aided by testimony pro-
vided at the Rail Services Planning Office (RSPO)
hearings on the PSP and by the RSPO's evaluation of
the public response. The issues raised in the testimony
concerned mainly the study method employed includ-
ing the process of subsegmentation. descriptions relat-
ing to the individual lines, traffic volumes in 1973 and
anticipated future growth, size of crews required to
operate certain branch line services, frequency of serv-
ice and time required per round trip, and the freight
revenue employed.

The Association reaffirms the analytic procedure used
in the PSP and has confidence in the soundness of the
resulting recommendations.

Results of the Analysis

USRA's final analysis indicates that 97.8 percent of
the traffic carried by the railroads in reorganization will
be served by the restructured system. Only 2.2 percent
of the traffic is located on the 5,757 miles of road recom-
mended for abandonment or subsidy. These lines
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constitute 23 percent of tho mileage now operated by
the. rail carriers in reorganization.1

The 5.757 miles of active roadway excluded from the
restructured system (54 percent of those studied) carry
only 148.000 carloads (12 percent of all carloads on
light-density lines) and account for only $46 million of
revenues (12 percent of the branch-line revenues
studied). The annual operating loss on the excluded
lines is estimated to be $33 million. In addition, the cost
of upgrading these lines to Class 1 standards (10 in.p.h..
based on their condition at the time of analysis), would
be $51 million.

Proposals by the solvent carriers to acquire traffic on
lines not designated for inclusion in the restructured
system have the potential for reducing by about 57.000
carloads (39 percent) the traffic which would be lost as
tho result of this analysis. If all of this traffic were ac-
quired by solvent carriers, the number of carloads lost
would be reduced to 91,000 instead of the original
148,000. The amount of traffic captured by solvent car-
riers and the restructured system then would stand at
98.6 percent of the traffic handled by all railroads in
reorganization.

Of the 1,191 miles of roadway now out of service, 33
miles are designated for inclusion in the system, pri-
marily to provide rail access to active coal mines ex-
pected to provide sufficient traffic to support viable rail
service in the near future. Of the remainder, 553 miles
are not receiving service because there is no demand
and 605 miles cannot be served due to track conditions.

Light Density Lines in Perspective

Railroads have engaged in a numlwr of practices
dseigned to trim back capacity or otherwise adjust to
declines in businesses. These efforts include service re-
duction, internal cross subsidies, deferral of mainte-
nance and the abandonment of Hues.

Reduction of service is almost an automatic response
to a decline in traffic. Train service typically is sched-
uled; those schedules are adjusted after traffic declines
arc noted and identified as permanent. The effectiveness
of this approach is tempered by two factors. First, serv-
ice reductions may have the effect of forcing some of
the remaining traffic to motor carriage, thereby further
eroding the financial condition of the line. Second,
limited service reductions often result in only minor
savings.

By definition, wherever a continuing service fails to
cover its cost, an internal cross subsidy results (see PSP
chapter 2). In the days when railroads could count on

*A total of 11,883 miles of light-density line* (or branch lines)
were Identified an requiring detailed unalysls, of which 1,11)1 miles art
presently out of service. Of the remaining 10,692 miles of active road
way, a total of 4,935 miles (40 percent of those studied) will be re-
tained In the restructured system. The active miles generated a total (if
1,280,000 carloads and $807 million In revenue in 19T3, of which
1,132,001) carloads (88 percent) and S3B1 million In revenue ($8 per-
cent) will be retained in the newly structured system.

substantial revenues above the cost of providing service
there existed a pool of profits which, in effect, govern-
ment regulatory policy partly used to cover losses on
deficit operations. ATo;c thaJ pool of resources has dried
up. The Association reaffirm* its position that each
identifiable service, except in the case of developing
markets, should stand on its own. If such service is
warranted for other public policy reasons, it should be
subsidized directly as a part of that public policy. Cross
subsidies can be justified only where the service thus
supported is likely to revive smd return to profitability
in the near future. Prolonged cross subsidy benefits
neither the carrier nor other shippers who consequently
must pay higher rates.

Deferral of roadway m-a-intenance also is an almost
automatic response to a decline in traffic, especially
when the carriers earnings are low (see PSP p. 329).
Reduction in roadway maintenance levels reduces oper-
ating expenses in the near term with little or no impact
on short-run revenues. If continued too long, however,
facilities deteriorate until safe operation is impossible
without, improvements to the plant. This condition
amounts to de facto abandonment^ as far too many ship-
pers and communities know from experience. USRA's
objective is to halt this practice and gradually improve
rail service on those branch lines which pass the test
of economic self-sufficiency.

An inadequate and protracted adjustment process
hurts shippers and communities as well as carriers. De-
clining availability and quality of rail service and in-
creased rate levels speed industry outmigration and
limit the ability of communities to attract new industry.
This, in turn, gradually affects the individual commu-
nity, its population and employment base. These effects
are considered in more detail later in this chapter.

Aband-onment is the final course of action available to
a railroad. Since 1920, the Interstate Commerce Com-
mission (ICC) has had authority to control the aban-
donment of rail service. (For a summary of the history
of abandonments under this process, see. PSP p. 330).
The ICC abandonment procedure requires a railroad to
prepare an application containing information pertain-
ing to the line., the size of the deficit resulting from
services to it and the carrier's financial ability'to bear
the loss. The ICC may hold public hearings on the pro-
posal before weighing the evidence and deciding
whether retention of th? line meets the test of "public
convenience and necessity.1" The ICC also must prepare
an environmental impact statement on the abandonment
decision pursuant to the National Environmental Policy
Act of 1969 (see PSP chapter 11).

This abandonment process has been less than ade-
quate. It is both lengthy and costly. Each line is con-
sidered in isolation from other uneconomic trackage
operated by the carrier or by all carriers in a given
area. There is little or no planning for alternative service
arrangements among the various railroads and with the



affected communities in a geographic area; and as a
result, the piecemeal abandonment process could result,
in the loss of more service than is necessary.

Title IV—Regional Rail Reorganization Act

The 93d Congress, in drafting the Regional Rail
Reorganization Act of 1973, established a two-pronged
approach to restructuring rail service in the Region:
create a financially self-sustaining, for-profit, private
corporation (title III) and maintain essential, but
uneconomic, services through a program of rail service
continuation subsidies (title IV).

Debate on the Act and congressional committee re-
ports are replete with references to the "for profit" oper-
ating company (ConRail) to be created under the Act.
Subsequent Special Court and Supreme Court decisions
have made clear USRA's responsibility to follow this
directive, while pursuing the other goals set forth in the
Act Clearly USRA must plan for an economically via-
ble ConRail; failure to do so would leave the nation
exactly where it was in 1973—with essential rail service
in the Region in the hands of insolvent carriers, more or
less continuously threatened with cessation of service or
nationalization.

Some have asserted that the light-density line prob-
lem is the critical issue for the bankrupt carriers; others
contend that the problem is insignificant. While other
deficit services affect net income as much as the non-
viable light-density lines do, the deficits from serving
these lines are indeed significant. The estimated operat-
ing losses are at least $33 million a year based on 1973
traffic, revenue, and cost levels. This represents 13 per-
cent of the $245 million loss of the carriers subject to
the Act in 1973. In addition, most of these lines must be
upgraded to meet FRA Class I standards which will
cost at least $55 million. A lower deficit can be assumed
only by accepting the premise that services should con-
tinue over facilities which are so debilitated that they
fail to meet safety standards for 10 miles per hour
operation, a premise which would result in their ulti-
mate abandonment when the plant becomes totally in-
operable. USRA's cost estimates are predicated on
maintenance sufficient to enable safe operations at 10
miles per hour.

Congress and the courts have made a strong correla-
tion between light-density lines and the viability of the
restructured system. The House Interstate and Foreign
Commerce Committee report on the Act states:

The Committee recognized the necessity for "slim-
ming down" the system, allowing Northeast systems
to throw off the excess trackage in an effort to become
profitable. It recognized the need for a safeguard for
small areas to be able to continue essential service
which is not economical for the carrier. This was rec-
ognized as a social cost to be borne by the government.
(House Report 93-620, pp. 28-29).

To provide the necessary public support. Congress in-
cluded the "Rail Service Continuation Subsidies" au-
thorized by section 402 of the Act. There are numerous
references in the congressional debate on the Act to the
need to reduce the size of the system (both duplicative
lines and uneconomic light-density lines) if the mandate
of a financially self-sustaining rail system is to be
achieved.

Courts of law have commented on this issue in ruling
on provisions of the Act. In discussing the possible
availability of a remedy against the U.S. Government
should there be an unlawful taking of property, the Spe-
cial Court noted that Court of Claims judgments could
be "nonexistent and . . . need not be large" if the As-
sociation follows a "sufficiently hard-nosed course (in
dealing with unprofitable services) and Congress allows
a sound plan to. become effective." 2 The Supreme Court
viewed the problem this way: "Congress concluded that
a solution for the crisis required reorganization of the
railroads, stripped of excess facilities, into a single vi-
able system operated by a private, for-profit corpora- <
tion." * ' j

The Association has sought to balance all of the Act's 1
goals, but in view of the legislative history and sub-
sequent decisions of the courts, there can be little doubt
that USRA must present a plan which includes those
light-density lines which meet a valid test of economic
self-sufficiency. The Association believes that if a line
failed any of the viability tests discussed in the next
section, the line either should be abandoned or con-
tinued in service through the subsidy provisions of the
Act. The line can be kept in operation in several ways:
a state could purchase and rehabilitate the line, con-
tracting for continued service by ConRail or another
carrier; a state could subsidize operations for an in-
terim period, providing little or no rehabilitation, to
allow the shippers on the line to adjust their shipping
patterns; or a state could purchase the line and hold it
for future use without offering operating subsidies.
Shippers or local communities, in this last case, then
might make their own arrangements for service con-
tinuation by agreement with the state and an operator.

Branch Line Viability—The Association's Approach

There are several courses of action the Association
might have taken with respect to light-density rail lines.
(For a discussion of these alternatives, see the PSP
p. 342.) The approach selected by USRA first analyzes
the viability of the service based on 1973 traffic, revenue
and cost levels. Where deficits were found a further
analysis was conducted to determine if a reasonable rate
increase (10 percent or less) might have made the line
viable, or whether identifiable growth potential could

'Special Court Regional Rail Reorganization Act of 1973, Blip
opinion, September 30,1974, ft. 08 p. 92.

' U.S. Supreme Court Regional Rail Reorganization Act of 1973, slip
opinion, December 16, 1974; pp. 3-4.



bring about, self-sufficiency. Where sucb growth could.
be foreseen, careful consideration was given as to
whether another carrier could operate the service prof-
itably. If USRA believed another carrier might be
interested, that carrier was given the information neces-
sary to evaluate the profit potential of the line or service.

To be included in the. restructured system, a finan-
cially self-sufficient line is one that:

• Is capable of generating sufficient revenue to cover
approximately 90 percent of the fusts incurred on
the light-density line itself as well as the variable
costs of moving that branch-line-generated traffic,
over other lines to its destination or interchange
with another rail carrier;

• while not currently self-sustaining, can be made
viable by reasonable rate adjustments ( I t ) percent
or less) ; or

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

USEA's analysis of branch-line viability involved
evaluation of the approaches employed by the ICC, the
Canadian Transport Commission and various state
agencies (see PSP pp. 830, 337, 338). The general pro-
cedure developed by the Association is as follows.

First, lines were isolated which, by the volume of
traffic originated or terminated, appeared to be sub-
marginal (see PSP p. 336). The initial screening proc-
ess due to the magnitude of the analytical task, was
relatively broad. The definition of what constituted a
"line" for study was also imprecise, often following
historical definitions which later proved related neither
to present economic or operational boundaries.

Second, the latest data were collected on traffic vol-
umes and revenue levels, future- traffic possibilities, cur-
rent condition of the tracks and facilities, cost of re-
habilitation, service characteristics and identification of
shippers on each line. Data and information from the
hearings conducted by RSPO were identified by line
segment, as was information about specific operating
problems and shipper concerns which was gained in-
formally during last 1% years (see PSP p. 336). Dur-
ing the review process a number of lines were subseg-
mented. Each subsection was further analyzed to
determine if the subsection might be self-sustaining
even if it appeared that the entire line would not be or
if a portion of the line was cross subsidizing the
remainder.

Third, each line was analyzed to determine whether
revenues generated in 1973 by traffic originating on or
destined to the line were sufficient to cover the variable
costs directly attributable to that traffic in that year.

Fourth, if a line did cover its variable costs, including
adequate maintenance and required upgrading for that
year, it was included in the restructured system.

Fifth, if the branch line failed this test, an analysis
was conducted to determine if its variable costs it could

cover either by u modest rate increase (10 percent or
less) or with an expected immediate traffic increase. If
this was found to be the case, the line was included in
the restructured system.

Sixth, if the line, did not cover such costs, even with
reasonable rate increases mid expected traffic growth, a
review was conducted to determine whether the line had
connections to other carriers. "Where such potential
exists, the connecting carrier was provided the data and
information necessary to assess the line's potential
viability.

Seventh, if a lino met none of the first five criteria, it
was recommended as a candidate either for abandon-
ment or subsidy. All such lines automatically become
available for participation in the subsidy program (sec-
tion 402) under the Act. with the decision concerning
continued service on these lines depending on state and
local action. If a line is not included in ConRail, and if
the state and local interests, shippers and other respon-
sible persons fail to arrange for its subsidy, the Act
permits the discontinuance of service and abandonment
of the line. Further detail on these procedures are con-
tained in section A of the appendix to this part of the
FSP.

Rail Service Continuation Subsidy Program

Title IV of the Regional Kail Reorganization Act of
1973 provides the means by which essential services may
be continued through governmental subsidy of a por-
tion of the relevant costs. Rail service continuation sub-
sidies can be used "to cover costs of operating adequate
and efficient rail service, including 'where necessary'
improvement and maintenance of tracks and related
facilities" (section 402(j)). The Federal Government
share of the subsidy for any light-density line is 70 per-
cent, with state and/or local governments or shippers
providing the remaining 30 percent of the cost. The Act
provides that "A rail service continuation subsidy be-
tween a state, or a local or regional authority, and the
corporation or other responsible person (including a
government entity) may not exceed a term of 2 years"
(section 402(f)). And section 401 (a) (4) declares a
congressional finding that "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."

Of the 10.692 miles of active lines studied by USRA,
4.935 miles will be retained in the restructured system.
In addition, there, are 1.191 miles of out-of-service lines
of which 33 miles will be retained. This means that ap-
proximately 6,915 miles of roadway should either be
formally abandoned or are available for support under
rail service continuation subsidy program.

The Act authorizes $90 million for each of 2 years to
meet the federal share (70 percent) of the subsidy cost.



COAL FIELD SERVICES

Congress specifically directed the Association to pre-
serve, to the extent possible, "existing railroad trackage
in areas in which fossil-fuel natural resources are lo-
cated" (section 206 (a) (4)).

ConKail does not serve many points capable of pro-
ducing low-sulfur coal marketable at present prices.
Only low-sulfur coal is able to meet current EPA
regulations limiting sulfur emissions from electric
utility generating plants and other large quantity users
without substantial investment in new equipment. Un-
like some western and southern carriers, ConRail's
identifiable future coal market basically is the same
market served today although there will be growth in
the rate of production.

Further development of the Region's coal reserves de-
pends on the ability of individual deposits to meet EPA
requirements, their mineability, proximity to the mar-
ket, expected use (metallurgy vs. steam production),
and the price and availability of alternative fuels
and new technological developments which economi-
cally can -reduce the sulfur content. Assessment of the
extent to which each of these factors affects a given coal
deposit requires good data and expert judgment. Some
rail lines traversing areas in which there are coal de-
posits may never be required for local coal service be-
cause the coal is not economically recoverable. Other
reserves are recoverable but may not be tapped for
decades. No definitive business judgment can be made
based on the potential for economic recovery of most of
these reserves until EPA recommendations on permis-
sible emissions, technological progress on antipollution
devices and the cost of alternative fuel sources become
more clear.

USRA believes the first priority for ConRail is the
rehabilitation and improvement of service to existing
shippers. Extensive rehabilitation and maintenance
work must be accomplished on primary coal lines
already in the ConRail system. To divert resources to
the rebuilding of lines which have only the possibility
of future use, as opposed to a proven value, would be
unwise.

ConRail has approximately 2,800 miles of trackage
serving fossil-fuel areas. Host of this track is in need of
massive rehabilitation in order to serve the unit-train
requirements of existing coal customers. For example,
the 37-mile long Irvona Branch in Pennsylvania re-
quires immediate rehabilitation which will cost in excess
of $6 million. Coal customers actively shipping on that

line have asked USRA when they can expect an im-
provement in their service. Although some minor im-
provements in service can be made within the next 2
years, the capital improvements these coal companies
had hoped to see probably are 4 or more years away—
because of the large backlog of rehabilitation work else-
where on the system.

USRA has worked with the U.S. Department of the
Interior, Federal Energy Administration and the Na-
tional Coal Association to develop line-specific recom-
mendations responsive to the Act's mandate regarding
fossil-fuel lines. In addition, the Association has re-
viewed all testimony provided at the RSPO hearings
concerning access to fossil fuel, has considered com-
munications received from coal producers and consum-
ers and has conducted onsite studies of more than 800
miles of rail roadway currently or potentially serving
coal reserves. Recommendations concerning specific
lines largely or solely because they serve fossil-fuel re-
serves are reflected in the individual line dispositions
detailed in section A of the appendix to Part III. Those
recommendations follow these guidelines.

• Service to lines required to reach actively mined
reserves will be continued where viable now or ex-
pected to be viable based on identifiable near-term

traffic growth. Where the line does not now meet
this viability criterion, however, existing service to
active coal mines and other shippers on this coal-
mining line will be maintained on an as required
basis so long as no significant roadway repairs are
required.

• Those lines required to reach economically recover-
able reserves not now receiving service or are not
now viable and lacking the prospect of near-term
viability should be considered for inclusion in a
fossile-fuel rail bank established for that purpose.
Such a rail bank would preserve rail access to coal
where it is in the national interest. All lines recom-
mended as candidates for inclusion in this rail
bank are listed in section C of the appendix to Part
III.

ConRail will be an operating railroad seeking to pro-
vide efficient rail service; it should not be responsible
for the development of the land-banking program. To
the extent that such a program is not funded under title
IV of the Act, USRA believes the responsibility for
land banking should reside with an existing federal
entity.



Of this amount $45 million is apportioned to the eligi-
ble states and $45 million is allocated to the Secretary
of Transportation to be distributed at his discretion.

It appears now that the total operating loss resulting
from continuing service for the first year on all active
light-density lines not included in the restructured sys-
tem will be approximately $33 million (in 1973 dollars).
This means the maximum federal share of the required
subsidy would be approximately $23 million, with the
maximum states' share for the entire Region approxi-
mating $10 million (again in 1973 dollars). In addition,
the cost of upgrading active lines to meet Class I track
safety standards is estimated to be at least $51 million.
Upgrading must occur if these lines are to be operated
into the future. These subsidy costs will increase sub-
stantially if any out-of-service lines are required to be
operated.

Care should be exercised in using these 1973 estimates
to estimate future subsidies. The costs of railroads in
reorganization have been increasing more rapidly than
revenues and the subsidy program is based on actual
revenue-cost relationships during the subsidy period.
Deviations for specific lines could be substantial.

Under the Act, the RSPO has the responsibility as
outlined in Section 205(d) (4) to:

... assist State and local and regional transportation
authorities in making determinations whether to pro-
vide rail service continuation subsidies to maintain
in operation particular rail properties by establishing
criteria for determining whether particular rail
properties are suitable for rail service continuation
subsidies. Such criteria should include the following
considerations: Bail properties are suitable if the

. cost of the required subsidy per year to the taxpayers
is less than the cost of termination of rail service over
such properties measured by increased fuel consump-
tion and operational cost for alternative modes of
transportation; the cost to the gross .national prod-
uct in terms of reduced output of goods and services;
the cost of relocating or assisting through unemploy-
ment, retraining, and welfare benefits to individuals
and firms adversely affected thereby; and the cost to
the environment measured by damage caused by in-
creased pollution.

The RSPO also has been given the responsibility,
under Section 205 (d) (3) of the Act to:

... determine and publish standards for determining
the "revenue attributable to the rail properties," the
"avoidable costs of providing service," and "a reason-
able return on the value," as those phrases are used in
section 301 of this Act, after a proceeding in accord-
ance with the provisions of section 553 of title 5,
United States Code.
The RSPO subsidy calculation standards have been

published in the Federal Register (40 PR 1624) on

January 8,1975 as modified by the changes published in
the Federal Register on Friday, March 28,1975 (40 FR
14186). The RSPO subsidy standards appear to be very
similar to the Association's method of analysis of light-
density lines. The two major areas of difference involve
maintenance and upgrading costs. The Association in-
cludes maintenance costs on the basis of the level of
expenditures required to continue a line in compliance
with Class I track standards. Upgrading costs are esti-
mated on the basis of the materials and work required to
bring the line into compliance with Class I track stand-
ards. The costs are annualized over 10 years. These
costs are included in the subsidy calculation procedures
on the basis of the expenditure actually acruing during
the subsidy year. As a result, the maintenance expendi-
tures contained in the subsidy level may be somewhat
lower but the upgrading costs will be much higher than
the estimates used by the Association.

The rail service continuation subsidy program is to
be administered by the Department of Transportation.
In order to become eligible, a state must undertake to
meet the requirements Congress set forth in section 402
(c) of the Act, which are that:

• The state has established a state plan for rail
transportation and local rail services which is ad-
ministered or coordinated by a designated state
agency, and such plan provides for the equitable
distribution of such subsidies among state, local
and regional transportation authorities;

• the state agency has the authority and administra-
tive jurisdiction to develop, promote, supervise
and support safe, adequate and efficient rail serv-
ices : employs or will employ, directly or indirectly,
sufficient trained or qualified personnel; and main-
tains or will maintain adequate programs of in-
vestigation, research, promotion and development
with provision for public participation;

• the state provides satisfactory assurance that such
fiscal control 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

• the state complies with the regulations of the
Secretary issued under this section.

Under the Act, the Association does not have a role
in determining which lines should be subsidized. In-
deed, the needed planning and decision making process
is clearly in the hands of the state. The Association,
however, has prepared a handbook for use by state and
local agencies which may be of assistance. It describes
detailed procedures to be used in estimating the effects
of terminating rail service on the community—a prime
factor to consider in deciding whether a line should be
subsidized.
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ALTERNATIVE PUBLIC USES OF ABANDONED RAIL PROPERTIES

Section 206(c) (1) (E) of the Regional Rail Reorgani-
zation Act provides that the United States Railway
Association shall designate those rail properties not
needed for rail operations as available for alternative
public purposes. This provision of the Act directs the
Association to "solicit the views and recommendations
of the Secretary [of Transportation], the Secretary of
the Interior, the Administrator 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."4

In complying with this provision, the Association
sought the views of more than 4.600 federal, state and
local governmental bodies. Letters were sent to the pri-
mary official of each of 15 federal agencies, the governor
of each of the 17 states, 500 mayors and almost 4.200
other state or local planning units. In many instances
these letters were sent to states or local areas which have
no potentially abandoned rights-of-way within their
boundaries. This policy was pursued 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 gen-
eral public was placed in the Federal Register, May 16,
1975.

As of June 20, 1975 the Association had received
fewer than 60 responses. Although there have been sev-
eral follow-up contacts with representatives of the Fed-
eral agencies, to date only the Department of the In-
terior has submitted line-specific suggestions.

Many local communities submitted suggestions for
alternative uses of rail property belonging to solvent
carriers. Some local units submitted proposals for lines
of the bankrupt carriers which the Association included
in the restructured system in the PSP. Other sugges-
tions pertained to lines which were not to be included
in the PSP, but after further analysis have been in-
cluded in the restructured system.

The Association also received numerous requests for
aid in purchasing property other than rights-of-way
which is owned by the bankrupt carriers. This property
included abandoned freight and passenger stations, but
more often involved properties owned by the carriers,
but which are not currently used or useful in rail opera-
tions.

Several responses, including those from the Depart-
ment of the Interior and the Rail Services Planning
Office, questioned whether or not title problems will
hamper the ultimate availability of certain abandoned
rights-of-way for alternative uses. In some instances the
right-of-way may bo an easement across property owned

by the adjacent land owners. In other instances clauses
within the title may provide that once rail services cease,
the land will revert to the heirs of the original owner.5

The Association is not authorized to overrule the "re-
versionary clause."

Several state and local governments have declined
to suggest alternative public uses pending the final state
rail plan. Some have stated that their lines not included
in the restructured system will be continued in rail
operation. Many planners wrote that they intend to
do an "alternative uses" study for a specific line once
it is actually abandoned. Some states have legislation
pending which would give the state first opportunity to
purchase abandoned rail lines. The reluctance of local
planners to discuss other public uses of rights-of-way
over which they intend to maintain service is under-
standable, as is the reluctance to undertake extensive
planning efforts on behalf of lines which may remain in
rail service indefinitely. Postponing needed planning
efforts, however, may prevent some of the more desir-
able rights-of-way from being used for other public
purposes. From the notice of abandonment, public
agencies have 180 days in which to purchase rights-of-
way prior to abandonment by the railroad if a desig-
nation has been made pursuant to section 206(c) (1)
(E).6 The time frame for determining which rights-of-
way would be acquired for public purposes, which pub-
lic body will obtain such property if there are conflicting
proposals, and for entering into purchase agreements is
therefore quite limited.

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 industrial development, or errors in the FSP,
may require future rail service where it now appears
unnecessary. The Department of the Interior, some
states, the Illinois Central Gulf Railroad and others
have suggested various forms of "rail banking" or "land
banking" as a solution to this problem. Congressional
action, such as passage of Senator Hartke's "Conversion
of Abandoned Railroad Rights-of-Way Act" (S. 1879)
may help resolve this issue.

A compilation of the specific alternative-use recom-
mendations which have been received by the Association
is contained in section C of the appendix to this part of
the FSP. In most instances the suggestions are tenta-
tive and not to be interpreted as a definite intent of the

* Regional Ball Reorganization Act of 1973. Section 206(c) (1) (E).

5 Sec Citizens' Advisory Committee on Environmental Quality, From
Rails to Trails, Washington, 1975. pp. 27-28.

• Notices of Intent to abandon may be published as early as 30 days
following the effective date of the Final System Plan, during which
time the states will be preparing their state rail plans. After notice of
Intent to abandon, service may be abandoned after 60 days—leaving 120
days before the trustees can begin their own disposal of these rlghts-of-
way.



recommending agency to acquire the rights-of-way. In
almost all cases the response inducted a statement to the
effect that "our intent is to maintain tlie lino, in rail
service. This does not indicate support for abandon-

ment." All responses received by July 14. 1975 are in-
cluded.

If a line not to he included in ConRail is not listed, no
recommendation for an alternative use was received.

RAILROAD MARINE OPERATIONS

A rather extensive analysis of car ferry and floating
operations of the railroads in reorganization was con-
ducted for the PSP, as reported in chapter 18 of that
document. These services were Devaluated as an ele-
ment in the light-density line analysis for the FSP. The
services which were reviewed are as follows:

• Ann Arbor Railroad-Lake, Michigan Kervice (car
ferry) between Frankfort, Michigan and Kewau-
nee, Wisconsin;

• Macki-nac Transportation Co. (PC)-Mac.kinac
Straits Service (car ferry);

• I'enn Central-Chesapeake Bay Fen-ice (car float)
between Cape Charles and Norfolk, Virginia:

• Reading Co.-Delav.-are River Service (oar float)
between Wilmington, Delaware and Thompson's
Point/Carney's Point, New Jersey; and

• Penn Central, Lehigh Vailfy. Erie Larkavmnna-
New York Harbor iSen-ice (car float and lighter-
age).

Most of these marine operations managed by rail-
roads have been declining for many years. The Associ-
ation's analysis found that car-ferry service is much
more expensive than train operation on a per-mile basis.
It requires more manpower and fuel and the mainte-
nance cost of vessels and float bridges exceeds the
equivalent cost of locomotive and track maintenance.
With the exception of certain New York Harbor loca-
tions, alternative all-rail routes exist. The. overall cost5

of these marine operations generally exceed the cost of
available all-rail alternatives, and future gains in pro-
ductivity are severely circumscribed by vessel size and
speed, fuel use and crew requirements.

Ann Arbor Car Ferry Service

This operation is excluded from the FSP because it
produces a significant deficit and because adequate al-
ternatives to the service exist. Purchase of new vessels
would enable more efficient operations than at present.
but would not make the service profitable. The capital
cost of such new vessels, therefore, cannot be justified.
Alternative service exists over all-rail routes and these
services are slated for considerable improvement in fu-
ture years.

The Association is aware that there is considerable
state and local interest in the continuance of the Ann
Arbor car-ferry service. Testimony concerning the PSP
recommendation to discontinue the service was offered

by citizens and officials at the RSPO hearings at Green
Bay, Wisconsin, and Traverse City and Lansing. Michi-
gan, and USRA has reviewed these statements. There
have been frequent meetings and communications with
both states and Congressional delegations in the interim
between the Preliminary and Final System Plans.
States and other interested parties have commissioned
several consultant studies in addition to those performed
on behalf of the Association, notably an evaluation of
USRA's PSP recommendations prepared for Michi-
gan's DOT by V. M. Malanaphy & Associates.

New concerns have been raised by the recent pro-
posals for abandonment of cross-lake services operated
by Chessie and (JTW. Also, Lake Michigan service has
been reduced by the unexpected mechanical failure of
the Ann Arbor ferry. A. K. A tkinson, leaving that car-
rier with a single operational vessel which is being used
round-the-clock at near-capacity levels.

A particular concern is that the Ann Arbor ferry con-
nect ion accounts for about 30 percent of -the traffic of
an independent solvent railroad operating in Wisconsin,
the Given Bay & Western Railroad (GB&W). The
GB&W could be injured substantially if there is a total
cessation of marine operations, although GB&W did
not indicate interest, in utilizing provisions of the Act
which would allow it to acquire and operate the Ann
Arbor services. However, there are several alternatives
both to the abandonment of service and the subsidy of
an inefficient ferry operation with its long, sparsely traf-
ficked feeder line. Several of these, alternatives are:

• consolidation of the port and yard facilities and
the equipment of all three railroads now providing
car-ferry service on Lake Michigan;

• creation of a bistate agency to purchase, rehabili-
tate or operate consolidated marine service on the
Lake;

• the use of maritime subsidies for either the boats
oi1 their crews, or funds for car-ferry facilities un-
der certain provisions of the Federal Aid Highway

Act; and
• the use of rail service continuation funding avail-

able under Title IV of the Regional Rail Reorga-
nization'Act of 1973. Such funds would enable the
states to maintain the present level of services until
they can develop a long-term solution.

The Association believes that the financial viability
of this jiervice was fairly and adequately presented in
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the figures and studies referenced in chapter 18 of the
PSP. Some of the revenue figures, in fact, were over-
stated. Eastbound pulp, paper and allied products com-
prise a high proportion of traffic and move at relatively
low rates. All rates based on distance are relatively low
on the combined land-water route due to the existence of
the shorter car-ferry route. And, importantly, the costs
of marine services are high. More revenues may be ob-
tainable from expanded use of the ferries for motor ve-
hicle traffic but this would require major investment in
new vessels.

Mockinoc Transportation Company-Mackinac Straits

This operation, providing service only once per week,
is irreversibly uneconomical and serves no function
which cannot be provided better by all-rail routings. It
is therefore excluded from the FSP for the reasons
stated in the PSP, chapter 18.

Penn Central-Chesapeake Bay Car Float Operation

This operation will not be included in the ConKail
System. It will be made available for sale to Southern
Railway as part of its acquisition of the PC lines on the
Delmarva Peninsula (including Wilmington).

Reading Company-Delaware River Car Float

This operation will not be a part of ConRail, but will
be offered to the Southern Eailway in order to provide
the possibility of preserving competitive routings to
Carney's Point and Thompson's Point, New Jersey.

PC-LV-EL New York Harbor Operations

New York Harbor is the only port on the Eastern
seaboard where, because of a lack of direct rail access,
car-float operations are required to serve docks and
other locations. In addition, there is still a small re-
maining lighterage7 service being performed in the
New York/Newark Metropolitan area.

The present car-float services in the New York Metro-
politan area are characterized by duplication, deterior-
ated facilities, old equipment and a resulting high oper-
ating cost. These operations are similar to other services
provided by the railroads in reorganization, especially
in large urban areas, where deterioration of the physi-
cal plant has been severe. In USRA's judgment, the
revenues derived from existing car-float services do not
cover costs and it is essential to initiate a program of
rationalization and capital revitalization. The Chessie
System will not acquire E-L float equipment or float
bridges. It will honor existing tariffs applying to float
traffic, but will do so using ConRail facilities at Green-
ville.

The volume of traffic, lack of suitable alternatives,
efficiency improvement potential and, if necessary, in-

' Lighterage refers to shipments which are trans-loaded from rail
cars to barges (or movement to the steamship docks.

creased revenues indicate that the car-float services by
ConRail should not be abandoned. It must be recog-
nized, however, that if the revenue cost relationships
are not resolved, the traffic volume will continue to de-
cline as rail carriers divert traffic to other ports.

While the carriers themselves, including the inde-
pendent dock carriers (New York Railroad and Brook-
lyn Eastern District Terminal Railroad), have a major
stake in improving the efficiency of car-float operations,
the public bodies (the Port Authorities of New York
and New Jersey, the states of New York and New Jer-
sey and the city of New York) have a major interest
also. Substantial public funding has been used in the
past in both New York and Newark to improve and
modernize the handling of export/import traffic; other
Eastern seaboard cities have provided similar public
support for their marine terminals.

USRA recommends that ConRail, Chessie, and the
present independent dock carriers and the interested
public bodies undertake a program which would seek
to:

• consolidate facilities and services to eliminate
present duplication (started with Chessie's ac-
tion) ;

• undertake a modernization program to improve
efficiency;

• investigate the possibilities of a single manage-
ment control for the entire float operation; and

• explore the possibilities for a greater reliance on
all-rail routes to New York, with special attention
to the possibilities for use of the Poughkeepsie
Bridge route once it is restored to service.

Implementation Opportunities.—While USRA has
not prepared studies to indicate the method of achieving
these objectives, considerable field work in the harbor
area indicates that the following specific opportunities
should be explored.

All car-float activity (all water-borne traffic to and
from ConRail on the New Jersey side of the harbor)
will be concentrated at Greenville. New Jersey (the pres-
ent Pcnn Central facility). Rehabilitation of both the
float bridges and supporting rail yard at this facility
will be required. USRA recommends assumption of the
capital cost of upgrading the Greenville facility by some
public agency such as the Port Authorities of New York
and New Jersey, and operation of the facility by an in-
dependent terminal carrier. All remaining float equip-
ment in the area still owned by the railroads in
reorganization should be made available for the reha-
bilitation. All floating equipment now owned by the line
haul carriers would be made available to the terminal
companies at incentive prices. It will be necessary for
ConRail to sell sufficient switching locomotives to the
terminal carrier for the operation of the Greenville
support yard.
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USRA recommends that the two Brooklyn-based

terminal companies integrate or closely coordinate their
cross-harbor floating operations with GonRail for
maximum efficiency. The inclusion of the entire Bay
Ridge Branch (PC) in the FSP and the proposed new
construction in the Bay Ridge area should have an
eventual positive impact- on the New York Dock Rail-
way's floating operations.

USRA believes that these improvements may lead to
improved efficiency sufficient to restore profitability. If
that is not achieved, it will be necessary for the carriers
to seek rate increases necessary to make car-float opera-
tions compensatory. In this regard, the Association's

recommendation is no different from those for any
other existing deficit operations—efficiency must be im-
proved hut wherever that action alone will not restore
viability, then necessary rate adjustments must be made
to insure profitability and service continuation.

Regarding lighterage services, USRA believes the
base volumes are so low that there is little chance that
the rail carriers can perform the services efficiently.
USRA recommends that railroad-operated lighterage
services be tenninated and the necessary lighterage
sen-ices be performed in the future by available com-
mercial firms. These firms can better handle the re-
maining traffic volumes than can the rail carriers.

Community Impact

Transportation interacts with all activities and land
uses and any change in transportation has a tendency
to disturb, to some degree, a community's economic
activities. The PSP concluded that there would have
been minimal employment, and environmental impact
from abandonment of the 15,575 miles of "potentially
excess" lines listed in the 1974 Department of Transpor-
tation report. These conclusions were based upon a
study completed for USRA by the Public Interest Eco-
nomics Center (PIE-C).

USRA commissioned a revised analysis by PIE-C
after the publication of the PSP. Only the- lines not
recommended in the PSP for inclusion in the restruc-
tured system were studied. In addition, a number of
refinements were made in the study method, including
improvements in assumptions about transport costs and
use of 1973 railroad traffic data and 1973 industrial
structure information.8 The revised study found that in
only 7 counties of a total of 279 in which lines were
not recommended for inclusion in the restructured sys-
tem did the change in employment exceed 2 percent
of total county employment. In only 15 counties was the
1-percent level exceeded.

In 7 of the 279 counties, the percentage change in
income generated was greater than 2 percent of total
county personal income. The estimated change in in-
come generated was estimated to be greater than 1
percent in 22 counties. A single county, Otsego, Mich.,
is estimated to sustain a loss in real income close to 2
percent.

The study did not take ex-count of the reinclusion of
certain line segments after publication of the PSP.
These changes have reduced the impacts described in
this report by a considerable extent since more than one
half of the tonnage proposed to "be excluded from the
system has been retained.

• Public Interest Economics Center, The Impacts on ComtnunUiet of
Abandonment of Railroad Sect fee; Final Report, Executive Summary.
June 6, 1073.

RSPO Testimony

The proposed line abandonments in the PSP resulted
in considerable public reaction. Numerous witnesses
testified in RSPO hearings on the substantial negative
impact on communities and regions duo to loss of rail
service. Many witnesses felt that states and communities
were being asked to solve social problems beyond their
direct and immediate control and that the wider impact
on their communities of these decisions should have been
included directly in USRA's line-by-line analyses.

The criticisms usually were not directed to the alter-
natives posed by USRA. The Association has said that
the Act furnishes a remedy to states and communities
in title IV to provide for rail service continuation sub-
sidies in cases where community impacts might be
severe. The Act contemplated reorganized rail service to
be provided by financially self-sufficient private rail
carriers. Such private firms cannot be expected to bear
the burden of social policies not directly related to the
conduct of rail operations.

Criticisms of the Association's study of the potential
impact of line abandonment generally fell into two
categories: the use of the county as the basis for study
of impact and the treatment of future development
potential.

USRA believes the county was a proper choice of
geographic unit for the measurement of potential social
and environmental impacts. An alternative approach
favored by some witnesses before the RSPO would have
required individual study of thousands of small com-
munities along branch lines. As noted in the PSP, this
approach, which requires a substantial data collection
effort for each community, was taken for a relatively
small number of lines. The results of these specific com-
munity studies verified the accuracy of the alternative
approach that used nationally available data—making
it possible to measure impacts throughout the Region on
a systematic, consistent basis. Use of the county as a
measurement unit was adopted because it fit such a sys-
tematic approach and represented the smallest geo-
graphic unit for which data on employment, production,
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wages and output were available. There is no doubt that
analysis by actual locality would have been more rele-
vant and should be undertaken as part of the rail serv-
ice subsidy program (title IV of the Act), but the
county approach meets the Association's objective of
pinpointing counties in which individual communities
may be affected.

Future development potential in areas facing the pos-
sible abandonment of rail service was the second area
of specific criticism of the PIE-C approach. One might
try, for example, to consider the economic potential
contemplated in existing official development plans,
though surely an aggregation of all such plans would
produce an overly optimistic result.

The potential for near-term traffic growth has been
considered in developing the disposition of each indi-
vidual line. The Association's policy and analytic pro-
cedures pertaining to traffic growth are discussed earlier
in this chapter. Briefly, where thorough documentation
firmly indicates that rail traffic is likely to increase suffi-
ciently in the near term to support viable rail service,
the line has been retained in the restructured system.

Other points raised in the RSPO hearings do not
relate directly to the PIE-C report. Many witnesses
alluded to already high unemployment and suggested
that abandonment would worsen conditions. A number
of witnesses were concerned with the potential impact
of line closings on general regional economies, particu-
larly in the Delmarva Peninsula, northern Michigan
and the eastern Pennsylvania coal regions and in New
England. A point given emphasis by witnesses for local
communities was the inability of affected towns and
counties to absorb the adverse effects of an eventual line
closing. Specific examples of plant closing and layoffs
in the wake of branch line abandonments were rare, but
when cited were accompanied by great concern for the
total impact on the community, especially in smaller
towns which cannot readily absorb greater unemploy-
ment.

More frequently, witnesses argued that the addi-
tional costs resulting from rail service withdrawals
would reduce the ability of local firms to compete in
their own market and would reduce the ability of the
affected municipality to attract new industries.

In most instances, it appeared proposed line closings
would not cause serious economic loss directly. In cer-
tain cases, however, witnesses felt that local communi-
ties or regions might suffer from reductions in service
caused by changes in the competitive environment or in
the regional system design. Some shippers who will con-
tinue to receive rail service appeared before the RSPO
to complain of the loss of competitive alternatives which
would result in the case of abandonment of a line in a
town served by other carriers. Witnesses for smaller
communities complained that specific rural areas may
have difficulty shifting additional freight onto the local

road system when traffic, presently moving on lines pro-
posed for abandonment, must be shifted to motor
carriers.

Many of these issues have merit. The Association be-
lieves that these testimonies should be reviewed care-
fully by state and local authorities in the preparation
of the states' rail plans. Where growth potential cannot
be delineated clearly or when local economic impact is
too severe to accept, the Association believes subsidies by
state and local agencies are the only recourse compatible
with the provisions of the Act.

Revised PIE-C Study Findings

The Association asked PIE-C to restudy the eco-
nomic consequences that would result if rail service were
terminated on all lines not recommended in the PSP for
inclusion in the restructured system. The Association be-
lieves the PIE-C results are significant as an overview
of the issue and that they pinpoint the counties in which
individual communities may bear significant impact.

PIE-C's report provides estimates of the displace-
ment of workers, reductions in output and declines in
real income, payrolls and nonlabor income in affected
counties. The study contains summary estimates, indus-
try by industry, of the gross displacement of jobs and
output and the gross reductions in income generated by
the directly affected plants. PIE-C also describes what
the effect would be on the use of energy and on the
environment if rail service were terminated on lines not
included in the restructured system.

FIGURE 1.—Potential reduction in county employment
after discontinuance of light-density line rail freight
service
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FIGVRE 2.—Potential reduction in county income after
discontinuance of Hght-det&ity line rail freight
service
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Sonrca: Public Interest Economics Center, Community Impact* of
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The study is not designed to produce precise line-by-
line estimates, only to develop a general cva1uation of
the potential local impact of discontinuance of rail serv-
ice. It makes no recommendations as to whether any
particular lines should be abandoned and does not at-
tempt to balance between the gains and losses derived
from curtailing and consolidating the rail network in
the Northeast. In general, the study is conservative and
probably overstates the actual impacts of abandonment.

Loss of rail service would have direct economic effects
in a community on the level of output, employment,
wages and their rate of increase; on the returns of both
capital and land, with consequent impact on capital
values, and on the market for local supplies and ma-
terials. These effects will flow into the local economy
through the plants that do use—or potentially would
use—the rail service. The magnitude of the effects will
depend upon how the increase in transportation cost
affects the profit position of the using plants and upon
how thciv managements act to minimize adverse effects.

The important factor in the approach to estimating
the potential impact is the increase in transportation
cost associated with using the motor carrier as an alter-
native mode of transportation. The method used in
calculating changes in transportation costs provides
precise identification of the counties affected by aban-
donment of services. An estimation of the increase
in transportation costs by industry based on revenues
generated by the stations considered for abandonment is
also furnished.

FKSURE 3.—Potential increase in transportation cost, as
percent of county personal income, after discontinu-
ance of light-density Hue rail freight service
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Abandonment of rail service can lead to the closing
of plants or it can lead to a reduction of profits and/or
output of surviving plants. There is reason to believe
that, for the vast majority of the plants potentially
affected by abandonment, the increase in costs of ad-
justing from rail to other transportation is small rela-
tive to total cost. This was found to be the case in
PIK-C's specific area study of abandonments in Mary-
land and is suggested by studies done by and for EPA
in the analogous cases of determining the effect of
pollution abatement costs of firms and industries.

Relative to the economies of the affected counties, the
impact of the abandonment of rail service is extremely
small. A total of 279 counties contain rail lines which
were not recommended for inclusion in the restructured
system. As indicated earlier, in only seven counties did
the estimated change in employment exceed 2 percent
of total employment. In 15 counties the 1-percent level
was exceeded.

Despite the general picture of relatively inconsequen-
tial impacts of abandonment, in a few counties the
potential changes are substantial. An analysis of the
personal income and county employment data for
Otsego County, Mich., clearly indicates that the rela-
tively large percentage impact in this case is due to
the. very small scale of economic activity in the cof-vnty-,
rather than the result of a particularly large abandon-
ment of local rail traffic. With respect to absolute num-
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her of jobs displaced. Berks County, Pa. ranked
highest, with 364 jobs affected. In Roscommon County,
Mich, only 25 jobs would be displaced, but this rep-
resents 1.5 percent of employment.

Five states—Indiana, Michigan, New York, Ohio and
Pennsylvania—account for 214 (or 77 percent) of the
279 counties in which abandoned lines are located. Only
11 counties in 4 of these states (other than Indiana) had
a potential of employment reduction of 1 percent or
more of the total employment. With respect to the num-
ber of counties affected by potential abandonments,
Maryland, and to a lesser degree, Michigan, figure dis-
proportionately in PIE-C's overall results. All four of
the Maryland counties showing large impact lie on the
Eastern Shore (Delmarva Peninsula). It appears
doubtful that all of these lines will be abandoned even
if they are excluded from ConRail.

PIE-C also analyzed the impact of abandonment of
rail lines on individual industries, estimating the em-
ployment and income effects of changes that would
result from rail abandonments for each three-digit SIC 9

industry category within each state in the Region.
Industry impact generally is very small. For

example, in five states—New Jersey, Ohio. Indiana,
Illinois and West Virginia—no three-digit industry
category showed an estimated job potential employ-
ment displacement in the state. If 1 percent is used as
the threshold of significant employment displacement,
only 14 three-digit SIC industry categories showed such
potential in 8 states.

The most significant potential consequences were
identified for the canned fruits and vegetables and the
lumber and wood products industries. The remaining
industry categories have a greater than 1 percent de-
cline in employment in no more than two states.

USRA's overall evaluation is that the FSP would
yield positive benefits in the Region. Increased rehabil-
itation and investment expenditures in the Region will
create jobs. State and community decisions to apply
the title IV subsidy provision of the Act can forestall
most negative employment effects, as could the use of
abandoned rights-of-way for productive alternative
public purposes.

Environmental Impact

Section 609 (c) of the Regional Rail Reorganization
Act of 1973 exempts the Association from the prepara-
tion of an environmental impact statement under the
National Environmental Policy Act of 1969. Neverthe-
less. Congress refers to the environmental consequences
of many aspects of the plan preparation since trans-
portation has such direct interrelationships with land
use and industry location. Congress recognized the deg-
radation of the total environment that could be asso-
ciated with improper transport choices.

« At the 3-dIglt Standard Industrial Classification level.

The Act directs the Association to assess the potential
environmental change and energy use as well as the
advantages and disadvantages of providing transporta-
tion by railroad and other modes. In addition, Congress
mandated an evaluation of the social and environmental
consequences of loss of rail service.

The title IV subsidy provisions of the Act are in-
tended to enable continuation of those services which
are not remunerative to the railroads but which are
valuable from the broader social perspectives of income,
employment, energy and environmental impacts. Such
subsidies will obviate the Hobson's choice between
severe local impacts and burdening the Regionwide sys-
tem with unsustainable deficits.

With specific reference to light-density lines, sample
computations for a number of locations disclose little
danger to the environment from the discontinuance of
rail service (see PSP p. 152). RSPO and others present-
ing testimony at the March, 1975 hearings on the PSP
expressed a concern that individual lines and localities
should have been evaluated for pollution and other
environmental effects of loss of service on light-density
lines. After the evaluation of the hearings, however,
RSPO agreed with the Association in stating, "the only
negative contributions were in the areas of air pollu-
tion and energy conservation" (RSPO Report, p. 71).

A study completed for the Association by PIE-C put
the issue of the environmental effects of line abandon-
ment into proper perspective.

Given the fact that rail abandonments will, in
many instances, conserve energy and, apparently, in-
crease its use substantially only in relatively few
cases there is no basis for concluding that abandon-
ment of lightly used rail lines will significantly in-
crease air pollution. In some cases it can be expected
to reduce it.

The essential findings of our analysis of energy
and environment impacts is that they can be pre"-
dicted line-by-line only after extensive local data
gathering effort and that there is good reason to be-
lieve that those effects • would be small and, hence,
that devoting research resources to trying to quantify
them accurately probably would be wasteful.10

To the extent individual area studies illustrate extra-
ordinary environmental consequence, communities have
available title IV rail service continuation subsidies as
a means by which they can continue uneconomic lines in
order to foster the social goal of averting pollution. In
addition, the attractiveness of particular abandoned
lines for alternative public uses can have a beneficial
environmental effect upon the community.

USRA commissioned Battellc Columbus Laboratories
to prepare an environmental assessment of the FSP,"
dealing with generic environmental groupings. En-

10 Public Interest Economics Center, "Community Impacts of Abandon-
ment of Railroad Service" prepared for U.S. Railway Association. De-
cember 31.1974. p. 47.

" Battellc Columbus Laboratories, Final Report on the Environmental
Assessment of the System Plan, for tbe U.S. Railway Association,
April 30, 1975.
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vironmental impact of the FSP on energy use; air,
noise and water pollution; safety and land use; social
and cultural activities and the consequences to wildlife
and other biological factors on and off the railroad were
reviewed and assessed.

The following arc Battellc's general conclusions
regarding the environmental impact of the Final Sys-
tem Plan in relation to light-density lines.

• Over time, the actions initiated by the FSP will
improve environmental conditions.

• The rail lines of concern already are abandoned or
little used, with freight presently being handled by
other modes. Improved operations and facilities,
better maintenance and other planned uses of
abandoned rights-of-way or property can result
only in a better environment.

• The net energy impact will depend upon whether
alternative transportation modes replace rail, or
whether the industries served by the abandoned
line are forced to relocate.

• Air quality and energy impact are expected to be
insignificant.

• Abandonment of a line reduces air pollution at
that location to the extent that subsequent right-of-

way use is less polluting and industrial relocations
necessitated by the abandonment likewise result in
less pollution.

• One of the effects of rail line abandonment is likely
to be. an increase in the number of motor trucks in
use resulting in increased traffic noise.

• The overall environmental impact on water quality
resulting from discontinuance of service on light-
density lines is negligible.

• Desirable real estate around an abandoned line
often is sought by state, local and private groups
for recreation and conservation purposes.

• Land use is the key to social impact as well as
noise and water quality. The application of land use
planning and regulations are expected to improve
conditions.

USRA believes that discontinuance of selected light-
density rail services constitutes little danger to the
ecosystem. It is possible to trim uneconomic light-
density rail services from the railroads in reorganiza-
tion with a small penalty in energy consumption and
environmental impact and a large saving of total
economic resources.
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SECTION A
Line by Line Analyses
and Dispositions

1. The Process of Reevaluation

Since the issuance of the Preliminary System Plan,
virtually every facet of the brand] line analytic method
and data base has been subjected to reevnluntion and
verification. The process of Devaluating the entire pro-
cedure lins been undertaken within the. policy frame-
work of the original analysis; that is. continued service
to all rail traffic generating centers capable of contrib-
uting to the financial condition of the restructured
system. This review process has been facilitated to a
large degree by the testimony provided at the RSPO
hearings and by the RSPO report concerning these,
hearings.

The issues raised in the testimony focused on the meth-
od employed, the description of the individual lines,
traffic \oluiin-s both in 197tf and future years, crew size,
frequency of service and time required per round trip,
freight revenues and the process of subsegmenting
lines for analysis. As ft result of the review of this
information, the analysis for a large number of the
individual lines has been altered.

Many of the individual lines have been slightly
shortened or lengthened in order to allow the contin-
uation of service to shippeis where continued service
was intended in the Preliminary System Plan. Infor-
mation supplied by shippers has enabled substantial
refinement in the description of lines. Many of the line
minima ries reflect changes in the traffic, volume recorded

on the line. The. changes are the result of a reevaluation
of the. 1973 and 1974 traffic levels. In many cases, traffic
forecasts for 1975 are referenced. Other changes re-
flected in many of the individual line analyses arc the
cre.w size (no crew larger than four people has been
used in the reanalysis), the time required to serve the
branch and the upgrading requirements to meet the
requirements of Class I track standards which allows
a maximum operating speed of 10 m.p.h.

Method

The methodology applied by the Association received
considerable comment from the RSPO. The RSPO has
taken the position that:

• The Association has attempted to develop actual
costs based on statistical rather than empirical
procedures.

• Assumed gains in efficiency could not be reflected
in an analysis of cost factors derived from the cost
experience of the. bankrupt railroads.

• The use of system averages can substantially dis-
tort the results of the viability analysis of indi-
vidual lines.

USRA believes its approach treats railroad variable
costs properly. The approach is based on a wide.ly tested
and accepted body of economic and accounting prin-
ciples. While USRA has given careful consideration to
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ESPO's critique, the Association does not believe RSPO
has provided a sound argument for altering the ap-
proach in any key respect. USRA therefore reaffirms
its basic analytic method and the line-by-line results
shown in this section arc based on that approach.

The Association has not attempted to develop the
actual cost of providing service to the branch lines in
1973. Instead, the methodology is designed to provide
an accurate estimate of the cost of rail service that
would have existed in 1973 had the bankrupt carriers
operated at the higher level of efficiency projected for
the restructured system.

Statistical vs. Empirical Approach

The analysis of branch line viability involves the de-
velopment of the variable costs incurred per unit of
work (e.g., per locomotive hour) and associates those
costs with the units of work required to provide the
involved service in 1973 (c.g., 1,000 locomotive hours).

The existence of joint and common costs in the pro-
duction of rail service and the absence of a homogeneous
product make impossible the direct observation of the
unit variable costs. The development of the variable
costs must be based on an approach which relies on a
combination of techniques including direct observation
(RSPO's "empirical" approach), statistical analysis
(e.g., average variable cost per locomotive hour) and
engineering analysis (e.g., the cost of maintaining track
to meet FRA Class I standards). This procedure allows
analysis which is based on the characteristics of each
individual line under conditions expected to prevail on
the restructured system.

The projected gains in efficiency for the restructured
system are reflected in the analysis by reduced units of
work required to provide a specific service. For example,
fewer locomotive hours are required to provide service
over track that has a safe operating speed of 10 m.p.h.
than over track that has a maximum safe operating
speed of 8 m.p.h. The higher operating speed, which
will prevail after the line is upgraded, is reflected in the
analysis. Similarly, the off-branch costs reflect higher
operating speed and improved yard efficiencies that will
result from system rehabilitation and operating im-
provements.

Costing Procedure Details

Many witnesses at the RSPO hearings made the point
that virtually every aspect of the costing procedure re-
flects costs that cannot be avoided with the abandon-
ment of the branch line. In the normal processes of rail-
road operations, however, crews and locomotives are
reassigned in order to obtain maximum efficiency. The
same applies to resources employed on individual
branch lines. USRA believes ConRail's management
could translate the variable costs reflected in the formula
into actual savings.

Witnesses contended that no cost will be saved beyond
the branch line with the abandonment of the individual
line. USRA does not believe this to be true. The traffic
generated by the branch lines may cause additional
trains to be scheduled or preclude plans to cancel trains.
In these situations, the relevant variable cost of serving
this traffic is substantially higher than each car's pro-
rated share of the variable cost of operating the train.
Each carload handled by the railroad contributes to the
need to use capital and labor for both operating and
maintaining the services and physical plant. Therefore,
it is each car's share of these variable costs that is in-
cluded in the Association's estimated cost of moving the
car beyond the branch line itself.

Maintenance and upgrading.—There have been asser-
tions that the on-branch maintenance costs used by the
Association are substantially higher than those required
by the branch line. RSPO has asserted, based princip-
ally on field studies of two lines, that a branch line
need have no more than $1,000 per mile expended on it
for maintenance because that has been the historic level
of expenditure. At the same time, testimony has indi-
cated that railroads have not adequately maintained
branch lines which, in turn, has reduced their operating
efficiency and service reliability, and forced shippers to
use other modes. A branch line retained in the ConRail
System must be maintained to a level which will enable
safe and efficient operation. Inclusion of a branch line
into the ConRail System with the intention of spending
no more than $1,000 per mile for maintenance of the
line would not solve the shipper's problem and soon
would result in an inoperative line.

The cost of upgrading an individual branch line to
meet Class I track standards is considered by some testi-
fying at the RSPO hearings to be excessive. The anal-
ysis of individual branch lines has progressed on the
basis that they must at least satisfy the minimum FRA
safety standards which allow a maximum speed of 10
m.p.h. Therefore, any upgrading costs required to meet
the FRA safety standards must be included in the anal-
ysis. The cost of upgrading the individual branch lines
was estimated prior to the availability of detailed en-
gineering estimates of the conditions of the ConRail
property. Since the release of the PSP, the upgrading
costs have been cross-checked with these engineering
estimates and have been found to be acceptably accurate
but generally conservative.

Net salvage value estimates.—Other testimony con-
tends that the net salvage value applied by the Associa-
tion in the branch line analysis is excessive. The net
salvage value incorporated in the light-density line anal-
ysis is recognized as being an estimate. The return on net
salvage value in the branch line analysis should not be
construed as the precise value of the property but an
estimate of the cost of ownership. These costs amount to
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only approximately $2,000 per mile of roadway per year
based on an 8.3-pcrcent return on net salvage value. Ex-
clusion of ownership costs from the analysis would have
a very small impact on the results of the analysis.

ConRail coat basis.—Witnesses have recommended
that the. analysis of the branch lines of the smaller
carriers be based on the cost and revenue levels that
will prevail after their absorption into ConRail. The
traffic data, base necessary for this type of analysis
was not available during the preparation of the PSP.
However, the necessary data have been developed for
and used in the preparation of this report. In those cases
where this approach resulted in the retention of a line,
these data are reported in the description material.

Knd Point.* and Line Descriptions

The definitions of the lilies were the subject of a
substantial amount of testimony. Many of the witnesses
reviewed the physical characteristics of individual
lines. Tn several instances they recommended changes
in the reported milepost limits in order to enable the
intention of the recommendation contained in the
PSP. The milepost limits of each line have been care-
fully reviewed. As a result, the descriptions of a large
number of the individual branch lines have been cor-
rected.

Kubsegmt.ntat.ion

The subsegmentation of the original lines has been
a major aspect of the process of Devaluating the rec-
ommendations contained in the PSP. The objective
of the analysis lias been to provide service to all traffic
which generates revenue sufficient to offset the involved
costs. For example, service to a line which is 15 miles
long and generates 500 carloads typically results in a
substantial loss. However, if 400 of the involved car-
loads are generated in the first 2 miles of the line, it
is likely that viable service can be provided to that
traffic concentration. On the other hand, it is also pos-
sible the traffic concentration has the effect of cross-
subsidizing the remainder of the. branch lines by pro-
ducing a contribution which is sufficient to offset the
loss of the remainder of the line. Tn both of these in-
stances, the dispositions reflected in the Final System
Plan art- that service will be provided to the viable
traffic concentration near the beginning of the branch
line and the remainder of the branch line is not desig-
nated for inclusion in the restructured system. This
analytical process of treating suftsegments of original
tint's JwiJ) enabled the inclusion of a substantial amount
of service not rwommfiuLed for inclusion in the Pre-
liimnary ><y*tf.m Plan. Overall, the inclusion of portions
of 60 lines, which otherwise would have been excluded,
iron made possible through the wse of the »ubsegmcnta^
tion procedure.

Data

Much testimony before the RSPO related to the spe-
cific data employed in the individual branch line eval-
uation. The Association has reviewed both the basic
testimony and the RSPO summary of the testimony
for each individual line discussed in the PSP. The
results of the ree.valuation process are reflected through-
out the material contained in the dispositions of the
individual branch lines.

The volume of traffic generated on individual branch
lines was the subject of much of the testimony pro-
vided the RSPO. This testimony dealt with the omis-
sion from the analysis of traffic shipped in 1973, and
traffic increases experienced in 1974 or expected in the
near future. This testimony has provided the necessary
information to cross-check and to verify the original
information base.

The errors in traffic volume have been identified
independently as well as in response, to the testimony.
In some cases tho carriers failed to indicate all of the
shippers on an individual branch line. In other cases
all of the billing stations involved in handling the
traffic to individual shippers were not identified. With
the testimony complementing cross-checks with the car-
rier, the existence of such shippers and billing stations
have been verified more readily.

Testimony concerning traffic growth since 1973 has
been particularly useful. The Association adopted the
policy that, where service to a line would be viable with
the realization of well documented near term traffic
growth projections, the line would be included in the
restructured system. All traffic growth projections pro-
vided by shippers to the RSPO or directly to the Asso-
ciation have been reviewed for their ability to satisfy
these requirements and, where the requirements were
satisfied, the line has been included in the restructured
system.

The size of the train crew serving branch lines also
received comment. For the purposes of reevaluation. no
crew larger than four people has been included in the
analytical process. Thus, for many of the individual
branch lines, the cost of serving the line has declined
somewhat from the level reported in the PSP.

The actual or required service frequency and thr-
time required per round trip to serve individual branch
lines was reported to be excessive in many cases. Ship-
pers and the RSPO have recommended that a lower
service, frequency be employed to reduce the on-brancli
cost and the resulting loss. However, many shippers
also stated the reason the traffic volume on an individual
branch line is low is because of the infrequent and er-
ratic service. Thus, while reducing the frequency of
service will lower the, cost and the loss, it may have the.
effect of driving away traffic. The Association has re-
viewed the level of service in conjunction with the vol-
ume of traffic generated and, where it appears that a
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lower level of service would have a minimal impact,
the lower level has been used in the reevaluation. While
the reduced service frequency does lower the loss gen-
erated by the service to the branch line, in no instance
was this modification able to change the disposition of
a line.

The time required to serve each branch line also has
been reviewed and, in some instances, the time has been
reduced.

The revenue used in the analysis has produced con-
siderable comment. In many cases, discrepancies in the
revenue level were reported in conjunction with higher
traffic volumes. In these cases, the revenue and traffic
levels were subjected to the cross-checking procedure
described above. Many comments indicated that ship-
pers actually had paid more for transporting their
freight than was reported. As indicated earlier, only
the carrier's revenue is included in the analysis. That
is, revenue accruing to non-ConRail carriers is not re-
ported or used. The analysis focused on the viability of
the line as part of the restructured system.

Some testimony indicated that general rate increases
implemented since 1973 are sufficient to offset the loss
reported for certain of the lines. These general rate in-
creases are designed to offset cost increases. The rate
increase required to offset the loss, therefore, is in addi-
tion to general rate increases.

The treatment of the out-of-service lines in the PSP
also received comment. These lines have been studied to
assess the date cacli was last served, the reason for the
absence of service, the potential for near term traffic
growth, and their ability to serve fossil-fuel reserves.
As a result of this analysis, some lines were found nec-
essary to serve near term traffic development sufficient
to support viable rail service. These lines will be in-
cluded i?i the restructured system.

Of the remaining out-of-service lines, 64 percent are
not served because there is no demand for service. The
remainder are not served because of the condition of the
roadway. The results of this analysis are contained in
section B of this appendix.

2. The Analytic Procedure

A detailed description of the assumptions concerning
the appropriate level of aggregation, time frame, traffic
retention level and appropriate costing theory used by
the Association in its analysis of the branch lines are
contained in PSP (chapters 7,16 and 17).

Assessment of an individual rail line segment's eco-
nomic viability is influenced by the level of aggregation
adopted for the analysis. That is, individual segments
can be regarded as isolated operating entities, as integral
parts of a carrier's system or as part of the regional or
national system. (A discussion of these three alterna-
tives is contained in pp. 338 and 339 of the PSP.)

The Association's analysis treats individual lines

as integral parts of the carrier. There are several
advantages to adopting this framework. It eliminates
the need to allocate revenue: the revenue accounts of
the carrier incorporate the effects of rate structure
and the divisions of through rates. In effect, this ap-
proach accepts the present pattern of revenues and pro-
ceeds to an appraisal of the relevant costs. The revenues
derived by an individual carrier are readily available
from the waybill for local movements and from inter-
line abstracts (the document used in settling intercarrier
revenue divisions) for interline movements.

Identification of the relevant carrier costs of a move-
ment involving the branch line is more complex. It re-
quires accurate estimation of both the on-branch costs
and the off-branch costs incurred in transporting the
branch line traffic. The estimation of off-branch costs
must be based on average variable unit costs. Many char-
acteristics of each individual carload movement are
available, however, and the average variable unit costs
can be related to these characteristics readily. On-branch
cost estimation can follow a more specific procedure
because of the specificity of the available data and in-
formation, although cost allocation procedures still must
be used.

Time Frame

Both past and expected future costs are relevant to
the determination of a line's viability (see PSP p. 339).
The past is relevant because it embodies information
concerning such factors as service levels, traffic trends
and deferred maintenance. The future is relevant be-
cause the discounted present value of revenue and costs
is the proper quantification of the line's self-sufficiency.
However, practical constraints preclude such an
analysis.

The analytical results include detailed consideration
of each line's financial self-sufficiency under traffic,
revenue and estimated cost levels which prevailed in
1973 and an estimation of realizable revenue increases
and traffic growth due. for example, to the location of a
new shipper on the line.

A line-by-line evaluation of traffic growth has two
basic elements. First, because the data used in the
analysis relates to 1973, new firms have conic into
existence and .the existing shippers could have increased
their use of rail service. Second, a line may realize the
necessary traffic growth in the near term to become self-
sufficient. In both cases, the involved lines represent
prudent business investments.

More current carrier information lias been analyzed
to assist in the identification of traffic growth which
already has been realized. The major sources of the
needed information concerning traffic growth arc the
testimony provided at the RSPO hearings, the com-
munications which have been received directly from
individual shippera, information provided by public
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agencies such as the state departments of transporta-
tion and information provided by the railroads. Where
the verified information indicates that the traffic growth
will enable self-sufficiency, the involved line segment
has been recommended for inclusion in the Final Sys-
tem Plan. It should be noted that the ConBail tonnage
is not expected to again reach the 1973 level until 1980.

Despite these efforts to consider potential traffic
growth, most of the analysis has, by necessity, been
based on recent actual data. This approach implicitly
assumes future revenue and cost levels will retain their
current relationship at constant volumes of traffic.
Although rate increases tend to lag cost increases, over
a long period of time they exhibit a reasonably constant
relationship. The assumption that the traffic volume
will remain constant is optimistic, given the general
downward trend in branchline traffic levels.

Traffic retention factors and the proportion of traf-
fic likely to be retained by the railroad after abandon-
ment affect the revenue level used in the analysis. The
higher the retention factor, the lower the revenue lost
in the event service is discontinued. It is the revenue
which would be lost which should be used in the anal-
ysis. Accurate estimation of retention factors is diffi-
cult because, they depend on the ability of the traffic to
use intermodal or transloading services effectively, the
proximity of the shippers to alternative rail service, the
associated costs, shipper satisfaction with rail service
in general and the availability of cost-effective alterna-
tive modes.

Experience on the Penn Central indicates a general
retention factor of approximately 25 percent. Although
this retention factor may be reasonably accurate for the
system, there appears to be no support for its use on any
given line.

Due to the difficulties involved in estimating the value
of each of these factors, it lias been assumed that all
traffic will be lost to the system. This assumption has the
effect of overstating the probable revenue loss associated
with the discontinuance of service.

Costing Concept*

The economic costs relevant to a given analysis (in-
cremental, variable, avoidable and marginal) depend
on the relevant time frame and whether output is in-
creasing, constant or decreasing. The variability of the
costs of production differs with the type and magnitude
of the output changes.

In theory, because ConRail does not now own any
track or equipment or provide any service and employs
few people, all costs are completely variable. However,
most existing traffic will receive service. Therefore,
traffic on the branch lines under study represents serv-
ice which is incremental to that which certainly will be
handled.

Within this framework, all costs which will be in-
curred in the ownership, maintenance and operation of
the branch line itself are variable and are properly in-
cluded in the analysis. The relevant costs of handling
the traffic beyond the branch line itself are those which
will vary with the decline in the traffic level.

Theoretically, inclusion of these costs can be handled
by direct assignment or by allocation. Obviously, the
best approach is to identify each cost incurred in pro-
ducing service. However, due to the existence of joint
and common costs and the fact that railroads produce a
multitude of services, the specific cost, of each service
cannot be identified separately, and the variable costs
must be estimated.

In the branch line viability analysis, the on-branch
services (where only freight or passenger service is pro-
vided) are identifiable separately. Therefore, the costs
can be associated directly with known service units and
levels. For the off-branch movements, the costs of han-
dling the traffic from the branch lines cannot be segre-
gated from those of cars generated elsewhere on the sys-
tem. For these off-branch movements, a cost estimation
procedure is essential.

Though it is difficult to reduce costs in the very near
term, the system does adjust: yard work declines, car
needs are modified, train miles arc reduced, billing and
clerical coats decline. Plant reductions are less likely to
occur and the Interstate Commerce Commission cost
formulas recognize this by assigning low variability to
these cost items.

Cost Assumptions

USRA's basic procedure identified the carloads and
revenue generated by each line and estimated the varia-
ble costs engendered by the provision of the involved
service. The costs are those of producing a sen-ice which
is secondary or incremental in nature, within a medium-
run time frame (i.e.. 5-10 years), with only minimal
track upgrading and with operating efficiences antic-
ipated from the restructured system. Two. additional
assumptions were made concerning the existence of pas-
senger service and through or overhead freight service.

First, where commuter service is provided over a line
either owned or leased directly by a commuter authority,
the analysis of local freight service was undertaken
with the exclusion of ownership costs. Similarly, in
those situations where Amtrak (or a public agency) will
acquire a line for the provision of intercity passenger
service, the analysis of local freight service excluded
ownership costs. For all other lines now used for passen-
ger service, no costs were excluded from the analysis of
local freight service.

Second, where a line currently has through freight
service and is programmed for such service in the re-
structured system, local freight service will continue to
be provided to the line. Where such through freight
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service is not programmed, the local traffic must support
the costs of the line and the service received.

The analysis was based on the carriers' 1973 traffic,
revenue and unit costs and assumed efficient operations.
The basic steps were as follows:

1. Establish total branch line-generated revenue for
the carrier.

2. Then subtract in the following order these cost
items:

a. .on-branch operating costs,
b. on-branch maintenance costs,
c. on-branch return on net salvage value,
d. on-branch overhead costs,
e. off-branch operating costs, and
f. upgrading costs (i/i0 of the total).

Total branch-generated revenue includes all revenue
derived from transportation services provided on the
line. In almost all cases, this revenue is the freight rev-
enue realized by the carrier from traffic originating or
terminating on the branch.

On-branch operating costs consist of locomotive costs,
caboose costs, freight car costs and crew costs, which
are included on the basis of carrier average unit
variable cost per mile, hour or day. (Alternative ap-
proaches are discussed on pp. 346-352 of the PSP.)

Locomotive costs are based on the carrier's average
total investment, repair and operating costs per loco-
motive unit hour. The carrier's total costs for loco-
motive repair, retirement, depreciation, rent and fuel
were extracted from the Carrier's Annual Report (R-l)
to the Intel-state Commerce Commission (ICC). These
costs are supplemented by indirect maintenance and
labor costs and a 7.2 percent return on net investment.

Freight car costs are developed on a commodity-
specific basis for both car days and car miles. The
on-branch oar costs are then developed in two parts.
The mileage element is based on the location of the
station on the line and the use of an assumed 100 per-
cent empty return factor between ithc shipper's siding
and the junction of the line under study with its con-
necting line (generally a secondary or feeder line).

The car day costs are more complex in development.
The car time spent on the branch has five components:
time waiting at the local yard (the yard where cars are
switched for delivery to the branch; the yard is often
not on or adjacent to the line), travel time from the
yard to the shipper, "free" time at the shipper's siding,
time waiting for the train and travel time from the
shipper's siding to the local yard. The duration of most
of these, elements largely depends on the number of
times the branch is served each week (see PSP pp. 346,
347).

Caboose costs were included on a basis which is
similar to the freight-car costs. Though there are no
published per diem rates for cabooses, a caboose has

approximately the same retail value as an equipped
automotive boxcar. Therefore, the average per diem
costs of this car type were used as a surrogate for
caboose costs.

The final element of on-branch operating costs is crew
costs. Crew costs are included in the analysis on the
basis of the crew size and the crew time spent on each
line.

On-branch maintenance costs and on-branch re-
habilitation or upgrading costs 'are directly interrelated
and must receive simultaneous treatment. The mainte-
nance expenditure which must be spent to retain the
integrity of the line depends on its usage. The
alternatives are maintenance of the line in minimum
safe operating condition (i.e., FRA Track Class I
standards) or maintenance ut a higher standard, which
is conducive to greater operating efficiency. The costs
used were those associated with upgrading the line to
FRA Class I standards, annualized over 10 years
(without interest costs), and the costs of maintaining
the line at that standard.

The current condition of a line is a function of past
maintenance practices. Most light-density lines have
received little or no maintenance in recent years. Con-
tinued operation requires maintenance expenditures into
the future, however, and the cost of this required level
of maintenance is an issue in the analysis of a line's
self-sufficiency.

The Association prepared detailed estimates of the
cost of totally rehabilitating a branch line and main-
tenance of the line at that standard for a 50-year period
and of the cost of upgrading a line only to meet FRA
Class I requirements and maintenance at that standard
for a 50-year period. (The results of this analysis are
explained on pp. 348 and 349 of the PSP.)

Based on this analysis, total rehabilitation of light
density lines is not economically justified over minimal
upgrading, considering only the resulting lower operat-
ing and maintenance costs. Based on the average hourly
cost of a locomotive and 3-man crew, operating savings
resulting from higher speeds under rehabilitation would
require nearly 700 round trips per year over the line—
a level of service far beyond that of a light-density line.

The branch line analysis, accordingly, included only
nominal upgrading costs and the cost of maintaining
the line at that standard. The upgrading costs were
based on the number of ties, miles of track, turn-out
repairs and grade-crossing repairs required to bring
the line into compliance with FRA Class I require-
ments.

All the costs of upgrading the line were not included
in the first year; even though expenditures will be made
in the first or second years to meet safety standards. In-
stead, these costs were annualized over a 10-year period.
The required investment is the result of cumulative de-
ferred maintenance and should not be borne entirely in
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a single expense period. The use of a 10-year annualiza-
tion period may well be longer than is justified by the
risk of traffic erosion on light-density lines.

The return, on net salvage value is included as an
estimate of the opportunity cost to the carrier of con-
tinued operation. For a carrier to purchase a line, it
should expect to realize a return on the required in-
vestment. At the time of the analysis, however, the
purchase price of any given line was unknown. The rele-
vant cost is the estimated return which could be received
by placing the asset in alternative use. Therefore, the
estimated opportunity cost is the return on net salvage
value foregone by continuing the line in service.

Return on net salvage value should be distinguished
from net liquidation value since the latter considers
all of the economic consequences of abandonment, in-
cluding the effect of abandonments on present com-
modity prices.

The gross salvage value includes an estimated resale
value of the steel, reusable ties and land (see PSP pp.
3i9 and 350). It must be noted that the data used to
determine net salvage value represent only a prelimi-
nary estimate. The rate of return applied to the net sal-
vage value was 8.3 percent. This is an estimate of the
1975 U.S. Treasury Bond rate plus 0.3 percent for ad-
ministrative costs.

On-branch overhead costs include only an estimate
of the supervision required for maintenancc-of-way and
train-crew employees, required clerical support and the
cost of employee injuries and property damage. Super-
visory expenses include only the estimated costs of first
and second line supervisors: a track supervisor and his
immediate supervisor in the case of maintenance-of-
way, and a trainmaster or assistant trainmaster and
his immediate supervisor for train crews (see PSP
p. 350).

The off-branch operating costs incorporate gross ton-
mile costs, switching costs, loss and damage costs, car
costs and clerical costs.

All but car costs and loss and damage costs were de-
veloped using the ICG's Rail Form A costing procedure.

The gross ton-mile cost has three elements. The first is
primarily the variable cost of maintenance-of-way. The
second is a locomotive variable unit-mile cost, prorated
over the average trailing gross tons per through train.
The third is train-mile variable costs, also prorated over
the average trailing gross tons per through train. The
resulting unit costs are applied to the off-branch gross
ton-miles of the branch-generated traffic.

The variable switching costs are developed on a per
unit basis for each of three, types of car-switching serv-
ice: road train to industry switch for traffic originated
or terminated on the branch lines and terminated or
originated elsewhere on the system, interchange switches
for interline traffic (including empty return) and inter-

train switches based on two at the local yard plus one
every 200 miles of line haul.

Clerical costs are the average billing cost per car. The
loss and damage costs are the total of such costs incurred
by commodity allocated on a per-ton basis.

The freight car costs are developed as the weighted
average car costs classified by commodity using the AAB
Car Hire Master List. The resulting mile costs are ap-
plied to the off-branch car miles, including circuity and
empty return. The car days are calculated on the basis
of: 4 days for terminal switching, one-half day for each
interchange and intertrain switch and 1 ilay for each
approximately 500 miles of line-haul or fraction thereof.
These procedures result in 5.5 car days for a 1.000-mile
interchange move compared to an estimated 7 days un-
der current operations.

Because this complex analysis must be applied to
more than 10,000 miles of railroad, it has boon computer-
ized. However* the characteristics of each line nre unique
and therefore each has been subjected to iwf?>'vidual re-
view and evaluation.

3. Results of the Analysis

A total of 11,888 miles of light-density lines ware
identified as requiring detailed analysis of which 1,191
miles presently are not being served. The line-by-line
results of the analysis of the active rail lines are. con-
tained in the remainder of this section of the appendix.
The disposition of out-of-service line? is reported in
section B of this appendix.

The 10,692 miles of active roadway subjected to de-
tailed analysis generated 1,280,000 carloads and $397
million in revenue in 1973. The restructured system will
retain 4,935 miles of the active roadway studied (46
percent of that studied). This trackage generated 1,132,-
000 carloads and $351 million in revenue (88 percent
of the carloads and revenue studied).

The 5,757 miles of active roadway excluded from
the restructured system (54 percent of those studied)
carry only 12 percent of the carloads and account for
only 12 percent of the revenues studied (148,000 car-
loads and $46 million of carrier revenues). Service to
this traffic resulted in an operating loss of $83 mil-
lion. This loss is an average of $223 per carload or
$5,732 per mile of roadway compared to an average
revenue-of $311 per carload or $7,990 per mile of road-
way. In addition*, the cost of upgrading these lines to
meet minimum safety standards amounts to at least $51
million or an average of $8,859 per mile of roadway,
based on their condition at the time of analysis. Note
that the loss is based on 1973 dollars. Since that time,
railroad costs have increased substantially and the traffic
level has declined. Therefore, the curent loss is likely to
be higher than that reported above.

Proposals by solvent carriers to acquire portions of
the traffic generated on lines not designated for inclu-
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sion in the system have the potential for reducing by
57,000 carloads (39 percent) the traffic which would
be lost as a result of this analysis. If all of this traffic
is acquired by solvent carriers, the number of carloads
lost is reduced to 91,000 instead of the original 148,000.
The amount of the traffic to receive continued service

from solvent carriers and the newly constructed system
then stands at 98.6 percent of that handled by the eight
bankrupt carriers in 1973.

State action under Title IV of the Act will preserve
service to a portion of the remaining traffic. At this time,
however, the extent of this action is unknown.
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MAP KEY

The following symbols are used on the individual maps accompany-
ing the following line analyses:

The line segment under discussion

Other lines of the same railroad

Lines of other bankrupt railroads

Solvent railroads

End-point of line segment under discussion

O Other towns or junction points
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Within Canada

PC

USRA
Line Terminals

Number

715 Comber to Leamington
716 McGregor to Amherstburg

Page

29
30

lOla

International

WeQand, Ont. to Black Rock, N.Y.

LEAMINGTON BRANCH

USRA Line No. 7T5

Penn Central

PC to Windsor

.̂  COMBER

15.6 miles — >

C&O to Windsormuaur—i

«....,
Leamington

PC to St. Thomas
and Buffalo

LEAMINGTON
.BRANCH. PC

C&O to
£— St. Thomas

LEAMINGTON HP 15.6

The Leamington Branch, formerly part of the New
York Central RR, extends from Comber (Milepost
0.0) to Leamington, Ont. (Milepost 15.6). a distance
of 15.G miles, in Ontario Province, Canada. At Comber,
this line connects with the PC Buffalo-to-Chicago Line
via Canada. A connection is made with the Chesapeake &
Ohio Buffalo-Windsor Line at Leamington.

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Staples 112
Blytheswood 149
Leamington 8,295

Total carloads generated by the line—, 3,656
Average carloads per week _ 68.4
Average carloads per mile 227.4
Average carloads per train 14.2
1973 operating Information:

Number of round trips per year 250
Estimated time per round trip (hours) 3. 5
Locomotive horsepower 1,600
Train crew size 4

Public Comments on Preliminary System Plan

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"Evaluation of the U.S. Railway Association's Prelimi-
nary System Plan."

Information for Line-Transfer Decision

Revenue received by PC 1623,385
Average revenue per carload $147

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line 221,733
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) _ 21, 663
Cost incurred beyond the branch line 484,645

Total variable (avoidable) cost 677,941

Net contribution (loss) : total-
Average per carload

(154,556)
(48)

This line would require upgrading to meet 'the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 1,500 crossties (an average of
96 crossties per mile).

The abandonment or subsidization of this line is sub-
ject to control by the Canadian Transport Commission
(CTC). It is recommended that ConRail file the docu-
ments necessary for abandonment with the CTC at the
earliest possible date.

Chessie has expresed interest in acquiring that por-
tion of the line at Leamington only. Such action would
also require CTC approval.

Disposition

The Leamington Branch shall be transferred to the
Consolidated Rail Corp. but is recommended for aban-
donment or subsidy as soon as necessary CTC approval
can be obtained.

The portion of this line necessary to serve the traffic
generated at Leamington shall be offered for sale to the
Chessie System. This sale would preserve rail service to
an estimated 3,295 carloads or approximately 93 percent
of the traffic generated on this line.
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PORTION OF THE AMHERSTBURG BRANCH

USRA Line No. 776

Penn Central

This portion of the Amherstburg Branch, extending
from McGregor (Milepost 7.9) to Amhersfburg, Ont.
(Milepost 16.9). a distance of 9.0 miles, in Ontario,
Canada, a line which was recommended for inclusion
on page 381 of the Preliminary System Plan, shall be
transferred to the Consolidated Bail Corp.

INTERNATIONAL LINES

PORTION OF FORT ERIE BRANCH

USRA Line No. 107a

Penn Central

FORT ERIE BRANCH. PC (TRACKAGE RIGHTSOVER CN
BETWEEN BLACK ROCK AND FORT ERIE)

PC to Montrata and N lajara Fall s

VCN to Welland n«- - ».n_.i f
and Windsor \

PC B »ell>nd
and Detroit /

PC to Niagara Falli I

»| EL to Bnon Yard

WELLAND (CP I
BROOKFIELD) /

1*

7 f!::; ,„ • J i
•"X" PC to

CN to Canfield

ROCK

This portion of the Fort Erie Branch, formerly part
of the New York Central RR, extends from Black
Sock, N.7. (Milepost 7.0) to Welland, Ont. (Mile-
post 13.7), a distance of lJ^j6 miles, in Erie County, N. Y.,
and the Province of Ontario. Canada. The portion from
Black Rock to Fort Erie, Ont. (CN Milepost 7.9; PC
Milepost 0.0) is via trackage rights over the CN. Con-
tinuations of this line extend from Black Rock eastward
via Penn Central to Buffalo and Albany, and northward
to Suspension Bridge and Niagara Falls. At Welland
continuations extend westward via Penn Central to
Detroit, northward via TH&B to Hamilton, and via
Canadian National to Canfield, and connection is made
with the PC line from Niagara Falls.

Traffic and Operating Information

Stations (with their 1978 carloads) served by this line:
Fort Erie 146

Total carloads generated by the line 146

Average carloads per week 2.8
Average carloads per mile 10.0
Average carloads per train 2.8
1973 operating information:

Number of round trips per year 52
Estimated time per round trip (hours) 4
Locomotive horsepower 1,500
Train crew size 4

Public Comments on Preliminary System Plan

No specific information concerning this line was
provided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"Evaluation of the U.S. Railway Association's Prelimi-
nary System Plan." However, shippers contacted by
RSPO concerning this line indicated that no major im-
pact would result from abandonment.

Information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload.. $274

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 106,770
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 0
Cost incurred beyond the branch line 14,864

Total variable (avoidable) cost 121,634

Net contribution (loss): total-
Average per carload

(81,641)
(559)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

This segment is currently used as part of the route
for the Buffalo-Hamilton-Toronto passenger service.
An alternate route is available via Suspension Bridge.
Amtrak's Buffalo-Detroit service via Black Rock is
scheduled to shift to the Suspension Bridge route so
that a stop can be made at Niagara Falls, N. Y.

Service to this line generated a loss of $81,641 in 1973.
Recovery of this loss would require approximately a
fourfold increase in traffic or a 204-percent rate increase.

The abandonment or subsidization of this line (all
but 0.5 mile of which is in Canada) is subject to control
by the Canadian Transport Commission (CTC). It is
recommended that ConRail file the documents neces-
sary for abandonment with the CTC at the earliest
possible date.

Disposition

This portion of the Fort Erie Branch is designated
for transfer to Consolidated Rail Corp. but is recom-
mended for abandonment or subsidy as soon as neces-
sary CTC approval can "be obtained.
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Infrastate

PC

USRA
Lino

Number
Terminals Page

41 Willimantic to End of Track at Willimantic 31
46 Hartford to Wethersfield 32
47 Wethersfield to Rocky Hill 33
49 North Cromwell to Middlctown 34
50 Hartford to Griffins 34

52 Center Street Branch at Meriden 35
53/53b Watorbury to Bristol 36
55 Simsbury to Farmington 37
60 New Milford to Canaan 38
61 Norwalk to Bethel 39

62 Glenbrook to New Canaan 39
674 Plainficld to Willimantic 39
675 New Haven to Plainville 41
675a Plainville to Farmington 41
678 Plainfield to Putnam 41

685 East Hartford to East Windsor 41

Interstate

Connecticut to Massachusetts

40 Webster, Mass, to Southbridge,. Mass. 42
44 Hazardvillc, Conn, to East Longmcadow,

Mass. 43
54 Simsbury, Conn, to Westficld, Muss. 43
59 Canaan, Conn, to South Lee, Mass. 45
678a Putnam, Conn, to Auburn, Mass. 46

Connecticut to Rhode Island

43 Groton, Conn, to Hills Grove, R.I. 47

PORTION OF PLAINFIELD SECONDARY TRACK

USRA Line No. 47

Perm Central

This portion of the Plainfield Secondary Track, for-
merly part of the New Haven RR, extends from Witti-
mantfc, Conn. (Milepost 23.3), to End of Track near
Willimantic (Milepost 24.1), a distance of 0.8 mile, in
Windham County, Conn. The continuation of this line
extends eastward from Willimantic to Plainfield (sen
Line No. 674). This line also connects with the Central
Vermont Ry. at Willimantic.

END OF PORTION OF PLAIN FIELD
TRACK „ SECONDARY TRACK. PC

PC Midland Line

WILLIMANTIC
0.8 miles -^ ™ ~» — — — — —

f.
Central *,

Vermont Ry

VPC to
Plainfield

Traffic and Operating Information

Stations <wl th thi-ir 1073 carloads) served l>y this line:
Willimantic1 134

Total carloads generated by the line — 134
Average carloads per week 2.6
Average carload* per mile 167.5
Average carloads per train 2.6
1973 operating Information:

Number of round trips per year 52
Estimated time per round trip (hours) 1.0
Locomotive horsepower 1,800
Train crew size — 4
1 Includes only traffic on sc&ment.

Public Comments on Preliminary System Plan

In much of the testimony this line was considered
in conjunction with Line No. 674. For these lines
combined, the loss of rail service would result in unem-
ployment for 551 people with a loss of more than $5
million in personal income according to the. Eastern
Connecticut Development Council.

The Connecticut Development Council questions the
figures used to determine, the viability of the lines.

The Eastern Connecticut Kail Alliance believes Line
41 was mislabeled. USRA ignored a branch from Willi-
mantic to North Windham which serves two com-
panies—The Kendall Co. and Home Gas Corp. They
would be 13 miles from any ConRail service if both
lines 41 and 674 are abandoned.

Without rail service the Kendall Co. alone would need
800 trucks u year to transport the 350 to 400 rail cars
they handle yearly.

Without Lines G78a, 074, 41 and 40 Eastern Connect-
icut would lose all freight service.

The Norwich & Worcester and the Providence & Wor-
cester Railroads have expressed interest in operating
this line.

Consideration should be given to analyzing this line
with T'SRA Line No. 674. This segment appears TO be
a natural extension of that line and due, to its short
length seems to be an inappropriate candidate for a
subscgment analysis.
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Congressman Christopher Dodd testified that in 1974
Line Nos. 41 and 674 combined handled 2,666 carloads.

Information for Line-Transfer Decision

Revenue received by PC " _ $20,166
Average revenue per carload $150

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line 13,689
Cost of upgrading branch line to FRA class

I: (1/10 of total upgrading cost) 682
Cost incurred beyond the branch line— 28, OT8

Total variable (avoidable) cost 42, <

Net contribution (loss) : total (22, 293)
Average per carload (166)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.n.). Based on
available information, this upgrading would include the
replacement of a total of 185 crossties (an average of
231 crossties per mile).

Testimony provided* at the RSPO hearings indicated
that errors existed in the labeling of this line. However,
this line was correct as shown. The reported errors in-
volve Line No. 674.

Service to this line generated a loss of $22,293 in 1973.
Recovery of this loss would require both an increase in
traffic and a rate increase. The traffic density on this
line is high enough to permit efficient rail operations.
Consideration should be given to a rate increase.

Disposition

This portion of the Plainfield 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 discontinued. For line-specific recom-
mendations, see section C of this appendix.

PORTION OF WETHERSFIELD SECONDARY TRACK

USRA Line No. 46

Perm Central

This portion of the Wethersfield Secondary Track,
formerly part of the New Haven RR, extends from
Hartford (Milepost 3.8), to Wethersfield, Conn. (Mile-
post 7.0), a distance of 3& miles, in Hartford County,
Conn. This line extends southward from Wethersfield
(see Line No. 47). The line connects at Hartford with

PC to Springfield

-PC to South Manchester
PC to Griffins^* Nj

Hartfordjp—^
' HARTFORD (MP 3.8)

/ I \v PORTION OF WETHERSFIELD
^* SECONDARY TRACK. PC

Wethersfield

. , ^WETHERSFIELD (MP 7.0)
Hartford Line. PC —> |

3.2 miles

New Britain Secondary—v/
Track. PC • .'

/1 IHARTFORI
r ' x— '
' f^*6*'\«

the Hartford Line, and the Griffins (see Line No. 50),
New Britain and Willimantic Secondary Tracks, all PC.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Wethersffeld 240

Total carloads generated by the line 240
Average carloads per week 4.6
Average carloads per mile 75.0
Average carloads per train 4. 6
1973 operating information:

Number of round trips per year 52
Estimated time per round trip (hours) 3
Locomotive horsepower 1,600
Train crew size 4

Public Comments on Preliminary System Plan

Testimony received from the Wethersfield-Rocky Hill
Committee to Retain Rail Service which reported for
USRA Line Nos. 46 and 47 combined stated that rail
traffic in 1973 for both segments of the branch was 3,100
cars more than the 312 cars shown in the PSP. These
3,100 cars were generated by firms on the Hartford
portion of the line, mostly located in the Regional
Market, Brainard Industrial Park and Locust Avenue
Industrial area.

Five regular rail users project increased traffic over
1973 of 1,014 cars in 1976,1,634 cars in 1977 and 1,901
cars in 1978.

Rail service discontinuance on the branch (line seg-
ments 46 and 47) would result in an estimated employ-
ment loss of 243 and income loss of over $2 million not
counting potential losses of Hartford firms using the
branch line. Also, there would be about 1,100 more truck
trips through two towns bringing increased traffic con-
gestion and noise pollution.

The Connecticut DOT, in discussing Line No. 46, feels
that this line should begin at milepost 2.7 instead of 0.0.
This would mean retaining the first 2.7 miles. This dis-
tance generates 3,100 carloads annually and is profitable.
The Connecticut Regional Market, which supplies a
significant portion of the food used in the Hartford
area is located on this 2.7 mile segment. , .

The retention of this line is considered very important
to the Environmental Protection Agency in its Trans-
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portation Control Plans being developed for significant
(•eduction in air pollution in the Hartford, Conn. area.

Information for Line-Transfer Decision

Revenue received hy PC $50,134
Average revenue per carload $209

Variable favoidable) cost of continued serv-
ice:

Cost incurred on the branch line 37,071
Cost of upgrading branch line to FRA class

I: (1/10 of total upgrading cost) - 4,718
Cost incurred beyond the branrh line 38,838

Total variable (avoidable) cost 81,627

Xet contribution (loss): total (31,493)
Average per carload (131)

This line would require upgrading to meet the re-
quirements, of the. Federal Eailroad Administration's
minimum safety standards (Class I track, which has ft
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include,
the replacement of a total of 692 crossties (an average of
99 crossties per mile).

Testimony indicated that 3,100 carloads in Hartford
were missed in the Preliminary System Plan. The mile-
post at Hartford was misspecified and should have been
3.8 to allow continued service to Rrainard Industrial
Park and the Locust Ave. Industrial area. The above
data is tJie result of rcanalysis using the shorter line
length and the 1973 Wethersfield traffic.

Sen-ice to this line generated a loss of 831,494 in 1973.
Recovery of this loss would require approximately a
threefold increase in traffic or a 63-percent rate increase.
However, two firms, Better Brands Inc., and Puritan
Furniture Mart have presented comprehensive data and
information which indicates that the traffic volume gen-
erated on this line will increase to approximately 1,000
carloads annually over the next '2 years. The result will
be an immediate increase in revenue, which will enable
services to this line to become viable.

Disposition

This portion of the Wethersfield Secondary Track
shall be transferred to the. Consolidated Rail Corp.

PORTION OF WETHERSFIELD SECONDARY

TRACK

USRA Line No. 47

Penn Central

This portion of the Wethersfield Secondary Track,
formerly part of the New Haven RR, extends from

PC to Griffins

\r
\ U- PC to Springfield

\ I
* - ^*** *~ PC to South Manchester

PC to New Britain

r

'
K We«iersfield
u- WETHERSFIELD

PORTION OF WETHERSFIELD
'SECONDARY TRACK. PC (HP 7.0)

Rockr Hill

NO OF TRACK

Wethersfield (Milepost 7.0) to the end of the track
near Rocky ffill, Conn. (Milepost 9.8), a distance of
2-8 miles, in Hartford County, Conn. The continuation
of. this line extends northward from Wethersfield to
Hartford (see Line No. 46.)

Traffic and Operating Information

Stations (with their 1073 carloads) served by thin line:
Rocky Hill •
South Wethersfleld

67
5

Total carloads-generated by the line 72
Average carloads per week 1.4
Average carloads per mile 25. 7
Average carloads per train 1.4
1973 operating Information:

Number of round trips per year 52
Estimated time per pound trip (hours) 1
Locomotive horsepower 1, 800
Train crew size 4

Public Commenti t>n Preliminary Sysfem Plan

The Wethersfield Rocky Hill Committee to Retain
Rail Service, in its testimony, reported for TSRA Line
Nos. 4f> and 47 combined. (See comment under Line
No. 46.)

The town of Rocky Hill is developing a 240-acre in-
dustrial park. Without rail Line. Nos. 46 and 47, the
community questions the park's possible success.

It was reported that Connecticut Foundry and TTnited
Aircraft, handled 70 and 14 cars, respectively, in 1974.

Connecticut Foundary in Rocky Hill expects to fur-
ther increase use of rail to 140 carloads annually by
switching from truck for coke and pig iron traffic.

The retention of this line is considered integral to the
Transportation Control Plans of the Environmental
Protection Agency. Significant reduction in air pollu-
tion in the Hartford, Conn., area is its main concern.

Consideration should be given -to analyzing USRA
Line Nos. 46 and 47 as a single line.
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Information for Line-Transfer Decision

Revenue received by PC $20,896
Average revenue per carload §290

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line 27,669
Cost of Upgrading Branch IJne to FRA

Class I: (1/10 of total upgrading cost) — 7,222
Cost incurred beyond the branch line 14,858

34

Total variable (avoidable) cost 49,744

Not contribution
Average per carload

: total (28,848)
(401)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 81.5 crossties (an average
of 291 crossties per mile).

It was suggested in BSPO testimony that this lino
be combined with Line No. 46. This approach would
involve cross-subsidization and therefore was not
pursued.

Service to this line generated a loss of $28.848 in
1973. Recovery of this loss would require approximately
a fivefold increase in traffic or a 135-percent rate in-
crease. Although the shippers served by this line have
provided information indicating some traffic growth, the
projected traffic level is significantly less than that re-
quired for viability.

Disposition

This portion of the Wethcrsfield 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 discontinued. For line-specific recom-
mendations, see section C of this appendix.

PORTION OF WETHERSFIELD SECONDARY

TRACK

USRA Line No. 49

Penn Centra)

This portion of the Wethersfield Secondary Track,
extending from North Cromwell (Milepost 13.7) to
M-iddletmmi, Conn. (Milepost 15.6), a distance of 1.9
mi/es, in Middlesex County. Conn., a lino which was

recommended for inclusion on page 385 of the Prelimi-
nary System Plan, shall be transferred to the Consoli-
dated Rail Corp.

GRIFFINS SECONDARY TRACK

USRA Line No. 50

Penn Central

^GRIFFINS

RIFFINS SECONDARY TRACK, PC

PC to Springfield

HARTFORD (MP 2.

\ PC to South Manchester
Hartford t> X £

\
\

^ j^ PC to Rocky Hill

PC to New Britain / i Iy A •
/ i PC to New Haven

I

The Griffins Secondary Track extends from Hart-
ford (Milepost 2.0) to Griffins, Conn. (Milepost 8.7), a
distance of 6.7 miles, in Hartford County, Conn. This
line connects at Hartford with the Hartford Line of
the PC and with the Willimantic Secondary Track, the
New Britain Secondary Track and the Wethersfield Sec-
ondary Track (see Line No. 46), all of them PC.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Bloomfield _________________________________________ 241
Griffins ____________________________________________ 80

Total carloads generated by the line ------------ 321
Average carloads per week ---------------------------- 6.2
Average carloads per mile ----------------------------- 47. 9
Average carloads per train ---------------------------- 3. 1
1973 Operating information :

Number of round trips per year --------------------- 104
Estimated time per round trip (hours) -------------- 5
Locomotive horsepower ------------- 1 --------------- 1,600
Train crew size ------------------------------------- 4

Public Comments on Preliminary System Plan

The Griffins Line User's Association says that op-
crating information for this line should be two trips



per week at 4Vfe hours each, yielding a savings of $lf>.000
per year in operating costs over TJSRA figures and that
the upgrading costs should be. reduced by 83,100 a year.
They stated also that the present yearly usage of this
line totals 523 cars.

The Bloomficld Farmers Exchange, Inc., testified
they used 175 cars in 1974.

Connecticut Printers also projected they will han-
dle 160 cars of traffic over the line this year (1975).
They will average 280 cars a year by the end of 1975.

Congressman William R. Cotter pointed out that
Connecticut Printers was not included in TJSRA's fig-
ures, and the potential rail traffic of Nationwide Moving
& Storage was not considered. (Note: Connecticut
Printers was not shipping in 1973.)

The Industrial Development Committee of the
Bloomfield Chamber of Commerce feels that the large
amount of land along the line, available to industrial
development will be in jeopardy if rail service is lost.

The Connecticut DOT has this line under considera-
tion as a potential mass transit corridor.

The retention of this line is considered very important
to the Environmental Protection Agency in its Trans-
portation Control Plans being developed for significant
reduction in air pollution in the Hartford, Conn. area.

An inconsistency is noted in that the USRA states
that this line requires no upgrading to meet FRA Glass
I requirements; however, a figure of $14,691 is listed
as the cost of replacing the crossties necessary to up-
grade, this line.

Information for Line-Transfer Decision

Revenue received by PC __ $93.113
Average, revenue per carload §290
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increase. Although the shippers sewed by this line have,
provided information indicating some traffic growth,
the. projected traffic level is significantly less than that
required for viability.

Disposition

The Griffins Secondary Track is not designated for
transfer to Consolidated Rai] Corp. and is available
for subsidy pursuant to section 304 of the Act. Public
officials have recommended that ccnnm rail rights-of-
way be used for other public: purposes if rail service is
discontinued. For line-specific recommendations, see
section C of this appendix.

Variable (avoidable i cost of continued
service:

Cost incurred on the branch line 80,546
Cost of upgrading branch line to FRA

Class I: (1/^0 of total upgrading
12,544

Cost incurred beyond the branch line 65,388

Total variable (avoidable) cost 158,749

Net contribution (lossj : total <65,366)
Average per carload (204)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would involve the
replacement of a total of 2,500 crossties (an average of
373 ties per mile).

Service to this line generated a loss of Sfij^CG in 1973.
Recovery of this loss would require approximately a
235-percent increase in traffic or a 70-percent rate

PORTION OF CENTER STREET BRANCH

(NEAR MERIDEN)

USRA Line No. 52

Penn Central

PORTION OF CENTER STREET
BRANCH NEAR MERIDEN. PC \

^ PCtoHar«fordV

PC to New
Haven

2.9 miles

This portion of the Center Street Branch, formerly
part of the Now Haven RR, extends 23) miles at Men-
den, in New Haven County, Conn. At Meriden, this line
connects with the Hartford line of the PC.

Traffic and Operating Information

Stations (with their 1973 carloads) served hy this line:
Meriden' 64

Total carloads generated by the line 64
Average carloads per week 1. 2
Average carloads per mile 22.1
Average carloads per train 1.2
1973 operating information:

Xumber of round trips per year 52
Estimated time per round trip (hours) 1.0
Locomotive horsepower 1, 600
Train crew rize 4
1 Includes only traffic on segment.

Public Comments on Preliminary System Plan

Testimony concerning this line showed substantial
interest in its potential if rehabilitated. The York Hill
Traprock Quarry Co. bought 1.49 miles of the line in
the eastern end of the city of Meriden in 19G8, after it
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was abandoned, with the understanding that the line
from its point of abandonment to the main line would
be rehabilitated by Pcnn Central. Pcnn Central did not
restore the trackage leaving York Hill unable to use the
line. If thu branch were made usable again, the company
says it could receive up to 1.400 cars a year of washed
sand f rom a plant in Springfield, Mass.

Union Manufacturing Co. projects 61 carloads of coal
annually if they change from an oil to coal boiler system.
Decision is based on availability of service.

Northeast Lumber Sales reported it had used the
line for 72 cars in 1973 instead of the 64 stated in the
report.

Information for Line-Transfer Decision

Revenue received by PC ' $27, 683
Average revenue per carload $433

Variable (avoidable) cost of continued service:
Cost incurred on the branch line 24,197
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) 2, 825
Cost incurred beyond the branch line 14, 083

Total variable (avoidable) cost 41,105

Net contribution (loss) : total (13,422)
Average per carload (210)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 780 crossties (an average
of 269 crossties per mile).

Northeast Lumber Co. indicated that it shipped 72
cars in 1973 vs. the USRA figure of 64. The 8 carload
difference would reduce the reported loss to approxi-
mately $11,722. Testimony received from York Hill
Traprock Quarry Co. suggested that this line might
be considered a candidate for the subsidy provisions.

Service to this line generated a loss of $13,422 in 1973.
Recovery of this loss would require approximately a
100-percent increase in traffic or a 48-percent rate in-
crease. Available traffic growth data is speculative, in-
dicating that continued service to this line be predicated
on the provision of a rail service continuation subsidy.

Disposition

This portion of the Center Street Branch is not des-
ignated 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 discontinued. For line-specific recommenda-
tions, see section C of this appendix.

PORTION OF THE TERRYVILLE SECONDARY

TRACK

USRA Line No. 53/53b

Penn Central

PC to Tomngton-»\

Watertown Secondary
Track, PC

WATERBURY,

PORTION TERRYVILLE
SECONDARY /4-PC to Westfield

TRACK'PCBR,STOL/

'
Plainville

I PC to New Britain

Terry villa (MP 8.2)

/4-PC to New Haven

This portion of the Tcrryville Secondary Track, for-
merly part of the New Haven RR, extends from Water-
bury (Milepost 0.0) to Bristol, Conn. (Milepost 12.0),
a distance of 12.0 miles, in Hartford and Litchfield
Counties, Conn. A continuation of this line runs from
Bristol to Plainville and beyond. At Waterbury, the
line connects with the Waterbury Branch of the PC.
It also connects at Highland Junction (Milepost 0.4)
with the Torrington Secondary Track of the PC.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this
line:

Terryville
Bristol »

Total carloads generated by the line 547
Average carloads per week 10.5 I
Average carloads per mile 45. 6
Average carloads per train 3.5
1973 operating information:

Number of round trips per year 156
Estimate time per round trip (hours) 6.0
Locomotive horsepower 1,600
Train crew size 4
1 Includes only shippers actually on this segment.

Public Comments on Preliminary System Plan

Hubbard Hall Chemical Co. stated that the line is |
profitable and contributing over $45.000. Of the 250
cars received annually by Hubbard Hall, 100 contain
lethal gases which require special equipment and hand-
ling and necessitated a specially constructed plant cost- |
ing $600.000.

The Central Connecticut Regional Planning Agency
and the Bristol Chamber of Commerce urged that ap-
proximately the last 3 miles of the line serving a $3
million furniture plant, and a General Motors plant,
be included in the system. According to the Chamber of



Commerce, this New Departure Hyatt Division of GM
had used a total of 439 cars in 1973. Including this part
of the track would earn ConBail an estimated revenue
of $183 per car.

According to the General Electric Co. and the Rail-
way Clearance Association, this track is a clearance
route of Penn Central from Upstate New York through
Poughkeepsie, N.Y.; Danbury, Conn.; Waterbury,
Conn.: Hartford, Conn.; and south to New Haven. It is
required for large-dimensional shipments into the Hart-
ford and New Haven areas.

Congressman Tobey Moffett reported five round trips
are made weekly instead of the one reported by TJSRA.

The 402 cars reported by USRA as attributable to
Bristol for 1973 should be 47o according to the Cen-
tral Connecticut Regional Planning Agency and the
Connecticut DOT.

Hubbarcl Hall reports 147 cars detoured over this line
because they were over-dimensional. This makes a total
of 766 cars for the line.

Information for Line-Transfer Decision

Revenue received by PC $186,309
Average revenue per carload $341

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line 140,002
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 9,594

Cost incurred beyond the branch line 127,306

Total variable (avoidable) cost 277,102
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necting local freight service route to the Connecticut
Valley line in order to minimize future need to use the
New York to Boston high speed passenger route for this
freight service.

Disposition

This portion of the Terryville Secondary Track shall
be transferred to the Consolidated Rail Corp.

Xet contribution (loss) : total „_ (90, 793)
Average per carload (166)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 2.580 crossties (an average
of 215 crossties per mile).

Although service to the entire line generates a loss,
service to the line from Milepost 8.2 to Milepost 12.0
(serving shippers at Bristol and Terryville) would
generate $185,925 in revenue and $191,668 in costs with
a resulting net loss of only $5,743 or $11 per carload. A
10-percent growth in traffic or a 3-percent rate increase
would make this portion of the line financially self-
sufficient.

The remainder of this line from Milepost 0.0 to Mile-
po&t 8.2 serves no shippers but is required as a con-

PORTION OF HOLYOKE SECONDARY TRACK

USRA Line No. 55

Penn Central

— PC to Westfield.
Mass.

SIMSBURY

PORTION. HOLYOKE
SECONDARY
TRACK. PC

I /Avon(MP9.4)

^ "^FARMINGTON

/4-PC to Plainvilte

This portion of the Holyoke Secondary Track,
formerly part of the New Haven RR. extends from
Farrrdngton (Milepost 3.4) to Simsbury, Conn, (Mile-
post 14.7), a distance of 113 miles, in Hartford County,
Conn. Continuations of this line extend southward from
Farmington and northward from Simsbury (see Line
Nos. 675aand54).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Avon 204
Slmsbnry 102

Total carloads generated by the line 806
Average carloads per week „ 5.9
Average carloads per mile 27.1
Average carloads per train 2.9
1973 operating information:

Number of round trips per year 104
Estimated time per round trip (hours) S
Locomotive horsepower 1,600
Train crew size 4

Public Comments on Preliminary System Plan

The Canal Line Rail User Association indicates that
errors in cost figures used by USRA amount to $141,000.
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It appears that USEA failed to include Eastman
Color Printing Co.'s traffic. They handled 94 carloads
in 1973, 444 in 1974, and project 500-600 carloads an-
nually after that date.

Sanford & Hawley, Inc.'s, traffic increased to 100
carloads in 1974.

Loss of rail service will result in termination of 22
employees, $150,000 in State taxes and $8,300 in local
taxes.

New industry is hesitating to locate in the Avon
Industrial Park due to the uncertain future of rail
service.

Local highways are not sufficient to handle the added
volume by trucks if rail service is discontinued.

This line is the only route in Connecticut capable of
handling high-wide shipments such as transformers.

The retention of this line is considered important
to the Environmental Protection Agency in its Trans-
portation Control Plans being developed for significant
reduction in air pollution, in the Hartford, Conn. area.

The number of round trips per year and the estimated
time per trip were questioned.

Consideration should be given to the impact of a
change in frequency of service in order to reduce on-
branch costs.

Information for tine-Transfer Decision

Revenue received by PC $94,604
Average revenue per carload

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line 105,032
Cost of upgrading branch line to HRA

Class I: (1/10 of total upgrading cost) __ 0
Cost incurred beyond the branch line 66,465

Total variable (avoidable) cost 172,397

Net contribution (loss): total (77,793)
Average per carload (254)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Although service to the entire line generates a loss,
service to that portion of the line from Milepost 3.4 to
Milepost 9.4 (serving shippers at Avon who generated
204 carloads in 1973) would generate $64,020 in revenue
and $102,626 in costs with a resulting loss of $38,606.
However, shippers on this portion of the line (including
Eastman Color Printing which began using rail service
late in 1973) generated 514 carloads in 1974. The higher
1974 traffic level resulted in a loss of only $12,660. Re-
covery of costs would require approximately a 22-per-
cent increase in traffic or a 7-percent rate increase over
the 1973 levels.

Service to the remainder of the line (from Milepost
9.4 to Milepost 14.7 serving shippers at Simsbury who
generated 102 carloads in 1973) would generate $30,584
in revenue and $67,798 in costs with a resulting loss of
$37,214. Recovery of costs would require approximately
a fourfold increase in traffic or a 122-percent rate in-
crease over the 1973 levels.

Disposition

The portion of the Holyoke Secondary Track from
Milepost 3.4 to Milepost 9.4 shall be transferred to the
Consolidated Rail Corp.

The portion of the Holyoke Secondary Track from
Milepost 9.4 to Milepost 14.7 is not designated for trans-
fer to Consolidated Rail Corp. and is available for
subsidy pursuant to section 304 of the Act. Public offi-
cials have recommended that certain rail rights-of-way
be used for other public purposes of rail service is dis-
continued. For line-specific recommendations, see sec-
tion C of this appendix.

PORTION OF NEW MILFORD SECONDARY TRACK

USRA Line No. 60

Penn Central

PC to f
Pittsfield, Mass.-H

Q Canaan
-2 i CANAAN MP 47.5

/ I PORTION OF
34.3 miles |*-NEW MILFORD

I SECONDARY
I TRACK. PC

-0NEWMILFORD (MPI3.2)
pC to ONew Milford ^
Maybrook V — —"'

I

PC To Devon

This portion of the New Milford Secondary Track
formerly part of the New Haven RR, extends from
New Mttford, (Milepost 13.2) to Ganaan, Conn. (Mile-
post 47.5), a distance of 34-3 miles, in Litchfield County,
Conn. This line connects at Canaan with the Canaan
Secondary track of the PC (sec Line No. 59). A con-
tinuation of this line runs from New Milford to Berk-
shire Junction, near Danbury.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Gaylordsville
Kent
Cornwall Bridge
Falls Village

6
37
12
2

Total carloads generated by the line 57



carloads per week 1.1
\.verug<? curlo:uls per mile 1. 7
iverage carloads per train 1.8
1973 operating Information:

Number of round trips por year 31
Estimated time per round trip (hours) 5.0
Locomotive horsepower 1,600
Train crew size 4

Public Comments on Preliminary System Plan

George Wilber, Commissioner of the Connecticut De-
mrtment of Agriculture, stated that the loss of this line
vould result, in unemployment of 700 people, and would
seriously affect farmers of the area who cannot afford
in increase in their costs, particularly for grain received
!rom outside Connecticut.

According to the Berkshire Litchfield Environmental
Council, Inc. the line is needed for possible future trans-
portation of solid waste from northwestern Connecticut
o a Danbury solid waste recovery center to be con-
structed in the next few years.

The Connecticut Department of Transportation
claims loss of this line will destroy future industrial
zrowth and prevent development of possible passenger
service on the line.

The retention of this line is considered important to
ihe Environmental Protection Agency in its Trans-
portation Control Plans being developed for significant
reduction in air pollution.

Information for Line-Transfer Decision

Revenue received b.v P(l $25,271
Average rewnne per carload $443

39 CONNECTICUT
61, 62, 674

have been adjusted to reflect this change. New Mil-ford
shipper/i will continue to receive service.

Service to this line generated a loss of $249,645 in
1973. Recovery of this loss would require approximately
a thirty-fivefold increase in traffic or a 1,000-percent
rate increase.

Disposition

This portion of the New Milford Secondary Track
is not designated for transfer to Consolidated Rail Corp.
and is available for subsidy pursuant to section 304 of
the Act. I*ub]ic officials have recommended that cer-
tain rail rights-of-way be used for other public pur-
poses if rail service is discontinued. For line-specific
recommendations, see section C of this appendix.

Variable (avoidable) cost of continued
service:

(Tost Incurred on the branch line 227,609
Cost of upgrading branch line to FRA

Class I: < 1/tO of tntul upgrading coat) _ 20,105
Cost incurred beyond the branch line 18,202

Total variable (avoidable) cost 274,910

Net contribution (loss) : total. (249,645)
Average I*T carload (4.380)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe, operating speed of 10 m.p.h.). Based on
available i nformation, this upgrading would include the
replacement of a total of 3,7oO c-rossties (an average of
109 crossties per mile).

During the reanalysis process, this line was redefined
to place all traffic generated at Canaan on Line No. CO.
The resulting loss was $178.984. All Canaan traffic now
is assigned to Line No. 59 and the mileposts on this line

PORTION OF DANBURY BRANCH

USRA Line No. 61

Penn Central

This portion of the Danbury Branch, extending from
NorwaJJc (Milepost 43.0) to Rp.thd, Cmui. (Milepost
61.0), a distance of 18.0 miles* in Fairfield County,
Conn., a line which was recommended for inclusion on
page 390 of the Preliminary System Plan, shall be trans-
ferred to the Consolidated Rail Corp.

PORTION OF THE NEW CANAAN BRANCH

USRA Line No. 62

Penn Central

This portion of the. New Canaan Branch, extending
from Glenbrook (Milepost 3.0) to New Canaan* Conn.
(Milepost 8.0), a distance of 5.0 mM-es, in Fairfield
County, Conn., a line, which was recommended for inclu-
sion on page 390 of the Preliminary System Plan, shall
be transferred to the Consolidated Rail Corp.

PORTION OF PLAINFIELD SECONDARY TRACK

AND THE MIDLAND LINE

USRA Line No. 674

Penn Central

This portion of the Plainfield Secondary Track and
the Midland Line, formerly part of the New Haven
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WILLIMANTIC

Central Vermont
Ry to New
London • *

«—CV to Palmer

T
PORTION.
PLAINFIELD
SECONDARY
TRACK, PC

4—PC to Worcester

PLAINFIELD

'4- Norwich Secondary
/ Track. PC to Groton

EE, extend from Plain-field (Milcpost 0.0) to Willi-
mantic, Conn. (Milepost 23.3). and from Milepost 81.9
to Milepost. 85.4 near Wittamantic, a total distance of
26.8 miles, in Windham and New London Counties,
Conn. A continuation of the Plainfield Secondary Track
extends a short distance beyond Willimantic to end-of-
track (see Line No. 41). The line also connects with the
Norwich Secondary Track of the PC at Plainfield (see
Line No. 678) and with the Central Vermont By. at
Willimantic.

Traffic and Operating Information

Stations (with tbeir 1973 carloads) served by this line:
Versailles 1,426
Baltic 53
Willimantic1 563

Total carloads generated by the line 2,042
Average carloads per week 39.3
Average carloads per mile 76.2
Average carloads per train 20.4
1973 operating information:

Number of round trips per year 100
Estimated time per round trip (hours) 10
Locomotive horsepower 1, 800
Train crew size 4
1 Includes only, traffic on segment.

Public Comments on Preliminary System Plan

In much of the testimony this line was considered in
conjunction -with Line No. 41. For these lines com-
bined, the loss of rail service would result in unemploy-
ment for 551 people with a loss of more than $5 million
in personal income according to the Eastern Connecti-
cut Development Council. The Council also questions
the figures used to determine the viability of the lines.
The Council projected 12,786 more trucks would be
needed to handle the freight.

Concern was expressed by Federal Paper Board Co.
Inc., whether its two plants between Plainfield and Wil-
limantic would retain service. In 1974 they shipped and
received 1,403 rail carloads.

Several who testified expressed concern that without
TJSEA Line Nos. 678a, 674, 41 and 40 Eastern Con-
necticut would lose all freight service. Farmers depend
on these segments for grain and fp^'Hzer shipments.

Both the Norwich & Worcester and the Providence
& Worcester Eailroads have expressed interest in oper-
ating this line.

According to the Eastern Connecticut Bail Alliance
and the Eastern Connecticut Development Council, total
tonnages shipped to and from Willimantic (includes
Agway, American Thread, Mackey's and Olsen's Pet
Supply) were 7,770 for 1973 and 8,007 for 1974. Western
Grain in Baltic generated 1,500 tons of traffic in 1973
and again in 1974. Firms in Versailles (Amstar and Fed-
eral Paper Board, which is located at Milepost 9.6) will
be in the portion of the line recommended for service
(Milepost 0.0-9.8). They generated 33,400 tons in 1973
and 65,793 tons in 1974.

Central Vermont would have to have outside resources
for acquisition and rehabilitation before considering
acquisition.

Information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload—

$576, 874

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line 297,787
Cost of upgrading branch line to STRA

Class 1: (1/10 of total upgrading cost) 101, 261
Cost incurred beyond the branch line 341, 503

Total variable (avoidable) cost 740,551

Net contribution (loss) : total (163,677)
Average per carload (80)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards '(Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 9,600 crossties (an average of
358 crossties-per mile).

ESPO testimony illustrated an error in the decription
of this line by USBA. Another 3.5 miles of track was
found to exist at Willimantic. A check of the traffic rec-
ords verified that the traffic volumes had been attributed
to Line No. 674. North Windham traffic is billed at Wil-
limantic. The segment was redefined to add 3.5 miles of
track. These shippers could be served by the CV.

Although service to the entire line generates a loss,
service to that portion of the line from Milepost 0.0 to
Milepost 9.8 (serving shippers at Versailles who gener-
ated 1,426 carloads in 1973) would generate $398,618 in
revenue and $414,728 in costs resulting in a loss of
$16,110 or $12 per carload. Eecovery of this loss would
require approxmately a 10-percent increase in traffic or
a 4-percent rate increase.



Service to the remainder of the line {from Milepost
•.8 to Milepost 23.3 and from Milepost 81.9 to Milepost
5.1 serving shippers a.t Baltic anil Willimantic who
rcneratcd 616 carloads in 1978) would generate $178,256
n revenue and S34'2,387 in costs with a resulting loss of
•164-.131. Recovery of costs would require approximately
twofold increase in traffic or a 02-percent rate increase

ivcr the 1973 levels.

Nsposition

The portion of the Plainfield Secondary Track from
ililepost 0.0 to Milopost 9.8 shall be transferred to the
Consolidated Rail Corp.

The portion of the Plainfield Secondary Track from
rfilepost 23.1 to Milepost 28.3 shall be offered for sale
o the Central Vermont By., a profitable railroad oper-
itinjj in the region. If this offer is not accepted, the line
s not designated for transfer 1o Consolidated Rail
^orp. und is available for subsidy pursuant to section
504 of the Act.

The portion of the Plainfield Secondary Track and
he Midland Line from Milepost 9.8 to Milepost 23.1
uid from Milepost SI.9 to Milepost 85.4 is not desig-
lated for transfer to Consolidated Rail Corp. and is
ivailablc for subsidy pursuant to section 3U4 of the Act.
3ul>lic officials have recommended that certain rail
•ights-of-way bo used for other public purposes if rail
service is discontinued. For line-specific recommenda-
ions, see section C of this appendix.

CANAL SECONDARY TRACK

USRA Line No. 675

Penn Central

The Canal Secondary Track, extending from New
Haven (Milepost 2.0) to Plamvillc, Conn. (Milepost
27.5). a distance of 2o.o miles, in Hartford and New
Haven Counties. Conn., a line which was recommended
for inclusion on page 392 of the Preliminary System
Plan, shall be transferred to the Consolidated Rail
Corp.

PORTION OF THE HOLYOKE SECONDARY

TRACK

USRA Line No. 675a

Penn Central

This portion of the Ilolyoke Secondary Track, ex-
tending from WaitiriUfi (Milepost 0.0) to Farmington,
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Conn. (Milopost 3.4). a distance of 34 -miles, in Hart-
ford County. Conn., a line which was recommended for
inclusion on page !*93 of the Preliminary System Plan,
shall be transferred to the Consolidated Rail Corp.

PORTION OF THE NORWICH SECONDARY TRACK

(JSRA Line No. 678

Penn Central

This portion of the Norwich Secondary Track, ex-
tending from Plainfeld (Milepost 28.0) to Putnam.
Conn. (Milepost 45.8), a distance of 17.8 miles, in
Windham County. Conn., a line which was recom-
mended for inclusion on page 394 of the Preliminary
System Plan, is controlled by the Norwich & Worces-
ter RR. Interim service will be provided by Consoli-
dated Rail Corp. or another railroad.

PORTION OF EAST LONGMEADOW
SECONDARY TRACK

USRA Line No. 685

Penn Central

PC to Springfield <

/ IEAST WINDSOR MP is.o
it n East Windsor
I 9.0 miles I PORTION OF EAST

V-LONGMEADOW
SECONDARY TRACK. PCA }

PC to Griffins \ '

Hartford

PC to New Britain

>rd)>> rsLEAST HARTFOROMP"'
• \ East Hartford"""-«

PC to New Haven pc to Wethersfleld

PC to South
Manchester

This portion of the East. Longmeadow Secondary
Track formerly part of the New Haven ER. extends
from East Windso? (Milepost 18.0) to East fferrffonl,
Conn. (Milepost 27.0), a distance of fi.O w«7ea, in Hart-
ford County, Conn. The northerly continunlion of this
line extends from East Windsor to Haziirdvillo (see
Line No. 45) und beyond. At East Hartford the line
connects with the Willimantic Secondary Track.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
South Windsor 514
Bast Windsor Hill 1,174
East Windsor 173

Total carloads generated by the line 1, 881
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Average carloads per week 35.8
Average carloads per mile 206.8
Average carloads per train 7.4
1978 operating information:

Number of round trips per year 250
Estimated time per round trip (hours) 5.0
Locomotive horsepower 1,600
Train crew size 4

Public Comments on Preliminary System plan

The Highland-Armory Rail Retention Committee,
South Windsor Chamber of Commerce, and Connecti-
cut DOT, testified that the 1,662 carloads attributed
to the line by USRA should have been 7,347 carloads
with 5,438 carloads projected for 1975. Reduction in
1975 volume is due to a major change in operation by
First National Stores, Inc., which in 1974 reduced its
traffic from 2,300 cars to 520 cars per year. The Com-
mittee also reported that unemployment along the line
could be as high as 1,000 if rail service is lost. The Great
Atlantic & Pacific Tea Co. alone would lose an invest-
ment of $1.3 million.

The Greater Hartford Chamber of Commerce stated
there are 1,236 acres of industrial zoned land in their
area while South Windsor has over 2,500 acres. Rail
service is a great asset when selling an area to interested
businesses.

Mayor Richard H. Blackstone, of East Hartford, said
the area would need 19,968 trucks to handle the 1973
rail freight volume.

This line reportedly has never been known to be
flooded, and can handle high and wide loads.

Congressman Moffett, the Chamber of Commerce,
and the Town Manager all said the carloads from South
Windsor should have been 1,835 for 1973, not the 509
carloads used by USRA. Congressman Cotter submitted
a list of 22 firms whose shipments made up the larger
total.

Monsanto was scheduled to open a new plant at
Milepost 22.4 in 1975, according to patron listing com-
pleted for USRA.

The estimated time per round trip should be reviewed.
The estimate of 10.5 hours appears high considering the
length of the line and the traffic attributed.

The necessity for rehabilitation should be reviewed.
Backing data indicates 25 percent good ties with no rail
replacement requirements.

Retention of this line is considered important to the
Environmental Protection Agency in its Transporta-
tion Control Plans being developed for significant re-
duction in air pollution in the Hartford, Conn., area.

Information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload

$610,208

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 178,833
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 23,015

Cost incurred beyond the branch line— 448,464

Total variable (avoidable) cost 650,812

Net contribution (loss): total-
Average per carload

(40,609)
(22)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 4,500 crossties (an average of
405 crossties per mile).

This line had to be reanalyzed with the inclusion of
East Windsor, which was omitted in the original
analysis.

The Association was unable to reconcile the difference
in carload figures at South Windsor, although this traffic
may be billed at East Windsor Hill.

Service to this line generated a loss of $40,609 in
1973. Recovery of this loss would require approximately!
a 25-percent increase in traffic or a 7-percent rate in-
crease. The existence of an additional 1,321 carloads at*
South Windsor, as reported to the RSPO, would change
this loss to a contribution of approximately $74,000. '

Disposition

This portion of the East Longmeadow Secondary
shall be transferred to the Consolidated Rail Corp.

INTERSTATE LINES

SOUTHBRIDGE SECONDARY TRACK

USRA Line No. 40

Penn Central

-SOUTHBRIDGE

SOUTHBRIDGE
SECONDARY
TRACK. PC

I

6 Webster

WEBSTER (HILL)

/4— Norwich Secondary
/ Track, PC



The Sout-hbridge Secondary Track, formerly a part
.f ihe New Haven RR, extend^ from Webster (Milt)
Milepost 0.5). to Xovt/ibriilf/r. Mans. (Milepost 11.1),

i distance of 1'Jjfi i/iifex. in Worcest er County, Mass, and
IVindham County, Conn. At Webster (Hill) it con-
lects with the Norwich Secondary Track of the PC (see
jine No. 678a).

'raffic and Operating Information

stations (with tlielr 1!>73 cnrloads) served by this lino:
Wc«t Dudley 110
Sander«dule 1
Southbridse 92

Totnl carloads j?eiiornl«l by tho lino _. ---------- 203
Overture carloads ]«»r week --------------------------- a.9
Vvi-ruge uarluftds jwr mile ---------------------- ..... 1J>. 2
VVITURP carloads por irniti ___________ ________________ 3.9
073 oticrnfinx information:

NnmlK'r of round trips ]ier year ___ . ________________ 62
Estimated tlmo IICF round trip (hours) ___ .. __________ 2
r/ot'onioUvc horsepower _______ ______________________ 1,500
Train crew size ----- _______________________________ 3

»ublic Comments on Preliminary System Plan

On Mim-h -\, lOTri, the Providence & Worcester Co.
•spivs-eud inteivst, in ac(]iiirinff and operating this line.
?&W testified it would like its proposal concerning
his line <md USRA Line No. <578a t<> be incorpoi-atexl
nto tlie Final Sysrem Plan. Several parties testified in
•upport of P&W's propoRil.

The Ainuriean Optical Corp. stated that it employs
ipproximately 4,000 people in Southbridpe. with an
innual payroll in excels of $3<i million. If rail service
is discontinued, the firm estimated that alternative
rranspoitation woiihl incivoHC its costs between $60,000
ro ^70.000 per year. In tiddition tl»^ id)andonmcnt would
result in a reduction in the company's work force. In
1074, American Optical received approximately 60 rail
far>: more than half of which contained silica sand.

According to evidence submitted. L&P Distributions
generated i) carloads over t.liis line in 1074. (See addi-
tional comments under Line No.

Information for Line-Transfer Decision

Revenue received by !'{'_. . ___________________ ____ S71.374
rrvouue ]>or cnrlonil .. . . . . S352

Variable (avoidable) I'ost of conHnnixl
service:

Cost incurred on the liranrh lint1- _ . 79, 9S2
Cost of upgrading hrancli line to KHA.

Olas's I: (1/10 of total upgriidmjr
cost) 13,041

f'o^t incurred beyond tlio branch line--. _. 53. 251
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Thi> lino would require upgrading to me&t the
requirements of the Federal liailroad Administration's
minimum safety standards (Clas-i 1 truck, which has a
maximum safe, operating speed of 10 m.p.h.). Based
on available information, this upgrading would in-
clude, the, replacement of :i total of 1,700 ora-stics {an
average of 160 cros-sties per mile).

Service to this line generated si Joss of $72,900 in
197S. Recovery of this los- would require approximately
a fourfold increase in tra-ffic or n Hi;J-perajrit rate in-
crease. The existence of an additional 1-1 carloads on
this line, as Mas?. DOT has claimed, would reduce the
loss to approximately $71,600. Although the shippers
served by this line have provided information indicating
some traffic growth, the. projected traffic le^el is sig-
nificantly less than that required for viability.

The Norwich & Worcester RR. intend? to reaoqnirc
control of this line nnd operate it as an independent
short-line railroad.

Disposition

The Southliridgc, Secondary Track is no* designated
for transfer to Consolidated Rail Corp. and is available
for subsidy pursuant to section Wl of tiie Act. Public
officials have, recommended that certain mil rights-of-
way be used for other public purposes if rail service is
discontinued. For ]ine.-ppecitic recommendations-, see sec-
tion 0 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.

Total variable I avoidable) rost 14-1,274

Net rontriltutioii (loss) : total
Average per carload...

_ ._ (72,900)
(359)

PORTION OF EAST LONGMEADOW

SECONDARY TRACK

USRA Line No. 44

Penn Central

This portion of tho East Longmeadow Secondary
Track, extending from East Longmtadow, Mans. (Mile-
post 7.0)' to //asafdvtWt, Oonn. (ililepost 12.5), a dis-
ance, of 0.0 miJcs. in Hartford County, Conn., and
Hampden County. Mass.. a line which was recom-
mended for inclusion on page 397 of the Preliminary
System Plan, shall be transferred to the Consolidated
Rail Corp.

PORTION OF HOLYOKE SECONDARY TRACK

USRA Line No. 54

Penn Central

This portion of the Hblyoke Secondary Track, for-
merly a part of tho New Haven RR. extends from
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Florence Secondary
Track. PC \

* /
PC Albany-Boston-, / /k-PC to Holyoke
Line i^VWestfield

JjTwESTRELO(MP3l.7)

.PORTION OF HOLYOKE
SECONDARY TRACK. PC

tSIMSBURY

/«-PCtoPlainville

Simsbwy, Conn. (Milepost 14.7) to West-field, Mass.
(Milepost 31.7), a distance of 17.0 miles, in Hartford
County, Conn, and Hampden County, Mass. At Sims-
bury it connects with its own southerly continuation
to Farmington, Conn., and Plainville (see Line No. 55),
and at Westfield with its northerly continuation to
Holyoke, Mass, (see Line No. 683). At Westfield, the
line also connects with the Florence Secondary Track of
the PC to Easthampton (see Line No. 684) and the
Albany-Boston line of the PC.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Floydville 1
Granby 17
Congamond 1
Southwick 32

Total carloads generated by the line 51
Average carloads per week 1.0
Average carloads per mile 3.0
Average carloads per train 3.4
1973 Operating information:

Number of round trips per year 15
Estimated time per round trip (hours) 2
Locomotive horsepower 1,800
Train crew size 4

Public Comments on Preliminary System Plan

The Joint Transportation Committee of the Lower
Pioneer Valley Eegional Planning Commission re-
ported that only a short section of additional track
would have to be included in ConRail in order to
provide service to Southwick, Mass, and its industrial
park. The Commission recommends that TJSRA do a
cost-benefit analysis of this short section of track to
include social and economic factors as well as consider-
ation of financial viability.

The town of Southwick submitted the following
traffic data:

Carloads

Company
Culbro-Tobacco Dlv. of General Cigar Co.
Fred B. Arnold & Sons
Pioneer Dairy, Inc
Can-Pak Corp.
Robert F. Arnold Tobacco Co
Gilbert 8. Arnold Tobacco Co
Battistonl Lumber Co'

1974
14 19
2 2
4 6
8 8
3 8
3 3
8 8

> Battistonl Lumber reports that II an unloading ramp was provided, freight,
service would Increase by 24 cars. |

The Columbia Manufacturing Co., Westfield, re-
ported shipping 578 carloads in 1973 and 639 in 1974.
If the company had to use trucks exclusively their ship-
ping costs would double, they could not be competitive,
and would probably have to go out of business. Accord-
ing to other testimony, however, alternate rail routing
would be available to Columbia. (Note: Columbia Man-
ufacturing Co. is not located on this line.)

Information for Line-Transfer Decision

Revenue received by PC $16,211
Average revenue per carload. $318

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 115, 798
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 12,961
Cost incurred beyond the branch line 9,914

Total variable (avoidable) cost 138,673

Net contribution (loss) : total (122,462)
Average per carload (2,401)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would in-
clude the replacement of a total of 2.300 crossties (an
average of 135 crossties per mile).

Additional testimony received dealt with the need to
keep this line for oversized loads. There are adequate
alternative clearance routes.

The distance from Westfield to Southwick is 4.2 miles
and retention of this track for 32 cars is unwarranted.
Also, as the facility at Southwick is a team track; alter-
nate team tracks are available.

Service to this line generated a loss of $122,462 in
1973. Recovery of this loss would require approximately
a nineteen-fold increase in traffic or a 755-percent rate
increase.

Disposition

This portion of the Holyoke 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
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rights-of-way be used for other public purposes if rail
service is discontinued. For line-specific recommenda-
tions, see section C of this appendix.

PORTION OF CANAAN SECONDARY TRACK

USRA Line No. 59

Penn Central

PC to North Adams

Pittsfield

\
\ Boston-to-Albany

Line. PC /
*

Adams Junction

• PC to Pittsfield

t • SOUTH LEE

M
f J*~_ PORTION OF CANAAN

£ I SECONDARY TRACK. PC

O Canaan

T CAN A AN (MP47.5)

-New Milford Secondary Track ,PC

This portion of the Canaan Secondary Track, for-
merly a part of the New Haven. RR, extends from
Oanatm, Conn. (Milepost 47.5) to South, J.ec. Mam.
(Milepost 71.5), a distance of 24.0 miles, in Berkshire
County. Mti=s. and Litc-hfifld County. Conn. A continu-
ation of this line extend? northward from South Ixsc to
PittsfMsld where it connects with the Boston-to-Albany
Lino of the PC. At Canaan the line cotinccUi with the
PC New Milford Secondary Track to New Milford (see
Line No. 00).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Canaan -------------------- . . ____________
Ashley Falls ____________ ......... _______ .......
Sheffield _______________________________ ...... ...
Oreat Harrington _____________ ________________
Van l>euseimUe ----- . --------------------------
IIt.iii.sat.nnic --------------------------------------

3
SSfc
58
78

409
2

South Lee1

Total carloads generated by the line 1,900
Average carloods per week 37.7
Average oarLonds per miLe_- .... si. 7
Average carloads per traiu . 7.3
197K operating information:

Number of rounrt trips per year _ . 270
Khtiiiiiuert time per round trip (hours) _ . _ 5.0
Jjoeomotive horsepower 1,J50(>
Train crew size 4
1 iTK'ludcs only traffic on segment.

CONNECTICUT
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Public Comments on Preliminary System Plan

The Berkshire County Development Commission
(IJCDC) stated that USRA included the shippers at
TTousatonic, Mass, in its figures for the portion of line
between M ilcposts 71.5 and 66.7 which will be retained
in the CoiiRnil System. However, the shippers are at
approximately Milepost 64 so it would not receive
service.

According to the BCDC discontinuance of service
on the trackage In'tween Milcposts 66.7 and 48.3 at
Canaan will result in the loss of 400 jobs and 81.5 mil-
lion in personal income. This Berkshire Line Kail Users'
Committee said loss of rail in the area would increase
the current unemployment rate of 9.9% to 17.7%.

Fifty out. of the seventy people employed at Pfizer
Limes Limestone & Metal facilities at Canaan, Conn,
would lose thru- jobs without rail service. In 1973 this
phint generated 877 carloads.

Without rail service U.S. Route 7 will be the pri-
mary highway for handling the north-south traffic flow.
This highway is inadequate to handle heavy trucks
and would need <o be upgraded, along with Route 8,
at a <-ost of nearly $20 million.

The Berkshire Railroad Co. is contemplating estab-
lishment as a shortlino rail carrier from Danbury,
Conn., north to Pittsfield, Mass.. and from Pittsfield to
North Adams. Mass.. with operating rights over the
Boston and Albany Railroad in Pittsfield. The Com-
pany says it is ttm only one proposing to operate over
the entire line.

TliB Berkshire Line Rail Users' Committee wants
service- retained sind the mileposts changed from 48.3-
86.7 to -47.0- -66.7. The additional 1.3 miles would in-
clude Ber.ton-Dicldnson, Inc. on the line. They also
fhum USRA's 107;} revenue figures for thu line did not
include Lane Construction Corp.. Sheffield, Mass.. 333
cnrs; Now England Log Homes, Great Barrington,
Muss.. t< curs: Massachusetts Electric, Great Ban-ing-
ton, 10 cars: Berkshire- Paper Co., Great Barrington,
29 cars; and others: and that revenue on Line No. 59
wa*i nljout 10 percent more than shown by USRA.

The, Department of the Interior stated that the pro-
posed Route 7 linear park will extend from Norwalk
to New Milford, Conn. If Lines Nos. 59 and 60 arc
abandoned a trail could extend north from Nc-w Milford
along thin Tlousatonic and Hoosic River Valleys, to
North Adams, Mass.

Tin1 retention of this 1 ine, is considered important to
tin?. Environmental Protection Agency in its Transpor-
tation Control Plans being developed for significant
reduction in air pollution.

Information for Line-Transfer Decision

Re v< in UP. received by PC
Average revenue per carload

$68«,317
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Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 278,050
Cost of upgrading branch line to FBA

Class I:(1/10 of total upgrading cost) _. 27, 768
Cost incurred beyond the branch line— 419,987

46

Conn, and Worcester County, Mass. Continuations of
this line run from Auburn to South Worcester and from
Putnam to Plainfield (see Line No. 678). At Webster
(Hill) (Milepost 54.9), this line connects with the
Southbridge Secondary Track of the PC.

Total variable (avoidable) cost 726,705 Traffic and Operating Information

Net contribution (loss): total (40,388)
Average per carload (21)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 3,500 crossties (an average of
146 crossties per mile).

It was suggested in ESPO testimony that all traffic
at Canaan be placed on this line rather than dividing
it between Line No. 59 and Line No. 60. The above data
reflects this change. Service to this line generated a loss
of $40,388 in 1973. Recovery of this loss would require
approximately a 15-percent increase in traffic or a 6-
percent rate increase.

Disposition

This portion of the Canaan Secondary Track shall be
transferred to the Consolidated Rail Corp.

PORTION OF THE NORWICH SECONDARY

TRACK

USRA Line No. 678a

Penn Central

PC to South-»l
Worcester |

I
AUBURN^ _y_

PORTION,
NORWICH —
BRANCH. PC

20.2 miles

PUTNAM(MP45.8)
Putnam

«-PC to
Groton

••* WebsterQr~1
Southbridge I
Secondary A
Track, PC A

This portion of the Norwich Secondary Track, for-
merly part of the New Haven RR, extends from P-ui-
nam, Conn. (Milepost 45.8), to Auburn, Mass. (Milepost
66.0), a distance of W& miles, in Windham County,

Stations i'with their 1973 carloads) served by this line:
Grosvenordale 23
North Orosvenorrlale 149
Webster 187
Oxford 58

Total carloads generated by the line 417
Average carloads per week 8. 0
Average carloads per mile 20.6
Average carloads per train 4.0
1973 operating Information:

Number of round trips per year 104
Estimated time per round trip (hours) 5.0
Locomotive horsepower 1,500
Train crew size 3

Public Comments on Preliminary System Plan

The Providence & Worcester RR testified that it is
interested in purchasing and operating this line, and
Line No. 40. Their interest is contingent upon the acqui-
sition of a 4-mile section of track between Auburn and
the P&W yards (Milepost 66.0 to Milepost 70.1) which
has been recommended for inclusion in ConRail. Ac-
cording to the Auburn-Putnam Rail Study Commit-
tee, the P&W has the unanimous support of all rail
users on the two line segments. The Worcester Area
Chamber of Commerce Rail Action Force also supports
the proposal.

The Norwich & Worcester again requests USRA to
preserve the Worcester to Groton line. They propose
reacquisition of possession and control of the property.
The company proposes to operate the trackage as an in-
dependent short line carrier.

The Rail Study Committee stated that the Webster
Spring Co. in Oxford has plans for expansion, de-
pendent on the continuation of rail service. The com-
pany projects using 300 cars per year. The firm is in the
process of rehabilitating its siding and loading facil-
ities.

The Harry Seder Co. of Webster has initiated a
$100,000 expansion, dependent on the continuation of
rail service. The company anticipates a 20-percent in-
crease in its rail use in 1975. If rail service were dis-
continued, the company would close, resulting in the
unemployment of 30.

The Plantation Steel Co. in Auburn, which employs
10 to 15 people, with an annual payroll of $100,000,
would cease operations if rail service were abandoned.

The Town of Oxford testified that four industries in
its community generate 90 carloads per year. The town
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anticipates that these industries will increase their
shipments in the near future.

The Eastern Refractories Co. of Auburn indicates
that it received rail freight amounting to 600 tons in
1973 and 593 in 1974. The firm employs 14 people with
an annual payroll of $207,800. The company would be
forced to close if rail service were discontinued.

International Paper Co. stated that its Putnam plant
generated 780 carloads over this line. The company
contends that if this line and Line No. 678 were analyzed
together, they would show a profit of $322,528. Interna-
tional claims the combined segments require no
upgrading.

The Eastern Connecticut Development Council re-
ported that five firms located at Grosvenordale and N.
Grosvenordale generated 11,474 tons in 1973 and 12,235
in 1974. The nine companies located on the Putnam
Branch routed 48,886 tons in 1973 and 56,227 tons in
1974 over this line (see Line No. 40).

Information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload.

$149, 886

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the lirunch line 174,962
• Cost of upgrading branch Hne to FRA

Class I: (1/10 of totul upgrading cost) - 0
Cost incurred beyond the brunch line 104,017

Total variable (avoidable) cost 278,979

Net contribution (loss) : total (129,093)
Average per carload (310)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

The suggestion was made that the entire line from
Groton to "Worcester 'be studied, including all of the
traffic at Groton and Worcester. This action would in-
volve cross-subsidization and therefore was not under-
taken.

Service to this line generated a loss of $129.093 in
1973. Recovery of this loss would require approximately
a threefold increase in traffic or an 86-percent rate in-
crease. The existence of an additional 32 carloads on this
line in 1973, as indicated in the above testimony, could
reduce this loss to approximately $125.600. Although
the shippers served by this line have provided informa-
tion indicating some traffic growth, the projected traffic
level is significantly loss than that required for viability.

The Norwich & Worcester RR intends to reacquire
this line and operate as an independent short-line rail-
road.

CONNECTICUT
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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
righta-of-way be used for other public purposes if rail
service is discontinued. 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 aU of the
traffic generated on this line.

PORTION OF SHORE LINE

USRA Line No. 43

Perm Central

HILLS GROVE
(HP 175 8)

PORTION OF SHORE
LINE. PC

New London
-o

Grown Kingston
••

Narraganiett Pier RR —»/
CWakefleld

This portion of the Shore Line, formerly part of the
New Haven RR, extends from Groton, Conn. (Milepost
126.7) to Hills Grore, KJ. (Milepost 175.8), a distance
of 49-1 miles, in New Ijondon County, Conn, and Wash-
ington County, R.l. This line continues westward at
Groton to New York, and eastward at Hills Grove to
Boston. The line connects at Groton with the Norwich
Secondary Track of the PC and at Kingston. R.I. (Mile-
post 158.1) with the Narragansott Pier RR (see Line
No. 43a).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Noank 0
Mystic 12
Stonlngtou 0
Westerly _. 356
Bradford 98
Wood River Junction 9
Kenyons 10
Kingston 79
Slocums 30
Wickford Junction 7
Davlsville 512
East Grwnwlcb 157
Apponnug 16
Goulds1 0
Pearo Dale1 73
Wakefleld1 2

Total carloads generated by the lice-

See fool note at end of table.

1,381
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Average carloads per week 26.2
Average carloads per mile 27.7
Average carloads per train 5.4
1073 operating Information:

Number of round trips per week 250
Estimated time per round trip (hours) 8. 0
Locomotive horsepower 1, 750
Train crew size 4
1 Stations on tbe Narragansett Fler RB.

Public Comments on Preliminary System Plan

This line was reevaluated by the USRA and has been
recommended for inclusion in ConRail in "USRA
News" of March 14,1975.

Information for Line-Transfer Decision

Revenue received by PC $630,518
Average revenue per carload $463

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line1 141,423
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading;
cost) 0

Cost incurred beyond the branch line— 386, 518

Total variable (avoidable) cost 527,941

Net contribution : total 102, 577
Average per carload 75

1 Excludes maintenance and ownership costs due to tbe predominant
use of the line for passenger service.

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Various traffic, line definition, and cost errors were
found. In addition, maintenance and ownership costs
were removed as this property will be transferred to
Amtrak.

Disposition

This portion of the Shore Line shall be transferred to
Amtrak. ConRail will continue to provide local freight
service.



DELAWARE

USRA
Line

Number

138a
159
160
161
162

Intrastate

PC

Terminals

Farnhurst to New Castle
Lewes Beach Track at Lewes
Broadkill to Lewes
Georgetown to Broadkill
Clayton to Smyrna

Page

49
30
51
51
52

937

147
167
168
169

907/939

RDG
Montchanin to Rockland

Interstate

PC

Delaware to Maryland

Townscnd, Del. to Masscy, Md.
Indian River, Del. to Snow Hill, Md.
Soaford, Uel. to Cambridge, Md.
Clayton, Del. to Easton, Md.

RDG
Delaware to Pennsylvania

Elsmere Junction, Del. to Elverson, Pa.

53

54
55
55
56

.57

PORTION, NEW CASTLE INDUSTRIAL TRACK

USRA Line No. I38a

Penn Central

This portion oi the New Castle Industrial Track,
formerly part, of the Pennsylvania RK, extends from
Farnhurst (Milepost 4.1), to A'ew Castle (Milepost
<>.2), a distance of %.l niJlfH. in Xe.w Castle County, Del.
At Farnhurst. the line, continues to Bank (see Line
No. 138). At New Castle, this line connects with the PC
New Castle Secondary Track. This line was the former
connection from the Wilmington passenger station to
the Delmarva Branch.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Farnhurst
New Castle1

44
12

Total carloads generated by the line 66
Average carloads per week 1.1
Average carloads per mile 26.7
Average carloads per train 1.1

RDG to Birdsboro, Pa.

\

• ..-•"" \ PC to Philadelphia
^B&O to Philadelphia 1 -B*0 to Philadelphia ,̂̂

•"" ^
\ Wilmington ̂ i**"
V — O" """'*'

/XV N^)Edje Moor Yard
• * ^ WV1 """

BSD to Baltimore / ^""
V • J *

V'' / \ X

^---""""* ^«
Ragan^J*1 PC (out of service) / tDPijeon Point

/ Bank \* y
/ X^ARHHURST/

„ . / V / PORTION OF
Newark^ fV*—/ -PC NEWCASTLE

S N %\ / INDUSTRIAL TRACK
S ^^ ^V
^ N

N XNEW CASTLE
PC to Baltimore XJ/

TJ Porter

PC to Cape Charles—>/ NS»T'PC '" Rerb°ld

1973 operating information:
Number of round trips per year 62
Estimated time per round trip (hours) 1.0
Locomotive horsepower 1,000
Train crew size 4
1 Includes nnly traffic on segment.

Public Comments on Preliminary System Plan

Kaiser Aluminum & Chemical Corp. stated their
highway products plant, completed on this line in late
1973. shipped 102 carloads in 15)74, and i>xpex*ts revenue
tonnage to increase from Wf> to :J5?r in 1075. Further
increase is expected in 1976 to nearly double the revenue
tonnage shipped in 1974. Inbound shipments in 1974
totalled 51 carloads. The. plant would have to be re-
located at great expense if rail service, is discontinued.

Increased traffic in 1974 and projections for the fu-
ture, should be considered by USRA. before final recom-
mendations arc made.

Information for Line-Transfer Decision

Revenue received by PC $12,737
Average revenue per carload $227

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line 18,842
Cost of upgrading branch line to FRA Class

I (1/10 of total upgrading cost) 541
Cost Incurred beyond the branch line 4,241

Total variable (avoidable) cost 23,624

Net contribution (loss): total (10,887)
Average per carload (194)
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This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I Track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 100 crossties (an average
of 48 crossties per mile).

This line was reanalyzed using the 148 carloads of
traffic generated on this line in 1974 and reducing to 100
the total number of ties required for the line to meet
FKA Class I track standards. Although shippers on this
line generated only 50 carloads in 1973, they generated
148 carloads in 1974. The higher 1974 traffice level re-
sulted in a contribution of $1,680.

Disposition

This portion of the New Castle Industrial Track shall
be offered for sale to Southern Ry., a profitable carrier
operating in the Region. If this offer is not accepted,
the line shall be transferred to the Consolidated Rail
Corp.

LEWES BEACH TRACK

USRA Line No. 159

Penn Central

PC Rehoboth
Track to
Georgetown

V
LEWES

LEWES BEACH
TRACK. PC

The Lewes Beach Track, formerly part of the Penn-
sylvania RR, extends from Milepost 0.0 to Milepost 2.4,
a distance of 24 miles at Lewes, Sussex County, Del.
At Lewes this line connects with the PC Rehoboth
Track (see Line No. 160).

Traffic and Operating Information

Stations (with their 1973 carloads) served liy this line:
Lewes * 14

Total carloads generated by the line 14
Average carloads per week 0.3
Average carloads per mile 5.8
Average carloads per train 0.6
1973 operating information:

Number of round trips per year 25
Estimated time per round trip (hours) 1
Locomotive horsepower 1, 600
Train crew size 4
1 Includes only traffic on segment.

Public Comments on Preliminary System Plan

Smith Douglas Division of Borden Chemicals
opened storage tanks on the Lewes Beach Track in
1973 which generate 50-60 tankcars per year. The
company states that truck shipments would cost $7
per ton more than rail. The company shipped 70 cars
in 1974.

RSPO analysis for the total 159/160/161 segment
indicates that the total locomotive and crew hours for
these lines total 1,025 in the Association's Plan. An
RSPO onsite study in 1974 determined the actual time
spent on these lines to be 438.43 hours (43 percent of
the USRA figure).

The Smith Douglas carloads and revised crew hours
could well change the line viability findings.

Information for Line-Transfer Decision

Revenue received by PC $7,561
Average revenue per carload $540

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 18,371
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading)
cost) 5,258

Cost incurred beyond the branch line 3,803

Total variable (avoidable) cost 27,522

Net contribution (loss): total (19,961)
Average per carload (1,426)

This line would require upgrading to meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 387 crossties (an average
of 161 crossties per mile).

Service to this line generated a loss of $19,961 in 1973.
Recovery of this loss would require approximately a
six fold increase in traffic or a 265-percent rate increase.

USRA reported 14 cars in 1973 vs. 38 cars reported by
a shipper. The additional 24 carloads would reduce the
loss to approximately $13,675.

This line is served via Line Nos. 160 and 161 which
generated a combined loss amounting to $127,745. Al-
though the shippers served by this line have provided
information indicating some traffic growth, the pro-
jected traffic level is significantly less than that required
for the viability of this line and the connecting lines
(Line Nos. 160 and 161).

Disposition

The Lewes Beach Track is not designated for trans-
fer to Consolidated Rail Corp. or to Southern Ry. and



is available for subsidy pursuant to section 30+ of the
Act. Public officials have recommended that certain rail
rights-of-way be. used for other public purposes if rail
service is discontinued. For line-specific recommenda-
tions, see section C of this appendix.

PORTION OF THE REHOBOTH TRACK

USRA Line No. 160

Penn Central

51 DELAWARE
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The Sussex County Administrator expressed concern
Hint if service over the line ceases, the development of
an industrial park will cease, and 2,(KX) potential jobs
will be lost.

Information for Line-Transfer Decision

Revenue received by PC $46,072
Average revenue per carload $378

PC to
Georgetown •

PORTION OF
REHOBOTH
TRACK. PC

LEWES

BROADKILL
|«-8.0miles-»l

Lewes
Beach
Track, PC

This portion of the Rehoboth Track, formerly part of
the Pennsylvania RR, extends from Broadkill (Mile-
post 30.0) to Lewes, Dei. (Milepost, 38.0), a distance of
8.0 mile*) in Sussex County, Del. At Broadkill, this line
continues west to Georgetown, (Line No. 161). It con-
nects at Lewes with the PC Lewes Beach Track, (see
Line Mo. 159).

Traffic and Operating Information

Stations (with their 1073 carloads.) served by this line:
Cool Spring 1
Nassau 31
Lewes1 90

Total earloadR generated by the line 122
Average carloads per week . 2.4
Average carloads per mile 15.3
Average carloads per train 2. 4
1973 operating information:

Number of round trips per year — 152
Estimated time per round trip (hours) 4.0
Locomotive horsepower 1, BOO
Train crew size „ \
1 Includes only traffic on segment.

Public Comments on Preliminary System Plan

The Barcroft Co. extracts necessary raw materials
from the ocean for the company's chemical production.
Barcroft depends on .rail for out sh Lpment of its chem-
icals. Because of the need to be- on a rail line near the.
ocean, it would be difficult for the company to relocate.
Barcroft is opposed to the 70/30 rail service continua-
tion subsidy plan because it does not believe Delaware
is in a position to supply the 30 percent.

Eli Lilly reports shipping 14 carloads from Lewes to
Lafayette, Ind. in 1974.

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line .__ 68,463
Cost of upgrading branch line to FRA Class

1: (1/10 of total upgrading cot.t)_ _ 10, 874
Cost incurred beyond the branch line 34,735

Total variable i avoidable) d>sr 114,072

Not contribution (loss) : total (68,000)
Average per carload <5o7)

This line would require upgrading to meet the require-
ments of the Federal.Railroad Administration's mini-
mum safety standards (Class I track, which has a maxi-
mum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 1.114- crossties (an average of
130 crossties per mile).

Service to this line generated a loss of $68,000 in 1973.
Recovery of this loss would require approximately a six
fold increase in traffic or a 150-percem rate- increase. No
specific traffic growth information is available.

Disposition

This portion of the Rehoboth Track shall be offered
for sale, to the Southern Ry., a profitable railroad op-
erating in the Region. This sale would preserve rail
service to 122 carloads or 100 percent of the. traffic, gen-
erated on this line. If this offer is not accepted, the line
is Mt 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 pur-
poses if rail service is discontinued. For line-specific
recommendations, see section C of this appendix.

PORTION OF THE REHOBOTH TRACK

USRA Line No. 767

Penn Central

This portion of the Rehoboth Track, formerly part of
the. Pennsylvania RR, extends from Georgetown (Mile-
post 23.9) to Broadkill. Del (Milepost 30.0), a distance
of 6.1 miles, in Sussex County, Del. At Broadkill this
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DM&V-v
Secondary *'
Track, PC, /

to Harrington / PORTION OF
f REHOBOTH

GEORGETOWN I TRACK PC'

Rehoboth Track
To Lewes, PC •

Snow Hill
/ Secondary

/ Track. PC

line continues to Lewes (see Line No. 160). At George-
town this line connects with PC DM&V Secondary
Track and the Snow Hill Secondary Track.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Benmim 1
Broadkill 151

Total carloads generated by the line 152
Average carloads per week 2.9
Average carloads per mile 24.9
Average carloads per train 2.9
1973 operating information:

Number of round trips per year 52
Estimated time per round trip (hours) 4
Locomotive horsepower 1,600
Train crew size 4

Public Comments on Preliminary System Plan

The Sussex County Administrator projects move-
ment of 200 carloads per year over the Georgetown to
Broadkill line and is concerned that a proposed indus-
trial park will not materialize without rail sendee.

Justin Atlantic Co. projects handling 200 carloads
per year at its new facility.

Information for Line-Transfer Decision

Revenue received by PC $18,324
Average revenue per carload $121

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 53,949
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) 5,759
Cost incurred beyond the branch line 18,360

Total variable (avoidable) cost 78, 068

Net contribution (loss): total (59,744)
Average per carload (393)

This line would require upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on

available information, this upgrading would include the
replacement of a total of 755 crossties (an average of
124 crossties per mile).

Service to this line generated a loss of $59,744 in 1973.
Recovery of this loss would require both an increase
in traffic and a rate increase. Although the shippers
served by this line have provided information indicat-
ing some traffic growth, the projected traffic level is sig-
nificantly less than that required for viability. Infor-
mation was received concerning the construction of an
industrial park one-half mile from Georgetown. How-
ever, only Justin Atlantic provided traffic projections.
Justin Atlantic, which is located at Milepost 27.7, has
been shipping one carload per week since beginning op-
eration. This volume of traffic cannot support viable rail
service over the involved line.

Disposition

This portion of the Rehoboth Track shall be offered
for sale to the Southern Ry., a profitable railroad op-
erating in the Region. This sale would preserve rail
service to 152 carloads or 100 percent of the traffic
generated on this line. If this offer is not accepted, the
line 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 pur-
poses if rail service is discontinued. For line-specific
recommendations, see section C of this appendix.

CLAYTON SECONDARY TRACK

USRA Line No. 162

Penn Central

Delmarva
\ Branch,PC

Y
CLAYTONlH-3tniles~*|

Oxford Secondary-7
Trade. PC *>

a"
Easton

Delmarva
Branch, PC

SMYRNA

CLAYTON
SECONDARY
TRACK. PC

The Clayton Secondary Track, formerly part of the
Pennsylvania RR, extends from Clayton (Milepost 0.0)
to Smyrna, Del. (Milepost 1.3), a distance of 13 miles.
in Kent County, Del. At Clayton, this line connects with
the PC's Delmarva Branch and Oxford Secondary
Track (see Line No. 169.)



Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Smyrna -

53 DELAWARE
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service is discontinued. For line-specific recommenda-
tions, sec section C of this appendix.
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Total carloads generated by the line 41
Average carloads per week 0.8
Average carloads per mile 31.5
Average carloads per train 0.8
1978 operating Information:

Number of round trips per year 50
Estimated time per round trip (hours) 1.0
Locomotive horsepower 1,800
Train crew size 4

Public Comments on Preliminary System Plan

No information concerning this line was provided
at the hearings conducted by the Rail Services Plan-
ning Office as reflected in their report entitled "Evalu-
ation of the U.S. Railway Association's Preliminary
System Plan."

Information for Line-Transfer Decision

Revenue received by PC 514,887
Average revenue per carload $350

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line IB, 665
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) — 5,596
Cost incurred beyond the branch line 12,507

Total variable (avoidable) cost 88,771

Net contribution (loss)
Average per carload

total (18,404)
(478)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 693 crossties (an average
of 533 crossties per mile).

Service to this line generated a loss of $19,404 in
1973. Recovery of this loss would require approximately
a tenfold increase in traffic or a 135-percent rate increase.

Disposition

The Clayton Secondary Track shall be offered for
sale to the Southern Ry.. a profitable railroad operating
in the Region. This sale would preserve rail service to
41 carloads or 100 percent of the traffic generated on
this line. If this offer is not accepted, the lino 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

ROCKLAND INDUSTRIAL TRACK

USftA tine No. 937

Reading

Wilmington & \
Northern \
Branch, RDG —M

I

MONTCHANIN

ROCKLAND
INDUSTRIAL
TRACK. RDG

ROCKLAND

The Rockland Industrial Track extends from Mont-
ckanin (Milepost 0.0), to Rockland, Del. (Milepostl.l),
a distance of 1J. miles, in New Castle County, Del. At
Montchanin this line connects with the Reading's Wil-
mington & Northern Branch running from Wilming-
ton, Del. to Elverson, Pa. (see Line No. 907/939).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Rockland 844

Total carloads generated by the line 344
Average carloads per week 6.6
Average carloads per mile 312. 7
Average carloads per train ' 8.3
1973 operating Information:

Number of round trips per year 104
Estimated time per round trip (hours) 2.0
Locomotive horsepower 1,500
Train crew size 4

Public Comments on Preliminary System Plan

Consideration should be given to reducing the fre-
quency of service in order to reduce on-branch costs.

Consideration must be given to the total revenue that
would be lost to ConRail if this line is not included in
the Final System Plan. The 344 cars on this line gener-
ate a total revenue of $123,274: however, only $27,883
was attributed to the branch.

Chessie is interested in acquiring the entire branch but
only in conjunction with acquiring the Wilmington &
Northern Branch. (Note: The Chessie, System- has dis-
affirmed their interest in this project.)

Information for Line-Transfer Decision

Revenue received by RDG $27,883
Average revenue per carload $81
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Variable (avoidable) cost of continued serv-
ice:

Cost Incurred on the branch line 27,456
Cost of upgrading branch line to FBA

Class I: (1/10 of total upgrading cost) — 0
Cost incurred beyond the branch line 31,449

54

Total variable (avoidable) cost 58,905

Net contribution (loss): total (31,022)
Average per carload (90)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.).

The Reading reported service frequency as being "as
required." The number of trips for the cars reported on
this line should 'be 104 as stated.

Service to this line generated a loss of $31,022 in 1973.
Recovery of this loss would require a 111-percent rate
increase. Reanalysis based on ConRail operations, reve-
nues and costs reduced this loss to approximately
$22,300. Consideration should be given to a rate increase
on the involved traffic.

Disposition

The Rockland Industrial 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
discontinued. For line-specific recomendations, see
section C of this appendix.

INTERSTATE LINES

Chestertown
Secondary
Track. PC

V

PORTION OF
CENTREVILLE
SECONDARY
TRACK. PC -i

t Delmarva
\ Branch. PC

V
C£hestertown

TOWNSEND

Centreville

PC to -*
Centreville

tinues south to Centreville (see Line Xo. 148) and also
connects with the PC Chestertown Secondary Track
(see Line No. 149). It connects with the Delmarva
Branch of the Penn Central at Townsend.

Public Comments on Preliminary System Plan

Commissioners of Kent County, Md., state that Bal-
timore Business Forms will generate 255 carloads per
year on this line.

The Kent County Chamber of Commerce and Del-
marva Advisory Council Agriculture Committee testi-
fied to the need for rail service for farmers and light
industry in the area.

This segment connects Lines No. 148 and No. 149 to
the Delmarva Branch. 1973 traffic count reported by
Delmarva. Advisory Council Railroad Committee was
98 cars on Line No. 148 in last 3 months of the year
after washout damage was repaired. Also, traffic for the
year from October 8,1973 to October 7,1974, totaled 456
carloads generated on Line No. 148, which cars were the
basis for significant bridge traffic on Line No. 147.

Information for Line-Transfer Decision

This line does not directly serve any shippers. It is
used as an overhead line to USRA Line Nos. 148 and
149. Neither of these lines are designated for transfer to
Consolidated Rail Corp.

PORTION OF THE

CENTREVILLE SECONDARY TRACK

USRA Line No. 147

Penn Central

This portion of the Centreville Secondary Track, for-
merly part of the Pennsylvania RR, extends from
Townaend, Del. (Milepost 0.0), to Moaaey, Md. (Mile-
post 9.2), a distance of 9.2 miles, in Kent County, Md.
and New Castle County, Del. At Massey the line con-

Disposition

This portion of the Centreville Secondary Track
shall be offered for sale to the Southern Ry., a profitable
railroad operating in the Region. If this offer is not
accepted, the line is not designated for transfer to Con-
solidated Rail Corp. and is available for subsidy pur-
suant 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 discontinued.
For line-specific recommendations, see section C of this
appendix.



PORTION OF SNOW HILL SECONDARY TRACK

USRA Line No. 167

Penn Central

This portion of the Snow Hill Secondary Track, ex-
tending from fndia-n River ̂  Del. (Milepost 12.8) to
Snow BUI, Md. (Milepost 42.0), a distance of £9.8
milts, in Sussex County, Del., and Worcester County,
Md., a line which was recommended for inclusion on
page 407 of the Preliminary System Plan, shall be of-
fered for sale to the Southern Railway, a profitable
railroad operating in the Region. If this offer is not
accepted, the line shall be. transferred to the Consoli-
dated Rail Corp.

CAMBRIDGE SECONDARY TRACK

USRA Line No. 168

Penn Central

Delmarva Branch,
PC

V
CAMBRIDGE \
SECONDARY \ SEAFORD MP 1.2
TRACK. PC

Preston,

Preston
Industrial
Track.PC

CAMBRIDGE

Seaford

Seaford
\ Secondary
\ Track. PC

Vienna

The Cambridge Secondary Track, formerly part of
the Pennsylvania RR, extends from Seaford, Del. (Mile-
post 1.2), to Cambridge. Md. (Milepost 32.9), a distance
of 31.7 miles, in Sussex County, Del. and Dorchester
County, Md. At Seaford, this line connects with Sea-
ford Secondary Track and tho Delmarva Branch of the
PC. At Hurlock, Md. this line connects with the PC
Preston Industrial Track running from Preston to Vi-
enna (see Line Nos. 152 and 153).

Traffic and Operating Information

55 DELAWARE
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Federalsburg _ 99
Williamslmrg —. — 14
Ilurlock1 18
East Xew Market — B6
Mnkwood 12
Cambridge 1,376

Total carloads generated by the line 1.772
Average carloads per week 34.1
Average carloads per mile 55. 9
Average carloads per train 8.9
1973 operating information:

Number of round trips per year 200
Estimated time per round trip (hours) 12
Locomotive horsepower 1,200
Train crew size 4
1 Includes only traffic on segmr-nt.

Public Comments on Preliminary System Plan

The. Western Publishing Co. states it. would incur
$77,000 additional shipping costs annually if rail serv-
ice is discontinued. Seaford Feed Co. estimated its ad-
ditional costs at $68,000 to $135.9r>0 ppr year.

The Banner Publishing Co. testified that its supplier
will ship newsprint only by rail. Connelly Containers
(Milepost 32) shipped and received 458 carloads in
1974.

Southern States Cooperative projects 3,000 addi-
tional tons of freight for its store, in .3 years while Han-
over Brands is planning a $1,000,000 expansion of its
Cambridge- plant, which will increase rail usage.

The Dupont plant at Seaford, the largest employer
on the peninsula is totally rail dependent. Dorchester
County suggests a rail link between the branch line and
Cambridge's deep water port.

The Kcrr McGee Corp. projects further growth of
their facility on this line. Three smaller Kerr McGep.
facilities at Chester-town (Line 149), Centreville (148),
and Massoy (147) will not be forced to close if rail serv-
ice to them is terminated. However, if rail service on
Line 168 is discontinued, the Cambridge plant will be
abandoned, causing the other plants to close.

Reported Traffic: Cambridge Secondary Track

Stations (with their 1973 carloads) served by this line:
Seaford *
Oak Grove
Dessard

181
3
5

Carloadi
Company

1973 Pntftctal

409.

Agrlco.
Kerr McGee 220
Connelly Containers, Inc
Western Publishing Co.. Tuc 66
Banner Corp.. 6
Coldwater Seafood
A. W. Slsk & Sons 171
Continental Can
Trapp* Frozen Foods
Sraford Feed Co., Inc
Smith Douglas
W. O. Covey. Inc
B.J.B. Poods 248
Hanover Brands 15 carloads In last 6 mos,
Shargood Poultry 22

55 55 to 73 In 19"/S and 1979.
425 440 In 1976.
458
156

6
65

176
SI
12

231
32
60

356
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The Maryland DOT, in its railroad planning project,
stated that this line is profitable by any test, in any time
frame, and must be designated for continued non-sub-
sidized operation by ConKail.

Information for Line-Transfer Decision ,

Revenue received by PC $848,538
Average revenue per carload $479

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line 380,381
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) — 85,175
Cost incurred beyond the branch line 571, 660

Total variable (avoidable) cost 1,037,216

Net contribution (loss) : total (188,678)
Average per carload (106)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 18,497 crossties (an aver-
age of 610 crossties per mile).

Testimony by Seaford Feed indicated that USRA
had understated their 1973 traffic by 115 carloads. The
Association was able to verify 181 carloads at Seaford.

This line was also reanalyzed to Hurlock, including
all Hurlock traffic. This subsegment would require a
31 percent rate increase for viability.

Although service to the entire line generates a loss,
service to that portion of the line from Milepost 1.2 to
Milepost 2.3 (serving shippers at Seaford who generated
181 carloads in 1973) would generate $137,533 in reve-
nue and $88,808 in costs with a resulting contribution
of $48,725.

Service to the remainder of the line (from Milepost
2.3 to Milepost 32.9 serving shippers at Cambridge,
Linkwood, East New Market, Hurlock, Williamsburg,
Federalsburg, Dessard and Oak Grove who generated
1,592 carloads in 1973) would generate $710,841 in re-
venue and $957,102 in costs with a resulting loss of
$246,261. Recovery of costs would require approximate-
ly a 120-percent increase in traffic or a, 35-percent rate
increase over the 1973 levels. Although the shippers
served by this line have provided information indicat-
ing some traffic growth, the projected traffic level is
significantly less than that required for viability.

Disposition

The portion of the Cambridge Secondary Track from
Milepost 1.2 to Milepost 2.3 shall be offered for sale to
the Southern Railway, a profitable railroad operating in

the Region. If this offer is not accepted, the line shall be
transferred to the Consolidated Rail Corp.

The portion of the Cambridge Secondary Track from
Milepost 2.3 to Milepost 17.0 shall be offered for sale
to the Southern Ry., a profitable railroad operating
in the Region. This sale would preserve rail service to
an estimated 320 carloads or approximately 20 percent
of the traffic generated on this line. If this offer is not
accepted, the line 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 discontinued.
For line-specific recommendations, see section C of this
appendix.

The portion of the Cambridge Secondary Track from
Milepost 17.0 to Milepost 32.9 is not designated for
transfer to Consolidated Rail Corp. or to Southern Ry.
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 pur-
poses if rail service is discontinued. For line-specific
recommendations, see section C of this appendix.

OXFORD SECONDARY TRACK

USRA Line No. 769

Perm Central

Delmarva 1
Branch. PC,
To Wilmington

QQueenstown

Denton —>"*
Track, PC '̂

EASTON

^-PC to Salisbury

OXFORD
SECONDARY
TRACK. PC

The Oxford Secondary Track, formerly part of the
Pennsylvania RR, extends from Clayton, Del. (Mile-
post 0.0) to Boston, Md. (Milepost 45.3), a distance of
IfiJS miles, in Kent County, Del. and Caroline, Queen
Annes and Talbot Counties, Md. At Clayton, this line
connects with the PC Delmarva Branch and the Clay-
ton Secondary Track (see Line No. 162). At Queen
Anne, the line connects with the Denton Track running
from Denton to Queenstown (see Line Nos. 150 and
151).
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Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Eenton
Hartly -
Marydel
Henderson
Goldsboro
Greensboro
Ridgely
Queen Anne
Cordova

_._ 12
0

83
16
9

23
90

106
43

Easton 894

Total carloads generated by the line . . 1,270
Average carloads per week 24.5
Average carloads per mile 28.2
Average carloads per train 0.4
1973 operating information:

Number of round trips i>er year 2<K)
Estimated time per round trip (hours) .. 8. 0
Locomotive horsepower 1,200
Train crew sice 4

Public Comments on Preliminary System Plan

Bayshore Foods estimates that it would require. 9-20
trucks per year to ship the same amount of material it
now receives by rail. The company contends that ship-
ping phosphate and gluten meal by means other than
rail would result in an estimated $113,500 annual in-
crease in Bayshore's shipping costs. Bayshore reports
263 carloads in 1973. Ward Component Systems. Inc..
also of Easton reports 345. J. L. Moorshead Co.. Inc..
located at Milepost 31, states that in the lust 5 months
of 1974 it handled 1.75 million pounds of chemicals by
rail.

If service on this line is discontinued. Southern States
Cooperatives estimates a $50,000 facility alteration
cost would be necessary for its store to handle goods by
other modes.

The Maryland DOT in its Railroad Planning Project
stated "Although producing a $57 per carload surplus
in the 1973—adjusted time frame, the Clayton-Easton
line creates a marginal $15 operating deficit under
1978—conservative conditions; infrastructure costs
would further increase these negative results per car-
load to $190.

"To remain in operation this line would require a mas-
sive infusion of subsidy money to meet lease and reha-
bilitation expenses. The operating deficit alone would
appear to be in a range which shippers will be able to
meet. Should the traffic level increase to the 1978—opti-
mistic level of 1,267 cars. the. operating deficit would
be reduced to $2 per car."

Estimated rehabilitation costs for the line should be
reviewed.

Reducing the frequency of service would substan-
tially reduce the estimated subsidy payment.

Information for Line-Transfer Decision

Revenue received by PC $625,283
Average revenue per carload 1490

Variable (avoidable) cost of continued
service:

Cose liifurrfd on the branch line 402, 706
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) - 125,798

Cost incurred lieyond the branch line.. 443,741

Total variable (avoidable) coat 972,245

Net contribution (loss): total-
Average per carload

(346,962)
(272)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 28,288 crosstics (an average
of 624 crosstie-s per mile).

Service to this lino generated a loss of $346,962 in
1973. Recovery of this loss would require approxi-
mately a twofold increase in traffic or a 55-percent rate
increase.

Disposition

This portion of the Oxford Secondary Track shall be
offered for sale to the Southern Ry., a profitable rail-
road operating in the Region. This sale would preserve
rail service to 1276 carloads or 100 percent of the traffic
generated on this line. If this offer is not accepted, the
line 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 puhlic pur-
poses if rail service is discontinued. For line-specific
recommendations, see sect ion C of this appendix.

PORTION OF THE WILMINGTON & NORTHERN
BRANCH

VSRA Line No. 907/939

Reading

This portion of the Wilmington & Northern Branch
extends from EUmere Junction, Del. (Milepost 2.9) to
Elve.rson, Pa. (Milepost 51.7), a distance of 48.8 miles,
in New Castle County, Del., and Chester County,
Pa. This line continues north from Elverson to Birds-
boro, and south from Elsmere Junction to Wilmington.
At Elsmere Junction, this, line also connects with the
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RDG to Warwick
J

- PORTION OF
WILMINGTON
ft NORTHERN
BRANCH. ROG

PC to Philadelphia

Chadds Ford Junction V-."**' *~-~PC to Wawa

Rockland

Montehanin^Y' Kentmere. B&fl to p^^^f^

ELSMERE JUNCTION k>''" <X-^.PC to Philadelphia

B&O to Baltimore ,x* \
•' PC to Baltimore

\f-RDG to Pigeon Point

Baltimore & Ohio's Philadelphia-Washington line.
At Kentmere Junction, this line connects with the
Beading line running to Kentmere (see Line No. 938).
It also connects with the Reading's Rockland Industrial
Track at Montchanin (see Line No. 937). Additionally,
at Chadds Ford Junction, Pa., this line intersects the
PC Octoraro Secondary Track (see Line No. 142), and
at Coatesville, Pa., it connects with the PC line running
from Philadelphia to Pittsburgh. Still another connec-
tion is made at Elverson with the Reading line running
to Warwick (see Line No. 90S).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Elverson 42
Brandamore 9
Coatesville 8,878
Modena 2,460
Embreeville
Northbrook
Lenape
Pocopson
Montcbanin
Greenville
Kennett Road
Newbridge
Silverbrook
Elsmere .Tunction-

1
2
1
6
8

21
1
9
5

48

Total carloads generated by the line 11,486
Average carloads per week 220.9
Average carloads per mile 235.4
Average carloads per train 36.8
1973 operating information:

Number of round trips per year 312
Estimated time per round trip (hours) 15.0
Locomotive horsepower 5,000
Train crew size 4

Public Comments on Preliminary System Plan

G. O. Carlson, Inc., at Coatesville, Pa. points out that
although service charts indicate that Coatesville is
served by two railroads, the Penn Central moves east to
west over an elevated roadbed at least 75 feet in the air.
Further, the connection between the Reading and the
PC line from Pittsburgh to Philadelphia is only a car-
transfer junction with a very steep grade. The company
would have to curtail a large portion of its operations
without rail service.

Lukens Steel reports that the Thorndale Yard 2*/2
miles east of the Penn Central Reading interchange, is
inadequate to handle all of the freight now passing over
this line due to interferences from main line through
freight and passenger trains. Lukens produces many
items which exceed clearances available on the PC lines.
The Company sees adequate justification for maintain-
ing the line in its entirety. It reports traffic data for six
firms which are served by this line as follows:

Company and location

Lukens Steel, Coatesvllle
G. O. Carlson, Coatesville
Coatesvllle Plate Washer, Rock Run
Fabricated Metals, Modena
Llpaett Steel, South Coatesvllle
Lurla Bros. & Co., Modena

13,102
110
135
2

2,137
2,201

14,634
178
126
12

2,069
1,716

Under USRA's three-carrier competitive structure,
Chessie would be interested in acquiring the entire line
(48.8 miles) including RDG traffic at Coatesville and
including RDG float operation between Wilmington,
Del. and Deepwater, N. J.

Public Service Electric & Gas Co. needs this line
to serve its Salem Nuclear Generating Station on
Artificial Island. The company also intends to use the
line for moving an estimated 3,385 carloads of freight
during construction of its new Hope Creek Generating
Station, also on the Island.

RSPO analysis indicates that exclusive of Modena
and Coatesville 353 additional carloads should have
been attributed to this line.

Combustion Engineering, Inc., of Wilmington, Del.,
shipped 507 cars on this line in 1974. They are satisfied
with service given by Reading and fear reduction in
daily freight service and increased transit if handled
by another carrier. The company contends that 2,800
cars shipped by Du Pont over this line in 1973 should
have been considered.

Gulf & Western Manufacturing Co. built a rail spur
in late 1974 and plans for 9,000 to 9,600 tons of raw
material to be shipped by rail annually. It estimates
14,000 carloads overhead traffic on this line in 1974.

Consideration must be given to the total revenue that
would be lost to ConRail if this line is not included in
the Final System Plan. In 1973, the 3,626 cars on this
line generated a total revenue of $2,287,221; however,
only $762.498 was attributed to the line.



The Pennsylvania Office of State Planning and De-
velopment estimates unemployment of 245 if rail service
is discontinued on this line.

Information for Line-Transfer Decision

Revenue received hy BDG 82,007,190
Average revenue per carload $187

Variable (avoidable) cost of continued
service:

Coat Incurred on the branch line 937,478
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 0
Cost Incurred beyond the branch line 880,340

Total variable (avoidable) coat 1,817,818

Net contribution: total-
Average per carload

189,872
16

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class T track, which has a
maximum safe operating speed of 10 m.p.h.).

This line was redefined and reanalyzed. Wilmington
traffic was eliminated as it is not on the line segment.
Coatesville and Modena were, added to the line.

Although service to the entire line generates a contri-
bution, service to that portion of the line from Milepost
30.2 to Milepost 51.7 (serving shippers at Elverson,
Brandamore, Coatesville, and Modena who generated
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11.889 carloads in 1973) would generate $1,994.430 in
revenue and $1,485,330 in costs with a resulting contri-
bution of $509.098. Service to the remainder of the line
(from Milepost 2.9 to Milepost 30.2 serving shippers at
Embrceville, Northbrook, Lenape. Pocopson, Mont-
chanin, Greenville, Kennett Road, Newbridge, Silver-
brook, and Elsmere Junction, who generated 97 car-
loads in 1973) would generate $13,071 in revenue and
$280,526 in costs with a resulting loss of $267,455. Re-
covery of costs would require approximately a fifty-
sixfold increase in traffic or a 20,460-percent rate in-
crease over the 1973 levels.

Disposition

The portion of the "Wilmington & Northern branch
from Milepost 30.2 to Milepost 51.7 shall be-oflfered for
sale to the Chi'ssie System, a profitable railroad operat-
ing in the Region. If this offer, is not accepted, the line
shall be transferred to the Consolidated Rail Corp.

The portion of the Wilmington & Northern branch
from Milepost 2.9 to Milepost 30.2 shall be offered for
sale to the Chessie System, a profitable railroad operat-
ing in the Region. If this offer is not accepted, the line 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-\vay be used for other public purposes if
rn.il service is discontimied. For line-specific recommen-
dations, see section C of this appendix.
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USRA
Line

Number

415
422
434
434a
•135

Intrastate

PC

Terminals

Matteson to Frankfort
Dcpue Junction to Depue
Moronb) to Ladd Junction
Ladd Junction to Churchill
Ladd Junction to Zearing (BN Trackage

Rights)

Page

61
62
63
63

64

370a Lenox to East Alton 64
605 Danville to Paris gfi
605a Paris to Hutsonville 65
605b Hutsonville to Robinson 66
606 Robinson to Mount Carmel 67

606a Mount Carmel to Harrisburg 68
607 Harrisburg to Olmsted 69
607b Harrisburg to Delta Mine 69
609 Paris to Decatur 69
610/610a Maroa to Decatur (ICG Trackage Rights) 71

611 Maroa to Waynesville 71
611b East Peoria to Atlanta 72
617 Danville to TJrbaiia 73
617a Pekin to East Peoria (PAPU Trackage 74

Rights)
617b Urbana to Bloomington 74

617c Bloomington to Pekin 74
618a Paris to Mattoon 74
618b Mattoon to Hillsboro 74
679 East St. Louis to Hillsboro 74

Interstate

PC

Illinois to Indiana

577a Kankakee, III. to Shelf, Ind. 75
604 Danville, 111. to Highlands, Ind. 76
612 Mount Carmel, 111. to Skelton, Ind. 76
616 Danville, 111. to Clermont, Ind. 76
618 Paris, 111. to Terre Haute, Ind. 77

689 Chicago, 111. to Hartsdale, Ind. 77

PORTION OF THE JOLIET BRANCH

USRA Line No. 475

Penn Central

PORTION OF THE
JOLIET BRANCH, PC

PC to Joliet

^_ FRANKFORT * g.4mi|es

ICG to Chicago

.* PC to East Gary

•*MATTESOM ^
1 — EJ&E to Porter

Frankfort (EJ4E)

EJ&E to Joliet
: Matteson (EJ&E)

/«-ICG to Memphis

This portion of the Joliet Branch, formerly part of
tho New York Central RR, extends from Matteson
(Milepost 24.8) to Frankfort, III. (Milepost 33.2), a
distance of 8.4 miles, in Cook and Will Counties, 111. A
continuation of this line extends to Joliet from Frank-
fort (sec Lino No. 415a). At Matteson, this line meets
the Illinois Central Gulf RR Main Line to Chicago.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Frankfort 139

Total carload* generated by the line 139
Average carloads per week 2.7
Average carloads PIT mile 16.5
Average carloads per train 2.8
1973 operating Information:

Number of round trips per year 80
Estimated time per round trip (hours) 6.0
Locomotive horsepower 1,600
Tirain crew size 4

Public Comments on Preliminary System Plan

Product purity and specialized terminal handling re-
quirements result in Diversified Chemical & Propellants
Co. having no technologically feasible alternative to rail
shipment. Relocation would cost the firm $250,000.

The Sauk Trial Line Steam and Railway Historical
Association is conducting a study to determine the feas-
ibility of continued operation of the line as an independ-
ent steam-powered short-line railroad serving existing
freight customers and encouraging additional light in-
dustry.

The USRA should consider total revenues which
would be lost if service is discontinued. The 138 car-
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loads in 1973 generated $141,157 in revenues of which
only $22,924 or 16.2 percent is attributed to the branch.

The BN is interested in aquiring Line Segment 415
and is negotiating with TJSRA and the ICC to be per-
mitted to do so.

Information for Line-Transfer Decision

Revenue received by PC $28,145
Average revenue per carload $167

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line 72,263
Coat of upgrading branch line to FBA

Class I: (1/10 of total upgrading cost). 14,219
Cost incurred beyond the branch line 16,961

Total variable (avoidable) cost 103,443

Net contribution (loss) : total (80,298)
Average per carload (578)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 2,300 crossties (an average
of 310 crossties per mile).

Service to this line generated a loss of $80,298 in 1973.
Recovery of this loss would require approximately a
thirteenfold increase in traffic or a 347-percent rate
increase.

Disposition

This portion of the Joliet Branch 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
discontinued. For line-specific recommendations, see sec-
tion C of this appendix.

The portion of this line necessary to serve the traffic
generated from Matteson to Frankfort shall be offered
for sale to the Burlington North (see section 206(g) of
the Act). This sale would preserve rail service to 139
•carloads or 100 percent of the traffic generated on this
line.

DEPUE SECONDARY TRACK

USRA Line No. 422

Penn Central

The Depue Secondary Track, formerly part of the
New York Central RR, extends from Depue Junction

PC, Milwaukee
Road to Ladd—*/

DEPUE
Howe0

/CR!4PtoChi"*°

Davenport DEPUE JUNCTION

DEPUE SECONDARY I
TRACK, PC I

O Moronts
Hennepintjk. _

*>*
PC Kankakee Branch to Streator

(Milwaukee Road has Trackage
Rights to GranviHe Junction)

(Milepost 0.0) to Depue (Milepost 1.2), a distance of
1£ miles, in Bureau County, 111. At Depue Junction
this line connects with the Kankakee Branch of the PC
(see Line No. 434), over which the CMStP&P has track-
age- rights. This line is used to interchange with the
Chicago, Rock Island & Pacific at Depue.

Public Comments on Preliminary System Plan

Statements received on behalf of continued service
over this line contend that as a section of the "Kankakee
Belt" it is part of the best clearance route through
Illinois. And, as a direct connection between the PC
and the Rock Island, congested interchanges are
avoided.

Swift Edible Oil Co. indicated that the elimi-
nation of this link would add 99 miles to some of its
traffic by routing through Chicago or Peoria.

The Milwaukee Road is holding open the possibility
of purchasing the line.

The route offers 20' high clearances.
The Milwaukee will acquire what is necessary to pro-

tect its ability to continue serving present customers.

Information for Line-Transfer Decision

This line is used to interchange traffic with the Chi-
cago, Rock Island & Pacific Railroad. This inter-
change can be provided at Peoria, East St. Louis, or
Chicago.

Disposition

The Depue Secondary Track shall be offered for sale
to the Milwaukee Road, a profitable railroad operating
in the Region. This sale would preserve rail service to
an estimated 863 carloads or approximately 26 percent
of the traffic generated on this line. If this offer is not
accepted, the line is not designated for transfer to Con-
solidated Rail Corp. and is available for subsidy pur-
suant to Section 304 of the Act. Public officials have
recommended that certain rail rights-of-way be used
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for other public purposes if rail service is discontinued.
For line-specific recommendations, see section C of this
appendix.

PORTION OF THE KANKAKEE BRANCH

USRA Line No. 434

Penn Central

Milwaukee to Davis Junction

\t PC toChurchill
BN to Zearing (PC has
Trackage Rights)

..V / *.
TPTJ^^^>"-..':>

AI)DJUNCTION

BN to Streator

CRI & P to
Davenport
and Peoria

I 4

PORTION OF THE KANKAKEE
BRANCH, PC (via Trackage Rights over
C * NYI between LX andSeaton'ville)

CRI&Pto
Chicago

Depue Junction

PC to Streator (Milwaukee has TrackageMOROKTS T /V ™ 7er°r ̂ ""r1 - T
HP 185 5 •/ R|£"ts to Granvilie Junction)

Orr—-—Hennepin

This portion of the Eankakee Branch, formerly part
of the New York Central RR. extends from Moronts
(Milepost 185.5) to Ladd Junction^ III. (Milepost
194.2), a distance of 8.7 miles, in Bureau County, 111.
At Moronts. this line, continues east to Streator. At
Depnr Junction the Depue Secondary Track, PC, inter-
sects (see Line No. 422). At Seatonville- Junction, the
Chicago, Milwaukee, St. Paul & Pacific RR connects.
C&NW owns the portion of this line from Seaton-
ville Junction to LX {Milopost 192.2 to Milepost
193.8); PC operates via trackage rights. At Ladd
Junction, the leg of the wye to PC Junction pro-
vides a oonne.ction to the Burlington Northern with PC
trackage rights to Zi'aring (see Line No. 435), to the
Chicago. Milwaukee, St. Paul & Pacific line to Davis
Junction and the Burlington Northern to Streator. At
Ladd Junction the line connects with the PC Churchill
Secondary Track (see Line No. 434a). The Chicago,
Milwaukee. St. Paul & Pacific, has trackage rights over
the PC from Seatonvillo Junction to Granville Junction.

Public Commenls on Preliminary System Plan

The Milwaukee Road is opposed to any change in its
present service over this line.

One of the principal concerns expressed by shippers
is the proposed link for interchanging.

The Joanna Western Mills Co. has recently improved
ita siding and wishes to retain service by the Milwaukee.

The Railway Clearance. Association, Bethlehem Steel,
and General Electric all indicated that the line was part
of an important clearance route.

The BN has made application for authority to pur-
chase segment No. 434.

The Milwaukee will acquire what is necessary to pro-
tect its ability to continue serving present customers.

Information for Line-Transfer Decision

This line, is used to interchange traffic with the
CMStP&P, and the C&NW also operates over this line
Via trackage rights. This traffic can be interchanged at
Chicago.

Disposition

The portion of the Kankakee Branch from Mile-
post 188.3 to Milepost 194.2 shall be offered for sale
to the Burlington Northern and the Chicago & North
Western RR, profitable railroads operating in the Re-
gion. If this offer is not accepted, the line is not desig-
nated 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 discontinued. For line-specific recommenda-
tions, see section C of this appendix.

The portion of the Kankakee Branch from Milepost
185.5 to Milepost 188.3 shall be transferred to Consoli-
dated Rail Corp., subject to the. execution of appropriate
agreements with the carriers wishing to interchange
traffic at Howe.

PORTION OF THE CHURCHILL SECONDARY
TRACK

USRA Line No. 434o

Penn Central

This portion of the Churchill Secondary Track,
formerly part of the New York Central RR, extends
from Ltidd Junction (Milepost 194.2) to ChurchiU, III.
(Milepost 197.0), a distance of 8.8 miles, in Bureau
County, 111. A continuation of this line extends south-
westward to Hennepin. This line connects with the
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Milwaukee to
Davis Junction C&NW to DeKalb

\! LaSalle ft Bureau
County RR to LaSalle

• j
BN to Zeanng / LADD JUNCTION i CHURCHILL

PC Junction

BN to Streator

Lxft
I:

' Spring Valley

PORTION CHURCHILL
SECONDARY TRACK. PC

.* PC to Hennepin and Streator
ee has trackage
Granville Junction)

I .*
Seatonville(V (Milwaukee has trackage

Chicago, Milwaukee, St. Paul & Pacific Railroad to
Davis Junction at Ladd Junction. It also connects with
the Chicago & North Western line to DeKalb.

Public Comments on Preliminary System Plan

Specific response to Line No. 434a was light, although
it was usually included in references to the "Kankakee
Belt."

The Railway Clearance Association and Bethlehem
Steel listed this connection with the Chicago & North
Western as a valuable clearance route.

The Milwaukee will acquire what is necessary to pro-
tect its ability to continue serving present customers.

Information for Line-Transfer Decision

This line is used to serve USRA Line No. 435. Line
No. 435 shall not be transferred to ConRail.

Disposition

This portion of the Churchill Secondary Track shall
be offered for sale to the Chicago & North Western, a
profitable railroad operating in the region. If this offer
is not accepted, the line 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 discontinued.
For line-specific recommendations, see section C of this
appendix.

PC TRACKAGE RIGHTS OVER BURLINGTON

NORTHERN

USRA Line No. 435

Perm Central

These PC trackage rights over the Burlington North-
ern extend from Ladd Junction (Milepost 193.8) to
Zearingr, IU. (Milepost 200.4), a distance of 6.6 miles,
in Bureau County, 111. This line is owned by the

BN to Chicago

•••"T
BN to Galesburg

PC TRACKAGE RIGHTS OVER
BURLINGTON NORTHERN

Milwaukee Road to
_ . .
Davis Junction

PC to Churchill

*****"LADD JUNCTION '
(LX) | ;

I / Ladd Junction
SeatonvilleQ*

I*—-PC to Streator
J (Milwaukee has Trackage

Rights to Granville Junction)

Burlington Northern; PC operates over it by trackage
rights. At Ladd Junction, this line connects with the
PC Kankakee Branch to Streator (see Line No; 434),
and the Chicago, Milwaukee, St. Paul & Pacific RR to
Davis Junction. At Zearing, it connects with the Bur-
lington Northern to Chicago and Galesburg. It also con-
nects with PC's Churchill Secondary Track at Ladd
Junction (see Line No. 434a).

Public Comments on Preliminary System Plan

The United Transportation Union was opposed to
abandonment of this and' the other segments of the
"Kankakee Belt." It is regarded as being an efficient
and valuable interchange network. See Line No. 434
for comments regarding clearance routes.

The Milwaukee will acquire what is necessary to pro-
tect its ability to continue serving present customers.

Information for Line-Transfer Decision

PC trackage rights over this line are used to inter-
change traffic with the BN. This interchange can be
undertaken at East St. Louis, Peoria, Streator or
Chicago.

Disposition

Trackage rights over this portion of the Burlington
Northern are not designated for transfer to Consoli-
dated Rail Corp.

EAST ALTON BRANCH PAIRED TRACK WITH ICG RR

USRA Line No. 570o

Penn Central

The East Alton Branch, extending from East Alton
(Milepost 241.3) to Lenox, III. (Milepost 249.9), a dis-



tance of 8£ miles, in Madison County, TIL, a lino which
was recommended for inclusion on page 414 of the Pre-
liminary System Plan, shall be offered for sale to the
Illinois Central Gulf RR, a profitable railroad operat-
ing in the Region. If this offer is not accepted, the line
shall be transferred to the Consolidated Rail Corp.

PORTION OF THE CAIRO BRANCH

USRA Line No. 605

Perm Central
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line continues south to Cairo (see Line NOB. 605 and
60f>b). Also at Paris, the line connects with the PC
Peoria Secondary Trark and the PC Lenox-to-Davis
line, to East St. Louis and Terre Haute (see Line Nos.
018 and 618a). The PC (ex-PRR) Lidianapolis-St.
Louis line crosses near Marshall.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Oliver 0
Marshall 4
West Union 5

This portion of the Cairo Branch, extending from
Danville (Milcpost 5.3) to Paris, Hi. (Milepost 37.1),
a distance of 31.8 miles, in Vermilion and Edgar Coun-
ties, 111., a line which was recommended for inclusion
on page 41ft of the Preliminary System Plan, shall be
transferred to the Consolidated Rail Corp.

PORTION OF THE CAIRO BRANCH

USRA Line No. 605o

Penn Central

PC to Decatur i

I
V IPC to East

St. Louis „

PC to East
St. Louie

PC to Danville

(
p»"s PC to Terre Haute . Ind.

37.6

PC to Terre Haute. Ind.

Marshall

PORTION OF THE
CAIRO BRANCH. PC

33.4 miles

HUTSONVILLE MP7I.O

Q Hutsonville

1 4— PC to Cairo

I

This portion of the Cairo Branch, formerly part of
the New York Central RR, extends from Paris (Mile-
post 37.6) to Hutoonvffle, III, (Milepost 71.0), a dis-
tance of 334 mMes. in Edgar, Clark and Crawford
Counties, 111. At Paris, the line continues north to Dan-
ville and Indiana Harbor, Ind., and at Hutsonville the

Total carloads generated by the line 9
Average carloads per week 0.2
Average carloads per mile 0.8
Average carloads per train 0.5
1973 operating information:

Number of round trlpn per year 18
Estimated time per round trip (hours) 6
Locomotive horsepower 2,000
Train crew size 4

Public Comments on Preliminary System Plan

This segment of that portion of the Cairo Branch
running from Danville south to Olmsted is one of four
segments which were not included in the Pkn—USRA
Line Nos. 605a, 605b, 606, and part of 606a, and three
segments which were included—USRA Line Nos. 605,
part of 606a and 607. This fragmentation received heavy
criticism. The Cairo Branch is reportedly' the shortest
and most direct route for Southern Illinois 'coal to the
Chicago area and is currently a high-volume through
route for that commodity.

The Brotherhood of Locomotive Engineers stated
that the entire branch now meets FRA Class I track
standards.

Respondents along the Branch testified that the ICG
cannot meet car supply demands, rerouting would be
too circuitous, and the short haul for the ICG would
create no incentive for that railroad to provide cars
and service needed.

Union Carbide suggested that, if the line is to be
segmented, the logical break should be the PC inter-
section near Marshall instead of Hutsonville, leaving
all of Line No. 605b and the Hutsonville to Marshall
portion of Line No. 605a in to provide access for con-
siderable traffic moving northeast from Robinson. Ap-
parently little local traffic moves on Line No. 605a.

The United Transportation Union reported the 300
round trips per year used by USRA in the Plan is
double the actual number (three per week).

The ICG does not believe that 605a would be a viable
addition to its system, but is negotiating with USRA
to develop the most efficient route for the movement
of coal.
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Revenue received by PC
Average revenue per carload. .

$2,991

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line 216,576
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 81,659

Cost incurred beyond the branch line 1,443

Total variable (avoidable) cost 249,678

Net contribution (loss): total (246,687)
Average per carload (27,410)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 3,573 crossties (an average of
107 crossties per mile).

The frequency of service has been reduced to reflect
the rerouting of coal now moving overhead on this line.

Service to this line generated a loss of $246,687 in
1973. Recovery of this loss would require approximately
a one hundred fifty-ninefold increase in traffic or an
82,476-percent rate increase.

Through coal traffic can be rerouted on a parallel
L&N route.

Disposition

If the necessary trackage rights over the L&N cannot
be obtained, this portion of the Cairo Branch shall be
transferred to Consolidated Rail Corp. If the necessary
trackage rights over the L&N are acquired, this portion
of the Cairo Branch 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 discontinued.
For line-Specific recommendations, see section C of this
appendix.

PORTION OF THE CAIRO BRANCH

USRA Line No. 6056

Perm Central

This portion of the Cairo Branch, formerly part of
the New York Central RR, extends from Hutsonville
(Milepost 71.0) to Bobinson, III. (Milepost 82.0), a dis-
tance of 11 JO miles, in Crawford County, HI. At Hutson-
ville, the line continues north to Danville (see Line No.

I
|f-PC to Danville
I
I HUTSONVILLE MP7I.O

) l

11.0 miles-*

ICG to Effingham

Hutsonville

«—PORTION OF THE
CAIRO BRANCH. PC

ITG to Indianapolis

PC
V

to Cairo L
Robinson

ROBINSON MP 82.0

605a) and at Robinson, south to Cairo (see Line No.
606). A connection is made with the Illinois Central
Gulf at Robinson.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Hutsonville 2..146
Trimble 12
Robinson 1,554

Total carloads generated by the line 3,712
Average carloads per week 71.4
Average carloads per mile 337.4
Average carloads per train 12.4
1973 operating information:

Number of round trips per year 300
Estimated time per round trip (hours) 5. 0
Locomotive horsepower 4,000
Train crew size 4

Public Comments on Preliminary System Plan

See comments on USRA Line No. 605a.
Union Carbide pointed out a significant error in

USRA's carload data for Robinson—stating that Union
Carbide and Marathon Oil shipped a total of 1,487 car-
loads north on this line in 1973.

The Central Illinois Public Service Co. operates a
coal-fired 218,000 kilowatt power plant at Hutsonville,
which will use over 3,000 carloads of coal in 1975.

Loss of rail service would seriously impair the ability
of Central Illinois Power to serve its 760,000 electricity
consuming customers.

Peabody Coal Co. plans to ship 100,000 tons of coal
in 1975 from its Will Scarlet Mine at Stonefort north
on the Cairo Branch to Hutsonville.

The ICG believes that Line No. 605b/606/606a would
be a viable addition to its system and is interested in
acquisition pending the outcome of negotiations with
USRA.
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The Federal Power Commission points out the im-
portance of this line and lines 600 and 606a to the 200
megawatt electric power generating plant at Ilutson-
ville, which receives about 200,000 tons of coal per year
by rail.

Information for Line-Transfer Decision
Revenue received by PC $824,033
Average revenue per carload $222

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 219,757
Cost of upgrading branch line to FRA Class

I: (1/10 of total npRrartlng cost) 11.3H2
Cost incurred beyond the branch line 719.394

Total variable (avoidable) cost 950,533

Net contribution (loss): total— (126.500)
Average per carload (34)

This line would require upgrading to meet the re-
quirements of tho Federal Railroad Administration's
minimum safety standards (Class I track, -which has a
maximum safe operating speed of 10 m.p.h.)- Based on
available information, this upgrading would include the
replacement of a total of 1,175 crossties (an average of
115 crossties per mile).

This line was reanalyzed and all Robinson traffic was
assigned to this segment.

Service 'to this line generated a loss of §126,500 in
1973. Recovery of this loss would require approxi-
mately a 121 percent increase in traffic or a 15 percent
rate increase.

Through coal traffic will be routed over ConRail to
Lawrencoville. via the Chessie System to Vincennea,
thence north via the L&N.

Approximately 50 percent of the coal shipped to
Hutsonville is handled by motor carrier and, according
to available information, all of the. inbound coal can
economically be handled by truck.

Disposition

If the necessary trackage rights over the L&N cannot
be obtained, this portion of the Cairo Branch shall be
transferred to the Consolidated Rail Corp. If the neces-
sary trackage rights over the L&N are acquired, this
portion of the Cairo Branch shall be offered for sale
to the Illinois Central Gulf RR, a profitable railroad
operating in the Region. This sale would preserve rail
service, to 3.712 carloads or 100 percent of the traffic
generated 011 this line. If this offer is not accepted, the
lino 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 pur-
poses if rail service is discontinued. For line-specific
recommendations, see section C of this appendix.

ILLINOIS
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PORTION OF CAIRO BRANCH

USftA Line No. 606

Penn Central
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This portion of the Cairo Branch, formerly part of
the New York Central RR, extends from Robinson
(Milepost 82.0) to Mount Carmel, III (Milepost 126.3),
a distance of 44-3 rwl-es* in Crawford, Lawrence and
Wabash Counties, 111. At Robinson, this line continues
north to Danville and, at Mount Carmcl, south to Cairo
(see Line Nos. 605b and 606a). Other connections are:
the Illinois Central Gulf RR at Robinson; the Balti-
more & Ohio RR at Lawrenccville; the Southern Ry. at
Mount Carmel, and the PC Evansville Secondary Track
at Mount Carmel (see Line No. 612).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Flat Rock ........... ----------- ....... ------------- H2
Pinkstaff __________________________________________ 1&
Lawreneeville -------------------------------------- 277

St. Francisvllle -------- .......... ------------------- *
Allendale ------------------------------------------ 41

Mount Carmel1 ------------------------------------- 372

Total carloads generated by the line 1,022
Average carloads per week 19. 7
Average carloads per mile 23.1
Average carloads pur train 6.8
1973 operating Information:

Number of round trips per year 150
Estimated time per round.trip (hours) 10.0
Locomotive horsepower 4,000
Train crew nlze 4

1 Includes only traffic on segment.
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606a

Public Comments on Preliminary System Plan

See comments on USRA line No. 605a.
Pacific Press & Shear Co., stated its need for rail

service at its Mount Carmcl plant. Pacific's inbound
traffic is 4,000 tons of steel plate per year instead of the
2.700 tons indicated in the Plan.

The Mayor of Mount Carmel estimated a daily traffic
potential of 200,000 tons outbound and 100,000 tons
inbound of agricultural products, coal, etc.

Chessie would continue to provide rail service to
Lawrencevttle shippers only, who would otherwise be
without service if 606 were abandoned.

Information for Line-Transfer Decision

Revenue received by PC $280,641
Average revenue per carload ^ $275

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 438,462
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) r 44,366

Cost incurred beyond the branch line 183,589

Total variable (avoidable) cost 666,417

Net contribution (loss) : total (386, 776)
Average per carload (377)

This line will require upgrading to meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards. Based on available information,
this upgrading would include the replacement of a total
of 2,284 crossties.

Traffic at Robinson was assigned to Line No. 605b.
ConRail will move coal traffic between the southern

Illinois coal fields and northern markets by using part
of Line 606 as a through route. ConRail trains will move
east on the B&O between Lawrenceville, 111. and Vin-
cennes, Ind., and north to Chicago on L&N trackage
rights.

Disposition

The portion of the Cairo Branch from Milepost 126.3
to Milepost 101.0 shall be transferred to the Consoli-
dated Rail Corp.

If the necessary trackage rights over the L&N cannot
be obtained, the portion of the Cairo Branch from
Milepost 82.0 to Milepost 101.0 shall be transferred to
the Consolidated Rail Corp. If the necessary trackage
rights over the L&N are acquired, the portion of the
Cairo Branch from Milepost 82.0 to Milepost 101.0 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 discontinued. For line-specific recommen-
dations, see section C of this appendix.

PORTION OF THE CAIRO BRANCH

USRA Line No. 606a
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1\i\s portion of the Cairo Branch, formerly part of
the New York Central RR, extends from Mount Carmel
(Milepost 126.3), to Harrwburg, III. (Milepost. 188.7).
a distance of 624 miles, in Wabash, Edwards, White,
Gallatin and .Saline Counties, 111. At Mount Carmel,
this line continues north to Danville, and at Harris-
burg south to Cairo (see Line Nos. 606 and 607). In
addition, the line connects with the Southern Ry St.
Louis-Louisville line at Mount Carmel, the Illinois Cen-
tral Gulf to Mattoon and Evansville at Grayville, the
Louisville & Nashville at Carmi and Eldorado, the
Baltimore & Ohio Shawneetown Branch at Norris City,
the PC Saline Valley Branch at Harrisburg, and the
PC Evansville Secondary Track at Mount Carmel (see
Line Nos. 607b and 612). Another connection is made
with the Illinois Central Gulf at Eldorado.

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Keensburg 67
Grayville 131
Crossville 66
Carmi 161
Norris City 1
Eldorado 1. 839
Mount Carmel1 135

Total carloads generated by the line 2,390
Average carloads per week 46.0
Average carloads per mile 38.3

See footnote nt end of table.



Average carloads per trnJn 8.0
Id73 operating information:

Number of ronnd tri|>s pt>r year 300
Estimated time per round trip <hours) 12
Locomotive horsepower 4,000
Train crew size 4
1 Includes only train i! nn thin segment.

Public Commenls on Preliminary System Plan

See comments on USRA Line No. fiOfia.
Respondents considered as confusing and ambiguous

the USRA recommendation that Line Xo. 606a not be
included in ConRail except U'twei-u Mount Carmel and
Kldorado, but that segment would he operated only if
shippers were unable to reroute coal traffic.

Public Service Co. and Amax Coal Co. were particu-
larly concerned because Ainax projects the shipment of
II to 6 million tons of coal per year from their Wabash
mino near Kccnsburgto Public Service's Gibson Station
(rt Skeltou. ft is only fi miles from Keensburg to Mount
Carmcl and there is no reasonable alternative routing.

The Sahara Coal Co. operates three mines on the
Saline Valley Branch (USRA Line No. 607'b) west of
Harrisburg. Sahara shipped over 1.9 million tons of
coal in 1974. 61 percent on the PC and 39 percent on
the ICG. Sahara snys lhi> ICG is perpetually short of
curs and unable to rnetsl. present demand. The company
would have, to close two of its mines, laying off nearly
400 workers, if it lost access to the PC.

At Eldorado, the Federal Wholesale Division of Scot
Lad Fowls. Tin1... is located on the PC siding. It receives
2,300 cars per year. According to Federal, neither the
ICG nor the L&X have the facilities in Eldorado to
handle Federal's traffic.

Other sh ippers and receivers included Warren Petro-
leum Co. (1974-90 cars) and Halliburton Services
(1974-11 cars) in Crossville, Illinois.

Information for Line-Transfer Decision

Revenue rccolvml by I'C $469,003
Average revenue per carload S108
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the replacement of a total of 5,600 crossties (an average
of 90 crossties per mile).

A review of this line indicated it is required for the
northbound movement of coal.

Disposition

This portion of the Cairo Branch shall be transferred
to the Consolidated Rail Corp.

Vrtrlaljle (avoidable) wst. of continued
service:

Cost Incurred on tho brunch llm-— 739,285
Cose of upprntlint: branch line to FRA

Class 1: (1 /JO of tolHi upirradinn cost) 62, (189
Co«t incurred beyond fbe branch line— 351.406

Total vnrlabli- (avoidable-) cost 1,103,380

Net contribution (Loss): total (684,377)
Average per carload— - ... .- (!286)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading -would include

PORTION OF THE CAIRO BRANCH

USRA Line No. 607

Penn Central

This portion of the Cairo Branch, extending from
Harrisburg (Milepoat 188.7) to Olimtted, III. (Milepost
245.3), a distance of Sfijd mites, in Saline, Massac, John-
son. Williamson and Pulaski Counties. 111., a line which
was recommended for inclusion on page 419 of the
Preliminary System Plan, shall be transferred to the
Consolidated Rail Corp.

It is recommended that the portion of this line from
Milepost 233.2 (Karnak) to Milepost 245.3 (Olmsted)
be sold to the Burlington Northern (see section 206(g)
of the Act).

SALINE VALLEY BRANCH

USRA Line No. 607b

Penn Central

The Saline Valley Branch, extending from Hams-
burg (Milepost 0.0) to Delta Mine, III (Milepost 10.7),
a distance of 10.7 miles, in Saline County, 111., a line
which was recommended for inclusion on page 420 of
the Preliminary System Plan, shall bo transferred to
the Consolidated Rail Corp.

PORTION OF PEORIA SECONDARY TRACK

USRA Line No. 609

Penn Central

This portion of the Peoria Secondary Track, formerly
part of the Pennsylvania RR, extends from Part*
(Milepoat 22.5) to Decatur, III. (Milepost 95.5), a dis-
tance of 73.0 miles, in Edgar. Coles, Douglas, Moultrie
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and Macon Counties, 111. The PC operates over ICG by
trackage rights between Mileposts 84.9 and 95.5. At De-
catur, this line continues to Peoria (see Line No. 610/
610a). Connections are: at Paris, the PC Cairo Branch
and Lenox-to-Davis Line (see Line Nos. 605, 60oa, 618,
and 618a), tlie Norfolk & Western Ry.'s Frankfort-East
St. Louis line at Oakland, the Illinois Central Gulf to
Chicago and Memphis at Arcola, the C&EI to Chicago,
Chaffec and Pana at Arthur, the Norfolk & Western
to Bement and Sullivan at Lovington, and the Illinois
Central Gulf to Mattoon at Hervey City. At Decatur,
this line connects with the Norfolk & Western to
Chicago, Fort Wayne, Kansas City and St. Louis,
Illinois Central Gulf lines to Madison, Wis., Cham-
paign, Peoria and Centralia, the Baltimore & Ohio to
Springfield and Indianapolis and the Illinois Terminal
ER to Springfield.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Bedmon 13
Borton 26
Oakland 63
Hindsboro 74
Kemp 81
Filson 1
Arcola 1
Chesterville 1
Arthur 166
Fairbanks 47
Lovington 294
Lake City 172
Prairie Hall 148

Total carloads generated by the line 1,087
Average carloads per week 20.9
Average carloads per mile 14. 9
Average carloads per train 3.6
1973 operating information:

Number of round trips per year 300
Estimated time per round trip (hours) 8.5
Locomotive horsepower : 1, 750
Train crew size 4

Public Comments on Preliminary System Plan

Illini FS, Inc., operates two agriculture retail
outlets on Line No. 609. These two businesses supply

area farmers over 8,000 tons annually of fertilizer,
chemicals, etc., and would be forced to close both
facilities if the line were abandoned.

Effingham Equity, Fairbanks, testified that if the
entire line cannot be kept, the 3-mile segment from
Fairbanks to Arthur should be kept open to provide
access to the C&EI at Arthur.

Cereal Mills, Inc., at Paris, 111., received 10,281
carloads in 1974. The' mill depends upon rail access
to the surrounding farm community. Without Line
No. 609 the distribution pattern for the raw farm
products would be altered, and Illinois Cereal Mills'
production would be cut.

The Mayor of Paris and the Paris Chamber of
Commerce reported that the community is heavily
dependent upon this line.

The United Transportation Union challenged
USRA for not including Paris and Decatur traffic
in the profitability calculations. Virtually all of the
traffic for Decatur moves over Line No. 609 from Paris.
Without Line No. 609, the total revenue for Decatur
traffic would be lost to Consolidated Rail Corp.

Information for Line-Transfer Decision

Revenue received by PC $243,295
Average revenue per carload $224

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 591,282
Cost of upgrading branch line to FBA

Class I: (1/10 of total upgrading cost) 91,256
Cost incurred beyond the branch line— 119, 210

Total variable (avoidable) cost 801, 748

Net contribution (loss): total-
Average per carload

(558,453)
(514)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 12,000 crossties (an average of
192 crossties per mile).

Shippers at Decatur, Turpin, and Mount Zion are also
served by the ICG which actually owns the track used
by PC to serve those points. The line was analyzed at
62,4 miles, the PC portion of the track, and the above
three stations were omitted. The mileposts were rede-
fined at Paris to allow continued service to those ship-
pers.

Service to this line generated a loss of $558,453 in
1973. Recovery of this loss would require approximately
a fivefold increase in traffic or a 230-percent rate
increase.



This line passes through an area of proven coal
reserves. There are no active mines dependent upon this
line. There are no plans for new mines which would be
dependent upon this line for rail movement. Between
800 million and 1.9 billion tons of coal reserves are
within a 5-milo corridor and a 10-mile corridor,
respectively of this line. Service by other railroads is
possible at five intermediate points.

Disposition

This portion of the Peoria Secondary Track is not
designated for transfer to Consolidated Kail Corp.
and is available for subsidy pursuant to section 301 of
the Act.

It is recommended that this line be considered for in-
clusion in a fossil fuel rail bank. Public officials also
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.

TRACKAGE RIGHTS OVER ICG RR

USRA Line No. 610/61 Oo

Penn Central
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(IT has Trackage
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tinues to. Madison, Wis. Also at Decatur the line con-
nects with the Norfolk & Western to Kansas City, ST.
Louis, Chicago and Fort Wayne; the Illinois Central
Gulf lines to Peoria, Champaign, Centn :ia and
Mattoon; the Baltimore & Ohio to Springfield and
Indianapolis, and the Illinois Terminal RR.

Public Comments on Preliminary System Plpn

No specific information concerning this line wns pro-
vided at the hearings conducted by tho Kail Services
Planning Office as reflected in their report entitled
"Evaluation of the U.S. Railway Association's Pre-
liminary System Plan."

Information for Line-Transfer Decision

These trackage rights over the ICG are used to serve
ITSRA Segment No. Oil. Line No. 611 will not be
transferred to ConRail.

Disposition

Trackage rights over this portion of the ICG are not
designated for transfer to Consolidated Rail Corp.

It is recommended that these trackage rights be
transferred to the Illinois Terminal RR (see section
20(>(g) of the Act).

PORTION OF PEORIA SECONDARY TRACfc

USRA Line No. 6M
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These PC trackage rights over the Illinois Central
Gulf RR extend from Decatur (Milepost 95.5). to
Maroa. IU. (Milepost 107.5), a distance of 12/) miles.
in Macon County, 111. At Decatur the line continues
southeast to Farmdale and Paris and, at Maroa. the
line continues northwest to Peoria (see Line Nos. 609
and 611). From Maroa, the Illinois Central Gulf con-

WAYNESVILLE

7.T
PORTION OF
PEORIA SECONDARY
TRACK. PC

ICG to Chicago
.k^ -ICG to

Bloomingcon

MAROA

ICG to Decatur
(PC has Trackage

t_ Rights)

This portion of the Peoria Secondary Track, for-
merly part of the Pennsylvania RR, extends from Maroa
(Milepost 107.5). to Waynesvifle. IK. (Milepost 126.7),
a distance of 192 miles* in Macon and DeWitt Counties,
111. At Maroa, the line continues southeast to Paris,
and at Waynes-villa it continues northwest to Peoria (see
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Line Nos. 610/610a and 611a). This line connects with
Illinois Central Gulf lines at Kenney and Midland City.
The portion beyond Maroa is owned by the Illinois
Central Gulf; PC operates under a trackage rights
agreement.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line :
Maroa
Rowell
Kenney _________________________________ -.____
Midland City

15
1
3

16
Tabor _____________________________________________ 356

Total carloads generated by the line 574
Average carloads per week 11.0
Average carloads per mile 29.9
Average carloads per train 11.0
1973 operating information:

Number of round trips per year 52
Estimated time per round trip (hours) 10
Locomotive horsepower 1,760
Train crew size 4

Public Comments on Preliminary System Plan

Service to Line No. 611 is out of Decatur over Line
No. 610/610a because a washout closed the line north
of Waynesville.

The United Transportation Union reported that it
would have been an inexpensive job to repair the wash-
out 2 years ago when it occurred.

The UTU reported that service to Line No. 611 is on
an as-need basis, approximately once a week, instead
of the 150 trips per year reported by USRA.

The Illinois Terminal Railroad Co. wishes to acquire
all PC property between Peoria and Decatur, including
yard and terminal facilities.

Information for Line-Transfer Decision

Revenue received by PC $124,945
Average revenue per carload $218

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 166,801
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost) — 46,416
Cost Incurred beyond the branch line 60, 605

Total variable (avoidable) cost 273, 822

Net contribution (loss) total (148,877)
Average per carload (259)

This line would require upgrading to meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class I track, which has a maxi-
mum safe operating speed of 10 m.p.h.). Based on avail-

able information, this upgrading would include the
replacement of a total of 9,736 crossties (an average of
507 crossties per mile).

This line was reanalyzed and the number of trips per
year was reduced to 52.

Service to this line generated a loss of $148,877 in
1973. Recovery of this loss would require approximately
a twofold increase in traffic or a 119-percent rate
increase.

Disposition

This portion of the Peoria 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 discontinued. For line-specific recommenda-
tions, see section C of this appendix.

PORTION OF PEORIA SECONDARY TRACK AND
ALLENTOWN SECONDARY TRACK

USRA Line No. 6776
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"ATLANTA *

This portion of the Peoria Secondary Track and the
entire Allentown Secondary Track, formerly part of
the Pennsylvania RR, extend from Atlanta (Milepost
132.7) to East Peoria, III. (Milepost 172.1), a distance
of 394 males, in Logan, Tazewell and Peoria Counties,

111. At Atlanta this line continues southeast to Decatur
(see Line Nos. 611a, 611, and 610/610a), and it also
connects with the Illinois Central Gulf line to Chicago.
Other connections include: the Illinois Central Gulf
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to Chicago at Minier, the PC Peoria & Eastern to
Peoria at Downing (sec Line No. 617c), the Illinois
Terminal RR to Peoria at Allentown, the Santa Fe to
Chicago at Morton, the Norfolk & Western and the
Toledo, Peoria & Western (both to Peoria) at Farmdale
Junction, and the Peoria & Pekin Union R-y. at East
Peoria. Furthermore, the Illinois Terminal maintains
the line from Milepost 162.") to Milepost 167.8. PC oper-
ates via trackage rights granted by the Norfolk & West-
ern Ry. between Farmdale Junction and P. & P.U.
Junction (Milepost 167.8 to Milepost 172.1).

Traffic and Operating Information

Stations (.with their 1973 carloads) served by this line:
Atlanta _ 20
Mount Joy 1
Armingtou 75
Hlttle 0
Mlnler 0
Tazewell 17
Morton 557

Total carloads generated by the line 670
Average carloads per week 12.9
Average carloads per mile 22. 5
Average carloads per train 5.6
1973 operating information:

Number of round trips per year 120
Estimated time per round trip (hours) 12
Locomotive horsepower 1,750
Train crew size 4

Public Comments on Preliminary System Plan

Rail Tech & Associates reported that the Atlanta
Agricultural Center is an active rail user receiving traf-
fic at Atlanta, but USRA reported no traffic at Atlanta.

The Eminence Grain & Coal Co. at Mount Joy re-
ported that rail service was necessary because all area
roads arc posted against heavy truck traffic.

The United Transportation Union reported 18 rail
users along Segment Xo. 61 Ib and said that the traffic
potential would be very good if the shippers were offered
better service.

The Illinois Terminal Railroad Co. wishes to acquire
nil PC property between Pcoria and Decatur, including
yard and terminal facilities.

The Tri-County Regional Commission in East Peoria
testified that 682 carloads were generated on this line
in 1973.

Information for Line-Transfer Decision

Revenue received by PC $128,176
Average revenue per carload $191

Cost of upgrading branch line to FRA
Class 1: 11/10 of total upgrading
cost) 75,350

Cost Incurred beyond the branch line— 61.262

Total variable (avoidable) cost 415.299

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 278,687

Net contribution (loss): total (287,123)
Average per carload (429)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 15,429 crossties (an average
of 518 crossties per mile).

This line was reanalyzed including the traffic gen-
erated at Atlanta.

The existence of an additional 12 carloads on this line
in 1973, as indicated in the testimony, would reduce this
loss to approximately S286.000.

Service to this line generated a loss of $287.123 in
1973. Recovery of this loss would require approximately
a fivefold increase in traffic or a 244-percent rate
increase.

Disposition

The portion of the Allentown Secondary Track from
Milepost 132.7 to Milepost 158.3 shall be offered for sale
to the Illinois Terminal, a profitable railroad operat-
ing in the Region. If this offer is not accepted, the line is
not designated for transfer to Consolidated Rail Corp.
and is available for subsidy pursuant to section 304 of
the Act

The portions of the Peoria. Secondary Track and
Allentown Secondary Track from Milepost 158.3 to
Milepost 172.1 are not designated for transfer to
Consolidated Rail Corp. and arc available for subsidy
pursuant to section 304 of the Act. Public officials have
recommended that certain rail rights-of-way be used for
othe public purposes if rail service is discontinued. For
line-specific recomemndations. see section C of this
appendix.

PORTION OF THE PEORIA & EASTERN LINE

USRA Line No. 617

Penn Central

This portion of the Peoria & Eastern line, extending
from Danville (Milepost 86.0) to Urbana, III. (Mile-
post 115.0), a distance of 29.0 miles, in Vermilion and
Champaign Counties, 111., a line which was recom-
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mended for inclusion on page 425 of the Preliminary
System. Plan, shall be transferred to the Consolidated
Kail Corp.

TRACKAGE RIGHTS OVER PEORIA & PEKIN
UNION RY

USRA Line No. 617a

Penn Central

The trackage rights over the Peoria & Pekin Union
Ry., extending from Pekin (Milepost 0.0) to East Pe-
oria, III. (Milepost 8.9), a distance of 83 miles, in Taze-
well County, 111., a line which was recommended for in-
clusion on page 426 of the Preliminary System Plan,
shall be transferred to the Consolidated Kail Corp.

PORTION OF PEORIA & EASTERN LINE

USRA Line No. 617b

Penn Central

.This portion of the Peoria & Eastern Line, extending
from Urbana (Milepost 115.0) to Bloomington, III.
(Milepost 170.5). a distance of 55.5 miles, in McLean,
DeWitt. Platt and Champaign Counties, 111., a line
which was recommended for inclusion on page 426 of
the Preliminary System Plan, shall be transferred to
the Consolidated Rail Corp.

PORTION OF THE PEORIA & EASTERN LINE

USRA Line No. 677c

Penn Central

. This portion of the Peoria & Eastern line, extending
from Bloomington (Milepost 170.5) to Pekin, IU. (Mile-
post 201:0), a distance of 30.5 miles, in Tazewell and
McLean Counties, 111., a line which was recommended
for inclusion on page 427 of the Preliminary System
Plan, shall be transferred to the Consolidated Rail
Corp.

PORTION OF THE DAVIS-TO-LENOX LINE

USRA Line No. 618a

Penn Central

This portion of the Davis-to-Lcnox Line, extending
from Paris (Milepost 89.0) to Mattoon, III. (Milepost

127.0), a distance of 38.0 miles, in Edgar and Coles
Counties, 111., a line which was recommended for in-
clusion on page 428 of the Preliminary System Plan,
shall be transferred to the Consolidated Rail Corp. This
line is being retained for the movement of through
freight trains until the parallel route is rehabilitated.
Once the through freight traffic is shifted from this line
ConRail should reevahtate the viability of local freight
service. Any ConRail abandonment would be subject to
normal I.C.G. abandonment proceedings.

PORTION OF THE DAVIS-TO-LENOX LINE

USRA Line No. 618b

Penn Central

The portion of the Davis-to-Lenox Line extending
from Mattoon (Milepost 127.0) to Pana. III. (Mile-
post 167.2), a distance of JflM miles, in Coles, Moultrie,
Shelby, and Christian Counties, 111., a line which
was recommended for inclusion on page 428 of the
Preliminary System Plan, shall be transferred to the
Consolidated Rail Corp.

The portion of the Davis-to-Lenox Line extending
from Pana (Milepost 167.2) to Hillsboro, III. (Mile-
post 194.0), a distance of 26.8 miles, in Christian
and Montgomery Counties, 111., a line which was rec-
ommended for inclusion on page 428 of the Prelimi-
nary System Plan, shall be offered for sale to the Mis-
souri Pacific RR (C&EI), a profitable railroad operat-
ing in the Region. ConRail will retain trackage rights
over the line. If this offer is not accepted, the line
shall be transferred to the Consolidated Rail Corp.
ConRaU will utilise this route for the alternate routing
of through freight trains until the parallel route is
rehabilitated.

PORTION OF THE DAVIS-TO-LENOX LINE

USRA Line No. 679

Penn Central

The portion of the Davis-to-Lenox Line, extending
from Hillsboro (Milepost 194.0) to East St. Louis
(Lenox), III. (Milepost 237.7), a distance of 43.7 miles,
in Montgomery and Madison Counties, 111., a line
which was recommended for inclusion on page 429 of
the Preliminary System Plan, shall be offered for sale
to the Missouri Pacific RR (C&EI) and the Burlington
Northern RR. profitable railroads operating in the
Region (see section 206(g) of the act). The C&EI shall
be offered the portion of the line from Milepost 194.0
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577o

(Hillsboro) to Milepost 205.2 (Joan) and the C&EI
and the BN shall jointly be offered the portion from
Milepost 205.2 (Joan) to Milepost 237.7 (Lenox).
ConRail will retain trackage rights over this line. If
this offer is not accepted, the line shall be transferred
to the Consolidated Rail Corp.

INTERSTATE LINES

PORTION OF CINCINNATI-TO-KANKAKEE LINE

USRA line No. 577a

Penn Central

ICG to Chicago
tf

PC to South Bend

«6' C4EI to Chicago
' i-(LAN has Traekaje

4- Right! I

PORTION OF
CINCINNATI-
KANKAKEE LINE. PC

CMStPftP
to Chicago . PC,oChielto

ICG to Memphis •

CAEI to St. Louis-*'
LSN to Evansville

TPSW to Peoria

Ken tl and

PC to Lofansport

*v
o TCMStPiP to Terre Haute

! S.Jh PC w Indianapolis
PC to Danvill* I v

This portion of the Cincinnati-to-Kankakee Line,
formerly part of the New York Central RE, extends
from Sheff, Ind. (Milepost 211.3) to Kankakee, III.
(Milepost 246.3), a distance of 35.0 miles, in Iroquois
and Kankakee Counties, 111., and Benton County, Ind.
A continuation of this line extends eastward to Cincin-
nati and northward to Chicago (see Line Nos. 577 and
408). This line connects with the PC to Cairo and Chi-
cago at Shelf, Ind. (see Line No. 601). This line con-
nects with the Toledo, Peoria & Western BE to Effner
and Peoria at Sheldon. Near Nelson the Milwaukee
Road Chicago-Terre Haute line crosses. This line also
connects with the C&EI-L&N" line from Chicago to
Evansville at St. Anne. (The L&N line to Chicago uses
the C&EI trackage.) At Kankakee this line connects
with the ICG Chicago-New Orleans main line. It also
connects with the PC line to South Bend and Peoria
at Eankakee.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Ranb - «9
Sheldon - 1,277
iToquols - — 109
Donovan 184
Beavervllle - - - 204
St. Anne 134
Aroma Park 16

Total carloads generated by the line - 2,073
Average carloads per week 39.0
Average carloads per mile 59.2
Average carloads per train 13.8
1973 operating information:

Number of round trips per year 150
Estimated time per round trip (hours) 6
Locomotive horsepower 1.750
Train crew size 4

Public Comments on Preliminary System Plan

The Kankakee County Farm Bureau indicated that
present and potential traffic make this lino essential to
the economic well-being of Kankakeo. County farmers.

Congressman George O'Brien expressed interest in
the line's being acquired by a solvent carrier, as did the
Eail Eesearch Committee organized on the line.

The Eail Eesearch Committee also pointed out ap-
parent factual errors in USEA's analysis: e.g., nearly
1,000 cars from five major on-line shippers in Kankakee
were omitted. The Committee also pointed out seeming
inconsistencies in the way US11A handled the different
segments of the Cincinnati-to-Kankakee line—one seg-
ment having been included with no demonstrated analy-
sis and two segments included because they were re-
quired for "through traffic." The main thesis of the
Committee's criticism is that Line No. 577a is an inte-
gral segment of a through line, but that it can stand
on its local traffic generating higher carloads per mile
than the other Cincinnati-Kankakee segments.

The Early & Daniel Co. at Sheldon argued that the
entire line was profitable and should be retained, but
especially the 7.8-mile segment from Sheff to Sheldon
must stay. In 1973, this 7.8 miles generated 58 percent of
the carloading and 80 percent of the revenues which
USRA attributed to the entire line.

Shippers at Iroquois. Donovan and Beaverville indi-
cated that USRA understated the 1973 carloads by 302.

Information for Line-Transfer Decision

Revenue received by PC $938,461
Average revenue per carload $453

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line 328,443
Cost of upgrading branch line, to FRA

Class I: (1/10 of total upgrading
cost) 37,004
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Cost incurred beyond the branch, line— 814,918

76

Total variable (avoidable) co.st 1,180,365

Net contribution (loss): total (242,904)
Average per carload (117)

This lino -would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 200 crossties.

The mileposts were adjusted at Kankakee so all ship-
pers would continue to receive service. An analysis was
made of the portion from Sheff to Sheldon. The costs
were adjusted to reflect unit grain trains and shipper-
owned equipment. This subsegment would require a 7-
percent rate increase to become viable.

Although service to the entire line generates a loss,
service to that portion of the line from Milepost 211.3
to Milepost 219.4 (serving shippers at Baub and Shel-
don who generated 1,426 carloads in 1973) would gen-
erate $717,962 in revenue and $771,091 in costs with a
resulting loss of $53,129. This portion of the line may
become viable with either an 87-percent increase in traf-
fic or a 7-percent rate increase.

Service to the remainder of the line (from Milepost
219.4 to Milepost 246.3 serving shippers at Iroquois,
Donovan, Beaverville, St. Anne and Aroma Park who
generated 647 carloads in 1973) would generate $220,-
499 in revenue and 457,098 in costs with a resulting
loss of $236,599. Recovery of costs would require ap-
proximately a fivefold increase in traffic or a 107-per-
cent rate increase over the 1973 levels. The existence of
an additional 302 carloads on this line in 1973, as in-
dicated in the testimony, would reduce this loss to
approximately $218,500.

Disposition

The portion of the Cincinnati-Kankakee line from
Milepost 211.3 to Milepost 219.4 shall be offered for
sale to the TP&W, a profitable railroad operating in
the Region. If this offer is not accepted, the line shall
be transferred to the Consolidated Rail Corp.

The portion of the Cincinnati-Kankakee line from
Milepost 219.4 to Milepost 246.3 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 discontinued. For line-specific recommendations, see
section C of this appendix.

PORTION OF THE DANVILLE BRANCH

USRA Line No. 604

Penn Central

This portion of the Danville Branch, extending f ro"m
Highlands, Ind. (Milepost 6.3) to Danville, III. (Mile-
post 110.2), a distance of 103.9 miles, in Lake, Newton,
Benton, Warren and Fountain Counties, Ind., and
Vermilion County, 111., a line which was recommended
for inclusion on page 477 of the Preliminary System
Plan, shall be transferred to the Consolidated Rail Corp.
It is not planned that this line will be used for the move-
ment of through freight trains; the use of alternate
routings are being negotiated toith the Louisville &
Nashville and the Chicago & Eastern Illinois Railroads
(see chapter on Coordination).

PORTION OF THE EVANSVILLE SECONDARY
TRACK

USRA Line No. 672

Penn Central

This portion of the Evansville Secondary Track, ex-
tending from Mount Carmel, III. (Milepost 127.4) to
Skelton, Ind. (Milepost 132.0), a distance of 4.6 miles,
in Gibson County, Ind., and Wabash County, 111., a
line which was recommended for inclusion on page 477
of the Preliminary System Plan, shall be transferred to
the Consolidated Rail Corp.

PORTION OF PEORIA & EASTERN LINE

USRA Line No. 676

Penn Central

This portion of the Peoria & Eastern Line, extending
from Cl-ermont, Ind. (Milepost 9.2) to DanviUe, III.
(Milepost 82.0), a distance of 72.8 miles, in Marion,
Hendricks, Boone, Montgomery. Fountain and Warren
Counties, Ind., and Vermilion County, 111., a line which
was recommended for inclusion on page 479 of the Pre-
liminary System Plan, shall be transferred to the Con-
solidated Rail Corp.



PORTION OF THE DAVIS-TO-LENOX LINE

USJM Line No. 618

Penn Central

This portion of the Davis-to-Lenox line, extending
from Terre Haute, Ind. (Milepost 7:2.0) to Paris, III.
(Milepost 89.0), & distance of 17.0 miles, in Vigo
County, Ind., and Edgar County, 111., a line which was
recommended for inclusion on page 479 of the Pre-
liminary System Plan, shall be transferred to the Con-
solidated Bail Corp. It is not planned that this line will
be used for the movement of through freight trains;
the use of alternate routings is being negotiated with
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the Louisville & Nashville HR (see chapter on
Coordination).

PORTION OF THE COLUMBUS-CHICAGO LINE

USRA Line No. 689

Penn Central

This portion of the Columbus-to-Chicago line, extend-
ing from Hartsdale. Ind. (Milepost 284.0) to Chicago,
lU. (Milepost 302.4), a distance of 184 miles, in Lake
County, Ind., and Cook County, 111., a line which
was recommended for inclusion in the Preliminary Sys-
tem Plan, shall be transferred to the Consolidated Bail
Corp.
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USRA
Line

Number

399
414
417/417a
418
419

420
423
428
429
521

522
523
524
556
557

505
566
566a
571
573

574/574a
575
576

577
578

579a
582
Oo4

585/586/587
588a

589
590
591
593
593a

593b
594/594a
595
596
597

Intrastate

PC

Terminals

Goshen to Shipshewana
Hartsdale to East Gary
Auburn to Waterloo
Kendallville to Michigan State Line
North Manchester to Mexico

North Manchester to Columbia City
Logansport to Culver
Adams to Decatur
Decatur to Ridgeville
New Castle to Richmond

New Castle to Anderson
Anderson to Elwood
Elwood to Kokomo
Richmond to Lynn
Lynn to Ridgeville

Ben Davis to Limedale
Greencastle to Brazil
Brazil to Terre Haute
Cedar Grove to Brookville
Beeson to Connersville

Lebanon to Brant
Lebanon to Lafayette
Lafayette to Templeton (N&W Trackage

Rights)
Templeton to Sheff
Emporia to Knightstown

Knights town to Carthage
Columbus to Flat Rock
Fcnns to Shelbyville
Shelbyville to North Rushville
Madison Secondary Track at Columbus

North Vernon to North Madison
North Madison to Madison
South of Riley to Worthington Junction
Martinsville to Rincon Junction
Rincon Junction to Thomas

Thomas to Buckskin
Buckskin to Evansville
Buckskin to Lynnville
Duff Junction to Washington
Rincon Junction to Sandborn

USRA
Line Terminals

Number

Page

80
80
81
82
84

85
85
86
86
88

89
89
90
91
91

92
93
93
93
94

94
96

96
96
96

97
98
99

100
101

101
102
103
104
105

105
105
105
106
106

598
602
619
R21v£ l

62 lb

622/623
630
633
634
689a

700

1262

577a
604
612
616
618

689

620/620a/
620b

401
467
637

520a
554
571a
638

1261

Sandborn to Bicknell
Waveland to Crawfordsville
Franklin to Columbus
Tnffprsinn v i 1 1 P t.n !Vn.t wnif U11C1 &UI1 • L11U \Al >• ahnlSll

Jeffersonville to New Albany

Lebanon to Fisherburg
Effner to Kenneth
Centerville to Indianapolis
Lebanon to Clermont
North Judson to Hartsdale

Columbia City Secondary Track at North
Manchester

EL

Huntington to Hammond

Interstate

PC
Indiana to Illinois (these lines are discussed

under Illinois)

Sheff, Ind. to Kankakec, 111.
Highlands, Ind. to Danville, 111.
Skelton, Ind. to Mt. Carmcl, 111.
Clermont, Ind. to Danville, 111.
Terre Haute, Ind. to Paris, 111.

Hartsdale, Ind. to Chicago, 111.

Indiana to Kentucky

Columbus, Ind. to Louisville, Ky.

Indiana to Michigan

South of Angola, Ind. to Montgomery, Mich.
Michigan City, Ind. to Buchanan, Mich.
South Bend, Ind. to Nile*, Mich.

Indiana to Ohio

Richmond, Ind. to Eaton, Ohio.
Hunter, Ind. to Glen Karn, Ohio
Cedar Grove, Ind. to Valley Junction, Ohio
Richmond, Ind. to New Paris, Ohio

EL

Indiana lo Ohio

Huntington, Ind. to Lima, Ohio

Page

107
108
108
109
109

110
110
112
113
113

114

114

116

116
117
118

118
119
121
122

122
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SHIPSHEWANA BRANCH

USRA Line No. 399

Penn Central

SHIPSHEWANA

PC Chicago-
Buffalo

To Elkhart/

16.0 miles SH'PJH

~7 y^~-PC SHII
/ X BRANC
N,"*GOSHEN MP 0.7

PC SHIPSHEWANA
BRANCH

GosheniTX /-To Toledo

! ^l̂ -PC Michigan Branch to
I Warsaw and Marion
I

The Shipshewana Branch, formerly part of the New
York Central RR, extends from Goshen (Milepost 0.7),
to Skipshewana,* Ind. (Milepost 16.7), a distance of 16.0
miles, in Elkhart and LaGrange Counties, Ind. This
line connects at Goshen with the Penn Central's
Chicago-Buffalo line and with the PC Michigan Branch
to Warsaw and Marion.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Middleburg 181
Shipshewana 275

Total carloads generated by the line 456
Average carloads per week 8.8
Average carloads per mile 28.5
Average carloads per train 9.1
1973 operating information:

Number of round trips per year BO
Estimated time per round trip (hours) 7.0
Locomotive horsepower 1,500
Train crew size 4

Public Comments on Preliminary System Plan

Coachman Industries in Middleburg states that
because of industrial development a sixfold increase
in employment occurred over the last decade.

If this line is closed, a 65-acre industrial park cur-
rently planned will not be developed.

The Goshen Chamber of Commerce questioned
USRA's figures on revenue attributable to the line
stating local shippers have paid over a half million
dollars per year to the railroad.

The Chamber of Commerce believes that PC has
deliberately discouraged use of the line.

The LaGrange County Board of Commissioners
estimates that the Pumpkin Vine Branch could easily
double its traffic under good service.

The Governor's Rail Task Force in Indiana stated
that this line has an estimated $15,237 profit from

9,106 of branch revenues in 1973. The Task Force

estimated rehabilitation costs for this line at $370,000.
If the line were abandoned, 30 jobs were estimated to be
lost with a wage impact of $255,000. The Task Force
stated that 1,453 cars were generated at Goshen, 181 at
Middleburg, and 275 at Shipshewana.

Information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload..

$109,099

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 147,802
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 80,299

Cost incurred beyond the branch
line 49,571

Total variable (avoidable) cost 227,672

Net contribution (loss): total (118,573)
Average per carload (260)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would in-
clude the replacement of a total of 5,200 crossties (an
average of 325 crossties per mile).

The mileposts were adjusted at Goshen to allow con-
tinued service to Weyerhauser (as was intended in the
PSP). The revenue assigned to the branch was the
amount received by the Penn Central for its portion of
the haul.

Service to this line generated a loss of $118,573 in
1973. Recovery of this loss would require approximately
a twofold increase in traffic or a 109-percent rate
increase.

Disposition

The Shipshewana Branch 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
discontinued. For line-specific recommendations, see
section C of this appendix.

PORTION OF JOL1ET BRANCH

USRA Line No. 414

Penn Central

This portion of the Joliet Branch, formerly part of
the New York Central RR, extends from East Gary
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(Milepost 0.0) to Hartsdale, Ind. (Milepost 12.8), a dis-
tance of 12.8 miles, in Lake County, Ind. This line
continues beyond Hartsdale to Chicago Heights, Mat-
teson and Joliet At East Gary, it connects with the Penn
Central Ivanhoe Branch, at Liverpool with PC's line
to Pittsburgh and at South Gary with the N&W main
line to Fort Wayne. At Griffith the lines of the EL, C&O
and GTW cross, as do two Elgin, Joliet & Eastern Ry
lines which converge and parallel this line through
Hartsdale. At Hartsdale, Penn Central's lines to
Logansport and Danville cross (see Line NOB. 689,689a
and 604).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Liverpool,
Boss
South Gary—
Griffith
Bast Gary1

Gary1

8
8

12
12

180
2

Total carloads generated by the line 217
Average carloads per week 4.2
Average carloads per mile 17.0
Average carloads per train 4.2
197S operating Information:

Number of round trips per year 62
Estimated time per round trip (hours) 8.0
Locomotive horsepower 1,500
Train crew sice 4
1 Include* only traffic on segment.

Public Comments on Preliminary System Plan

Review by the Office revealed no public testimony on
this line.

The BN is interested in acquiring line segment 414
and is negotiating with USRA and the ICC to be per-
mitted to do so.

The Governor's Rail Task Force recommended aban-
donment of this line.

INDIANA
417/417a

Information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload. $183

Variable (avoidable) cost of continued
- service:
Cost Incurred on the branch line 97,310
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) 0
Cost incurred beyond the branch line 24.643

Total variable (avoidable) cost 121,963

•Net contribution (loss! : total (82,342)
Average per carload (87ft)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.)

Disposition

The portion of the. Joliet Branch from Milopost 0.0
to Milepost 0.6 shall be transferred to Consolidated Rail
Corp.

The portion of the Joliet Branch from Milepost 0.6
to Milepost 12.8 shall be offered for sale to the Burling-
ton Northern under section 206(g) of the Act. This sale
would preserve rail service to 33 carlonds or 100 per-
cent of the. traffic generated on this line. If this offer is
not accepted, this portion of the line is -not designated
for transfer to Consolidated Rail Corp. and is available
for subsidy pursuant to section ."504- of the Art. Public
officials have recommended that certain rail riphts-of-
way be used for other public purposes if rail service is
discontinued. For line-specific rwominpiidntions, see
section C of this appendix.

PORTION OF WATERLOO BRANCH AND

VANDALE SECONDARY TRACK

USRA UNE No. 417/417a

Penn Central

PC to Chicago
I Waterloo

PC to Buffalo

PORTION OF WATERLOO
BRANCH AND VANDALE-
SECONDARY TRACK. PC

B&O to Chicago

WATERLOO MP 25.0

AUBURN
B&O to Pittsburgh

Auburn Jet MP 81.5
AUBURN JCTMP 19.5
(MP8I.4)
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This portion of the Waterloo Branch and the Van-
dale Secondary Track, formerly part of the New York
Central RR, extends from Auburn Junction (Milepost
19.5) to Waterloo (Milepost 25.0), and from Auburn
Junction (Milepost 81.4) to Auburn, Ind. (Milepost
82.8), a total distance of 6£ miles, in De Kalb County,
Ind. This line has two parts; the Waterloo-Auburn
Junction link connecting the PC's Chicago-Buffalo line
toi the B&O Chicago-Pittsburgh line and the smaller
line from Auburn Junction to Auburn.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Auburn 297
Auburn Junction 1

Total carloads geenrated l>y the line 208
Average carloads per week 5. 7
Average carloads per mile 43.2
Average carloads per train 4. 0
1973 operating information:

Number of round trips per year 75
Estimated time per round trip (hours) 5
Locomotive horsepower 1,500
Train crew size 4

Public Comments on Preliminary System Plan

Public response was light but indicated a definite
community dependence upon rail.

The Auburn Foundry, one of the area's largest em-
ployers, would be forced to relocate—a serious blow
to the local economy. Auburn Foundry is currently
half-way through a major expansion to double its
capacity.

Other testimony concerned the poor and declining
service by the PC. The Mayor of Auburn has advo-
cated that service be continued as a spur off the B&O.
Negotiations are also underway for the community
possibly to purchase the line.

Total traffic of 070 carloads is projected for 1975 by
three shippers.

Loss of service would cost the local economy 300 jobs,
with an associated income loss of $2.4 million.

The Chessie wishes to provide service to Auburn traffic
only. (Note: The Chessie has disaffirmed interest in this
project.)

The Governor's Rail Task Force reported that PC
received $61,395 in gross freight revenues from the line,
paid $18,785 in branch costs hence their estimated profit
was $42,610. The Task Force also estimated the rehabili-
tation costs which totaled $67,639. Additionally, they
noted the loss of 15 jobs should service be curtailed.
The Task Force recommends inclusion of this line into
the Final System Plan.

Information for Line-Transfer Decision

Revenue received by PC (61,805
Average revenue per carload $208

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line 78,982
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 12,472

Cost incurred beyond the branch line 40,198

Total variable (avoidable) cost 131,652

Net contribution (loss): total (69,847)
Average per carload (234)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 1974 crossties (an average
of 359 crossties per mile).

This line was described incorrectly in the Preliminary
System Plan, but is correctly described above.

Service to this line generated a loss of $69,847 in 1973.
Recovery of this loss would require approximately a
fourfold increase in traffic or a 113-percent rate increase.
Although the shippers served by this line have provided
information indicating some traffic growth, the pro-
jected traffic level is significantly less than that required
for viability.

Disposition

This portion of the Waterloo Branch and the Vandale
Secondary Track is not designated for transfer to Con-
solidated Rail Corp. and is available for subsidy pur-
suant 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 discontinued.
For line-specific recommendations, see section C of this
appendix.

PORTION OF GR&I BRANCH

USRA Line No. 418

Penn Central

This portion of the GR&I Branch, formerly part of
the Pennsylvania RR, extends from KendaUvifle (Mile-
post 121.0) to the Michigan State line (Milepost 146.4),
a distance of 254 mMes, in Noble and LaGrange Coun-
ties, Ind. This line is part of the Penn Central's GR&I
Branch which continues south to Fort Wayne and north
to Nottawa. At Kendallville, the PC's Chicago-Toledo



I PC to Sturgis and Nottawa, Mich.

I

25.4 miles!

MICHIGAN STATE LINE

I*- PORTION OF GR&I BRANCH, PC

N&W to Chicago Iw0!cottville

' '£'tJM to Toledo

PC » Chicago ^KENDALLV.LLEMP.21.0

> A? T-
Kendallvillel PC to Buffalo

I
l«— PC to Fort Wayne

line connects and at Wolcottville. the Norfolk & West-
ern Ry connects with this line.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Wolcottville 35
LaGrange 343
Howe — - 5S
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Kalamnzoo. The Company would retain actual service
but would lose the through link. The company is just
developing its 55-acre complex and estimates annual
traffic of 3.000 cars.

The number of round trips attributed to the line
should be reviewed.

The Stiito of Indiana in its report: VSR A Seg-
ments in Indiana: State Analysis and Recommenda-
tions reached a conclusion that this line in its
entirety between Kendallville and the State line was
profitable by S510 per mile or $13,269 (total segment).
Estimated rehabilitation costs were estimated to be
$550,000. Indiana credited this branch with 1,607 total
cars at Kendallvihe. 0 at Wolcottville, 343 at LaGrange,
and 58 at Howe. Letters objecting ro the 304(f) aban-
donment proceedings concentrated on disruption of
business at LaGrange. Ind.

Total carloads generated by the line 436
Average carloads per week 8.4
Average carloads per mile IT. 2
Average carloads per train 4,2
1973 operating information:

Number of round trips per year 104
Estimated time per round trip (hours) 8.0
Locomotive horsepower 1,000
Train crew size 4

Public Comments on Preliminary System Plan

The Rail Service Research Committee's research indi-
cated nearly three times the revenue which USRA
attributed to the line, and that only 5.7 miles of the
trackage is below FRA Class I standards.

Duo-Therm Division of Motor Wheel Corporation,
the largest employer in LaGrange, is dependent upon
rail to remain competitive. Duo-Therm reported that
the additional cost of alternate transportation would
be $250,000. The company is currently considering a
new line of production which would increase rail usage
50 percent.

Shippers at Kendallville insist they must be served
by Line No. 418.

The Indiana Farm Bureau estimated potential traffic
of 1,550 tons per year.

The LaGrange County Chamber of Commerce esti-
mated unemployment of 200 with accompanying income
loss of $3.000,000 as a result of loss of service.

Sturgis Iron & Metal Company located adjacent to
the line three years ngo because of availability of
through service and a daily switch from Ft. Wayne to

Information for Line-Transfer Decision

Rcvonuv received l>y I'C
Average rmunne per carload

$110.900
9254

cost of continuedVariable (avoidable)
service:

Cost Incurred on the branch lim> 216, 889
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading costl __ 43, ,"i30
Cost Incurred beyond the branch llnp— 62,977

Total variable (avoidable) cost 323,396

NVr roulTibutlon (loss) : total-
Averase per carload (487)

(212,436)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 6,500 crossties (an average
of 256 crossties per mile).

This line was reanalyzed and the number of trips re-
duced to l."»6. Thfi addition of 1,551 tons per year would
be 31 cars at 50 tons per car. This would not make the
line viable. No specific details are available concerning
the other traffic projections.

As Line Nos. 418, 456/457/458 fail the viability
criteria, service to Kendallville traffic will be from Fort
Wayne.

Service1 to this line generated a loss of $212,436 in
lf>73. Recovery of this loss would require approximately
a fourfold increase in traffic or a 191-percent rate
increase.

Disposition

This portion of the GR&I Branch is not- designated
for transfer to Consolidated Rail Corp. and is available
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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
discontinued. For line-specific recommendations, see
section C of this appendix.

PORTION, COLUMBIA CITY SECONDARY TRACK

USRA Line No. 479

Penn Central

PC to Goshen
I / PC to Columbia City

r>-
North ManchesterL.^"

EL to Ch,cago -̂.JT NORTH MANCHESTER
hMP 36.9

I
• ̂  I Bolivar

"••O... ^ EL to Marion, Ohio

'*~PC to Marion. Ind.

PORTION OF
COLUMBIA CITY
SECONDARY TRACK. PC

MEXICO T"
NftW to Indianapolis

This portion of the Columbia City Secondary Track,
formerly part of the Pennsylvania RR, extends from
Mexico (Milepost 14.2) to North Manchester, Ind.
(Milepost 36.9), a distance of 82.7 miles, in Miami and
Wabash Counties, Ind. At North Manchester, the line
continues in a northeasterly direction to Columbia City
(see Line No. 420). This line connects at North Man-
chester with PC's Michigan Branch. At Newton, it con-
nects with the Erie Lackawanna line from Chicago to
Hoboken (see Line No. 1262). The Norfolk & Western
Ry's Michigan City-Indianapolis line connects with this
line at Denver.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Roann
Chili
Denver
Mexico

52
7
7

00

Total airloads generated by the line 156
Average carloads per week 3.0
Average carloads per mile 6.8
Average carloads per train 3. 9
1973 operating information:

Number of round trips per year 40
Estimated time per round trip (hours) 6.0
Locomotive horsepower 1,000
Train crew size 4

Public Comments on Preliminary System Plan

The Indiana Rail Services Planning Commission
challenged the USRA's figures. There were fewer than

40 round trips in 1973. The Plan reported substantial
rehabilitation costs, but the Commission finds that the
line already exceeds FRA Class I standards.

Loss of rail service on this line would cause three
grain elevators to close; the loss would cost the local
economy 32 jobs, $259,000 in personal income, and
$26,200 in tax revenues.

The Indiana Farm Bureau estimates potential traffic
of 6,900 tons of phosphates and potash per year.

Over the past five years, the elevator at Mexico has
spent $200,000 on rail facilities to accommodate ten-car
lots.

The estimated cost for upgrading this line to FRA
Class I standards should be reviewed. The available
information on the line indicates that the tie replace-
ment estimate may be high.

The report prepared by the Governor s Task Force of
Indiana indicated that the line lost $6,954 in 1973 and
requires rehabilitation costing $546,720.

Information for Line-Transfer Decision

Revenue received by PC $79,460
Average revenue per carload

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 164,762
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) 53,218
Cost Incurred beyond the branch line 53,511

Total variable (avoidable) cost 271,491

Net contribution (loss): total (192,031)
Average per carload (1,231)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 9,900 crossties (an average
of 430 cro?sties per mile).

This line was reanalyzed and the number of trips re-
duced to 40. There is an 8-m.p.h. slow order, indicating
that at least a portion of the line does not meet Class I
standards. The elimination of the rehabilitation cost
would not make this line viable.

Service to this line generated a loss of $192,031 in
1973. Recovery of this loss would require approximately
a sevenfold increase in traffic or a 242-percent rate in-
crease. Although the shippers served by this line have
provided information indicating some traffic growth,
the projected traffic level is significantly less than that
required for viability.
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Disposition

This portion of the Columbia City 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 riguts-of-vuy be. used for other public purposes if
rail service is discontinued. For line-specific recom-
mendations, see section C of this appendix.

PORTION, COLUMBIA CITY SECONDARY TRACK

USRA Line No. 420

Penn Central

COLUMBIA CITY
(VAN DALE)

Columbia City

PC to Pittsburgh

to Fort Wayne

NSW to Chicago

•"*
PORTION OF THE
COLUMBIA CITY SECONDARY
TRACK. PC -^

I
PC to Goshen- -»l

• \J^NORTH MANCHESTER (MILEPOST 38.9)

x- **YNorth Manchester

-* ** T I* • PC to Marion. Ind.

PC to Mexico

This portion of the Columbia City Secondary Track,
formerly part of the Pennsylvania RR, extends from
North Manchexter (Milepost 38.0) to Columbia City
(VatuMe) /ml. (Milepost 55.3), a distance of 17J
miles, in Whitley, Kosciusko and Wabash Counties, Ind.
A continuation of this lino extends from North Man-
chester to Mexico (see Line No. 419). At Columbia City,
this line, connects with the PC's Chicago-Pittsburgh line
and at North Manchester with the PC's Anderson-
Goshen line. At South Whitley the Norfolk & Western
Ry's Chicago-Fort Wayne line crosses.

Public Comments on Preliminary System Plan

The Association reported that this line, has been ap-
proved for abandonment. It is kept ope.n only as access
to Line No. 419.

The Rail Services Planning Commission reported
that the Farmers Coop Elevator at South Whitley has
invested 8200,000 over the past 5 years on rail facilities
to handle 10-car lots.

The South Whitley elevator shipped 130 cars last
year and would have shipped 66 more if the cars had
been available.

See comments on Line No. 419.

INDIANA
420, 423

Information for Line-Transfer Decision

The ICC approved this line for abandonment on
April 12, 1073 (Docket No. AB-5 Sub. No. 25). It has
been kept in service to handle traffic generated on
USRA Line No. 419. Line No. 419 is not designated for
transfer to Consolidated Rail Corp. The existence of
130 carloads, as reported by the RSPO, will not support
viable rail service on this 17.3 mile line.

Disposition

This portion of the Columbia City 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 discontinued. For line-specific recommen-
dations, see section C of this appendix.

PORTION OF CULVER SECONDARY TRACK

USRA Line No. 423

Penn Central

CULVER I

EL to Chicago EL to Marion
Ohio

Je Long

37.7 milesKewanna

"K"
C&O to Cincinnati

N&W to Fan Wayne

C&O to Chicago

PORTION, CULVER
SECONDARY TRACK. PC -t

PC t« Chicago-)̂  LOGANSPORT

\ (FERN) t

PCtoEffner Kenneth ..aft--'"*' X>» *"«k» Columbus. Ohio

•N*WtoSt. Louis /\ \ """
/ PC to Indianapolis \^_pc w ^^

This portion of the Culver Secondary Track, for-
merly part of the Pennsylvania RR, extends from
Logansport (Fern) (Milepost 115.9) to Culver, Ind.
(Milepost 148.6), a distance of 32.7 miles, in Cass, Ful-
ton and Marshall Counties, Ind. At Lognnsport this line
connects with the PC Chicago-to-Columbus line, the
Norfolk & Western Ry., and the I&F Branch. PC. Ke-
wanna is served by the Chesapeake & Ohio Ry.'s Chi-
cago-Cincinnati line and DC Long is served by the Erie-
Lackawanna Ry's Chicago-Marion, Ohio line (see Line
No. 1262).



INDIANA
428, 429

86

Traffic and Operating Information FORT WAYNE SECONDARY TRACK

Stations (with their 1073 carloads) served by this line:
Lucerne 96 USRA Line No. 428
Grass Creek 26
Kewanna 20 Perm Central
De Long 0
Culver 9

Total carloads generated by the line 161 The Fort Wayne Secondary Track, extending from
Average carloads per week 2.0 Decatur (Milepost70.4) to Adams, Ind. (Milepost86.6),
Average carloads i«r milp 4.6 a distance of 16.0 miles, in Allen and Adams Counties,
Average carloads per train 8.8 jnd ft ^ whi(jh ^ag recommended for inclusion on
1073 operating information: .__ . ,, -r, ,. . a A ™ i « i

Number of round trips per year 40 P*& «8 of the Preliminary System Plan, shall be
Estimated time per round trip (hours) 8.0 transferred to the Consolidated Kail Corp.
Locomotive horsepower 1,200
Train erew size 4

Public Comments on Preliminary System Plan RIDGEVILLE SECONDARY TRACK

The Indiana Farm Bureau projected annual traffic of IICPA I • M AtQ
5,750 tons of phosphates and potash on this line. USRA "ne No< *29

Information for Line-Transfer Decision Penit Central

Revenue received by PC $65,366
Average revenue per carload $433 pc to M*ms and Fort Ha"ne

Variable (avoidable) cost of continued _. I 1
service: EL to Ch,cage ,<J

Cost incurred on the branch line 224,328 ""*•«..>• I
Cost of upgrading branch line to FRA '**••».. I DECATUR

Class I (1/10 of total upgrading cost). 75,106 -f °°"<f **:—--.^ ^EL to
<

Marion' Ohio

Cost incurred beyond the branch line 43,141 N&W to Frankfort ""••"""''""""

Total variable (avoidable) cost 342,576 N&W to Delphos, Ohio

AverarLTaToar ^ '' *** rî ™*** ^RIDGEV.LLE SECONDARYAverage per carload (1,836) 4--*^ TRACK PC

This line would require upgrading to meet the re- N&w to prankfort
quircments of the Federal Railroad Administration's I ^Portland
minimum safety standards (Class I track, which has a 37.4 miles ^.••"V***"*'?*
maximum safe operating speed of 10 m.p.h.). Based on •"" N&w to Sandusky- °h'°
available information this upgrading would include the
replacement of a total of 16,350 crossties (an average of - -. j
500 crossties per mile). This additional traffic would not / ' ~ *- ̂  _ Rl DGEVILL E
support viable rail service. ^ Pc to

The addition of 5,750 tons, as indicated by the In- ' \ T
diana Farm Bureau, is the equivalent of 115 carloads at „,. „. s^?\ Pc to C01""11*15. °hio

_ r t . * PC to Richmond
50 tons per car. I

Service to the line generated a loss of $277,210 in 1973. m, _., .,, „ , „ i * i ^ **i,«
Recovery of this loss would require approximately a ,, The Riclgevdle Secondary Track, formerly part of the
twelvefold increase in traffic or a 424-peLnt rate in- Prj1™ ™> 'Tw ̂ T ^ *^r post 33.0) to Decatur, Ind. (Milepost 70.4), a distance

of 374 miles, in Adams, Jay and Randolph Counties,
Disposition Ind. This line connects at Ridgeville with PC's Fort

This portion of the Culver Secondary Track is not Wayne n™nch to Winchester (see Line No. 557) and
designated for transfer to Consolidated Rail Corp. and afc Decatur with the Fort Wayne Secondary Track to
is available for subsidy pursuant to section 304 of the Adams (see Line No. 428). N&W lines cross at Decatur
Act. Public officials have recommended that certain and Portland; the EL Chicago-Marion, Ohio line
rail rights-of-way be used for other public purposes if crosses at Decatur (see Line No. 1261), and there is a
rail service is discontinued. For line-specific recommen- connection with the Penn Central's Chicago-Columbus
dations, see section C of the appendix. line at Ridgeville.



Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Cpllett 1
Portland 888
Brlant 5
Geneva __ _. 07
Berne — 169
MonrciP . . 308
Decatur1 16
Rldgeville1 - 32

Total carloads j-'enorated by the line 775
Average carloucls per week 14.9
Avrrngo I'tirlnnds IM.T mile 20.6
Average carloads per train 4.8
1973 operating information:

Number »f rnmul trips per year - - 156
Estimated time per round trip (hours) 11.0
Locomotive horsepower 1,000
Truin crew size. 4
1 Includes only traffic on this segment.

Public Comments on Preliminary System Plan

The, Indiana Farm Hurcau estimated that, the poten-
tial local traffic on this line could l« 7,ti2ft tons of
agricultural shipments per year.

The. Adams Comity Farm Bureau estimated that its
members would be. forced to pay 868,000 yearly for
alternative modes of transportation, if service is dis-
continued. ,They also stated that 145 cars were whipped
out of Moil roe and 200 cars were shipjwd out of Borne.

Tho Riverside Warehouse. Inc. in Berne reported a
potential capital investment loss of 872,000.

Kconomy Printing Concern. Inc. in Berne projects
that, its 11)77 traffic will he nearly double its 1974 traffic.
The company could not remain competitive without rail
sen ice. Abandonment would result in an immediate loss
of S4 jol>s at Fjrouomy.

The Kail Study Committee indicated that USRAs
traffic figures for this line are considerably understated.
The Committee estimated a personal income loss of
8350.000 based on an eet imat e, of 87 jobs lost due to dis-
contiiiuance. of service.

The Berne Chamber of Commerce reported that
Riverside Warehouse, Inc., Berne Coal and Supply Co.,
and McTntosh Corp. indicated that rail was necessary
for their continued operation.

The Committee stated that the Berne Coal and
Supply Co. supplies residential heating coal for 000
families. They are dependent on this fuel.

Xaas Foods, Inc., at Geneva, ships approximately 50
cars per year, and would double its shipments if the
cars were available. In 1073 Nans invested in new proc-
essing system equipment. This new addition has in-
creased the potential of considerable traffic, growth.

Concorde Homes, at Monroe, contracted with the PC
to build n spur line into its plant. It has suspended
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further plant development until rail service is assured.
Concorde projects 10-15,000 tons per year.

Testimony indicates that the number of round trips
per year is overstated in the PSP. Xaas Foods reported
only two switches per week.

The N&W is interested in acquiring a two-mile seg-
ment only in the immediate area of Portland and would
serve the three industries presently located on the PC
at Portland.

The Governor's Task Force found that the Ridgeville-
Adams Line operates at a substantial profit; its aban-
donment would cause the loss of 135 jobs, and recom-
mends inclusion in the Final System Plan.

Information for Line-Transfer Decision

Revenue received by PC $311,134
Average revenue per carload— 8401

Variable favoidable) cost of continued
service:

Cost Incurred on the branch lino.. 3.13.026
Cost of upgrading brunch line to KRA

Class 111/10 of total upgrading cost)— 38, 616
Cost Incurred beyond the branch line. . 130, 622

Total variable (avoidable) cost BS1.264

Net contribution (loss) total (220,130)
Average per carload (284)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Glass I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 280 crossties.

This line was reanalyzed and the nunitar of trips
reduced to 156. The. segment from Decatur to Portland
was analyzed as a subscgme.ut and would require a 114
percent increase in traffic or a ft$ percent rate increase
to become viable.

Service to this line generated a loss of $220,129 in
1973. Recovery of this loss would require approximately
a twofold increase in traffic or a 71-percent rate in-
crease. The existence of an additional 80 carloads on
this line in 1973. as indicated in the testimony would
reduce this loss to approximately $202,500. Although
the shippers served by this line have provided informa-
tion indicating some traffic growth, the projected traffic
level is significantly less than that required for viability.

Disposition

The Ridge.ville Secondary Track is not designated
for 1 ransfe.r 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-
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way be used for other public purposes if rail service is
discontinued. For linc-spocific recommendations, see
section C of this appendix.

The portion of this line necessary to serve the traffic
generated at Portland shall be offered for sale to the
Norfolk & Western Ry. This sale would preserve rail
service to an estimated 389 carloads or approximately
50 percent of the traffic generated on this line.

PORTION OF RICHMOND BRANCH

USRA Line No. 527

Penn Central

PC to Anderson . Ngw u Muncie
I : /

PC to Springfield. Ohio PORTION OF RICHMOND
' BRANCH. PC

NewC»sde^^CASTLE

— —"•" /'.''•VMP 100.5,1

PC to Indianapoli«r*/ \
NftW to Rushville

N&W to Connersville

C»0 to Muncie

•. / PC to Lynn and Fort Wayne

""

PC to Bradford. Ohio

A'-..iR;«f"°nd /PC to Columbus

RICHMONOIMP n-t>2&-.Q.<t— Jt —
RldTmond:^^ Ne« Paris. Ohio

(Newman): V-pC „ Cincinnati

UO to Cincinnati-*'- S

PC to Indianapolis

This portion of the Richmond Branch, formerly part
of the Pennsylvania RR, extends from Richmond (Mile-
post 76.6) to New Castle, Ind. (Milepost 100.5), a dis-
tance of 23J9 m&es, in Wayne and Henry Counties, Ind.
This is a segment of the Richmond Branch, PC's
line from Logansport, Ind. to Cincinnati, Ohio (see
Line Nos. 520a and 522). Other lines serving Richmond
are: C&O Cincinnati to Muncie; PC Richmond to Ft.
Wayne (see Line No. 556), and PC Columbus, Ohio to
Indianapolis (see Line Nos. 633 and 638).

Traffic and Operating Information

Stations (with their 1073 carloads) served by this line:
Greens Fork
Hagerstown
Millvllle

0
23
0

Total carloads generated by the line 23
Average carloads per week 0.4
Average carloads per mile 1.0
Average carloads per train 0.4
1973 operating information:

Number of round trips per year 52
Estimated time per round trip (hours) 3.5
Locomotive horsepower 1,750
Train crew size 4

Public Comments on Preliminary System Plan

The Mayor of Richmond protested discontinuing
service, arguing that development of the community
would be severely harmed.

Lack of rail service would force a 250-acre industrial
park to divert completely to trucking.

Several area residents wished that the line would be
abandoned as soon as possible and suggested the land
be returned to the adjoining tracts.

The Indiana Federation of County Taxpayers Asso-
ciation, Inc., argued that the right-of-way is not prop-
erly maintained and its return to adjacent land owners
would increase the tax base.

The Indiana Farm Bureau estimated traffic at 2,935
tons per year.

The Wayne County Farm Bureau indicated a $20,000
investment loss if service is discontinued.

The Chessie is interested in providing service to Ridh-
mond customers only on the condition that suitable
connections exist or can be reasonably established.

According to the Governor's Rail Task Force, em-
ployment lost would be 45 jobs representing $382,608
in wages.

The Task Force concludes that this line currently
operates at a loss and should be abandoned.

Information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload.

$4,341

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 162,477
Cost of upgrading branch line to FRA

Glass I (1/10 of total upgrading
cost) 16,701

Cost incurred beyond the branch line— 2,001

Total variable (avoidable) cost 182,079

Net contribution (loss) : total (177,738)
Average per carload (7, 728)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 1,080 crossties (an average
of 45 crossties per mile).

This line was redefined at Richmond to allow con-
tinued service to the switching limits. The 101 carloads
shown in the PSP at Richmond should not have been
attributed to this line. The 250-acre industrial park will
continue to receive service.

Service to this line generated a loss of $177,738 in
1973. Recovery of this loss would require approximately



89 INDIANA
522, 523

a one hundred twenty-threefold increase in traffic or a
4,094 percent rate increase.

Disposition

This portion of the Richmond Branch shall be offered
for sale to the Norfolk & Western Ry., a profitable, rail-
road operating in the Region.

This sain would preserve rail service to 23 carloads or
100 percent of the traffic generated on this line. If this
offer is not accepted, the line is -not designated for trans-
fer to Consolidated Rail Corp. and is available for
subsidy pursuant to section 304 of the Act. Public offi-
cials have recommended that certain rail rights-of-way
be used for other public purposes if rail service is dis-
continued. For line-specific recommendations, see sec-
tion C of this appendix.

PORTION OF RICHMOND BRANCH

USRA Line No. 522

Penn Central

This portion of the Richmond Branch, extending
from New Castle (Milepost 100.5) to Anderson, Ind.
(Milepost 121.5), also from Milepost 95.3 to Milepost
!>6.9 on the Springfield Branch at New Cattle, a total
distance of 2S.fi miles, in Henry and Madison Counties,
Ind., a line which was recommended for inclusion on
page 441 of the Preliminary System Plan shall be of-
fered for sale to the Norfolk & Western Ry., a profitable
railroad operating in the Region, for use as an overhead
route only; ConRail will provide the local freight serv-
ice (see section 206(g) of the act). If this offer is not
accepted, the line shall be transferred to the Consoli-
dated Rail Corp.

PORTION OF RICHMOND BRANCH

USRA Line No. 523

Penn Central

This portion of the Richmond Branch, formerly part
of the Pennsylvania RR, extends from Anderson (Mile-
post IriT.O) to Elwood, Ind. (Milepost 139.0). a distance
of J8.0 -miles, in Madison County, Ind. This segment is
part of the Logansport-Richmoud-Cincinnati Branch
(see Lines Nos. 52'2 and 024.) At Anderson the Penn
Central's Cleveland-Indianapolis linu. Michigan Branch
and a line to Emporia and Knightstown cross. The Cen-
tral Indiana Ry to Lebanon also intersects at Lebanon
(see Line No. 622/623), and at Elwood the M&W
Frankfort-to-Munnp. line crosses.

\ PC to Losansport

-
ELWOOD HP 1390

NftW to Frankfort

PORTION OF RICHMOND
BRANCH. PC

Anderun(Gndley)

Cleveland

PC ID Richmond

/ PC to Indianapolis

PC ID Knightstown

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Frankton 58
Elwood 456

Total carloads generated by the line 513
Average carloads per week . 0.9
Average carloads per mile 42.8
Average carloads per train 8.4
1973 operating Information.:

Number of round trips per year 150
Estimated time per round trip (hours) 2.5
Locomotive horsepower 1,750
Train crew size 4

Public Comments on Preliminary System Plan

Testimony suggested that the line should be con-
sidered a through route; it is the most direct link be-
tween Cincinnati and Chicago.

Tho lino has served as an alternate route for Amtrak
service between Indianapolis and Chicago when the
regular lines have been out of service for repairs.

If the line were to be considered a local line, the loss
of the southern 8 miles would not affect shipping. The
majority, if not all, of the. users are located on the
northern half of the line.

The Research Committee organized on line 523 identi-
fied 16 shippers with projected annual traffic of 890
cars.

The N&W is interested in acquiring segment 523
from Anderson to Elwood including all industries in
the immediate vicinity of Elwot>d.

The Governor's Rail Task Force submitted informa-
tion pertaining to the line extending from Anderson to
Kokomo. This lino freticrated freight revenues of $220.-
tt67 in 1973 as opposed to branch costs of $135>,009
equalling an estimated profit of 881,363. Although traffic
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volume is light, freight revenues per mile are high.
Therefore, the Task Force recommends retention of
service on this line.

Information for Line-Transfer Decision

Revenue received by PO $184,066
Average revenue per carload $261

Variable (avoidable) coat of continued
service:

Cost Incurred on the branch line 109,875
Cost of upgrading branch line to FRA Class

I (1/10 of total upgrading cost) 0
Cost Incurred beyond the'branch line 68,888

Total variable (avoidable) cost 178,278

Net contribution (loss): total (44,207)
Average per carload (86)

This line would require no upgrading to meet the re-
quirements of the Federal Bailroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

This line was redefined at Anderson to allow contin-
ued service to all shippers at Anderson.

Service to this line generated a loss of $44,207 in
1973. Recovery of this loss would require approximately
a 68 percent increase in traffic or a 33 percent rate in-
crease. No specific data is available concerning projected
traffic growth.

Disposition

This portion of the Richmond Branch shall be offered
for sale to the Norfolk & Western Ry. a profitable
railroad operating in the Region. This sale would pre-
serve rail service to 513 carloads or 100 percent of the
traffic generated on this line.

If this offer is not accepted, the line 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
discontinued. For line-specific recommendations, see
section C of this appendix.

PORTION OF THE RICHMOND BRANCH

USRA Line No. 524

Penn Central

This portion of the Richmond Branch, formerly part
of the Pennsylvania RR, extends from Elwood (Mile-
post 139.0) to Kokomo, Ind. (Milepost 156.5), a distance
of 1?'£ miles, in Madison, Tipton and Howard Counties,

PC to Logansport to Michigan City

N&Wto'Delphos.Ohio

*X •y^Kokomo
N&W to Frankfert ? ^ .KOKOMO MP 156.5

N&W to Indianapolis

PORTION OF RICHMOND
BRANCH. PC \

17.5 miles

ELWOOD MP 139.0

N&W to Muneie
Elwood^

f"
N&W to Frankfort

PC to Anderson

Ind. Continuations of this line extend northwestward
from Kokomo to Logansport and beyond, and southeast-
ward from Elwood to Anderson and beyond (see Line
No. 523). This line connects at Elwood with the N&W
to Frankfort and Muneie, and at Kokomo with N&W
lines to Delphos and Frankfort and to Indianapolis
and Michigan City.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Curtisville 46
Windfall 64
Nevada 5
Hemlock 75

Total carloads generated by the line 190
Average carloads per week 8.7
Average carloads per mile 10.9
Average carloads per train 8.7
1973 operating Information:

Number of round trips per year 52
Estimated time per round trip (hours) 2.0
Locomotive horsepower 1, 750
Train crew size 4

Public Comments on Preliminary System Plan

The Indiana & Michigan Electric Power Co. said
it owns a site 3 miles northeast of Elwood on which
a transformer station will be built in the next 3 years.
Lack of rail service would seriously affect the possi-
bility of their being able to move in the heavy and large
equipment needed to establish the station.

Testimony received from Butcher Manufacturing &
Grain Co., Hemlock, Ind., stated 83 carloads were
shipped in 1973.

The Governor's Task Force indicates freight revenues
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of $220,367 in 1973 as opposed to branch costs of $139,-
009 equaling an estimated profit of $81,363. The analysis
of this line suggests that it is viable, therefore the Task
Force recommends retention of the line.

Information for Line-Transfer Decision

Bevenue received by PC ............... -
Average revenue per carload --------------

$86,294

Variable (avoidable) cost of continued
service :

Cost incurred on the branch line -------- 125,333
Cost of upgrading branch line to FRA

Class I : (1/10 of total upgrading cost) _ 0
Cost incurred beyond the branch line ----- 65, 370

Total variable (avoidable) cost ______________ 180,703

Net contribution (loss): total .(94,409)
Average per carload (497)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Service to this line generated a loss of $94,409 in
1973. Recovery of this loss would require approxi-
mately a threefold increase in traffic or a 109-percent
rate increase. The additional traffic at Hemlock, as in-
dicated by Butcher Manufacturing & Grain Co. would
not mlucfi this loss significantly.

Disposition

This portion of the. Richmond Branch is not desig-
nated 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 discontinued. For line-specific recommenda-
tions, see section C of this appendix.

PORTION OF THE NEWMAN SECONDARY
TRACK

USRA line No. 556

Penn Central

This portion of the Newman Secondary Track, for-
merly part of the Pennsylvania RR, extends from Rich-
mond (Milepost 2.3) to Lynn, Ind. (Milepost 15.6), a
distance of 13,3 miles, in Wayne and Randolph Coun-
ties, Indiana. A continuation of this line extends north-
ward from Lynn to Adams (see Line No. .r>57). Con-
nections include the 1'C Jndiamipolis-to-Columbus line,
the PC Richmond Branch (see Line Nos. 633,638,520a,
and 521), and the Chesapeake. & Ohio Ity Cincinnati-to-

|4- PC to Decatur and Fort Wayne

PC to Indianapolis ' PC to Springfield, Ohio

LYNN

PC to Andsrson •«-- —13.3 miles

/ > C&0to|«- PORTION OF THE NEWMAN
'̂ Chicagol SECONDARY TRACK. PC

v \ */ \ PC to Bradford. Ohio

\ I V
Richmond(Newman)-

—
PC to Indianapolis

Richmond
-"""""/ PC to Dayton
*"' * ^

New Paris, Ohio

/ \\ \
' \ \

C*0 to Cincinnati \ \4-PC to Cincinnati

RICHMOND MP 1 3\

Chicago line at Richmond. At Lynn, there is a connec-
tion with the PC Springfield Branch (we Line No.
554).

Public Comments on Preliminary System Plan

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in Iheir report entitled
"Evaluation of the U.S. Railway Association's Pre-
liminary System Plan."

Information for Line-Transfer Decision

This line has been used as an overhead detour route; it
serves no local traffic. Since the PC line through Goshen
and Anderson has been upgraded, this line is no longer
required. The line was redefined at Richmond to include
the Richmond switching district in ConRail.

Disposition

This portion of the Newman 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 ra-il
rights-of-way to be used fov other public purposes if rail
service is discontinued. For line-specific, recommenda-
tions, see section C of this appendix.

PORTION OF THE NEWMAN SECONDARY
TRACK AND THE FORT WAYNE BRANCH

USRA Line No. 557

Penn Central

This portion of the Newman Secondary Track and
the Fort Wayne Branch, formerly part of the Pennsyl-
vania RR, extend from Lynn (Milepost 15.6) to Ridge-
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PC to Decatur and
Fort Wayne

92

PC to Logansport

and Chicago

PC to Muncie and
Indianapolis

RIOGEVILLE

PC to Cleveland

Winchester

City

V 17.4 miles

PC to Columbus, Ohio

PORTION OF THE NEWMAN

SECONDARY TRACK AND J PC to Springfield. Ohio

FORT WAYNE BRANCH. PC

LYNN

PC to Indianapolis *\4~PC to Richmond

ville, Ind. (Milepost 33.0), a distance of If4 miles, in
Randolph County, Ind. A continuation of this line ex-
tends southward from Lynn (see Line No. 556). At
Ridgeville, the line connects with PC's Ridgeville Sec-
ondary Track (see Line No. 429). Other connections are
the PC Springfield Branch at Lynn (see Line No. 554),
the PC Cleveland-to-Indianapolis line at Winchester,
and the PC Columbus-to-Chicago line at Ridgeville.

Public Comments en Preliminary System Plan

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their report entitled
"Evaluation of the U.S. Railway Association's Prelim-
inary System Plan."

An analysis by the Governor's Rail Task Force gives
total annual branch cost as $67,626, while total branch
freight revenue is listed as $3,872. Rehabilitation costs
are estimated at $225,760. To continue operations, an
annual estimated subsidy of $63,756 would be needed.
The main economic activity in the area is agriculture
and light industry. The Task Force noted that there is
no potential for traffic growth and recommended aban-
donment of this line segment.

Information for Line-Transfer Decision

This line has been used as an overhead detour route;
it serves no local traffic. Since the PC line through
Groshen and Anderson has been upgraded, this line is no
longer required.

Disposition

This portion of the Newman Secondary Track and the
Fort Wayne Branch 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 discontinued. For
line-specific recommendations, see section C of this
appendix.

PORTION OF THE GREENCASTLE BRANCH

USRA Line No. 565

Penn Central

L&N to Chicago

PC W Terre Haute and
St. Louis

A — -

LIMEDALE HP 41.0

PC to Terra Haute

• |«- PC I«F uranai
I

\ \| ^^^

! --•*
34.1 miles f '^"

Limedale "^ BEN DAVIS

-L&N 10 Louisville

"PC to Indianapolis

-PORTION OF THE
GREENCASTLE BRANCH.PC

This portion of the Greencastle Branch, formerly
part of the Pennsylvania RR, extends from Ben Davis
(Milepost 6.9), to Limedale, Ind. (Milepost 41.0), a dis-
tance of 34-1 miles, in Marion, Hendricks and Putnam
Counties, Indiana. Continuations of this line extend
eastward from Ben Davis to Indianapolis and westward
from Limedale to Terre Haute (see Line No. 566). This
line connects with the I&F Branch of the PC at Ben
Davis (see Line No. 634).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Bridgeport
Plainfleld
Clayton
Amo

5
40
14
0

Coatesville 4
BlUmore 14
Oreencastle 1,210
Limedale 950

Total carloads generated by the line 2, '237
Average carloads per week 43.0
Average carloads per mile 65.6
Average carloads per train 6.4
1973 operating information:

Number of round trips per year 350
Estimated time per round trip (hours) 6.5
Locomotive horsepower 1,200
Train crew size 4

The Governor's Rail Task Force stated that the main
economic activities along this segment are agriculture
and agri-business. The Task Force estimated that an an-
nual subsidy of $100,576 would be required to keep the
line in operation. The estimated rehabilitation was listed
at $354,̂ 60. Abandonment would mean the loss of'about
60 jobs.



Public Comments on Preliminary System Plan

The Coatesville Elevator & Feed Co., Inc., has in-
vested $382,000 in grain storage and loading facilities in
anticipation of rail service. The Penn Central notified
Coatesville that the company could lease the property
necessary to build its siding, implying certain rail
service.

Coatesville Elevator's estimated traffic would be 645
carloads per year.

Information for Line-Transfer Decision

Revenue received by PC $999,573
Average revenue per carload $447

93 INDIANA
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PORTION OF GREENCASTLE BRANCH

USRA Line No. 566a

Penn Central

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 3Stt, 627
Cost of upgrading branch line to FRA.

Class I: (1/10 of total upgrading
cost) 0

Cost incurrud beyond the branch llnv H65, 750

Total variable (available) cost 7."2,377

Net contribution: total 247,106
Average per airload 111

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which, has a
maximum safe operating speed of 10 m.p.h.).

This line was redefined and reanalyzed including
traffic generated at Greencastle and Limedale.

Disposition

This portion of the Greencastle Branch shall be trans-
ferred to the Consolidated Rail Corp.

PORTION OF THE GREENCASTLE BRANCH

USRA Line No. 566

Penn Central

This portion of the Greencastle Branch, extending
from Limedale (Milepost 41.0) to Brazil (Knights-
viUe), Ind. (Milepost 54.5), a distance of 13.5 miles, in
Putnam and Clay Counties, Ind., a line which was rec-
ommended for inclusion on page 446 of the Preliminary
System Plan, shall be transferred to the Consolidated
Rail Corp.

This portion of the Greencastle Branch, extending
from Brazil (Knightsvitte) (Milepost 54.5) to Terre
Haute, Ind. (Milepost 68.5), a distance of 14-0 miles, in
Clay and Vigo Counties, Ind., a line which was recom-
mended for inclusion on page 447 of the Preliminary
System Plan, shall be transferred to the Consolidated
Rail Corp. It is required for interim through freight
service pending rehabilitation of a parallel route.

PORTION OF THE WHITEWATER RUNNING
TRACK

USRA Line No. 571

Penn Central
PC to Cornersville

I

Si
\

S
VBROOKVILLE

PORTION OF THE WHITEWATER
RUNNING TRACK, PC >

• 7.2 miles

CEDAR GROVE X

PC to Valley Junction **•

This portion of the Whitewater Running Track,
formerly part of the New York Central RR, extends
from Cedar Grove (Milepost 36.7) to Brookvitte, Ind.
(Milepost 43.9), ii distance of 7.2 milex, in Franklin
County, Ind. Continuations of this line extend south-
eastward from Cedar Grove and northwestward from
Hrookville(. sec Line Xos. 571ft and 572.)

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Cedar Grove 60
Brookville 686

Total carloads generated by the line 746
Average carloads per week 14.3
Average carloads per mile 103.6
Average carloads ppr train 10.7
1973 operating information:

Number of round trips per year 70
Estimated time per round trip (hours) 4.0
Locomotive horsepower 1,760
Train crew size 4
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Public Comments on Preliminary System Plan

The Indiana Farm Bureau estimates local -agricul-
tural traffic of 1,400 tons per year on this line.

The Brookville Chamber of Commerce lists eight
rail users in Brookville and three in Cedar Grove.

The Chamber of Commerce challenges the logic of
breaking lines 571 and 57la at Cedar Grove. Access to
571 is over 571a; the line north of Brookville has been
out of service for years. Most of the traffic generated on
the line, however, is at Brookville.

The estimated rehabilitation costs for the line should
be reviewed. Available information indicates that the
tie replacement indicated is too high.

The state of Indiana recommends that this line could
be operated as a branch line from Valley Junction,
Ohio, to Beeson, Ind.. or as a branch from Cambridge
City south over Norfolk & Western tracks to Beeson and
from Beeson, south to Harrison, Ind.

Information for Line-Transfer Decision

Revenue received by PC $179,501
Average revenue per carload $241

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line 90,183
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost). 16,321
Cost incurred beyond the branch line 104,478

Total variable (avoidable) cost 210,982

Net contribution (loss)
Average per-carload

total (31,481)
(42)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
a maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 4,645 crossties (an average
of 645 crossties per mile).

It was suggested that this line be combined with Line
No. 57la. Both lines generated a loss when analyzed
separately and they generated a loss when combined.

The upgrading requirements were verified.
Service to this line generated a loss of $31,481 in 1973.

Recovery of this loss would require approximately a
42-percent increase in traffic or an 18-percent rate
increase.

Disposition

This portion of the "Whitewater Running 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
righte-of-way be used for other public purposes if rail

service is discontinued. For line-specific recommenda-
tions, see section C of this appendix.

PORTION OF THE WHITEWATER RUNNING
TRACK

USRA line No. 573

Penn Central

The portion of the Whitewater Running Track, ex-
tending from Connersville (Milepost 68.0) to Beeson,
Ind. (Milepost 74.1). a distance of 6.1 miles, in Fayette
and Wayne Counties, Ind., a line which was recom-
mended for inclusion on page 448 of the Preliminary
System Plan, shall be offered for sale to the Norfolk &
Western Ry., a profitable railroad operating in the
Region. If this offer is accepted, the portion of the line
from Milepost 67.3 to Milepost 68.0 is not designated for
transfer to Consolidated Rail Corp. and is available for
subsidy pursuant to section 304 of the Act. Public offi-
cials have recommended that certain rail rights-of-way
be used for other public purposes if rail service is dis-
continued. For line-specific recommendations, see sec-
tion C of this appendix.

If this offer is not accepted, the portion of the White-
water Running Track from Milepost 67.3 to Milepost
74.1 shall be transferred to the Consolidated Rail Corp.

PORTION OF THE CINCINNATI-TO-KANKAKEE
LINE

USRA line No. 574/574a

Penn Central

PC I&F Branch to Logansport

PCtoKankakee I Centra, ,ndiana „, tt Anderson

* ^
Lebanon/?'

I ^LEBANON MP 137.0

/ 14- PORTION OF THE CINCINNATI
/ I TO KANKAKEELINE. PC

I \4- 23.5 miles

PC(P«E)toPeor,a// OZionsville MP 125.4

B40 to Springfield. liT.'-'* A fBRANT MP I I3.S
v. ClermontV1~~~--Ot—Brant(lndianapolis)

..?. \ :.̂ .'̂  : r PC to Points East
•••••«B^« •••••••• ^^^ta^v ^/>*

'PC to Terre Haute
and St. Louis

'"7
PC to Terre Haute

Avon
Yard

en Davis

, Indianapolis
'....

1—Indianapolis Union Ry

PC to Evansville



This portion of the Cincinnati-to-Kankakee Line,
formerly part of the New York Central RR, extends
from Brant (Milepost 113.5), to Lebanon, Ind. (Mile-
post 137.0), a distance of 23£ mttei, in Marion and
Boone Counties, Ind. Continuations of this line extend
southeastward from Brant and northwestward from
Lebanon (see Line No. 575). This line connects with
the PC I&F Branch at Lebanon (see Line No. 634).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Indianapolis1 829
Rock Island 218
Augusta 420
Zlonsvllle 285
Whltestown 9

95 INDIANA
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Rail System. A parallel PC line runs between Lebanon
and Indianapolis just to the west of this line.

Information for Lino-Transfer Doeision

Revenue received by PC $398,202
Average revenue per carload $316

Variable (avoidable) cost for continued
service:

Cost incurred on the branch line 262,162
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 52,283

Cost incurred beyond the branch line 202,854

Total carloads generated by the line 1,261
Average carloads per week 24. 3
Average carloads per mile 53.'7
Average carloads per train 8.4
1973 operating information:

Number of round trips per year 100
Estimated time per round trip (hours) 9.8
Locomotive horsepower 1,750
Train crew size 4
1 Includes only traffic on this segment.

Public Comments on Preliminary System Plan

The response from the Office of the Mayor of In-
dianapolis described a comprehensive general land use
plan indicating considerable industrial growth along
this line.

There is great potential along the line as indicated by
the presence of two industrial parks, the Mooranci Park
and the One Hundred Park.

The One Hundred Park has over 300 companies em-
ploying 2,000. Future expansion envisions tripling the
present numbers of employees. At least one firm already
in the park (Dow Chemical Co.) is planning a major
expansion of its facility.

The reply of the Research Committee on Penn Cen-
tral's Cincinnati-to-Kankakee main line identified at
least 21 shippers or receivers distributed over the entire
length.

Congressman David Evans estimated that 45 jobs
would be lost in Zionsville alone as a result of abandon-
ment.

The Governor's Rail Task Force indicated that this
line generated $274,747 in revenue, $108.953 in branch
line costs and operated at a profit of $165,793. Estimated'
rehabilitation costs for the line were set at $252,000. The
Task Force found traffic to consist of 931 carloads or 32
cars per mile. Abandonment of the line would result in'
45 jobs being lost, representing §382,608 in wages. The
Task Force could project no traffic growth, but recom-
mended that this line be included as part of the Con-

Total variable (avoidable) cost 507,299

Xet contribution (loss): total
Average per carload

(109,097)
(87)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 11,750 crossties (an average
of 500 crossties per mile).

Although service to the entire line generates a loss,
service to that portion of the line from Milepost 113.5
to Milepost 125.4 (serving shippers at Rock Island,
Augusta, Zionsville, and Indianapolis who generated
1,252 carloads in 1973) would generate $333,860 in rev-
enue and $371,811 in costs with a resulting loss of
$37,951. The shippers on this portion of the line gen-
erated only 1,252 carloads in 1973; they generated 1,409
carloads in 1974. The higher 1974 traffic level resulted
in a loss of $29,242 or $21 per carload. This line could
be viable with either a 20-percent traffic increase or an
8-percent rate increase.

Service to the remainder of the line (from Milepost
125.4 to Milepost 137.0 serving shippers at Whitestown
who generated nine carloads in 1973) would generate
$2,685 in revenue and $108.012 in costs with a resulting
loss of $105,327. Recovery of costs would require ap-
proximately a seventyfold increase in traffic or a 3.923-
percent rate increase over the 1973 levels.

Dispoiition

The portion of the Cincinnati-Kankakee line from
Milepost 113.5 to Milepost 125.4 shall be transferred
to the Consolidated Rail Corp.

The portion of the Cincinnati-Kankakee line from
Milepost 125.4 to Milepost 137.0 is not designated for
transfer to Consolidated Rail Corp. and is available for
subsidy pursuant to section 304 of the Act. Public offi-
cials have recommended that certain rail rights-of-way
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be used for other public purposes if rail service is dis-
continued. For line-specific recommendations, see sec-
tion C of this appendix.

PORTION OF THE CINCINNATI-KANKAKEE
LINE

USRA Line No. 575

Penn Central

This portion of the Cincinnati-to-Kankakee line, ex-
tending from Lebanon (Milepost 139.0) to Lafayette
(Altamont), Ind. (Milepost 170.2), a distance of 31.2
miles, in Boone, Clinton and Tippecanoe Counties, Ind.,
a line which was recommended for inclusion on page 450
of the Preliminary System Plan, shall be transferred to
the Consolidated Bail Corp.

PORTION OF THE CINCINNATI-TO-KANKAKEE
LINE

USRA Line No. 576

Penn Central

These trackage rights over the Norfolk & Western By.,
extending from Lafayette (Altamont) (Milepost 170.2)
to Templet on, Ind. (Milepost 192.6), a distance of 224
miles, in Tippecanoe and Benton Counties, Ind., which
were recommended for inclusion on page 451 of the
Preliminary Plan, shall be transferred to the Consoli-
dated Bail Corp.

PORTION OF THE CINCINNATI-KANKAKEE LINE

USRA line No. 577

Penn Central

This portion of the Cincinnati-Kankakee line, ex-
tending from Templeton (Milepost 192.6) to Sheff, Ind.
(Milepost 211.3), a distance of 18.7 miles, in Benton
County, Ind., a line which was recommended for inclu-
sion on page 451 of the Preliminary System Plan, shall
be transferred to the Consolidated Bail Corp.

PORTION OF THE ANDERSON-GREENSBURG
SECONDARY TRACK

USRA Line No. 578

Penn Central

. .^-PC to Anderson

Emporia

LEMPORIAMP 173.5

PORTION OF THE ANDERSON-

GREENSBURG SECONDARY
TRACK. PC

PC to Indianapolis

PC to Springfield, Ohio

A
14.0 miles

KNIGHTSTOWN MP 187.5

Shirley

-9K,

PC to Columbus. Ohio
Knights town

PC to Indianapolis \*^PC to Carthage

\

This portion of the Anderson-Greensburg Secondary
Track, formerly part of the New York Central BE,
extends from Emporia (Milepost 173.5) to Knights-
tovm, Ind. (Milepost 187.5), a distance of 14-0 miles,
in Madison, Henry and Hancock Counties, Ind. Con-
tinuations of this line extend southward from Knights-
town (see Line No. 579a) and northward from Emporia
(this becomes the PC Michigan Branch). The line con-
nects with the PC Springfield Branch at Shirley (see
Line No. 554). The PC Columbus-to- Indianapolis line
crosses at Knightstown (see Line No. 633).

Traffic and Operating Information

Stations (with their 1073 carloads) served by this line:
Markleville _______ ..... ____________________________ 3
Shirley1 ______________________________________ ̂  ___ 11

Total carloads generated by the line 14
Average carloads per week 0.3
Average carloads per mile 1.0
Average carloads per train 0.5
1973 operating information:

Number of round trips per year 28
Estimated time per round trip (hours) 3
Locomotive horsepower 1,500
Train crew size 3
1 Includes only traffic on segment.

Public Comments on Preliminary System Plan

It was pointed out by the Governor's Bail Task
Force and by Container Corporation of America that
578 and 579a are actually one continuous branch from
Anderson to Carthage. It is felt that breaking the line
at Knightstown is arbitrary and erroneous. There is no
physical connection between No. 579a and No. 633 at
Knightstown.



Container Corp., a major shipper at Carthage,
emphasised the great disparity between IISKA's
analytics of 578 and 570a regarding track conditions--
in thut the two are really the same line.

If the interchange and the mile of track necessary
to serve the 6-milc long No. .">79a from No. G33 were con-
structed. Container's traffic would move to Line Xo. (W3
traffic and would certainly affect the viability analysis
for that line.

The number of round trips per year and the esti-
mated time per trip appears to be high considering
the. traffic, level and distance involved.

The Governors Rail Task Force estimated branch
costs at $60.11-2 with freight revenue amount ing to S37-2,-
21G. Rehabilitation costs are estimated at $119,75.">. The
Task Force, noting that intermediate, stations between
Emporia and Knightstown, Shirley and Markleville, do
not generate significant traffic and that Shirley would be
served by another line, recommended that this line be
abandoned.

Information for Line-Transfer Decision

Revenue rewired by PO 80,185
Average revenue per carload ._ $142

Variable (avoidable) cost of continued
service:

Cos-t incurred on the brunch line !H, 167
Cost of upgrading branch line to FRA

Class I: U/JO of totiil uiKrudlUK t-(ist)— 34 847
Coct irifiiiTeil beyond the branch line 1,706
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mandud that certain rail rights-of-way be used for
oilier public purposes if rail service, is discontinued. For
line-specific, recommendations, sec section C of this
appendix.

PORTION OF THE ANDERSON-GREENSBURG
SECONDARY TRACK

USRA Line No. 579o

Penn Central

Total variable (avoidable) coe-t 127,720

Net contrllmtion (loss) : total-
Average per carload (8. fiSl)

This line would reqtu're upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (("lass T track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 7,000 crossties (un average
of .>00 crossties per mile).

Tt was suggested that this line be combined with Line
No. 579a. Since this ac.tion would involve a cross-sub-
sidy, it was not undertaken. The time per trip was re-
duced to 3 hours.

Service to this line, generated a loss of S121.:V)5 in
1973. Recovery of this loss would require approximately
a twenty-sevenfold increase in traffic or a 1,905-percent
rate increase.

Disposition

This portion of the Anderson-Grcensburg Secondary
Truck is not designated for transfer to Consolidated
Rail Corp. and is available for subsidy pursuant to
section 304 of the Act. Public officials have recom-

PC to Anderson ->i

KNIGHTSTOWN

MP 187.5

PC to Indianapolis

6.0 miles

PC to Columbus. Ohio

^-PORTION OF THE ANDERSON-
GREENSBURG SECONDARY

TRACK. PC

CARTHAGE

This portion of the Anderson-Greensburg Secondary
Track, formerly part of the Xcw York Central KR,
extends from K-rdghtstovsn (Milepost 187.5) to
Carthage, Ind. (Milepost 193.5), a distance of 6.0 miles,
in Henry ami Knsh Counties. Ind. A continuation of
this line extends northward from Knightstown (see
Line No. f>78). This line crosse» the PC Columbus-to-
Indianapolis line at Knightstown (sec Line Xo. 633).

Traffic and Operating Information

Stations (with their 1!)73 carloads) served by this line:

Total carloads generated by the line-
Average carloads per week
Average carloads per mile
Average carloads per train
1973 operating information:

Number of round trips per year
Estimated lime i>er round trip (hours)__
Locomotive horsepower
Train frew size

1,299
41

1,340
25.8

223.3
8.6

150
4

1,500
4

uiilv traffic nn segment.

Public Comments on Preliminary System Plan

The (invernor's Task Force and the Container Corp.
of America pointed out that Line Nos. 578 and 57&a
should be, considered as one. line from Anderson to Car-
thage and that breaking it at Knightstown is arbitrary
and erroneous.

Container Corp. said analysis of track conditions on
the two segments was wrong.
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Container Corp.'s 1974 traffic was nearly 1,100 cars.
If can interchange was effected with Line No. 633 (Rich-
mond to Indianapolis), Container's traffic would move
on Line No. 633, thus affecting viability of that line
positively.

ESPO review indicates that the USKA analysis ex-
cluded the Knightstown traffic (41 cars). (Note: The
Knightstown traffic area was included in the PSP.)

The estimated cost for upgrading this line to FRA
Class I standards should be reviewed. The available
information on the line indicates that the tie replace-
ment estimate may be high. (Note: The tie replacement
•figure was verified.)

The Governor's Rail Task Force recommends reten-
tion of service on this line as it generates a sufficient
amount of traffic to produce a substantial profit. The
Task Force indicates that PC earned $347.199 in reve-
nue vs. $18,785 in branch costs. Rehabilitation costs were
estimated at $37,143.

Information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload—

$357, 476
$267

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line 97,332
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 24,685

Cost incurred beyond the branch line 210,832

Total variable (avoidable) cost

Net contribution: total-.
Average per carload

332,849

24.627
18

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 3.900 crossties (an average
of 650 crossties per mile).

A review of the upgrading requirements contained
in the original analysis indicated they were erroneous
and have been corrected. Although this line generated
a contribution, it is served via Line No. 578. Service to
Line No. 578 generated a loss amounting to $121,535.
Recovery of the involved costs would require a 70-
percent increase in traffic or a 27-percent rate increase
over the 1973 levels. A review of the 1974 traffic showed
a total of 1,300 carloads was generated.

Disposition

This portion of the Andcrson-Grecns'burg Secondary
Track is not designated for transfer to Consolidated

Rail Corp. and is available for subsidy pursuant to sec-
tion 304 of the Act. Public officials have recommended
that certain rail rights-of-way be used for other public
purposes if rail service is discontinued. For line-
specific recommendations, see section C of this appendix.

PORTION OF THE SHELBYVILLE SECONDARY
TRACK

USRA Line No. 582

Penn Central

FLAT ROCK

PC to Indianapolis PORTION OF THE
SHELBYVILLE
SECONDARY TRACK .

vf PC

\ ^COLUMBUS MP 3.8

ColumbusLJ.

PC to Louisville— >'
/

\
/
^-Columbus-Madison

Secondary Track, PC

This portion of the Shelby ville Secondary Track, for-
merly part of the Pennsylvania RR, extends from Co-
lumbus (Milepost 3.8) to Flat Rock, Ind. (Milcpost
12.6), a distance of 5.5 miles, in Bartholomew and
Shelby Counties, Ind. Connections include the PC
Louisville Branch and the PC Columbus-Madison Sec-
ondary Track at Columbus (see Line Nos. 619, 620/
620a/620band588a).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Clifford ___________________________________________ 16
Flat Rock __________________________________________ 41

Total carloads generated by the line ______________ 57
Average carloads per week --------------------------- 1. 1
Average carloads per mile ----------------------------- 6. 5
Average carloads per train ---------------------------- 1. 1
1973 operating information :

Number of round trips per year ---------------------- 52
Estimated time per round trip (hours) ______________ 2.5
Locomotive horsepower ------------------------------ 1, 200
Train crew size ------------------------------------- 4

Public Comments on Preliminary System Plan

The Swift Chemical Co. protested discontinuing
service on this line. They contend that the data used for
analysis was outstanding for its lack of facts based on
system averages.
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Information received from the Indiana Governor's
Rail Task Force indicates that the total carloads and
revenues for the PC are well below breakeven cost. The
State of Indiana recommends a discontinuation of serv-
ice unless PC patrons wish to subsidize this line.

Information for Line-Transfer Decision

Revenue received by PC $15,078
Average revenue per carload $265

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line 64, 759
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost'i 0
Cost iuuurrcd beyond the branch line 9, 472

Total variable (avoidable) cost 74,231

Net com it ri but ion (loss) : roral (59,143)
Average per carload (1,038)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Service to this line generated a loss of $59.ir>3 in 1973.
Recover}' of this loss would require approximately an
elevenfold increase in traffic or a 392-percent rate in-
crease.

Disposition

This portion of the Shelbyville Secondary Track is
Tioi designated for transfer to Consolidated Rail Corp.
and is available, for subsidy pursuant to section 304 of
this Act. Public officials have recommended that certain
rail rights-of-way be used for other public purposes if
rail service is discontinued. For line-specific recommen-
dations, see section C of this appendix.

PORTION OF THE SHELBYVILLE SECONDARY
TRACK

USRA Line No. 584

Penn Central

This portion of the She.lbyville Secondary Track,
formerly part of the Pennsylvania RR. extends from
Fenns (Milepost 18.8) to ShelbymUe. Ind. (Milepost
23.0), a distance of 43 mile*, in Shelby County. Ind.
A continuation of this line extends northeastward from
Shelbyville (sec Line. No. 585/586/587). At Shelbyville
this line connects with the PC Cincinnati-to-Kankakee
line.

INDIANA
584

PC to Indianapolis
and Kankakee

PC to Rushville

SHELBYVILLE MP

4.2 miles

\

FENNS

ShelbyvilleVr»'
23.0V"V

\ PC to Cincinnati

X
PORTION OF THE
SHELBYVILLE SECONDARY
TRACK. PC

Traffic and Operating Information

Stations I'with Choir 11173 carloads) served by this line:
Fenns

Total carloads generated by the line 1
Average carloads per week 0.02
Average carloads per mile 0.2
Average carloads per train 0.5
1973 operating information:

Number of round trips per year 2
Estimated time per round trip (hours) 1.5
Locomotive horsepower 1.750

Train crow size 4

Public Comments on Preliminary System Plan

Review by the Rail Services Planning Office revealed
no public testimony on this lino.

The Governor's Rail Task Force indicated that the
line had a SlijSfiS operat ing loss. The Task Force recom-
mended the abandonment of this line due to insufficient
traffic and no growth prospects.

Information for Line-Transfer Decision

Revenue received by PC. —
Average revenue per carload.

$200
$200

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line 28,734
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading coat) - 13, 757
Cost incurred beyond the branch line 136

Total variable (avoidable) cost 40,627

Net contribution (loss) : total (40,427)
Average per carload (40,427)

The line, would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum1 safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 2,100 crosaties (an average
of 500 crossties per mile).
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Service to this line generated a loss of $40,427 in 1973.
Recovery of this loss would require approximately a
1,277-percent rate increase.

Disposition

This portion of the Shelbyville 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 discontinued. For line-specific recommen-
dations, sec section C of this appendix.

Public Comments on Preliminary System Plan

The estimated time required per round trip appears
to be high considering the distance and traffic involved.

Consideration could be given to reducing the fre-
quency of service and thereby reduce the on-branch
costs.

The Governor's Rail Task Force described the area's
economic activity as agribusiness. They estimated the
loss generated by the line to be $53,600, indicated that
the required rehabilitation would cost $288,000 and
therefore recommended abandonment of the line.

PORTION OF THE SHELBYVILLE SECONDARY
TRACK

USRA Line No. 585/586/587

Penn Central

Information for Line-Transfer Decision

PC to Indianapolis

PORTION OF THE
SHELBYVILLE
SECONDARY TRACK,

\* PC
\

\SHELBYVILLE

NSW to New Castle

\.

B&O to
Indianapolis-*""'.. NORTH

RUSHVILLE

T
B&Oto
Hamilton. Ohio

This portion of the Shelbyville Secondary Track, for-
merly part of the Pennsylvania RR, extends from Shel-
byville (M.il&postZ'I.O), to North JSwhville, Ind. (Mile-
post 44.3), a distance of 173 miles, in Shelby and Rush
Counties, Ind. A continuation of this line extends
southwestward from Shelbyville to Fenns (see Line
Na 584). Connections include the PC Cincinnati-to-
Indianapolis line at Shelbyville, the Norfolk & Western
Ry. and the Baltimore & Ohio RR at Rushville.

Tronic and Operating Information

Stations (with their 1973 carloads) served by this line:
Hay's Crossing 17
Manilla 7
Homer 20
Rushville 361

Total carloads generated by the line 405
Average carloads per week_.^ 7.8
Average carloads per mile 22.1
Average carloads per train 4.0
1973 operating information:

Number of round trips per year 100
Estimated time per round trip (hours) 8.0
Locomotive horsepower 1,750
Train crew size 4

Revenue received by PC
Average revenue per carload.

$93,759
$232

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 160,886
Cost of upgrading branch line to FRA

Class 1: 1/10 of total upgrading cost) 51,006
Cost incurred beyond the branch line— 54,502

Total variable (avoidable) cost.. 272,394

Net contribution (loss): total (178,635)
Average per carload (441)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 9,150 crossties (an average
of 500 crossties per mile).

This line was reanalyzed. The number of trips re-
mained the same, based on traffic volume; however, the
time required to serve the line was reduced to 8 hours.

Service to this line generated a loss of $178,635 in
1973. Recovery of this loss would require approximately
a fourfold increase in traffic or a 190-percent rate
increase.

Disposition

This portion of the Shelbyville 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 discontinued. For line-specific recommen-
dations, see section C of this appendix.
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PORTION, COLUMBUS-MADISON SECONDARY
TRACK

USRA Line No. 588a

Penn Central

This portion of the Columbus-Madison Secondary
Track, extending from Milepost 0.0 to Milopost 2.5, a
distance of 2.5 miles at Columbus in Bartholomew
County, Ind., a line which was recommended for inclu-
sion on page 456 of the Preliminary System Plan, shall
be transferred to the Consolidated Bail Corp.

PORTION OF THE COLUMBUS-MADISON
SECONDARY TRACK

USRA Line No. 589

Penn Central

PC to Columbus. Ind.-.
*\

\ NORTH VERNON
B&O to Seymour and Aup 19 |

EastSt Louis V
...•••— North Vernon

to Cincinnati

B&O to Louisvillel pORT|OH OF THE COLUMBUS.

MADISON SECONDARY
23.8 milesf TRACK. PC

NORTH MADISON

Q Madison

This portion of the Columbus-Madison Secondary
Track, formerly part of the Pennsylvania RR, extends
from North, Vernon (Milepost 19.1) to North Madison,
Ind. (Milepost 42.9), a distance of 2-3.8 miles, in Jen-
nings and Jefferson Counties, Ind. Continuations
of this line extend northwestward from North Vernon
and southeastward from North Madison (see Line Nos.
588 and 590). Connections at North Vernon include the
Baltimore & Ohio main line and a B&O branch to
Jeffersonville, Ind., and Louisville. Ky. A portion of
the PC extension from North Vernon to Columbus is
out of service, and PC is presently operating via its
Louisville Branch to Seymour, thence via the B&O to
North Vernon.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Xorth Vernon -------------------------------------- 69
Vernon ------------------------------------------- 47
DuPont ___________________________________________ 0
WIrt ------------------------------------- ......... 78
North Madison ___________ .............. ____________ 2
Madison1 ______ ...... ___________ ......... _________ 804

Total carloads generated by the line ------------- 1, 000
AVITUKC carloads IK.T week ---------------------------- 19.2
Average carloads per mile ____________________________ 42.0
Average carloads per train ---------------------------- 6.4
11)73 operating information :

Number of round trips per year ______________________ 156
Estimated time per round trip (hours) _______________ 9.8
Locomotive horsepower _______________ 1 _____________ 1,200
Train crew size ____________________________________ 4
1 1ncludes only traffic on segment.

Public Comments on Preliminary System Plan

All testimony on this and Line 590 insisted they
could not be. analyzed other than a.s a single line.

Respondents expanded or reiterated testimony pro-
vided in 1974:, as summarized in the Plan on pagt; 457.

TUo Governor's Task Force designated apparent
orrors in FSTCA's analysis, including use of approxi-
mately double tho actual round trips per year.

Lt. Governor Robert D. On1 listed this line as one of
six in Indiana which must be kept in service.

Rexnord. Inc., one of tho area's major employers,
would be forced to relocate if sprvico is discontinued.
which would cost the local economy the loss of 425
jobs, personal income of about $7 million per year, and
annual state and local tax revenues of $119,000.

The city of Madison emphasized tho needs of the
Indiana-Kentucky Electric Corp.'s power plant for
rail service to move oversized loads.

The Greater Madison Chamber of Commerce indi-
cates that tho 250 round trips estimated is at least
double the actual service frequency. It also points out
that abandonment of this line would cut off service to
Jefferson Proving Ground, one of the remaining U.S.
Army artillery testing centers in the U.S.

The estimated time per round trip appears to be
inconsistent with the length of the line and the traffic
involved.

The Chessie is interested in providing rail service to
the entire lino from the Chossie intersection at North
Vernon to Madison. Note: The Che&sie System has dis-
affirmed interest in this project.)

The Governor's Rail Task Force analyzed the line
from Columbus to Madison, almost twice as long as the
North Vernon to North Madison segment. It says that
'•the Columbus to Madison line is a 4o-mile line- but- is
not operated as such. A bridge is out at Scipio necessitat-
ing local scrvici1. on an as needed basis for that station.
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The same applies for Elizabethtown. In serving Madi-
son, therefore, the line actually runs over TJSRA seg-
ment 619 to Seymour, then over the Chessie (B&O)
tracks to North Vernon and then to Madison. The cir-
cuitous routing," the Task Force says, "is detrimental
to the viability of the North Vernon-Madison line. Be-
yond the above, industries currently located in Madison
need to have rail service due to the size of products
produced. Based on the profitability of this line, the
State recommends its inclusion in the Final System
Plan and transfer to ConRail," the Task Force said.

Information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload—

$286,396
$286

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 258,720
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 59,030

Cost Incurred beyond the branch line— 165,924

Total variable (avoidable) cost 483,674

Net contribution (loss) : total (197,278)
Average per carload (197)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 11,715 crossties (an aver-
age of 492 crossties per mile).

This line was reanalyzed and the number of trips
reduced to 156. The time serving the branch could not
be reduced because it includes running time to get to
the branch (no other service is performed by the train
when traveling to this line). The above costs do not
include the payments to B&O for the trackage rights
over that system which are required to serve this line.

Shippers at North Madison are billed at Madison.
Service to this line generated a loss of $197.278 in

1973. Recovery of this loss would require approximately
a twofold increase in traffic or a 69-percent rate
increase.

Disposition

This portion of the Columbus-Madison 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 recom-
mended that certain rail rights-of-way be used for other
public purposes if rail service is discontinued. For line-
specific recommendations, see section C of this appendix.

PORTION OF THE COLUMBUS-MADISON
SECONDARY TRACK

USRA Line No. 590

Penn Central

to North Vemon
\ and Columbus, Ind
\
\

\ NORTH MADISON

\4 -- PORTION OF THE COLUMBUS-

2.0 miles \ MADISON SECONDARY
^ TRACK. PC

MADISON

This portion of the Columbus-Madison Secondary
Track, formerly part of the Pennsylvania RR, extends
from North Madison (Milepost 42.9) to Madison, Ind.
(Milepost 44.9), a distance of Z.Q miles, in Jefferson
County, Ind. Madison is the end of this line. The con-
tinuation of this line extends northwestward from
North Madison (see Line No. 589).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Madison1 __________________________________________ 178

Total carloads generated by the line 178
Average carloads per week 3.4
Average carloads per mile 89.0
Average carloads per train 3.4
1973 operating information:

Number of round trips per year 52
Estimated time per round trip (hours) 3
Locomotive horsepower 1,200
Train crew size 4
1 Includes only traffic segment.

Public Comments on Preliminary System Plan

See comment on USRA Line No. 589.
The Governor's Rail Task Force analyzed the line

from Columbus to Madison, almost twice as long as the
N. Vernon to N. Madison segment and much longer than
N. Madison to Madison. It says that the Columbus to
Madison line is a 45-mile line but is not operated as such.
A bridge is out at Scipio necessitating local service on
an as-needed basis for that station. The same applies for
Elizabethtown. In serving Madison, therefore, the line
actually runs over segment 619 to Seymour, then over
the Chessie (B&O) tracks to North Vernon and then
to Madison. "The circuitous routing," the task force says,
"is detrimental to the viability of the North Vernon-
Madison Line. Beyond the above, industries currently
located in Madison need to have rail service due to the
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size of products produced. Based on the profitability of
this line, the state recommends its inclusion in the Final
System Plan and transfer to ConRail."

Information for Line-Transfer Decision

Revenue received by PC 358,222
Average reveuue per carload

Variable (avoidable) coat of continued
sen-ice:

Cost incurred on the branch line 29,876
Cost of upgrading branch lino to FRA class

I: (1/10 of total upgrading cost) 6,830
Cost incurred beyond the branch line 31,154

Total variable (avoidable) cost. 67.860

Net contribution (loss) : total (14,638)
Average per carload (82)

This line would require upgradingto meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class T track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, thjs upgrading would include
the replacement of a total of 1.278 crossties (an average
of 639 crossties per mile).

The service characteristics for this line differ signifi-
cantly from the service on Line. No. 589. No adjustments
could be made in the level of service or time per trip.

Service to this line generated a loss of S14.638 in 1973.
Recovery of this loss would require approximately a 66-
percent increase in traffic or a 28-percent rate increase.

Disposition

This portion of the Columbus-Madison 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 recom-
mended that certain rail rights-of-way be used for other
public purposes if rail service is discontinued. For line-
specific recommendations, see section C of this appendix.

PORTION OF CLAY CITY SECONDARY TRACK

(JSRA Line No. 591

Penn Central

This portion of the Clay City Secondary Track, for-
merly part of the New York Central RR, extends from
south of Riley (Milepost 1'2.4) to Worthington Junc-
tion, Ind. (Milepost 40.0). a distance of 27/7 milea, in
Clay, Owen and-Greene Counties, Ind. A continuation
of this line extends northwestward from Cory (see Line.

PC to Terre Haute

SOUTH OF RILEY MP 12. «V\
Cory\ LAN to Wallace

PORTION OF THE CLAY \ Junction
CITY SECONDARY A \\
TRACK, PC \ \V..-''

JUNCTION Mp

PC to Vincennes pc to EvansvlMe

No. 591a). Connections are: a Louisville & Nashville
branch to Wallace Junction and Midland at Clay City
and the PC Petersburg Secondary Track at Worthing-
ton Junction (see Line No. 393) .

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Riley _____________________________________________ 0
Cory _____________ ..... ____________________________ 15
Clay City __________________________________________ 55
Lancaster _________________________________________ 2
Coal City __________________________________________ 0
Mancnurt __________________________________________ 5

Total carloads generated by the line ______________ 77
Average carloads per week ___________________________ 1.5
Average carloads per mile ____________________________ 2.8
Average carloads per train ____________________________ 1.5
1973 operating information :

Number of round trips per year _____________________ 52
Estimated time per round trip (hours) ______________ 6
Locomotive horsepower _____________________________ 2,000
Train crew s,ize ------------------------------------- 4

Public Comments on Preliminary System Plan

The Wortliington Chamber of Commerce states that
Line 591 is necessary to the economy of Greene County
and the four rail users on the lino.

The line serves a national defense purpose in that
the U.S. Naval Ammunition Depot at Crane requires
maximum rail flexibility.

The Chamber of Commerce reported that the Pea-
body Coal Co. was developing a new mine which would
be dependent on this line. Pcabody Coal, however, did
not mention this in its own testimony.

The Indiana Farm Bureau estimated a yearly po-
tential of 5.400 tons of phosphates and potash for the
line.

The Governor's Rail Task Force found that the
stretch of track between Riley (Milepost 10.0) and
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Worthington (Milepost 40.0) would require an annual
subsidy of $115,956. The rehabilitation costs were es-
timated at $468.000. The Task Force concluded that the
branch should be abandoned.

Information for Line-Transfer Decision

Revenue received by PG
Average revenue per carload-

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 193,147
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) — 59,550
Cost incurred beyond the branch line 12,841

Total variable (avoidable) cost 265,538

Net contribution (loss) : total (240,257)
Average per carload (3,198)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 10,296 crossties (an aver-
age of 373 .crossties per mile).

This line was redefined at Worthington to include all
track at that point. Any coal reserves remaining in this
area can be served by other rail lines.

Service to this line generated a loss of $246.258 in
1973. Recovery of this loss would require approximately
a thirty-eightfold increase in traffic or a 1.277-percent
rate increase.

Disposition

This portion of the Clay City 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 discontinued. For line-specific recommenda-
tions, see section C of this appendix.

The portion of this line necessary to serve the traffic
generated from Clay City to south of Riley shall be
offered for sale to the Louisville & Nashville RR. This
sale would preserve rail service to an estimated 55 car-
loads or approximately 71 percent of the traffic gener-
ated on this line.

PORTION OF THE PETERSBURG SECONDARY
TRACK

USRA Line No. 593

Perm Central

This portion of the Petersburg Secondary Track,
formerly part of the Pennsylvania RR, extends from

PORTION OF THE
PETERSBURG SECONDARY /=?£«„
TRACK. PC \ . Chl?*°\*s

PC to Terre Haute

$19,281 Worthington Junction'

X
"V— PC to

Indianapolis

MARTINSVILLE

/Gosport Junction

RINCON JUNCTION
| L&N to Louisville

PC to
Vincennes |V-PC to Evansville

Martinsvifl-e (Milepost 30.6) to Rincon Junction, Ind.
(Milepost 73.8). a distance of 43.2 miles, in Morgan,
Owen and Greene Counties, Ind. Continuations of
this line extend northward from Martinsville and south-
ward from Rincon Junction (see Line No. 593a). Con-
nections include the Louisville & Nashville at Gosport
pjunction (Milepost 44.1), the PC Clay City Secondary
Track at Worthington (Milepost 72".3), and the PC
Vincennes Secondary Track at Rincon Junction (see
Line Nos. 591 and 597).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Paragon 11
Gosport 0
Gosport Junction 0
Homona 0
Spencer 1,362
Freedom 1
Worthington 23

Total carloads generated by the line 1,397
Average carloads per week 26.9
Average carloads per mile 32.3
Average carloads per train 5. 6
1973 operating information:

Number of round trips per year 250
Estimated time per round trip (hours) 12
Locomotive horsepower 7,000
Train crew size 4

Public Comments on Preliminary System Plan

This portion of the Petersburg Secondary Track is
one of six lines in Indiana which Lt. Governor Robert
D. Orr has said must be retained.

The logic of breaking this one segment out and ana-
lyzing it separately was challenged by the Governor's
Rail Task Force.

Several respondents pointed out that USRA must
have been unaware that major rehabilitation has already
been completed on parts of the line. Except for two
bridges now being upgraded, the entire line from In-
dianapolis to south of Rincon Junction is 30 m.p.h.
track.

A large, to-be-developed gypsum deposit near Free-
dom offers the potential of heavy traffic.



Peabody Coal Co. alone shipped over 20,000 carloads
of coal to Indianapolis. Elimination of service would
double Peabody's length of haul.

The capacity to switch the several thousands of cars
annually to the ICG at Switz City doesn't exist.

Whirlpool Corp., Kvansville. ships more than 10.000
cars annually and is vitally concerned about distribu-
tion patterns and service factor?, especially car supply
which the company fears could noi lxi maintained with-
out this direct link to Avon Yard.

The Indiana Farm Bureau is projecting local annual
agricultural usage of 3.4SO tons of phosphates and
potash.

Information for Line-Transfer Decision

Revenue received by PC $121,349
Average revenue per carload S**7
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Thomas, Jnd. (Milepost 82.6), a distance of 4^-4 miles,
in Greene and Daviess Counties, Ind., a line which was
recommended for inclusion on page 461 of the Prelim-
inary System Plan, shall be transferred to the Consoli-
dated Hail Corp.

Variable (avoidable) cost of continued
ser\Ice:

Cost incurred on the brunch llnu ..... 030,218
Coat of upgrading branch Hue to FRA

Class I: (1/10 of total upgrnrtlns cost) _ 0
Cost Incurred beyond the branch line 114. 401

Total variable (avoidable) <-ost 744. C19

Net contribution (loss): total - (623,270)
Average per carload (446)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). USRA
studies confirm that this line carries substantial
amounts of coal from southern Indiana.

This line is required a-* a through route for coal trains.
Part of the line has been recently upgraded to Class II
standards (25 m.p.h.). although substantial work re-
main? to be done. If the coal were routed via the ICG at
Switz City, there would be a long back-haul via Indi-
anapolis to Martinsville.

The L&N is seeking trackage rights on ConRail over
this line Iwrwcen Gosport and Indianapolis under sec-
tion 206 (g) of the Act.

Disposition

This portion of the Petersburg Secondary Track shall
be transferred to the Consolidated Rail Corp.

PORTION OF THE PETERSBURG SECONDARY

TRACK

USRA Line No. 593a

Penn Central

This portion of the Petersburg Secondary Track,
extending from Riiuson Junction (Milepost 41.2) to

PORTION OF PETERSBURG SECONDARY TRACK

USRA Line No. 593b

Penn Central

This portion of the Petersburg Secondary Track, ex-
tending from Thomas (Milepost 82.6) to Buckskin, Ind.
(Milepost 115.2), a distance of 32.6 miles, in Daviess,
Pike and Gibson Counties, Ind., a line which was recom-
mended for inclusion on page 463 of the Preliminary
System Plan, shall be transferred to the Consolidated
Rail Corp.

PORTION OF THE PETERSBURG SECONDARY
TRACK

USRA Line No. 594/594a

Penn Central

This portion of the Petersburg Secondary Track, ex-
tending from Buckskin (Milepost 115.2) to Evansville
(Straight Line Junction). Ind. (Milepost 130.9), a dis-
tance of 1-5.7 miles, in Gibson. Warrick and Vander-
burgh Counties, Ind., a line which was recommended for
inclusion on page 463 of the Preliminary System Plan,
shall be transferred to the Consolidated Rail Corp.

LYNNVILLE SECONDARY TRACK

USRA Line No. 595

Penn Central

The Lynnville Secondary Track, extending from
Bvckskin (Milepost 0.0) to Lynnville, Ind., (Milepost
7.8). a distance of 7.8 miles, in Gibson and Warwick
Counties, Ind.. a line which was recommended for in-
clusion on page 465 of the Preliminary System Plan,
shall be transferred to the Consolidated Rail Corp.
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DUFF RUNNING TRACK

USRA Line No. 596

Penn Central

/
L

'PC to Indianapolis

DUFF JUNCTIO
f

'IK DUFF RUNNING
jV^TRACK. PC

I ^ -̂2.3 miles
/ ^ 4-B&Oto Cincinnati

The Duff Running Track, formerly part of the New
York Central RR, extends from Duff Junction
(Milepost 77.6) to Washington, Ind. (Milepost 79.9),
a distance of £.3 miles, in Davicss County, Ind. At Duff
Junction, this line connects with the PC Petersburg Sec-
ondary Track (see Line No. 593a) . Another connection
is with the Baltimore & Ohio Cincinnati-East St. Louis
line at Washington.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Washington 86

Total carloads generated Toy the line 86
Average carloads per week 1.7
Average carloads per mile 35. 8
Average carloads per train 1. 7
1973 operating information:

Number of round trips per year 52
Estimated time per trip (hours) 1.5
Locomotive horsepower 2,000
Train crew size 4

Public Comments on Preliminary System Plan

The city of Washington protested abandonment. Mc-
Cord Corp., one of the city's largest firms, and several
other local industries use the line.

The Whirlpool Corp. is concerned because the Duff
Spur is an interchange between Penn Central and
the B&O. Loss of the line, it is feared, would result in
longer transit times.

RSPO staff recommends that USRA determine
whether revenues on the overhead traffic to Whirlpool
would be lost to ConRail.

The Chessie is interested in serving PC customers at
Washington only. (Note: The Chessie System has dis-
affirmed interest in this project.)

The Governor's Rail Task Force recommends that

the line be retained because traffic was of sufficent
quantity to generate a substantial profit in 1973. The
Task Force estimated Penn Central revenue from this
line at $17,062, costs at $7,514, and profit at $9,548.

Information for Line-Transfer Decision

Revenue received by PC $17,063
Average revenue per carload $198

Variable (avoidable) cost of continued service:
Cost incurred beyond the branch line 26,313
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) 8,943
Cost incurred beyond the branch line 15, 093

Total variable (avoidable) cost 50,349

Net contribution (loss) : total (33,286)
Average per carload (387)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would in-
clude the replacement of a total of 1,150 crossties (an
average of 479 crossties per mile).

An evaluation of coal reserves by USRA staff indi-
cates that this line is currently used as an interchange
route for some coal shipments and the Whirlpool busi-
ness at Evansville. An alternative connection with the
Chessie is being constructed.

Service to this line generated a loss of $33,286 in 1973.
Recovery of this loss would require approximately a
seventeenfold increase in traffic or a 195-percent rate
increase.

Disposition

The Duff Running Track is not designated for trans-
fer to Consolidated 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.

PORTION OF THE VINCENNES SECONDARY
TRACK

USRA Line No. 597

Penn Central

This portion of the Vincennes Secondary Track,
formerly part of the Pennsylvania RR, extends from
Rincor> Junction (Milepost 73.8) to Sandborn, Ind.
(Milepost 91.7), a distance of 17S) miles, in Greene and



PC to T«rre Haute
PC to Indianapolis

RINCON JUNCTION
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which is an oveistatement of requirements for local
service.

The posts for upgrading should be reviewed. The
background information indicates that existing good
ties plus the number USRA states must be replaced
exceeds FRA Class I standards.

Information for Line-Transfer Decision

Revenue received by PC $15,356
Average revenue per carload ?202

X *-«^
X *•. Milwaukee Road

.x * tB Seymour

I PC to Evansville

Knox Counties, Ind. A continuation of this line extends
south-westward from Sandbom (see Line Xo. 598).
Connections include: the PC Petersburg Secondary
Track at Rincon Junction (see Line Nos. 503 and
593a); the Illinois Central Gulf RR to Indianapolis
and Effingham. Til., at Switz City, imd the Chicago,
Milwaukee. St. Paul & Padfu- RR to Tcrre Haute and
Seymour at Bee Hunter.

Traffic and Operating Information

Stations {with their 1073 carloads) served by this line:
Switz City
Lyons
Bushrod
Bee Hunter

22
5

25
24

Total carloads generated by the line 76
Average carloads per week 1.5
Average carloads per mile 4.2
Average carloads |jor train l.B
1973 operating information:

Number of round trips per year 62
Estimated time per round trip (hours) 8
Locomotive horsepower 1,750
Train crew size 4

Public Comments on Preliminary System Plan

Segment No. 597 apparently originates little tonnage,
but is considered a vital link for the hauling of coal by
both Indianapolis Power & Light Co. and the Pea-
body Coal Co.

Peabody ships 8,000'cars per year in unit trains from
its Hawthorn mine to Indianapolis Power & Light
Co.'s Pritchard Plant at Campbells, Ind. Without 597
(and 593) the length of haul would double and transit
time would increase from the present 6 to 12 hours to
an estimated 3 to 5 days, the result of multiple switch-
ing and interchanging with the ICG.

According to RSPO and staff analysis the cost cal-
culations reflect the use of four "locomotives per trip.

Variable (avoidable) cost of continued serv-
ice:

Cofet incurred on the branch line 136,955
Cost of upgrading branch line to FRA

Class I: (1/10 of cost upgrading cost)._ 39, 254
Cost incurred beyond the branch line 12,059

Total variable (avoidable) eost- 18S, 268

Net contribution iloss) : totnl (172,9121
Average prr carload (2,275)

This lino would require minimum upgrading to meet
the requirements of the Federal Railroad Administra-
tion's minimum safety standard (Class I track, which
has a maximum safe operating speed of 10 m.p.h.).
Based on available information, this upgrading would
include the replacement of a total of 7,242 crossties (an
average of 404 crossties per mile).

This line was reanalyzed. The number of locomotives
was reduced to one. The ties required to reach Class I
were reviewed and found to be correct.

This line is required for the through movement of
coal.

Disposition

This portion of the Vincennes Secondary Track
shall be transferred to the Consolidated Rail Corp.

PORTION OF THE VINCENNES SECONDARY
TRACK

USRA Line No. 598

Penn Central

This portion of the Vincennes Secondary Track, ex-
tending from j&md&wn. (Milepost 91.7) to Bicknell.
Ind. (Milepost 102.9). a distance of 113 miles, in Knox
County, Ind.. a line which was recommended for inclu-
sion on page 467 of the Preliminary System Plan, shall
be transferred to the Consolidated Rail Corp.
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CRAWFORDSVILLE SECONDARY TRACK

USRA Line No. 602

Penn Central

4-L&N to Chicago

CRAWFORDSVILLE

X

WAVELAND

L&N to Louisville
PC (P&E) to Indianapolis

CRAWFORDSVILLE
SECONDARY TRACK, PC

The Crawfordsville Secondary Track, formerly part
of the Pennsylvania RR, extends from Waveland (Mile-
post 37.0) to Crawfordsville, Ind. (Milepost 52.0), a
distance of 15.0 miles, in Montgomery County, Ind.
There are two connections to and from this line. They
are the PC Peoria & Eastern line (see Line No. 616)
and the Louisville & Nashville Chicago-Louisville line,
both at Crawfordsville.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Crawfordsville *

Waveland
52
0

Total carloads generated by the line 52
Average carloads per week 1.0
Average carloads per mile 3.5
Average carloads per train 1.0
1973 operating information:

Number of round trips per year 52
Estimated time per round trip (hours) 4
Locomotive horsepower 1, 750
Train crew size 4
1 Includes only traffic on segment.

Public Comments on Preliminary System Plan

The Elston Bank & Trust Co. reported that where-
as USRA reported only three cars for the entire line,
the Custom Farm Service Co., located near Milepost 42,
received 52 cars in 1973.

Testimony indicated that the projected usage for 1976
is 741 cars and for 1980, 933 cars for four shippers on
the line if the line were upgraded.

The Governor's Rail Task Force recommends aban-
donment of this line due to insufficient traffic. A letter
received from Otis R. Bowcn, M.D., Governor of the
State of Indiana, substantiated the Rail Task Force's
opinion, and additionally, it noted that total 1973 ship-
ments on this line were 7 carloads.

Information for Line-Transfer Decision

Revenue received by PC $16,484
Average revenue per carload $317

Variable (avoidable) cost of continued service
Cost incurred on the branch line 108,482
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost)— 41,016
Cost incurred beyond the branch line 10,374

Total variable (avoidable) cost 159,872

Net contribution (loss): total (143,388)
Average per carload (2,757)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 10,365 crossties (an average
of 691 crossties per mile).

This line was reanalyzed using the shipper figures of
52 carloads in 1973.

Service to this line generated a loss of $143,388 in
1973. Recovery of this loss would require approximately
a twenty-fourfold increase in traffic or an 870-percent
rate increase. Although the shippers served by this line
have provided information indicating some traffic
growth, the projected traffic level is significantly less
than that required for viability.

Disposition

The Crawfordsville Secondary Track is not desig-
nated 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 discontinued. For line-specific recommenda-
tions, see section C of this appendix.

PORTION OF THE LOUISVILLE BRANCH

USRA Line No. 679

Penn Central

This portion of the Louisville Branch, extending
from Franklin (Milepost 20.0) to Columbus, Ind.
(Milepost 40.5), a distance of 20.5miles, in Johnson and
Bartholomew Counties, Ind., a line which was recom-
mended for inclusion on page 469 of the Preliminary
System Plan, shall be transferred to the Consolidated
Rail Corp.
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NEW WATSON BRANCH

USRA Line No. 621

Perm Central

Thp New Wntson Branch, extending from Jefferson-
vttle (Boyd) (MiUspost 0.0) to Watson. Ind. (Milepost
4.0), a distance of 4-0 miles, in Clark County, Intl.. n
line which was recommended for inclusion on page 470
of the Preliminary System Plan, shall be transferred
to the Consolidated Rail Corp.

NEW ALBANY BRANCH

USRA Line No. 62 7 b

Penn Central

PC to Indianapolis

L&N to Chicago

Southern to
East St..Louis, III.".

NEW ALBANY
(STATE STREET) MP

Kentucky & Indiana
Terminal RR to
Louisville

B&O to North Vernon

NEW ALBANY
BRANCH. PC

JEFFERSONVILLE
.
PC to Louisville

laAsvilleMP 1.6

The New Albany Branch, formerly part of the Penn-
sylvania RR, extends from JefffrnonviJk (Milepost
0.0) to !Ce.w Albany. Ind. (Milcpost 4.6), a distance of
4.0 miles, in Clark and Floyd Counties, Ind. At Jeffer-
sonville. this line connects with the PC Louisville
Branch (see Line No. 6;20/T«Jiia'6:20b) and the Balti-
niorc & Ohio line to North Vernon. At New Albany, this
line, connects with the Southern Ry. main line to East
St. Louis, the Baltimore & Ohio to North Vernon, the
Louisville. & Nashville to liloomington. Ind. and Chi-
cago and tin- Kentucky & Indiana Terminal RR to
Louisville.

Traffic and Operating Information

Stations (with their 1973 curloncU) served by this line:
Jeffer»onvillel 161
New Albany 238

Total carloads generated by the line 399
Average carloads per week 7.6
Average carloads per mile 86.7

Avernge carload^ per train 3.2
lt*7M operating information:

Nnmlier of round Irips j*>r year 125
K.stiinntod time per round trip (liours) 2
Locomotive horst'iHwer 1,200
Train crew size 4
1 Includes only traffic on segment.

Public Comments on Preliminary System Plan

No spot-ilk IN formation concerning this line was pro-
vided at. the hearings conducted by the Rail Services
Planning Oftk-e as reflected in their report entitled
'•Evaluation of U. S. Railway Association's Preliminary
System Plan."

Information for Line-Transfer Decision

Revenue received by PC $144.992
Avcrngi' rt'vwiuo i>cr carload

Variable (avoidable) cost of continued
sen-ice:

Cost incurred on the branch line 55,687
Cost of upgrading branch line to FRA

ClnssI: (1/10 of total upgrading cost).. 17,155
Cost incurred beyond the branch line 79,378

Total variable (avoidable) cost 152,220

Net contribution (loss): total (7,228)
Average per car]ond (18)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 2,290 crossties (an average of
498 crossties per mile).

This line, which was recommended for continued rail
service in the PSP, has been reanalyzed. The last 0.6
mile to the Southern crossing was embargoed Septem-
ber 15. 1974 because of poor track conditions. The por-
tion of the line from Milepost 1.6 to Milepost 4.0 was
embargoed March 30,1975.

Although service to the entire line generates a loss,
service to (hat portion of the line from Milepost 0.0
to Milepost 1.6 (serving shippers at Jeffersonville who
generated 161 carloads in 1973) would generate 862,345
in revenue find 5(i.4.)."> in costs with a resulting contribu-
tion of $5.R90.

Service to the remainder of the line (from Milepost
1.6 to Milepost 4.6 serving shippers at New Albany who
generated 238 carloads in 1973) would generate $82,647
in revenue and 895,089 in costs with a resulting loss
of $l<2,44-2. Recovery of costs would require approxi-
mately a 37-percent increase in traific or a 15-percent
rate increase over the 1973 levels. The shippers generat-
ing this traffic are also served by the L&N and the
Chessie Svstom.
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Disposition

The portion of the New Albany Branch from Mile-
post 0.0 to Milepost l.G shall be transferred to the Con-
solidated Rail Corp.

The portion of the New Albany Branch from Mile-
post 1.6 to Milepost 4.6 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 discontinued.
For line-specific recommendations, see section C of this
appendix.

PORTION OF ANDERSON-LEBANON LINE

USRA Line No. 622/623

Central Indiana Railway

PC to Logansport

I ( PORTION OF THE ANDERSON-LEBANON LINE

PC to / L&N to Hammond / N*" »Mieh"an Cit"
Kankakee, III. Cl IP Anderson

Indianapolis

L&N to Indianapolis

This portion of the Anderson-Lebanon line of the
Central Indiana Railway extends from Fisherburg
(Milepost 10.6) to Lebanon, Ind. (Milepost 42.7),
a distance of -32.1 miles, in Madison, Hamilton and
Boone Counties, Ind. A continuation of this line ex-
tends eastward from Fisherburg. Connections include:
the Norfolk & Western to Michigan City and Indianap-
olis at Noblesville; the Louisville & Nashville to Ham-
mond and Indianapolis at Westfield, and at Lebanon,
the PC Cincinnati-to-Kankakce line and the PC I&F
Branch (see Line Nos. 574/574a, 575, and 634).

Public Comments on Preliminary System Plan

Confusion was expressed by respondents over the
status of the Central Indiana Railway. USRA indi-
cates that the CI was independent and therefore a
detailed analysis was not performed. Yet a portion of
the line was recommended for exclusion.

The Carter Lumber Co. testified that loss of rail
service to their new store at Noblesville would result in
an immediate loss of 4-6 jobs with associated personal
income of $60,000.

Brockway Glass Co., Lapel, reported that the termi-
nus of the segment should be Lapel. The track doesn't
run through Fisherburg. Brockway's annual traffic is

over 1,700 cars, and the Company is forecasting a 20-
pcrccnt increase. Brockway must have two switches
per day, one from the east and one from the west. To
guarantee two-way service, the 9.1 miles from Lapel
west to Noblesville must remain open to provide ac-
cess to the N&W. Without this service, Brockway will
be faced with curtailments and/or temporary shut
downs. Brockway employs over 500 people.

Information for Line-Transfer Decision

The Central Indiana Railway is owned by the Penn
Central but its operations are independent of the PC
and therefore has not been subjected to detailed anal-
ysis and is not to be a part of the ConRail System. Ship-
pers on this line will continue to receive service unless
the line is abandoned under normal abandonment
procedures.

Disposition

This portion of the Central Indiana Railway is >not
designated for transfer to Consolidated Rail Corp.

PORTION OF THE EFFNER SECONDARY
TRACK

USRA Line No. 630

Penn Central

PC to Kankakoe. Ill
X/

S
\
\

TP»"J to Peoria \_EFF

Danville Branch, PC. |

to Indiana Harbor L»N to M,di,«an C.t,

I/ :„/ 1
.K | Loiansport-to
! »••.! Moron \ Chicago line. PC
j L4N to Hammond V-. \ /

| • '••. \ PC to Logansport
NERlKentland J. \,Monticello^ /

Sheldon. MlT\ V * Reynolds] :f KENNETH
S j \ !N^ " LIN to Indianapolis

\ | \ L&N to Louisville

VxShe" PORTION OF THE EFFNER
j S,. SECONDARY TRACK. PC

PC to Danville. lll.-»| X
N

| v~"PC to Indianapolis

This portion of the Effner Secondary Track, formerly
part of the Pennsylvania RR, extends from Keraieth
(Milepost 5.7) to Effner, Ind. (Milepost 61.3), a dis-
tance of 55.6 miles, in Cass, White, Jasper and Newton
Counties, Ind. A continuation of this line extends east-
ward from Kenneth to Logansport. Connections are:
the PC Logansport-to-Chicago line at Kenneth; the
Louisville & Nashville line to Hammond and Indiana-
polis at Monticello; the Louisville & Nashville to
Michigan City and Louisville at Reynolds: the PC Dan-
ville Branch at Kentland (see Line No. 616); and the
Toledo, Peoria & Western RR to Pcoria at Effner.



Traffic and Operating Information

Stations (with their 1073 carloads) served by this line:
Lake dwelt °
Biirncfisville 32
Idaville - 35
Mimtlrollo 8"
Reynolds — 1,265
Roaflold - — °
WdU-otr -. - 18*
Remington 927
(Jnodlnnrt Wl
Perkin« .. W
Effner 5
Kenllnnd: _ 271

Tolul carloads generated bj- the Hnp 4,007
Average carloads per week 88.6
Average carloads per mile 82. ft
Average ctirloads per train 15.4
1073 operating information:

Number of round trips per year 800
Kstirnated time pur round trip (hours) 12
Locomotive horsepower 3,500
Train i-ri'w size 4
1 Includes only traffic on segment.

Public Comments on Preliminary System Plan

The Effner-to-Kcnncth Rail Service Research Com-
mittee representing 39 rail users challenged the credi-
bility of IlSRA's revenue figures, finding that on-line
users Imd paid the PC over $3.2 million in 1973. double
the iigin'ft in the Plan.

Several respondents emphasized the value of the line
as an east-west link connecting the TP&W with the
PC. Congressman George O'Brien of Illinois feared
that the TP&W would be forced out of business.

Garvej- International, Inc., reported the line was
necessary to avoid the delays of the congested Chicago
terminals.

The W. R. Grace Co., Remington, distributes ap-
proximately 14,000 tons of fertilizer to area farmers
annually and is dependent upon rail service for con-
tinued operation.

Griffith Laboratories ha? just purchased 30 acres tit
Remington, with an option on an additional 65 acres
and intends to build a plant on the site. The plant will
use. rail.

The. Pillslmry Co. operate? a grain elevator with a
3Vj million bushel capacity at Reynolds. Pillsbury
shipped 152,00(1 tons by rail in 1974. 85 percent of it
on the PC. In the past 3U> years, Pillsbury has invested
$;>00,QOi) to upgrade, its facilities to load 100 car unit
trains.

Set on elevators on the line handle 18.000.000 bushels
annually; loss of rail service would cost area farmers
an estimated $1.5 million per year.

At Monticcllo, ChemetrorL Welding Products has had
to go to contract motor carriers because of poor service.

111 INDIANA
630

The company is projecting a 30-percent increase in
production and emphasized that its traffic on the line

j would increase if service were improved.
2 The TP&W is definitely interested in acquiring seg-
5 ment No. (530 subject to successful negotiation with

USRA of several conditions which would assure
TP&W of full access to ConRail connections at a rea-
sonable cost.

Chese.brough-Pond's received 288 cars at Monticello
in J973. A recent shift in part of its production process
will increase rail receipts at Monticello by 79 cars per
year. Loss of rail service would cost Chesebrough-
Pond's an additional S180.000 per year in freight
charges plus a plant modification investment of
S200.000.

Congressman Floyd J. Fithian of Indiana emphasized
that the town of Monticello was just now being rebuilt
after a devastating tornado one year ago. Loss of rail
service would be a crippling economic blow.

The Railway Industrial Clearance Association has
termed Line No. 630 as "a critical transcontinental'' and
midwestern Chicago bypass route providing clearance
from 19'9" to 20' atop rail.

Information for Line-Transfer Decision

Revenue received by PC SI. 757,838
Average revenue i>er carload S382

Variable (avoidable) cost of continued
service:

Cost incurred on the brunch line 720,733
Cost of upgr.idln? brunch line to FKA

Class I: (1/10 of total upgrading
cost) 51,218

Cost incurred beyond the branch
line — 1,585,052

Total variable (avoidable) cost 2,357,003

Net contribution (loss): total.
Averujre i*r carUuid

(599,165)
(130)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
Hie replacement of a total of 1,280 crossties (an aver-
age, of 23 crossties per mile). A subsegment of this line
from Kenneth to Reynolds was analyzed. This subseg-
ment would require a 12-percent rate increase to become
viable.

Service to this line generated a loss of Sofl9,167 in
1973. Recovery of this loss would require approximately
a fourfold increase in traffic or a 34-percent rate
increase.
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Disposition

This portion of the Effner Secondary Track shall be
offered for sale to the TP&W, a profitable railroad
operating in the Region. If this offer is not accepted the
line is not designated for transfer to Consolidated Bail
Corp. and is available for subsidy pursuant to section
304 of the Act. Public officials have recommended that
certain rail rights-of-vray be used for other public pur-
poses if rail service is discontinued. For line-specific
recommendations, see section C of this appendix.

PORTION OF THE COLUMBUS-TO-
INDIANAPOLIS LINE

USRA Line No. 633

Penn Central

Ill L»N»ChK.r

: .If NK In Frnktorl

:j

CnAnftnon / ClOuCkiun
/ Hll w NIK Cull. / / PC u lindKltir

V ,/\ S^ ..» I^PC»Bradford. Ohn

B-Oi-if j 1 A'
PC » Tm« H«in I 1 I* I

/ T ' \ PC B Cnciiinni /

PC.E..«II.| PG.L. I. Pfr.'°!'.0.f™!™L.U,nB<1S-
ICC « Eirinih»n III

7PC»Clith!

IRTIOH OF THE
INDIANAPOLIS LINE. PC

Nl» u Conmrinlli j \ PC u CineinnH
(PC t>i Tnckip CIO to Cincingu
Ri|hli to BM<on)

This portion of the Cohimbus-to-Indianapolis line,
formerly part of the Pennsylvania RR, extends from
Centerville (Milepost 126.0) to Indianapolis, Ind.
(Milepost 180.5), a distance of 54.5 miles, in Wayne,
Henry, Hancock and Marion Counties, Ind.

A continuation of this line extends eastward from
Richmond towards Dayton, Ohio (see Line No. 638). At
Richmond, this line connects with the Penn Central
Richmond Branch to Hamilton, Ohio and Anderson,
Ind.. the Penn Central Newman Secondary Track to
Winchester (see Line Nos. 520a, 521 and 556) and the
Chesapeake & Ohio Ry. to Chicago and Cincinnati.
Other connections or crossings are: the Norfolk & West-
ern Ry. at Cambridge City and Dunreith, the Penn
Central Anderson-Greensburg Secondary Track at
Knightstown (see Line Nos. 578 and 579a), and, at In-
dianapolis, the Penn Central Louisville Branch. Cincin-
nati-to-Kankakee line, Petersburg Secondary Track to
Evansville, Peoria & Eastern line to Peoria, 111., Green-
castle Branch to Terre Haute, the Springfield Branch,
the Cleveland-to-Indianapolis line, the Indianapolis-to-
St. Louis line, I&F Branch (see Line Nos. 574:/o74a, 565,
616 and 554), the Baltimore & Ohio to Hamilton, Ohio
and Springfield, 111., the Illinois Central Gulf RR to Ef-
fingham. 111., the Louisville & Nashville RR to Chicago
and the Norfolk & Western to Frankfort.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Cambridge City
Germantown
Straughn
Dunreith
Knightstown1

Charlottesville
Greenfield
Gem
Cumberland

70
26
31
35
58

117
582
186
80

Total carloads generated by the line 1,194
Average carloads per week 23.0
Average carloads per mile 21.9
Average carloads per train 7. 7
1973 operating information:

Number of round trips per year 156
Estimated time per round trip (hours) 10
Locomotive horsepower 1, 750
Train crew size 4
1 Includes only traffic on segment.

Public Comments on Preliminary System Plan

The public response to the proposed abandonment of
this segment was quite heavy. The line generates sig-
nificant local traffic, is a heavily-used overhead and
Amtrak route, and, by USRA's own analysis, profit-
able.

The Mayor of Richmond described potential eco-
nomic havoc. Loss of service would cost Richmond 900
jobs and $300,000 in property taxes a year from two
firms alone.

The Richmond Area Chamber of Commerce estimated
the potential loss from 15 of the major shippers 1,610
primary jobs, 1,100 secondary jobs, $25 million annual
payroll, $14,000,000 tax base.

National Automatic Tool Co., located just west of
Richmond, is a shipper of machine tools and molding
machines, some of whose products physically cannot be
handled except by rail.

The Richmond Power & Light Co. burns 2,000 car-
loads of coal per year. Without this line, the utility
company's costs would be higher by estimated $118,000
per year, an amount which would be passed on in higher
rates to consumers.

The Amoco Oil Co. operates a liquid fertilizer plant
at Charlottesville where it receives 85 cars per year.
Loss of rail service would force Amoco to relocate at a
cost of $606,000. The Company noted that 63 percent of
1973 traffic was generated on only 43 percent of the line
and that at least the 29-mile segment from Indianapolis
to Charlottesville could operate profitably on a local-
traffic basis.

Bertsch and Company, Inc., located at Milepost 134.9,
manufactures some of the largest bending roll machines
in the world. Some of Bertsch's shipments are single
items weighing 1.000,000 pounds. The Company is the



sole U.&'. supplier of sonic of the. machines used in the
fabrication of submarine hulls and nuclear reactors.
The Company must have rail service.

The Chessie is interested in serving the shippers at
both ends of the line. OH the west, Chessie wants to serve
Indianapolis customers only, a segment one to two miles
long. On the east, Chessin wants the Richmond to
Centerville section, approximately five miles.

The Governor'? Rail Task Force, indicated that the
lino generated $3,f>J 7.754- in freight revenues as opposed
to $;MO.-14S branch costs equaling an estimated profit of
$•".307,000. Estimated rehabilitation costs arc §704,000
(these, are all 1973 figure?). The. segment carload figures
arc 13.141 or-20,"> per mile. The analysis indicates (hat the
line appears to be profitable and capable of covering re-
habilitation costs. Tliorefori1. the Task Force recom-
mends retention of service on this line.

Information for Line-Transfer Decision

Revenue rnn-ivcrl hy PC1 . .. .
Avcrnge revenue IICT carload . ._

.. .. - $4B8.!i!)8

Variable (-nvoLdalile) cnst of continued
service:

Tost incurred on the- branch line. . _. __ 480,372
Cost df upgrading brunch line to FRA

Class I: (1/10 of total upgrading i-nst). 0
Cost incurred beyond tho branch line 230,051

Total variable (avoidable) cost .- 717, 3,"i!l

Xer contribution
Average pur carload

: totnl ..... ________ . (248,760)
(209)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (('lass I track, which has
a maximum safe operating speed of 10 m.p.h.).

Through freight trains will not utilize this route
under the ConRail operating plan.

This line was reanalyzed and the mileposts adjusted
at Richmond and Indianapolis to allow service to all
shippers at these locations as stated in the PSP.

Although service to the entire line generates a loss.
service to that portion of the line from Milepost 158.0 to
Milepost 180.5 (serving shippers at Gem. Greenfield,
Cumberland and Charlottesville who generated 074 car-
loads in 1973) would generate 8385,831) in revenue and
$418,498 in costs with a resulting loss of $32,659 or $34
per carload. This line may become viable with either an
18-percent traffic increase or a 0-percent rate increase.

Service to the remainder of the line (from Milepost
126.0 to Milepost 158.0 serving shippers at German-
town. Strauglm. Cambridge. City, Dunreith and
Knightstown, who generated 217 carloads in 1073)
would generate. $82,754 in revenue and $282,513 in costs
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with a resulting loss of $199.789. Recovery of costs
would require approximately a fourfold increase in
traffic or a 241-percent rate, increase over the 1973 levels.

Disposition

The portion of the Columbus-Indianapolis line from
Milepost 158.0 to Milepost 180.5 shall be transferred to
the Consolidated Rail Corp.

If 1hc X&W docs not acquire the portion of Line No.
573 necessary to serve the traffic generated on that line,
the portion of the Columbus-Indianapolis line from
Milepost. 126.0 to Milepost 136.2 shall be transferred to
the. Consolidated Rail Corp.

If the N&W acquires the portion of Line No. 573
necessary to serve the. traffic generated on that line, the
portion of the Columbus-Indianapolis line from Mile-
post. 12fi.O to Milepnst 136.2 in not designated for trans-
fer to Consolidated Rail Corp. and is available for

. subsidy pursuant to section 301 of the Act. Public offi-
cials have recommended that certain rail rights-of-way
be used for oilier public, purposes if rail service is dis-
continued. For line-specific recommendations, see sect ion
Cf>f this appendix.

The portion of the Columbus-Indianapolis line from
Milepost 136.2 to Milepost lftf.0 is not designated for
transfer to Consolidated Rail Corp. and is available for
subsidy pursuant to section 304 of the Act. Public offi-
cials have recommended that certain rail rights-of-way
be used for other public purposes if rail service is dis-
continued. For line.-specific, recommendations, see sec-
tion C of this appendix.

PORTION OF THE I&F BRANCH

USRA Line No. 634

Penn Central

This portion of the I&F Branch, extending from
Chrmont (Milepost 12.6) to Lebanon., Ind. (Milepost
31.6). a distance of 19.0 miles, in Boone. Hendricks and
Marion Counties, Ind., a line which was recommended
for inclusion on page 474 of the Preliminary System
Plan, shall be transferred to the Consolidated Rail Corp.

PORTION OF
COLUMBUS-CHICAGO LINE

USRA Line No. 689a

Penn Central

This portion of the Columbus-to-Chicago line, extend-
ing from North Judxon (Milepost 237.5) to Uartsdale,
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Ind. (Milepost 284.0), a distance of 4&-S miles, in Starke
Porter and Lake Counties, Ind., a line which -was recom-
mended for inclusion on page 474 of the Preliminary
System Plan, shall be transferred to the Consolidated
Rail Corp. This line is required as an interim through
route pending the rehabilitation of and fincHization -of
the necessary operating 'agreements with the L&N for
the use of their route via Lafayette, Ind. When the con-
templated rerouting of through trains is accomplished,
ConRail should reevaluate the viability of local freight
service on this line. Any future Con-Rail abandonment
would be subject to normal I.C.C. procedures and can-
not be accomplished for two years.

PORTION OF COLUMBIA CITY SECONDARY
TRACK

USRA Line No. 700

Penn Central

North Manchester

| / PC to Columbia City
PC to Goshen—1| / I

4>^
PORTION OF
COLUMBIA CITY
SECONDARY TRACK
AT NORTH MANCHESTER

NORTH MANCHESTER
MP 37.2

PC to Mexico
Tb.3 miles'*\

\ PC to Marion
NORTH MANCHESTER
MP 36.9

This portion of the Columbia City Secondary Track,
formerly part of the Pennsylvania RR, extends from
Milepost 36.9 to Milepost 37.2, a distance of 03 mile, at
North Manchester, Ind. in Wabash County. The line
continues northeastward to Columbia City and south-
westward to Mexico (see Line Nos. 419 and 420). At
North Manchester, the line crosses the PC's Anderson-
Goshen line.

Public Comments on Preliminary System Plan

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their report entitled
"Evaluation of the U.S. Railway Association's Prelim-
inary System Plan."

Information for Line-Transfer Decision

This line does not directly serve any shippers.

Disposition

This portion of the Columbia City 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 discontinued. For line-specific recommen-
dations, see section C of this appendix.

PORTION OF JERSEY CITY-TO-CHICAGO LINE

USRA Line No. 7262

Erie Lackawcmna

Chi»ff i Vitt.ni h*n. M h> OIICM.
'EL hu TiMkM. Ri*u>

IHSBIi..'./ !«•••» H»bng.lilM I. luih..

'"""'...Ik../ »••*««*••

EL • Minn Oiii'

This portion of the Jersey City-Chicago line extends
from Huntington (Milepost 125.2) to Hammond, Ind.
(Milepost 249.6), a distance of 11244 miles, in Hunting-
ton, Wa/bash, Fulton, Pulaski, Starke, Porter and Lake
Counties, Ind. This line continues westward to Chicago
via trackage rights over the Chicago & Western In-
diana RR and eastward to Marion, Ohio and beyond
(see Line No. 1261). At Bolivar, the line connects with
the Michigan Branch, at North judson and Kouts with
the Columbus-Chicago line, and at North Judson with
the Kankakee Branch, all PC. Highlands is also served
by the PC Danville Branch (see Line No. 604). The line
connects with the following PC lines: at Newton with
the Columbia City Secondary Track, at DeLong with
the Culver Secondary Track and at Griffith with the
Johet Branch (see Line Nos. 419, 423 and 414). It also
connects with the N&Ws Fort Wayne-Decatur, III. line
at Huntington and Michigan City-Indianapolis line at
Rochester, with the C&O Cincinnati-Hammond line at
North Judson and Griffith, with the L&N to Michigan
City and Monon at Wilders, a-nd at Griffith with the
GTW Chicago-Port Huron and the Elgin, Joliet &
Eastern Ry. to Joliet, Porter and Gary. At Hammond



it connects with several lines, including the X&W
Chicago-Fort Wayne, the L&N Chicago-Motion and tho,
Indiana Harbor Belt RR to Blue Island, Til., and
Ivanhoe.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Hmitington . 4,073
Blppus 2
Servla ... 214
Bolivar . 2
Newton 0
Laketon 0
Uisko 1
Akron 4S8
Athens 25
Rochester _. __ 456
Letter's. 114
DeLong 0
Monterey . 1,054
Ora 4
Bass La ko 0
Aldiue 1
North Jurtsnn . ... .. 13
Lomux .. 0
Wilder* 0
Clanrirardo ... _ 0
Kouts . 9
lioone Grow 124
I'alnicr . . .. .. 0
Crown Point 33
Griffith 29
Highland's . 134
Hammond ... 301

Total carloads Rime-rated l>y the line 7.097
Average uiirlnuds per week -_ . 130.5
Averajft'rarlonds Tier mik'_ - 57.0
Average carloads per train . 45.5
1073 opf ruling information : ,

Number of round trips per your_ .. _ 156
Estimated time per round trip (hours) 21.5
IjOcoiuutLvp horsepower 1, (100
Train crew size— _ 4

Public Comment on Preliminary System Plan

Sec comment on USR A Line Xo. 1260.
Hendcrlong Lumber Co., Inc., which employs

40 people at its facility in Crown Point, reported that
its incoming rail shipments have increased over recent
years as evidenced hy its payments to the EL of $7,700
in freight charges during lf>7:j, $10.400 during 1974.
and $12,100 during the first half of 1975.

Saager Brothers, Inc., which has plans to develop an
industrial park out of the '25 acres it owns along the
EL at Crown Point, reported that future demand for
rail service, may increase due. to the tremendous ex-
pansion in the Lake County area. The City of Crown
Point has already ivzoncd Saager's 25 acres for indus-
trial purposes and lias designated the whole area sur-
rounding the railroad as tin industrial usage area.
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Moore Business Forms. Inc. reported that it com-
pleted the construction of its Rochester, Indiana plant
in 1973 and added a'870,000 rail siding in July 1974.
During 1!)74, Moore moved 485 tons of paper by rail;
it projects its 1975 usage to range from 20-65 carloads
and 1976 usage to range from 75 to 94 carloads.

Buckeye Feed & Supply. Inc., with facilities at
Monterey and Loiler's Ford, testified that future expan-
sion plans have already been cancelled with the pros-
pect of abandonment since the cost of alternative- means
of transport would be prohibitive.

The Hammond City Council presented a resolution
supporting the abandonment of the EL right-of-way
in the city of Hammond in the interest of alleviating
rail congestion in the city. This resolution was supported
by a resolution from the City of Hammond Railroad
Relocation Committee.

The Crown Point Chamber of Commerce testified
that its planned industrial park expansion is depend-
ent upon continued rail service.

Both Saager Brothers, Crown Point, and the Aub-
beenaubee. Township Improvement Association. Inc..
Letter's Ford, have purchased hind for industrial parks
dependent upon continued rail service by EL.

J. H. Smith, for the Brotherhood of Locomotive
Engineers, stated that the actual carload data for
Huntingtxm in 15)73 should be 5,872. He also noted the
omission of the Dccatur station on this line which gen-
erated SOB carloads in 1973.

Neimeyer Farm Service, Inc. testified that loss of
EL service would double its transportation costs and
necessitate an investment of $25,000 to accommodate
motor carriers.

It was stated that the Wabash County Farm Bureau
Cooperative, Servia, with a capital investment of
$2(10,000, would probably close if EL service ceased.

Superior Lumber Co., Hammond, receives 80 to 90
cars per year and would be forced to relocate in order
to survive if rail service were lost.

Highland Lumber & Supply. Inc., Highland, received
13H cars in 1!»73. Highland pointed out that in the cities
and surrounding ureas of Hammond, Highland, Griffith,
and Minister there are only four lumber yarda. two of
which urc slated to lose service.

The Mutual Grain Co., Scrvia. has limited elevator
storage capacity and might be forced to close, without
rail service.

Norfolk & Western is interested in acquiring this
line from Huntington, Ind. to Hammond, Ind. (124.4
miles') in conjunction with Line Segments 1260 (Lima.
Ohio to Marion. Ohio) and 1261 (Marion. Ohio to
Huntington, Ind.). As an alternate, the Norfolk & West-
ern is interested in acquiring approximately 3 miles
of this line at TTuntington and 1 mile at Rochester, Ind.
to servo industries on the Erie Lackawanna.
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Statements were submitted by the Illinois Central
Gulf and the Soo Line Railroads protesting acquisition
of this line by any competing carrier or any earner
which could divert traffic from connecting roads in
Chicago.

Information for Line-Transfer Decision

Revenue received by EL $2,100, 553
Average revenue per carload

Available (avoidable) cost of continued
service:

Cost incurred on the branch line 1, 417, 829
Cost of upgrading branch line to FBA

Class I: (1/10 of total upgrading
cost) 0

Cost incurred beyond the branch line- 1,382,792

Total variable (avoidable) cost _ 2,800,621

Net contribution (loss) : total-
Average per carload

(700,068)
(99)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Huntington, where the majority of the traffic on this
line is located, primarily generates piggyback traffic. In
1973, there were approximately 5,800 trailers generated
at Hunting. Service to this traffic can be continued by
the Norfolk & "Western By. or other ramps in the area.

Although shippers served by this line indicated traf-
fic growth, the projected volume was not sufficient to
achieve viability.

Service to this line generated a loss of $700,068 in
1973. Recovery of this loss would require approximately
a 100-percent increase in traffic or a 33-percent rate
increase.

Disposition

This portion of the Jersey City-to-Chicago line 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 discontinued. For line-specific recommenda-
tions, see section C of this appendix.

The portion of this line necessary to serve the traffic
generated at Rochester shall be offered for sale to the
Norfolk & Western Railway. This sale would preserve
roil service to an estimated 456 carloads or approxi-
mately 6 percent of the traffic generated on this line.

The portion of this line necessary to serve the traffic
generated at Huntington shall be offered for sale to the
Norfolk & Western Railway. This sale would preserve

rail service to an estimated 4,073 carloads or approxi-
mately 57 percent of the traffic generated on this line.

INTERSTATE LINES

PORTION OF THE LOUISVILLE BRANCH

USRA Line No. 620/620a/620fa

Penn Central

This portion of the Louisville Branch, extending from
Columbus. Ind. (Milepost 40.5) to Louisville. Ky.
(Milepost 111.2), a distance of 70.7 miles, in Bartholo-

mew, .Jackson, Clark and Scott Counties. Ind., and
Jefferson County. Ky., 'a line which was recommended
for inclusion on page 486 of the Preliminary System
Plan, shall be transferred to the Consolidated Rail
Corp.

PORTION OF THE WATERLOO BRANCH

USRA Line No. 407

Penn Central

MONTGOMERY
PORTION OF THE WATERLOO *- — -.
BRANCH, PC r

PC to Hillsdale
15.1 miles

SOUTH OF ANGOLA
MP 39.7

This portion of the Waterloo Branch, formerly part
of the New York Central RR, extends from south of An-
gola. Ind. (Milepost 39.7) to Montgomery, Mich. (Mile-
post 54.8), a distance of 15.1 miles, in Steuben County,
Tnd. and Hillsdale and Branch Counties, Mich. Con-
tinuations of this line extend northward from Mont-
gomery and southward from south of Angola (see Line
Nos.402and401a).

Tronic and Operating Information

Stations (with their 1973 carloads) served by this line:
Ray 0
Fremont 51
Angola 200

Total carloads generated by the line 260
Average carloads per week 5.0
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Average on rloads per mile 17.2
Average cnrloiids JKT train 9.6
li>73 operating information:

Number of round trips per yrnr 27
Estimated time per round trip (hnur*) 6.0
Locomotive horsepower 1,500
Train crew size 4

Public Comments on Preliminary System Plan

The Indiana Farm Bureau eslimates annual traffic
of 3.5-Vi tons of phosphates and potash.

The Stcuben County Farm Bureau has land under
option just south of Angola for a new grain elevator
which may not he developed without rail. The Farm
Bureau also emphasized that 27 carloads of coal were
used in 1973 (15 in 1974) for home heating.

USRA's estimate of 100 trips per year is high by a
factor of two. at least; the Farm Bureau reported that
the branch receives no more than once-a-week service,
with only 27 trips in 1073.

Moore, Business Forms, Inc., has recently completed
a ^(i,()(i() square-foot plant expansion: the Company's
rail usage, increased from 4h cars in 1973 to 122 cars in
107k Moore expect? to continue to increase usage be-
cause some waste material now lias recycling value. Loss
of rail would knock Moore out of the market for some
government contract, business which specifies rail ship-
ment.

The Governor"? Rail Task Force in Indiana found
that this linc"# operation resulted in an estimated loss of
$S,8()f> between Ray and Pleasant Lake, Ind. Rehabili-
tation co-Is are estimated at ftJOPJinu between these
two Indiana points. The Task Force concluded that by
dropping service to Pleasant Luke, the line could have
a profitable operation of $£1.37:2 per year between
Angola and the state line.

Information for Line-Transfer Decision

Ruvruuo received by PC
Average revenue per carload

$67.574
$260

Variable (avoidable* cost uf continued
service:

Cos-t incurred on the branch line. 114.304
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost). 37.617
Cost incurred beyond the brunch line 35.793

Total variable (avoidable) cost. 187. 714

Net contribution (loss): total-
Average per carload

(120,140)
(462)

This line would require upgrading to meet the re-
quirement? of the Federal Railroad Administration's
minimum safety standard? (Class I track, which has a
maximum safe opcrnl ing speed of 10 m.p.h.). Based on
available information, this upgrading would include the

INDIANA
467

replacement of a total of 7,550 crossties (an average of
500 crossties per mile).

This line, was reanalyzed and the number of trips
reduced to 27. The shippers provided a log showing the
actual number of trips made by the PC. The increase
of 122 cars in 1974 would not make this line viable.

Service to this line generated a loss of $120,140 in
1973. Recovery of this loss would require approximately
a fourfold increase in traffic or a 178 percent rate in-
crease.

Disposition

This portion of the Waterloo Branch is not desig-
nated 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 discontinued. For line-specific recommenda-
tions, see section 0 of this appendix.

PORTION OF CHICAGO-TO-DETROIT LINE

USRA Line No. 467

Penn Central

Chicafo.
South Shore ft
South Bend RR
to Chicago

',

C&O to Grand Rapids

\/PORTION OF CHICAGO-

25.7 miles / DETROIT LINE. PC

Mich PC to Nile* and
Detroit

C&O to LaCnise

^CSS&SB RR to South Bend

PC to Porter
and Chicago

N&W to Dillon

LAN to Monon
C&O to Porter
and Chicago „

This portion of the Chicago-to-Detroit line, formerly
part of the New York Central RR, extends from
Buchanan, Mich. (Milepost 200.8) to Michigan City,
Ind. (Milepost 226.5), a distance of 25.7 miles, in Ber-
rien County, Mich, and La Porte County, Ind. At
Buchanan, Mich., this line continues eastward to Xiles
and Detroit, and at Michigan City. Ind.. west towards
Chicago (sec Line No. 680). Connections with other
railroads include the Chesapeake & Ohio at New Buffalo
and Michigan City. Also at Michigan City, connections
are made with the Chicago, South Shore & South Bend
RR, the Louisville & Nashville RR and the N&W Ry.

Traffic and Operating Information
Stations (with their 1973 carloads) nerved by this line:

Gallon
Three Oaks

Total carloads generated by the Line—

7
9

16
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Average carloads per week 0.3
Average carloads per mile 0.8
Average carloads per train 0. 5
1973 operating information:

Number of round (rips per year 32
Estimated time per round trip (hours) 3
Locomotive horsepower 2,000
Train crew size 4

Public Comments on Preliminary System Plan

The American Cyanamid Co.. Michigan City, sug-
gested rJuit the end-point be redefined as Milepost 226.0
instead of 228.0 to assure continued rail service to all
Michigan City industries.

Located at Milepost 201.0, the Buchanan Co-op, Inc.
has recently completed $150.000 grain loading facilities.
The company has invested a total of $750.000 over
the past 5 years at this location and is planning another
expansion in 3 years. Rail service is essential. Buchanan
is estimating 1977 traffic of 222 cars.

Information for Line-Transfer Decision

Revenue received by the TC
Average revenue per carload $263

$4,237

Variable (available) cost of continued service:
Cost incurred on the branch line 1 111, 787
Cost of upgrading branch line to FRA Class I:

fl/10 of total upgrading cost) 0
Cost incurred beyond the branch line 1, 835

Total variable (avoidable) cost.

Not contribution (loss) : total

113, 642

(109,403)
Average per carload (6,838)

1 Excludes ownership costs as line IK used for passenger operation by
Amtrak.

This line would require no upgrading to meet the
Federal Railroad Administration's minimum safety
standards (Class I track, which has a maximum safe
operating speed of 10 m.p.h.).

This line ^as reanalyzed as the mileposts were ad-
justed at both Michigan City and Buchanan. Buchanan
traffic was assigned to Lino No. 680.

Service to this line generated a loss of Si09.405 in 1973.
Recovery of this loss would require approximately a
forty-sixfold increase in traffic or a 2,582-percent rate
increase..

Disposition

This portion of the Chicago-Detroit line shall be
contingently oJFercd for sale to Amtrak pending ap-
proval of the recommended statutory amendment to
permit designations to Amtrak outside the Northeast
Corridor. Tf this offer is not accepted, the line is not
designated for transfer to Consolidated Rail Corp.
Local freight, service will not be provided to this line
(regardless of Amt.rak's acquisition) 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
discontinued. For line-specific recommendations, see
section C of this appendix.

PORTION OF THE SOUTH BEND SECONDARY
TRACK

USRA Line No. 637

Penn Central

This portion of the South Bend Secondary Track, ex-
tending from NUes. Mich. (Milepost 3.0) to South Bend
(Webster), Ind. (Milepost 7.3), a distance of 4$'miles,
in St. Joseph County, Ind. and Berrien County. Mich.,
a line which was recommended for inclusion on page 485
of the Preliminary System Plan shall be transferred to
the Consolidated Rail Corp.

PORTION OF THE RICHMOND BRANCH

USRA Line No. 520o

Penn Central

C&O to Muncie
\4—PC to Lynn and Fort Wayne

PC toPC tt ' --.. v
NewCastle~*>. ••.. \

v^ '••.A
PC to Indianapolis

Bradford

lapolis ^x"»t. Richmond (Glen)/ „ n
-^ ^oi (~>-—<>.-r*-pctoDayton

Richmond(Newman) *
RICHMOND MP 72.1

C&O to Cincinnati—^*.

PORTION OF
RICHMOND
BRANCH. PC

Eaton

EATON HP 57.4
t
\«-PC to

X Cincinnati

This portion of the Richmond Branch, formerly part
of the Pennsylvania RR, extends from Eaton, Ohio
(Milepost 57.4) to Richmond. Ind. (Milepost 72.1),
a distance of 14-7 miles, in Preble County, Ohio and
Wayne County, Tnd. The Richmond Branch runs south
to Cincinnati and continues north beyond Richmond to
Logansport (see Line Nos. 519/520 and 521). The
Newman Secondary Track. PC, connects at Richmond
(see Line No. 556). At Richmond the C&O Chicago-
Cincinnati line and the Penn Central's Indianapolis
Columbus line (see Line Nos. 633 and 638) also cross.
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Traffic and Operating Information

Stations (with their 1073 carloads) served by this line:
Baton 1,065
New Hope 44
Campbellstown 30

Total carloads'generated by the line 1,139
Average carloads per week i 21.8
Average carloads per mile 77.5
Average carloads per train 3.8
1973 Operating Information:

Number of round trips per year 800
Estimated time per round trip (hours) 2.0
Locomotive horsepower 1,500
Train crew size 4

Public Comments on Preliminary System Plan

The Preble County Farm Bureau Cooperative said
it serves 2,380 customers. Without rail service the Farm
Bureau's transportation costs would go up by $8,120 a
year. To relocate would cost $600,000 and would result
in loss to the community of about $10,000 per year in
tax revenues. Further, it could have used 91 more hopper
cars in 1974 had they been available, they plan to install
three 30,000 bushel grain storage tanks which will in-
crease rail service requirements, and a Town & Coun-
try store, plans to locate in Eaton in the near future and
will need rail service.

Community Improvement Corp. is negotiating to de-
velop a 100-acre, industrial park for Eaton.

Westvaco Corp. will complete its previously re-
ported $1,750,000 expansion in 1975 and estimates 1975
traffic will total 1,329 carloads, growing to about 1,700
carloads in 1976. Also, the company said the track is in
FRA Class III condition. However, because signalling
has been removed it is officially only Class II. Finally,
Westvaco said it is willing to negotiate immediately
with the proper party for establishment of a specific
rate increase to cover any deficit associated with move-
ment of its traffic at Eaton.

The Ohio Public Utilities Commission recommended
that Line Nos. 520a and 519/520 be considered as a single
segment. On the other hand, the Community Corp.
for Eaton and Preble Counties suggested that Line
No. 520a be extended only to Camden on Line No.
519/520, to pick up the traffic there.

Reported traffic:
Carload*

Company and location

CampbelHtown AG Center, Inc.,
Campbellatown

Westvaco Corp, Eaton
Preble Landmark, Eaton
Letherman Lumber Co., Eaton
Texaco Products, Eaton
Stelnke Tractor and Truck Sales,

Eaton
St. Clalr Custodial Supply Co., Eaton.
Food Filters Corp., Eaton
Armacwt Elevator, New Hope

1»1S 1914 Projected

29 64
902 1,829-1.716
128 114 180

SO 89
80 80

The Chessie. is interested in acquiring the entire
branch from Richmond to Eaton and would provide
service to all shippers who would otherwise lose, service.

The Ohio Association of Railroad Passengers testi-
fied that Line Nos. 51R, 519/320,520a and 521 should be
considered as a secondary passenger corridor between
Cincinnati and Indianapolis, providing service to
Hamilton. Ohio, and Richmond, Ind. -

Information for Line-Transfer Decision

Revenue received by PC _ $275,828
Average revenue per curload 8242

Variable (avoidable) cost oC continued
service:

Cost incurred on the branch line 153,613
Cost of upgrading branch line to FRA

Clnss I: (1/10 of total upgrading
cost) 0

Cost incurred beyond the branch line 3C1.44G

Total variable (avoidable) cost 315,089
Net contribution (loss) : totul— (30,432)

Average per carload. (35)

14
10
1

44

20
10
1

67

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class 1 track, which has
a maximum safe operating speed of 10 m.p.h.).

By the end of 1975, Westvaco Corp. at Eaton
will have completed a $1,750,000 expansion program
which will result in a 410 carload-pcr-year traffic in-
crease over their 1973 level. An analysis of the origins
and destinations of this traffic indicates an immediate
increase in ConRail revenues of approximately $111,300
based on 1973 rate levels. With this increase in traffic
and revenue, the line will generate a net contribution of
approximately $3,000.

Disposition

This portion of the Richmond Branch shall. be
offered for sale to the Norfolk & Western Ry., a profit-
able railroad operating in the Region, for use as an over-
head route only: ConRail will provide local freight
service (see section 206(g) of the Act). If this offer is
not accepted, the line shall be transferred to the Con-
solidated Rail Corp.

PORTION OF THE SPRINGFIELD BRANCH

USRA Line No. 554

Penn Central

This portion of the Springfield Branch, formerly
part of the New York Central RR, extends from Glen
Karn, Ohio (Milepost C0.4) to Hunter, Ind. (Milepost
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PC to Anderson CSO to Chicago

N&W to Muncia \ Losan

\
itville pc to Winchester

PC to Springfield,
N^Ohio

PClO

Indianapolis

GLEN KARN
— • •' fcT^M p Of * ~« 1

/ \ N \ \ \<—PC to Richmond

S\ N&H to Rush«llo\ \ NJ-C40 to Richmond

PC to Carthage NftW to Connersville\ PORTION OF THE
PCt.Richm.no SP.WNGFI ELD BRANCH.

131.2) (except between Milepost 95.3 and Milepost 96.9
at New Castle, which has been assigned to Line No.
522), a distance of 624 miles, in Marion, Hancock,
Henry and Randolph Counties, Ind., and Darke
County, Ohio. At Hunter this line continues west to
Indianapolis and at Glen Karn it continues east to
Springfield (see Line No. 553). Connections with other
lines are: the PC Anderson-Greensburg Secondary
Track at Shirley, the PC Richmond Branch (see Line
Nos. 521 and 522) and the Norfolk & Western Ry. to
Rushville. Connersville and Muncie at New Castle, the
Chesapeake & Ohio Ry. at Losantville and the PC New-
man Secondary Track to Richmond and Winchester at
Lynn (see Line Nos. 556 and 557).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Glen Karn
Crete
Lynn
Carlos City
Modoc
Losantville
Mooreland
Kennard
Wilkinson
Willow Branch
Maxwell
Mohawk
Mount Comfort
Hunter

43
10
70
0

10
30
19
10
44
1

44
1
6

53

Total carloads generated by the line 360
Average carloads per week 6.7
Average carloads per mile 6.6
Average carloads per train 3.9
1973 operating information:

Number of round trips per year 90
Estimated time per round trip (hours) 12
Locomotive horsepower 1, 760
Train crew size 4

Public Comments on Preliminary System Plan

The Indianapolis'Chamber of Commerce is particu-
larly concerned about the precise definitions of line
end-points in the Indianapolis area.

Hunter is actually 1,900 feet west of the present
switching limit. The C. W. Jackson Co. has a 300 acre
industrial park just beyond Hunter.

The Ma'xwell Grain Co. is constructing major new
facilities at Maxwell, Ind., and has submitted convinc-
ing evidence that the line can be operated profitably
at least as far east as Maxwell.

Maxwell Grain is projecting traffic of at least 480
cars per year, mostly jumbo hoppers, from its facili-
ties at Mohawk and Maxwell. Long-range prospects are
good due to the planned construction of a new metro-
politan airport between Hunter and Mount Comfort.

Allegheny Ludlum Steel Corp. has a major installa-
tion on the line l1/^ miles west of New Castle.

The Governor's Rail Task Force lists estimated
branch cost at $255,476 with freight revenue amounting
to $179,107. A subsidy of $76,364 is listed. Rehabilita-
tion cost is estimated at $870.400. The Task Force con-
siders future traffic potential as "stable." The Task
Force said that even though the line ia losing money
that if certain other lines are abandoned this line seg-
ment would pick up all the New Castle traffic of the Penn
Central. Under that circumstance, the line would be
above the break-even point and therefore should be in-
cluded in the new ConRail System.

Information for Line-Transfer Decision

Revenue received by PC $98,634
Average revenue per carload $282

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 466, 692
Cost of upgrading branch line to FRA

Class I: (1/10) of total upgrading
cost 54,472

Cost incurred beyond the branch line 47, 863

Total variable (avoidable) cost 669,027

Net contribution (loss): total (470,
Average per carload (1,344)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 625 crossties.

The milepost limit at Hunter is the Indianapolis
switching district. The portion of the line from Hunter
to Maxwell was analyzed using 1974 traffic and 1975
projections. Even with cost adjustments for unit-trains
and the shipper paying a portion of engine and crew
costs, the line would require a 34-percent rate increase
to become viable.

Shippers at New Castle between Mileposts 953 and
96J9 wUt continue to receive service from Line No. 52%.

Service to this line generated a loss of $470,493 in
1973. Recovery of this loss would require approximately
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a ninefold increase in traffic or a 477-percent rate
increase.

Disposition

The portion of'the Springfield Branch from Mile-
post 60.4 to Milepost 95.3 and from Milepost 96.9 to
Milepost 131.2 is not designated for transfer to Con-
solidated Rail Corp. and is available for subsidy pur-
suant 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 discontinued. For
line-specific recommendations, see section C of this
appendix.

PORTION OF THE WHITEWATER RUNNING TRACK

USRA Line No. 571 a

Penn Central

N *-~PC to Beeson

, CEDAR GROVE

PORTION OF THE WHITEWATER
RUNNING TRACK, PC

19.0 miles

VALLEY JUNCTION V~

~<tf PC to Cincinnati
«-• \

PC to Indianapolis and Kankakee

This portion of the Whitewater Running Track, for-
merly part of the New York Central KR, extends from
Valley Junction, Ohio (Milepost 17.7) to Cedar Grore,
hid. (Milepost 36.7), a distance of 19.0 miles, in Hamil-
ton County, Ohio and Dearborn, Franklin, Fayette and
Wayne Counties, Ind. At Valley Junction, this line
connects with the PC Cincinnati-to-Kankakee Line,
and at Cedar Grove it continues to Brookville (see Line
No. 571).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Valley Junction
Whitewater
Harrison

7
104
276

Total carloads generated by the line 887
Average carloads per week 7.4
Average carloads per mile 20. 4
Average carloads per train 4.8
1973 operating information:

Number of round trips per year 90
Estimated time per round trip (hours) 7
Locomotive horsepower 1,750
Train crew size 4

Public Comments on Preliminary System Plan

The Greater Cincinnati Chamber of Commerce re-
ported that loss of rail service would hamper the future
expansion of Cincinnati. Inc.. Crest Component Homes,
and Seasongood Folding Box; affect expansion plans of
Arling Lumber Co. which could amount to 300 carloads
per year and jeopardize, the. employment of 860 people.

The Cincinnati Gas & Electric Co. reported that it
owns two industrial sites along the line, one being 190
acres and the other being 120 acres. Discontinuance of
rail service on this line could dampen Cincinnati's
chances of attracting industrial users to these sites. It
also reported that Crest Component Homes, which gen-
erates 240 carloads annually, recently located along this
line. Thus, its rail usage was not considered in USRA's'
analysis.

The Greater Cincinnati Chamber of Commerce re-
ported that the J. Cornelius Grain Elevator generates
4 carloads per year and that the Scasongood Folding
Box Co. generates 24 carloads per year.

According to the Public Utilities Commission of
Ohio, all traffic generated along this line originates or
terminates between Valley Junction and Harrison, a
distance of 7.7 miles. The PUC thinks that USRA
should recalculate the net contribution of this line using
only the 7.7 mile segment.

Cincinnati, Inc., which generates 120 carloads an-
nually, reported that some of its heavy machinery parts
weigh up to 125,000 pounds, and cannot be moved
other than by rail.

Information for Line-Transfer Decision

Revenue received by PC 5136, 808
Average revenue per carload §353

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 166, 080
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) _ 57,191

Cost incurred beyond the branch line 51,660

Total variable (avoidable) cost 274,9(11

Net contribution (loss): total (138,353)
Average per carload (358)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 10.260 crossties (an average
of 540 crossties per mile).

Service to this line generated a loss of $138,353 in
1973. Recovery of this loss would require approximately



INDIANA 122
638, 1261

a twofold increase in traffic or a 102-percent rate
increase.

A subsegment of this line from Valley Junction to
Harrison was analyzed. This portion of the line would
require a 40-percent rate increase to become viable.
Total traffic for the line in 1974 was 10 carloads higher
than in 1973.

Disposition

This portion of the Whitewater Sunning Track is

Line Nos. 1262 and 1260). At Decatur, Ind. this line
connects with the PC Fort Wayne and Eidgeville Sec-
ondary Tracks and at Ohio City with the PC Northern
Branch (see Line Nos. 428. 429 and 533/534/534a/535).
The N&W Deoatur Ill.-to-Fort Wayne line crosses at
Huntington, the Fort Wayne-Muncie line at Kingsland,
the Delphos-Frankfort line at Decatur, Ind. and Ohio
City, and the Fostoria-Muncie line at Lima. Also serv-
ing Lima are the PC Pittsburgh-Chicago line, the B&O
Toledo-Cincinnati line and the Detroit. Toledo & Iron-
ton RR main line from Detroit to Ironton.

Traffic and Operating Information

not designated for transfer to Consolidated Rail Corp.
and is avalable for subsidy pursuant to section 304
of the Act. Public officials have recommended that cer-
tain rail rights-of-way be used for other public pur- Stations (with their 3973 carloads) served by this line1:

poses if rail service is discontinued. For line-specific Kemp1** ™Ped° **" I
recommendations, see section C of this appendix. SpenccpvinV"II"~I"~~II~I"I~~"I~~I~~I 106

Converse 0
Elgin 299

PORTION OF COLUMBUS-TO-INDIANAPOLIS a£r̂ ~^^^^^^^ :̂ «
LINE Wren °

Preble 14

USRA Line No. 638 52." ™Kingsland 3
_ _ , Uniondale 174
Penn Central Markie 333

Simpson ITS

This portion of the Columbus-to-Indianapolis line, Total carloads generated by the line 1,226
extending from New Paris, Ohio (Milepost 113.8) to Average carloads per week 23.6
Richmond, Ind. (Milepost 119.6), a distance of 5.5 fverage carloads *** mile 17.8

•7 • -n IT r* ± rti • i T.T n T -, Average carloads per train 7. fl
mtles, in Preble County, Ohio and Wayne County, Ind., 1973 operatlng information:
a line which was recommended for inclusion on page 482 Number of round trips per year 166
of the Preliminary System Plan, shall be transferred Estimated time per round trip (hours) 12.0
to the Consolidated Rail Corp. Locomotive horsepower 1,600

Train crew size 4
—•~~~ l Excludes Decatur, Ind. traffic (see text).

PORTION OF JERSEY CITY-TO-CHICAGO LINE Publlc Comment on Preliminary System Plan

See comment on USRA Line No. 1260.
Russell I. Pisle, for the Farm Service Center in Spen-

cerville, testified that his company would be forced out
of business due to prohibitive costs for alternative
transport, resulting in the loss of 25 jobs and an annual
payroll of $200,000. He added that the Center's traffic
was 113 carloads in 1973.

Simpson Grain Co. testified that actual carload data
for 1973 should have been 194. Abandonment of this
line would force Simpson to transport by truck and to
absorb an additional 8 to 10 cents per bushel transpor-
tation cost.
. Stanley H. Matheny, for the city of Huntington, tes-
tified that abandonment would force the elimination
and/or relocation of approximately 300 EL employees
in Huntington, which represents 8 percent of that city's
total population.

It was stated that the Adams County Farm Bureau,

USRA tine No. 7267

Erie Lackawanna

PC to Fort •»« MO ID Toiofc
PC I. Vu l».l I o.,,..,. TO

\ ^X PC to OIICMO *

\0.™,, \ .-;;'„.„„ „.,,».,"

!•« to Frnkhl ^ PC " *"""•
PORTION OF JERSEY I I OTII RR » I.

CITY-CHICAGO LINE EL HO » Ciocinniti

This portion of the Jersey City-to-Chicago line ex-
tends from Lima, Ohio (Milepost 54.3) to Huntington^
Ind. (Milepost 125.2), a distance of 70.0 miles, in Allen
and Van Wert Counties, Ohio and Adams, Wells and
Huntington Counties, Ind. This line continues west-
ward to Hammond and eastward to Marion, Ohio (see
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Monroe, would have to expend $10,000 to upgrade truck
loading facilities and pay an additional $5 to $7 per ton.
The additional increases in costs would be passed on to
farmers in the county should this line be abandoned.

William R. Black, Director of Rail Planning for the
Public Service Commission of Indiana, protested the
segmenting of this double tracked main line into two
branch lines. He added that most of the track is at FRA
Class III and capable of 50 miles per hour speeds.

J. H. Smith, Chairman of the Indiana State Legis-
lative- Board, Brotherhood of Locomotive Engineers,
testified that the amount of traffic now handled by the
EL could not be efficiently accommodated by the C&O.
N"&W and ConRail lines which also serve the area. He
added that the EL line is one of the few lines capable
of handling high and wide cars between Chicago and
New York.

Norfolk & Western is interested in acquiring this line
from Lima, Ohio to Huntingdon, Ind. (70.9 miles), in
conjunction with line segments 1260 (Lima. Ohio to
Marion, Ohio) and 1262 (Huntington, Ind. to Ham-
mond. Ind). X&W states that it would be necessary to
acquire, in addition, 2.3 miles of line at Lima, Ohio and
1.4 miles of line at Huntington. Ind. in order to connect
this line segment with existing N&W lines. As an alter-
nate, the. Norfolk & Western is interested in acquiring
about 1.5 miles of this line at Decatur, Ind. to serve in-
dustries on the Erie Lackawanna.

Statements were submitted by the Illinois Central,
Gulf and the Soo Line Railroads protesting acquisition
of this line by any competing carrier or any carrier
which could divert traffic from connecting roads in
Chicago.

The Farm Service Center in Spencerville reported
that in 1S)"S the Flexible Foam Co. shipped 78 cars, the
Spencerville Farmers Union shipped 25 cars, and the
Farm Service Center shipped 113 care, for a total of
216 cars.

Information for Line-Transfer Decision

Revenue received by EL $372,046
Average revenue per carload $304

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 687, 827
Cost of upgrading branch line to FRA

(Mass I : < 1/10 of total upgrading cost t. 0
Cost incurred beyond tho branch line 211,183

Total variable (avoidable) cost 899.009

Net contributions (loss) : total (526, 963)
Average per carload (430)

This line would require no upgrading to meet the. re-
quirements of the Federal Railroad Administration's
minimum safely standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Service to this line generated a loss of $.526,963 in
1073. Recovery of this loss would require approximate-
ly a fourfold increase in traffic or a 142-percent, rate
increase.

Traffic generated at Decatur will continuf to receive
service via Penn ffentral trackage.

Disposition

The portion of the Jersey City-to-Chicago line from
Milepost 95.8 to Milepost 96.9 shall be transferred to the
Consolidated Rail Corp. to serve Decatur traffic.

The portion of tho pJersey City-to-Chicago line from
Milepost 54.3 to Milepost. 95.8 and from Milepost 96.9
to Milepost 125.2 is not designated for transfer to Con-
solidated Rail Corp. and is available for subsidy pur-
suant 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 discontinued.
For line-specific recommendations, see section C of rhi««
appendix.
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USRA
Line

Number

148
149
150
151
152

153
156
163
676

Introstatc

PC

Terminals

Massey to Centreville
Massey to Chestertown
Queen Anne to Den ton
Queen Anne to Queenstown
Hurlock to Preston

Hurlock to Vienna
Salisbury to East of Salisbury
Kings Creek to Crisfield
Salisbury to Hebron

Page

125
126
127
128
129

130
131
131
132

Chestertown
Secondary Track.

Interstate

Maryland to Delaware (these lines are discussed under
Delaware)

147
167
168
169

198
204a

166

205

Massey, Md. to Townsend, Del.
Snow Hill, Md. to Indian River, Del.
Cambridge, Md. to Seaford, Del.
Easton, Md. to Clayton, Del.

Maryland to Pennsylvania

North of Frederick, Md. to Spring Grove, Pa.
Hagerstown, Md. to Chambersburg, Fa.

Maryland to Virginia

Pokomoke, Md. to Cape Charles, Va.

Maryland to West Virginia and Virginia

Hagerstown, Md. to Winchester, Va.

133
135

135

137

PORTION OF CENTREVILLE SECONDARY TRACK

USRA Line No. 148

Penn Central

This portion of the Centreville Secondary Track, for-
merly part, of the Pennsylvania RR, extends from Ma«-
sey (Milepost 9.2) to Pentrevitte. Md. (Milepost 35.1),
a distance of &5.9 mile*, in Kent and Queen Annes Coun-
ties. Md. At Massey, this line continues toward Town-
send, Del. where it connects with the PC Delmarva
Branch (sec Line No. Ii7). At this point, it also con-
nects with the PC Chestcrtown Secondary Track (see
Line No. 149).

Chestertown "- -. .MAS

PORTION OF —v
CENTREVILLE *
SECONDARY
TRACK, PC

CENTREVILLE

PC to
Townsend

25.9 miles

Traffic and Operating Information

Stations (with their 1974 carloads) served hy this lino:
Milllngton 28
Sudlersville — — 51
Barclay 57
Price - 3
Centreville 349
Roberta . 0

Total carloads generated by thfi line 489
Average carloads per week 9.4
Average carloads per mile 18.0
Average carloads per train 6.5
1973 operating information:

Number of round trips per year... 75
Estimated time per round trip (hour:;) 9
Locomotive horsepower 1,200
Train crew size 4

Public Comments on Preliminary System Plan

Hurricane Agnes caused a washout of a section of
the Massey-to-Centreville route. Several shippers
formed C. M. Associates which, under agreement with
the Penn Central, in 1973 rebuilt the roadbed and relaid
the destroyed tracks at the shippers expense. Since this
work was not completed until late 1973 the carload fig-
ure used by USRA covers only a small portion of the
year. According to Tidewater Publishing Co., figures
based on the calendar year October 8, 1973 to Octo-
ber 7,1974 show the following:

Attaol USRA

Carloads generated on the line.
Revenue received by PC .
Average re venue per car
On branch cost ol service

456 81
«22,793 (35,718

484.65 382.00
110,525 206,540

Tidewater Publishing Co. states that if rail service
is discontinued it might ^be forced to close. Delmarva
Sash and Door would relocate rather than be placed
in a noncompetitivc position.

A soy bean-processing plant is planned which will
require rail service over this line.
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Maryland DOT in its Railroad Planning Project
states "Currently operated under a unique agreement
between a shipper's group and PC, this line appears to
generate operating results far worse than the current
subsidy would indicate. Whereas the shippers now pay
a $65.40 surcharge per car, the operating deficit in the
1973 adjusted time frame comes to $153 per car accord-
ing to the present analysis. Even worse, the 1978 con-
servative time frame produces an operating deficit of
$238 per car before infrastructure costs are deducted.
(With infrastructure costs deducted, the deficit be-
comes $535 per car.) These ijstimates for 1978 — conser-
vative — are in fact generous to the Massey-Centreville
line because they allocate all crew costs at 25 miles per
hour to the Townsend-Chestertown branch !

"In the long run, the only hope for this branch would
appear to be a short line operation consolidated with
Townsend-Chestertown. Also dramatic increases in rail
use would be necessary. Even then, it is anticipated that
considerable subsidy assistance will be required."

Based upon 1973 traffic, revenue and operational data
developed by USEA, and USBA costs adjusted to the
categories included under the RSPO subsidy standards,
the estimated subsidy is $113,630, excluding upgrading
costs.

Agrico estimated that its new facility in Cenlreville
would receive 175 to 225 carloads in 1976-77.

Information for Line-Transfer Decision

Revenue received by PC --------------------------- $237, 655
Average revenue per carload -------------

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 219,822
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost). 27, 585
Cost incurred beyond the branch line 132,469

Total variable (avoidable) cost 379,876

Net contribution (loss): total (142,221)
Average per carload (291)

Available information indicates that this line requires
a total of 3,880 ties (an average of 149 ties per mile) to
meet the requirements of the Federal Railroad Admin-
istration's minimum safety standards (Class I track,
which has a maximum safe operating speed of 10
m.p.h.).

Because this line was out-of-service during most of
1973, a reevaluation of this line was undertaken based
on the 1974 traffic volume. The results of this reevalua-
tion are shown above. In addition, the shippers on this
line subsidize operations at the rate of $65.40 per car-
load or $31,981. The combined loss of this line and Line
No. 147 (which is required to serve this line) is $214,525.
Inclusion of the shipper subsidy reduces the loss to

$183,544 or $373 per carload. Recovery of this loss
would require a 135-percent increase in traffic or a 75-
percent rate increase. Although the shippers served by
this line have provided information indicating some
traffic growth, the projected traffic level is significantly
less than that required for viability.

Disposition

This portion of the Centreville Secondary Track shall
be offered for sale to the Southern Ry., a profitable
railroad operating in the Region. This sale would pre-
serve rail service to 489 carloads or 100 percent of the
traffic generated on this line. If this offer is not ac-
cepted, the line is not designated for transfer to Con-
solidated Rail Corp. and is available for subsidy pur-
suant to section 304 of the Act. Public officials have rec-
ommended that certain rail rights-of-way be used for
other public purposes if rail service is discontinued. For
line-specific recommendations, see section C of this
appendix.

CHESTERTOWN SECONDARY TRACK

USRA Line No. 149

Penn Central

CHESTERTOWN
SECONDARY
TRACK. PC

CHESTERTOWN / C"Townsend

x
MASSEY

Centreville
Secondary Track,
PC /

O Centreville

The Chestertown Secondary Track, formerly part of
the Pennsylvania RR, extends from Massey (Milepost
0.0) to Chestertown, Md. (Milepost 20.4), a distance of
W4 miles, in Kent County, Md. At Massey, this line
connects with the PC Centreville Secondary Track (see
Line Nos. 147 and 148).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line :
Massey -------------------------------------------- 12
Kennedyvllle -------------------------------------- 47
Still Pond ------------------------------------------ 11
Lynch --------------------------------------------- ra

Chestertown --------------------------------------- 802

Total carloads generated by the line ------------ 425
Average carloads per week ---------------------------- 8. 2
Average carloads per mile ----------------------------- 20. 8
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Average carloads per train 5. 7
1973 operating information:

Number of round trips per year 75
Estimated time per round trip (hours) 8.5
Locomotive horsepower 1,200
Train crew size 4

Public Comments on Preliminary System Plan

Royster. Inc., which shipped 175 cars in 1973 and
244 m 1974, and which projects handling 275 carloads
for the, year ending «lunc 30, 1W7.">, estimates that if this
line is excluded from Oon"Rail they would be. compelled
to reduce their Easte.rn Shore operations by 50 percent.
Similarly, Baltimore Business Forms indicated that
it would relocate its plant if rail service is discontinued
causing unemployment of 1*27 people. Tenneco Chemi-
cals of Chester-town reports 259 carloads in 1973,316 in
1974. and projects 432 for 1975.

The Delmarva Advisory Council points out an in-
consistency in the Plan. USRA included an annual
cost of $40,461 for upgrading this line to Class 1 stand-
ards but then states that "This line would not require
upgrading . . ."

Maryland DOT in its Railroad Planning Project
stated "Under 1973 conditions, this line generates re-
markably favorable operating results: an operating
surplus of $227 per carload, the highest of any line on
the Maryland Eastern Shore. However, under the. 1978
conservative time frame, the line cannot meet its infra-
structure costs, although it still produces an operating
surplus. With some subsidy assistance, especially for
rehabilitation expenses the Townsend-Chestertown line
could be a viable operation. In view of the poor financial
results of the Massey-Centrcville line, and the neces-
sary interdependence of the two branches, a short line
operation over both might prove feasible.''

Information for Line-Transfer Decision

Revenue received by PO $270. MXi
Average revenue per carload __ $637

Variable (avoidable) cost of continued
Rervice:

Cost incurred on the branch line 178, 020
Oust of upgrading branch line to FRA

Class T : (I,'10 of total upgrading cost) - 40,461
Cost incurred beyond the branch line 1C3,255

Total variable (avoidable) cost 381,736

Net contribution (loss): total (111,143)
Average per carload . (261)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include

tho replacement of a total of 11,831 crossties (an aver-
age of 587 crossties per mile).

The comments provided above by Maryland DOT
indicate that this lino generates an operating surplus
of $119,017 or $227 per carload. However, their analy-
sis also states that the inclusion of lease, rehabilitation
and property tax costs results in a significant deficit.

Service to this line, gc.riei-ated u loss of 111.143 in
1973. Recovery of this loss would require approximately
a 105-percenl increase in traffic or a 40-peivenl rate in-
crease. Although the shippers served by this line have
provided information indicating some traffic growth, the
projected traffic level is significantly less than that re-
quired for viability.

Disposition

The portion of the Cheste.rtown Secondary Track
from Milcpost 0.0 to Milnpost 0.5 shall l>e. offe.rwl for
sale, to the Southern Ry.. a profitable railroad operating
in the Region. This sale would preserve rail service to
an estimated 12 carloads or approximately -\ percent of
the traffic, generated on this line. If this offer is not-
accepted, the line is not designated for 1 runsfer to Con-
solidated Rail Corp. and is available for subsidy pur-
suant to section 304 of the Act. Public officials have
recommended that certain rail rights-of-way bi> used
for other public purposes if rail -service is disconl inucd.
For line-specific recommendations, see .section C of this
appendix.

The portion of the Chestertown Secondary Track
from Milepost 0.5 to Milepost 20.4 is not designated
for transfer to Consolidated Rail Corp. or to Southern
Ry. and is available for subsidy pursuant to section 304
of the Act. Public officials have recommended that cer-
tain rail rights-of-way be used for othe.r public purposes
if rail service is discontinued. For line-specific recom-
mendations, see section C of this appendix.

PORTION OF DENTON TRACK

USRA Line No. 750

Penn Central

This portion of the Denton Track, formerly part of
the Pennsylvania RR, extends from Queen Anne (Mile-
post 0.0) to Denton. Md. (Milepost 8.R), a distance- of
8.fi M-ilex, in Queen Amies and Caroline Counties, Md.
At. Queen Anne, this line connects with the Oxford
Secondary Track and with its own continuation to
Quectistown (sec Line Nos. 161) and 15J).
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Queenstown Oxford Secondary
Q Track. PC,to Clayton

QUEEN ANNE V* PORTION OF
S2\ DENTON TRAC

X
X

8AiXV
Easton \ \ DENTON

Traffic and Operating Information

Stations (with their 1073 carloads) served by this line:
Hillsboro 14
Denton 167

Total carloads generated by the line 181
Average carloads per week 3.5
Average carloads per mile 21. 5
Average carloads per train 3.6
1073 operating information:

Number of round trips per year 50
Estimated time per round trip (hours) 3
Locomotive horsepower 1,200
Train crew size 4

Public Comments on Preliminary System Plan

Koppers Co., Inc. operates a sawmill at Denton
which generated 125 carloads of untreated crossties in
1974 and has a potential of 200 per year. Such data was
not included in the analysis since it is not revenue pro-
ducing freight used by PC. The company points out
that, though this volume is insufficient alone to justify
inclusion of this track, the critical need for crossties
must be considered.

Smith Douglas division of Borden Chemical has a
plant at Denton handling 69 carloads per year. This
company, commenting on coordination project Sou-4,
states that the expense of maintaining and repairing
the Choptank Bridge on this branch may be an influ-
encing factor in the Southern Ry.'s intention not to
acquire the Queenstown-to-Denton spur. Smith Douglas
would urge the Southern to acquire the Queen Anne to
Denton portion eliminating the bridge. The unloading
facilities at Denton Supply Center could be used by rail
patrons.

Maryland DOT in its Railroad Planning Project
states "Although the present analysis discloses a rela-
tively profitable service from Queen Anne to Denton,
the continued operation of this line depends exclusively
on the fate of the Clayton-Easton branch. Unless Clay-
ton-Easton is rehabilitated, Queen Anne-Denton will
have no outlet to the world. In addition, under this anal-
ysis the operating results for Queen Anne-Denton bene-
fit from the exclusion of any crew costs at 25 miles per
hour; such crew costs are assumed to be borne by Clay-
ton-Easton exclusively. When final subsidy require-

ments are calculated under the newly revised standards
of the Rail Services Planning Office, a portion of the
Clayton-Easton crew costs will have to be allocated to
Queen Anne-Denton, thus hurting the operating results.
In any event, if Clayton-Easton continues operation,
there is no reason to allow the abandonment of Queen
Anne-Denton."

Information for Line-Transfer Decision
Revenue received by PC $61,412
Average revenue per carload $339

Variable (avoidable) cost of continued service:
Cost incurred on the branch line 71, 427
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) 0,302
Cost incurred beyond the branch line 46, 303

Total variable- (avoidable) cost 127, 092

Net contribution (loss) : total (65, 680)
Average per carload (363)

Available information indicates that this line requires
a total of 450 ties (an average of 53 ties per mile) to
meet the requirements of the Federal Railroad Admin-
istration's minimum safety standards (Class I track,
which has a maximum safe operating speed of 10
m.p.h.)-

To reach the crosstie source at Denton, 41.3 miles of
track would have to be kept. The crosstie source does
not justify this expense because the ties can be trucked
to Harrington for loading.

Service to this line generated a loss of $65,680 in 1973.
Recovery of this loss would require approximately a
fivefold increase in traffic or a 107 percent rate increase.

Disposition
This portion of the Denton Track is not designated

for transfer to Consolidated Rail Corp. or to Southern
Ry. and is available for subsidy pursuant to section 304
of the Act. Public officials have recommended that cer-
tain rail rights-of-way be used for other public purposes
if rail service is discontinued. For line-specific recom-
mendations, see section C of this appendix.

PORTION OF THE DENTON TRACK

USRA Line No. 751

Penn Central

This portion of the Denton Track extends from Queen
Anne (Milepost 0.0) to Queenstown, Md. (Milepost
12.4), a distance of 124 miles, in Queen Annes County,
Md. At Queen Anne, this line connects with the Oxford
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PORTION OF
DENTON
TRACK. PC

/* V /
PC to Wi Imington \ ' / 4 - PC I

V/Clayton

Oxford
Secondary
Track. PC

ANNE

Denton —I Demon

PC to Salisbury

**>.

Pcto

J

Secondary Track (see Line No. 169) and with its own
continuation to Denton (see Line No. 150).

Traffic and Operating Information

Stations (with their 1073 carload!:) served by this line:
Queenstown
Wye Mills
Willoughby

38
15
0

Total carloads generated \ty the line S3
Average carloads per week 1.0
Average carloads per mile 4.3
Average carloads per train 1.0
19T3 operating Information:

Number of round trips per year 62
Estimated time per round trip (hmirsi—1 5
Txicomotive horsepower 1,200
Train crew size 4

Public Comments on Preliminary System Plan

The S. E. W. Friel Co. and Friel Lumber Co. testi-
fied that the social security and unemployment taxes
paid for its employees in one year fur exceeds the op-
prating losses projected for the Queen Anne to Queens-
town branch line. The. company stated that curtailed
rail service could result in unemployment of 435. With
improved service this firm expects to use 400 carloads
per year by 1978. Its two facilities arc located at Mile-
post. 12.4 and between Mile-posts 6.0 and 7.0.

The Nuttle Lumber Co. states that due to distance
it is not feasible to ship the raw materials the com-
pany depends upon by truck. The alternative of ship-
ping to a railhead and then delivery by truck would
increase costs and render Nuttle noncompetitive.

The Maryland DOT in its Railroad Planning Proj-
ect stated "This 13.4-mile lino cannot financially sus-
tain an operation which generated only 54 carloads in
1973. Unless other mitigating circumstances can be
found, there is very little hope that subsidies of any
kind will be justified for the line. It is likely that ship-
pers will be forced to use team track facilities at Queen
Anne should the line be abandoned."

MARYLAND
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Information for Line-Transfer Decision

Revenue received by PC $39.388
Average revenue per carload $743

Variable (avoidable) cost of continued service:
Cost Incurred on the branch line 94, 807
Cost of upgrading branch line to FHA Class

I: (1/10 of total upgrading cost) __ 13,672
Cost incurred beyond the branch line 20,603

Total variable (avoidable) cost 135,083

Net contribution (loss): total (95,604)
Average per carload (1,800)

* This line would require upgrading to meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class I track which has a maxi-
mum safe operating speed of 10 m.p.h.). Based on avail-
able information, this upgrading would include the
replacement of a total of 2,169 crossties (an average of
175 crossties per mile).

Service to this line generated a loss of $95.693 in 1973.
Recovery of this loss would require approximately an
eightfold increase in traffic or a 243-percent rate
increase. Although one shipper served by this line pro-
vided information indicating some traffic growth, the
projected traffic level is significantly less than that re-
quired in the immediate future for viability.

Disposition

This portion of the Denton Track is not- designated
for transfer to Consolidated Rail Corp.' or to Southern
Ry. and is available for subsidy pursuant to section 304
of the Act. Public officials have, recommended that cer-
tain rail rights-of-way be used for other public purposes
if rail service is discontinued. For line-specific recom-
mendations, see. section C of this appendix.

PORTION OF THE PRESTON INDUSTRIAL TRACK

USRA Line No. 152

Penn Central

PRESTON

PORTION OF PRESTON
INDUSTRIAL
TRACK: PC

,,4-PCtoSeaford

Cambridge V
Secondary
Track, PC — enna
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This portion of the Preston Industrial Track extends
from Preston (Milcpost 10.0) to Hurlock, Md. (Mile-
post 16.2), a distance of 6S miles, in Dorchester and
Caroline Counties, Md. At Hurlock, this line continues
to Vienna (see. Line No. 153) and it also connects with
the Cambridge Secondary Track (see Line Xo. 168).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Preston
Hurlock *

314
44

Total carloads generated by the line 358
Average carloads per week 6.0
Average carloads per mile 1 57.7
Average carloads per train 6.0
1973 operating information:

Number of round trips per year 60
Estimated time per round trip (hours) 3.0
Locomotive horsepower 1,200
Train crew size 4
1 Includes only traffic on segment.

Public Comments on Preliminary System Plan

The Maryland DOT in its Railroad Planning Project
stated "Although requiring capital for rehabilitation,
this line produces operating surpluses and should be
acquired by the carrier which assumes operation of the
Cambridge branch."

The estimated cost for upgrading this line to FKA
Class I standards should be reviewed. The available
information on the line indicates that the tie replace-
ment estimate may be high.

Information for Line-Transfer Decision

Revenue received by PC $145,483
Average revenue per carload $406

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line
Cost of upgrading branch line to FRA

Class I: (1/10 of totu 1 upcradl ng cost) _ 16, 716
Cost Incurred beyond the branch line 114,044

155-percent increase in traffic or a 34-percent rate
increase.

Disposition

This portion of the Preston Industrial Track shall
be offered for sale to the Southern Ry., a profitable rail-
road operating in the Region. This sale would preserve
rail service to 358 carloads or 100 percent of the traffic
generated on this line. If this offer is not accepted, the
line 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 pur-
poses if rail service is discontinued. For lien-specific
recommendations, see section C of this appendix.

PORTION OF THE PRESTON INDUSTRIAL TRACK

USRA Line No. 153

Penn Central

Preston Pc to

4- Preston to Seaford

N
v ./, r PORTION OF

HURLOCKV'> PRESTON
* ^k T . ••« wi* i i«ini

A Vy*"
Cambridge -*
Secondary
Track. PC VIENNA

This portion of the Preston Industrial Track extends
from. Hurlock (Milepost 16.2) to Vienna, Md. (Milepost
26.9), a distance of 10.7 miles, in Dorchester County,
Md. At Hurlock, this line connects with the Cambridge
Secondary Track of the PC (see Line No. 168). At this
point, it also continues to Preston (see Line No. 152).

Total variable (avoidable) cost 194,523 Traffic and Operating Information

Net contribution (loss): total
Average per carload (187)

(49,040) Stations (with their 1973 carloads) served by this line:
Hurlock1

Vienna

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 3,307 crossties (an average
of 533 crossties per mile).

Service to this line generated a loss of $49,039 in 1973.
Recovery of this loss would require approximately a

Total carloads generated by the line 165
Average carloads per week 1 3-2

Average carloads per mile 15>*
Average carloads per train S-8

1073 Operating Information:
Number of round trips per year &0
Estimated time per round trip (hours) 4-0
Locomotive horsepower !> 20°
Train crew size
i includes only traffic on segment.



Public Comments on Preliminary System Plan

The Maryland DOT, in its Railroad Planning Proj-
ect, stated "This line cannot sustain itself financially
under present traffic conditions, and abandonment of
operations appears inevitable. However, to allow for
possible future conversion of the Delmarva Power and
Light generating plant in Vienna back to coal, the right-
of-way of this line should be maintained intact."

The estimated cost for upgrading this line to FRA
Class I standards should be reviewed. The available
information on the line indicates that the tie replace-
ment estimate may be high.

Information for Line-Transfer Decision

Revenue received by PC ?59,512
Average revenue per carload
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transfer to Consolidated Rail Corp. or to Southern Ry.
and is available for subsidy pursuant to section 304 of
the Act. Public officials have recommended thai certain
rail rights-of-way be used for other public purposes if
rail service is discontinued. For line-specific recom-
mendations, see section C of this appendix.

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 83,481
Coat of upgrading branch line to FRA Class

I: < 1/10 of total upgrading cost— 28.062
Cost incurred beyond the branch line 33,568

Total variable (avoidable) cost 145,096

Net contribution (Loss) : total (85,584)
Average per carload (519)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 6,336 crossties (an average of
592 crossties per mile).

Service to this line generated a loss of $85,584 in 1973.
Recovery of this loss would require approximately a
four fold increase in traffic or a 144-percent rate in-
crease.

Disposition

The, portion of the Preston Industrial Track from
Milepost 16.2 to Milepost 17.0 shall be offered for sale
to the Southern Ry., a profitable railroad operating in
the Region. This sale would preserve, rail service to an
estimated 151 carloads or approximately 92 percent of
the traffic generated on this line. If this offer is not
accepted, the line is not designated for transfer to Con-
solidated Rail Corp. and is available for subsidy pur-
suant 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 discontinued.
For line-specific recommendations, see, section C of this
appendix.

The portion of the Preston Industrial Track from
Milepost 17.0 to Milepost 2<>.J» is not designated for

PORTION OF WILLARD'S SECONDARY TRACK

USRA Line No. 156

Penn Central

This portion of the tVillard's Secondary Track, ex-
tending from Salisbury (Milepost 42.7) to east of
Salisbury, Md. (Milepost 45.7), a distance of 3£> miles,
in Wicomico County, Md.. a line which was recom-
mended for inclusion on page 493 of the Preliminary
System Plan, shall be offered for sale to the Southern
Railway, a profitable railroad operating in the Region.
If this offer is not accepted, the lino shall be trans-
ferred to the Consolidated Rail Corp.

CRISFIELD SECONDARY TRACK

USRA line No. 163

Penn Central

To Salisbury

Pocomoke 4
Secondary /
Track. PC--*/

HP 1.2

CRISFIELD

CRISFIELD
SECONDARY
TRACK, PC

KINGS CREEK

\ To Cape
\4-Charles, Va.

The Crisfield Secondary Track, formerly part of the
Pennsylvania RR, extends from Kings Creek (MilepoSt
0.0) to Criitfield, Md. (Milepost 16.3). a distance, of
163 miles, in Somerset County. Md. At Kings Creek,
this line connects with the Pocomoke Secondary Track
of the PC.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Westover
Kingston
Marlon -
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Crlsfleld 82
Kings Creek1 315

Total carloads generated by the line 380
Average carloads per week 7.3
Average carloads per mile 23.3
Average carloads per train 9.5
1973 operating Information:

Number of round trips per year 40
Estimated time per round trip (hours) 5.0
Locomotive horsepower 1,200
Train crew size 4
1 Includes only shippers on this segment.

Public Comments on Preliminary System Plan

The first 1.2-mile segment of this line west from
Kings Creek to Milepost 1.2 has been reassessed by
USRA and recommended for inclusion in ConRail.

Consideration must be given to the total revenue
that would be lost to ConRail if this line is not in-
cluded in the Final System Plan.

Information for Line-Transfer Decision

Revenue received by PC $239,267
Average revenue per carload $630

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 126,831
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) _ 25,320
Cost incurred beyond the branch line 153,262

Total variable (avoidable) cost 305,143

Net contribution (loss): total (66,146)
Average per carload (174)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 4,150 crossties (an average
of 255 crossties per mile).

Information received from Chesapeake Foods at
Kings Creek indicated 442 cars in 1973. Association
staff verified the existence of 315 carloads in 1973 and
the 1.2 miles at Kings Creek was reanalyzed.

Although service to the entire line generates a loss,
service to that portion of the line from Milepost 0.0 to
Milepost 1.2 (serving shippers at Kings Creek who
generated 315 carloads in 1973) would generate $210,-
600 in revenue and $149,660 in costs with a resulting
contribution of $60,939.

Service to the remainder of the line (from Milepost
1.2 to Milepost 16.3 seizing shippers at Westover,
Kingston. Marion, and Crisfield who generated 65 car-
loads in 1973) would generate $28,667 in revenue and

$162,780 in costs with a resulting loss of $134,114.
Recover}' of costs would require approximately a sixfold
increase in traffic or a 468-percent rate increase over
1973 levels.

Disposition

The portion of the Crisfield Secondary Track from
Milepost 0.0 to Milepost 1.2 shall be offered for sale to
the Southern Ry., a profitable railroad operating in the
region. If this offer is not accepted, the line shall be
transferred to the Consolidated Rail Corp.

The portion of the Crisfield Secondary Track from
Milepost 1.2 to Milepost 16.3 is not designated for
transfer to Consolidated Rail Corp. or to Southern Ry.
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 discontinued. For line-specific recom-
mendations, see section C of this appendix.

MARDELA TRACK

USRA Line No. 676

Penn Central

To Wilmington

SALISBURY HP 40.8 \ Pocomoke
Secondary
~ k, PC

' rWillard's Secondary
Trade. PC

MARDELAYlSalisbury
TRACK. PC 1

\

To Cape Charles. Va.

The Mardela Track extends from Hebron (Milepost
35.2) to Salisbury, Md. (Milepost 40.8), a distance of
6.6 miles, in Wicomico County, Md. At Salisbury, this
line connects with the Pocomoke Secondary Track and
the Willard's Secondary Track of the PC (see Line No.
156).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Hebron
Salisbury *

825

Total carloads generated by the line -------------- 870
Average carloads per week ---------------------------- 18- 7
Average carloads per mile ---------------------------- 155. 4
Average carloads per train ---------------------------- 7.0

See footnote at end of table.



1073 Operating information:
Xuinbrr <if ruiiiid trips |ier yoar . — 125
Kstimnted time jitr round trli> (hours) 3.0
Loi'uniotivf horsepower 1.200
Train ori'w sixt> 4
1 Include^ only traffic on segment.

Public Comments on Preliminary System Plan

Koppcrs Co., Inc., operates a sawmill on this line at
Hebron capable of supplying 300 carloads per year of
crossties to CouRtiil plus 100 carloads per year of home
building lumber.

Southern States Co-op, has a new facility planned
on this branch which will receive approximately 60
carloads by the third year of operation.

Marvil Package Co., lorated at milcpost 35.2, esti-
mates 20 to 25 lost jobs in Hebron if rail service is
ended.

Based upon 1973 traffic, revenue and operational
dala developed by USRA, and USKA costs adjusted to
the categories included under the RSPO subsidy stand-
ards, the estimated subsidy is $16,863, excluding
upgrading costs.

The Debnarva Advisory Council cannot understand
how a branch line with a density of 155 cars per mile
a year can be calculated a loser.

The traffic increases realized in 1974 and projected in
the future should be considered.

Marvil contended that the cost figures attributed to
this line should be cut in half, resulting in a $50 per
carload profit rather than a $50 per carload loss. Marvil
generated 951 carloads in 1974.

Information for Line-Transfer Decision

Revenue received by PC $118, 032
Average revenue per carload $136

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 77,725
Cost of upgrading branch line to FRA

Class I: (1/10 of totul upgrading
cost; 8,170

Cost incurred beyond the branch line 73,551

Total variable (avoidable) cost 159,446
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Service to this line generated a loss of $41,414 in
1973. Recovery of this loss would require approximately
a 95-percent increase in traffic or a 35-percent rate
increase. Testimony received from Marvil Package Co.
indicated that a total of 853 cars were generated at
Hebron. The additional 28 carloads would reduce the
above deficit to approximately $40.000. The crossties
located at Hebron can be trucked to Salisbury for
loading.

The Maryland DOT analysis of this line which was
based on 817 carloads in 1973 resulted in a loss of
approximately $27,000. They noted, however, that acqui-
sition of this line by a southern carrier would dra-
matically improve its operating results.

Disposition

The Mardela Track shal] be offered for sale to the
Southern Ry., a profitable railroad operating in the
Region. This sale would preserve mil service to 870
carloads or 100 percent of the traffic generated on this
line. If this offer is not accepted, the- line is not desig-
nated for transfer to Consolidated Rail Corp. and is
available for subsidy pursuant to section .'504 of the Act.
Public officials have recommended that certain rail
rights-of-way be used for other public purposes if rail
service is discontinued. For line-specific recommenda-
tions, see section C of this appendix. -

Net contribution (loss) : total..- (41,414)
Average per carload (48)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 1,350 crossties (an average
of 241 crossties per mile).

INTERSTATE LINES

PORTION OF THE FREDERICK SECONDARY TRACK

USRA Line No. 798

Penn Central

This portion of the Frederick Secondary Track,
formerly part of the Pennsylvania RR, extends from
Spring Grove, Pa. (Milepost 23.9) to north of Fred-
erick, Md. (Milepost 65.2), a distance of 41 <$ miles, in
York County, Pa., and Carroll and Frederick Counties,
Md. Continuations of this line, extend southward to
Frederick (see Line No. 199) and northward from
Spring Grove to York. Connections with the Western
Maryland Ry. are made at Hanover sind Spring Grove.
These connecting lines extend to Hagerstown, York and
Baltimore.
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WM to York

PORTION OF THE FREDERICK SECONDARY TRACK. PC /

A J /^^-PC to York41.3 miles

SPRING GROVE

WM to Baltimore

O Frederick
• B&O to Baltimore• ^s

Q-
.Frederick Junction••

/«—B&O to Point of Rocks

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Spring Grove 1,669
Hanover 1,509
Sell 50
Littlestown 406
Taneytown 80
Keymar 33
Legore 1
Woodsboro 137
Waikersville 241
Frederick 1

Total carloads generated by the line 4,137
Average carloads per week 79. 6
Average carloads per mile 100. 2
Average carloads per train 15.9
1973 operating information:

Number of round trips per year 260
Estimated time per round trip (hours) 10. 0
Locomotive horsepower 3, 500
Train crew size 4

Public Comments on Preliminary System Plan

Kerr McGec Corp. at Keymar, Md. states that the
41.3 mile track generated 4,125 carloads in 1973. Plant
operations would be curtailed and increased costs could
lead to an eventual closing of the plant.

Testimony was received that this line should be ana-
lyzed as a whole along with USRA Line No. 199.

The York-Frederick Rail Committee states that it is
fully prepared to organize a railroad company to oper-
ate the entire rail line from York, Pa. to Frederick, Md.

P.H. Glatfelter Co. states that the only connec-
tions in Spring Grove would be through the Glatfelter
private yard facilities. The Western Maryland passes
over the Penn Central at a bridge crossing. Glatfelter
stressed that it was not interested in having an inter-
change in its yard.

The Westervelt Co. expanded in 1973 and is building
a 40,000 square foot warehouse in 1975.

The United Cabinet Corp., of Littlestown, Pa. pro-
jects movements of more than 1,000 carloads in 1976.
Exclusion of the line could eventually close the plant.
United contends that by using the 1974 carload figure
of 486 carloads for Littlestown that portion of the line
falls within the high probability of financial viability
by the ICC's 34-carload rule. United Cabinet estimated
that it would cost it an additional $106,000 per year to
ship by alternate modes.

Testimony supplied the following data:
Carload*

Company or location IBIS 1S7J
Balp 130
Spring Grove 1, 683
Hanover 4,174
Sell 04
Littlestown 4B7 511
Taneytown 95
Keymar 33
Leeore 0
Woodsboro 166
WalkcrvUle 230
Frederick 0
Westervelt Co 47 121
Wm. D. Bowers Co
Kerr McGee 35

Projected

150

According to USRA calculations, the ties required
to upgrade this line plus the good ties already on the
line will exceed the FEA Class I standard of 640 good
ties per mile by 66 percent.

The estimated cost for upgrading this lino to FRA
Class I standards should be reviewed. The available
information on the line indicates that the tie replace-
ment estimate may be high.

The Chessie is interested in serving the endpoints
only, Spring Grove and Hanover.

Information for Line-Transfer Decision

Revenue received by PC $1,143,905
Average revenue per carload $277

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line 565,550
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 79,800

Cost incurred beyond the branch line— 839,273

Total variable (avoidable) cost 1,484,623

Net contribution (loss)
Average per carload

total. (340, 718)
(82)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include



the replacement of a total r>f l-J,37t> c.rossties (an
avern fie of .'J-tScrossties per mile).

This line was reanalyzed from Hanover to Littles-
town usinjr adjured trips provided by Pennsylvania
OSI'D and ID7-1 trailic Icvek The lino would still re-
quire a Wh-perw.nt traffic increase or 28-percent rate
increase to become viable.

The tie replacement was reviewed and found 1.o he cor-
rect. Tiie. (MO fijrnre N \\ miin'tnutii number of #ood ties
required.

KSPO testimony indicated an 11 percent increase in
l!)7-t trafl ic over IS*"'! levels in Frederick County. Md.
This would not meet the sixfold increase to make the line
viable.

Although service to the entire line generates n los-J.
service to that portion of tin- line from Milcpost 23.!)
to Milepost ,'W.o (-ervinjr shippers at Spring Grove
and Hanover who generated JJ,17H carloads in 11)73)
would generate $7!>2,7r>4 in revenue and 8801.3:24 in
costs with a resulting loss of only $8.770 or S3 per car-
load. Kither a 4 percent traflic increase or a 1 percent
rate im-rease would make this portion financially self-
sufficient .

Service to the remainder of the line (from Milepost
315.0 to Milepost <>J>.2 serving shippers al. Sell, Littles-
town, Taneytowu. Key mar. Legoro, Woodshoro. Walk-
crsvillc and Frederick who generated !»r>9 carloads in
]»73) would generate $;WU:il in revenue, and $f>S<),M>2
in costs with a resulting lots of $;J.'JS,C51. liecovery of
costs would ivqniiv approximately » fourfold increase
in traflic or a %-percent rale increase over the l!)7-">
levels.

Disposition

The. portion of the Frederick Secondary Track from
Milepost 23.9 to Milepost 33.0 shall be, transferred to
the Consolidated Kail Corp. It is recommended that this
portion of the line i>e sold to ihe Maryland & Penn-
sylvania TCH and that service be provided by that
carrier {see section '2iHi(g) of the Act) .

The portion of the Frederick Secondary Track from
Mile.posl 33.0 to Milepost <i,">.2 is not designated for
transfer to Consolidated Rail Corp. and is available for
sulsidy pursuant to section 304 of the Act. Public offi-
cials have recommended that certain rail rights-of-way
be used for other public purposes if rail service is dis-
continued. For line-specific recommendations, see sec-
tion C of this appendix.

The Maryland & Pennsylvania KR has expressed an
interest in acquiring the portion of the Frederick Sec-
ondary Track from Miloposl 33.0 to Milepost 65.2. This
sale would preserve rail service to !>.">9 carloads, all of
the traffic generated on this portion of the line.

135 MARYLAND
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PORTION OF THE CUMBERLAND VALLEY
BRANCH

USRA Line No. 204a

Penn Central

This portion of (he CumlwrLand Valley Branch, ex-
tending from Ctitimkfrxki/if/, IJ". (Milepost 51.fi) to
Hfigentowti, Md. (Milepost 74.8), a distance of 83JH
miles, in Franklin County, Pa., and Washington
County, Md., a line which was recommended for in-
clusion on page 4.96 of the Preliminary System Plan,
shall be transferred to the Consolidated Rail Corp.

PORTION OF THE POCOMOKE SECONDARY
TRACK

USRA Line No. 766

Penn Central

'PC to Delmar

POCOMOKE
(MP3I.5)

PORTION OF
POCOMOKE
SECONDARY
TRACK, PC

CAPE CHARLES

/ Cape Charles
/«- Ferry to
' Norfolk, PC

This portion of the Pocomoke Secondary Track,
formerly part of the Pennsylvania RR extends from
Pocomoke, Md. (Milepost 31.5) to Cape, Charles, Va.
(Milepost 95.0), a distance of G3f> miff*, in Worcester
County, Md. and Aecomack and Northampton Counties,
Va. At Pocomoke. this line continues north to Delmar.
At Cape Charles the line connects with the PC Capo
Charles freight-oar ferry to Norfolk. Va. (see Line
No. 165.)

Traffic and Operating Information

Stations (with their 15V73 carloads) served by this line:
New Church
Iterate
Mnkrmie Park.
Oak Hall— -

193
306
55
5



MARYLAND 136
204a, 166

Hallwood 138
Mcars 2
Cheriton 372
Bay View 42
Bloxom 164
Hopeton 32
Parksley 131
Green Bush 165
Tasley 209
Onley 387
Cape Charles 914
Melfa 160
Keller 84
Painter 81
Belle Haven 148
Exmore 281
Nassawadox 19
Chesapeake 4
Wlerwood 24
Blrdsnest 21
Machipongo 86
Kendall Grove 1,439
Bastville 80
Simpkins 7

Total carloads generated by the line 5, 549
Average carloads per week 106.7
Average carloads per mile 87.4
Average carloads per train 27. 7
1973 operating information:

Number of round trips per year 200
Estimated time per round trip (hours) 11
Locomotive horsepower 2,000
Train crew size 4

Public Comments on Preliminary System Plan

The Salisbury Area Chamber of Commerce states
that much of the Delmarva main line is rated Class
II and that the use of the line as an alternative North-
South route is justification for retaining.

The Railway Industrial Clearance Association calls
this route the best clearance route from the East to the
South.

The present freight bill for Zapata Haynie Co.'s
customers is $334 for 50 tons of fish meal by rail, and
would be an additional $494 by truck. The company
predicts its facility will close if rail service is discon-
tinued on line 166 and the car float.

Smith Douglas sees the possibility of closing its
plant if rail service is discontinued.

Perdue, Inc., has a rendering facility which is
scheduled to be operative in mid-April 1975, with ex-
pected rail shipments to begin in June 1975. They antici-
pate shipping 300 carloads per year.

Southern States Co-op, recently built a facility
on the line and projects a first-year rail movement of
6,000 tons and a third year total of 10,000 tons.

Consideration should be given to analyzing Delmarva
main line as a single line.

Reported traffic:

Company

Carloadt

137S 1974 Projected
Brown and Root. 570 to 652.
Economy Feed and Milling Co.,

Inc 6-8
Chesapeake Bay Plywood Corp 91
H.&H. Poultry 160
Golden Poultry 395
Perdue and Co 105 300.
Holly Farm 140 812 by 1085.
Red/White Mills, Inc 661
Zapata Haynlc 358 500.
Smith Douglas 60
Shore Fertlllicr Hi
0. L. Webster Co 337
Dulany Foods 35
General Foods 5,500
Campbell Soup 450 300 1,200 (with Improved service).
Wm. B. Tllghman Co., Inc 200
Suburban Propane 74
Inland Container Corp 709 450
Bayshore Concrete 319 413

Information for Line-Transfer Decision

Revenue received by PC $1,442,985
Average revenue per carload $260

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 682,483
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 64, 643

Cost Incurred beyond the branch
line 1,001,280

Total variable (avoidable) cost 1,748,406

Net contribution (-loss) : total (305,421)
Average per carload (55)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 6,500 crossties (an average of
102 crossties per mile).

General Foods, reported above as shipping 5,500 car-
loads in 1973, is not on this line as defined.

This analysis excludes the revenues and costs associ-
ated with the traffic using the float operation. There are
alternative through routes for routing the overhead
traffic using the car float.

Service to this line generated a loss of $305.422 in 1973.
Recovery of this loss would require approximately a
70-percent increase in traffic or a 21-percent rate in-
crease. Although the shippers served by this line have
provided information indicating some traffic growth,
the projected traffic level is significantly less than that
required for viability.
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Retention of this rout* for OonRail through move-
ments has 'been analyzed and the line is not required for
such through traffic purposes. Adequate alternative
routes exist for ConRail.

Disposition

This portion of the Pooomoke Secondary Track shall
he offered for sale to the Southern Ry., a profitable rail-
road operating in the Region. Jf this offer is not ac-
cepted, the line is not designated for transfer to Con-
solidated Rail Corp. and is available for subsidy pur-
suant 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 discontinued.
For linc-riperinc recommendations, sec section C of this
appendix.

WINCHESTER SECONDARY TRACK

USRA Line No. 205

Penn Central

The Winchester Secondary Track, extending from
Hagerstown, Md. (Milepost 74.8) to Winchester, Va.
(Milepost 115.9), a distance of jJ.l miles, in Washing-
ton County, Md.. Berkeley County, W. Va. and Fred-
erick County, Va.. a line which was recommended for
inclusion on page 499 of the Preliminary System Plan,
shall be offered for Hale to the Chessie System, a profit-
able* railroad operating in the Region. If this offer is not
accepted, the line shall bo transferred to the Consoli-
dated Rail Corp.
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USRA
Line

Number

6
8/8a/9
10/10a/ll
13
14.

14a
15
16
17
19

20
21
22
23/24
25

26
29
30
31/32
33

34
35
682
683
684

Intrastate

PC

Terminals

Millbury to Millbury Junction
Palmer to South Barre
North Adams Junction to North Adams
South Sudbury to Lowell
Framingham Centre to Clinton

Clinton to Fitchburg
South Braintree to Plymouth
Plymouth Secondary Track at Plymouth
North Abington to West Hanover
Wcstdale to East Bridgewatcr

Middleboro to Buzzards Bay
Buzzards Bay to Hyannis
Yarmouth to South Dennis
Buzzards Bay to Falmouth
Stoughton to Easton

Dedham to Readville
Cedar to Wrentham
Cedar to Etift Walpole
Walpole to Milford
Forest Hills to Nccdham Junction

Nccdham Junction to Cook Street
Needham Junction to Medneld Junction
Canton Junction to Stoughton
Westfteld to Holyoke
Westfield to Easthampton

Page

139
140
141
141
142

142
143
144
145
146

146
147
148
149
149

150
150
151
152
153

154
154
154
154
154

Interstate

Massachusetts to Connecticut (these lines are discussed under
Connecticut)

40
44

54
59
678a

Webster, Mass, to Southbridge, Mass.
East Longrneadow, Mass, to Hazardville,

Conn.
Westfield, Mass, to Sirnsbury, Conn.
South Lee, Mass, to Canaan, Conn.
Auburn, Mass, to Putnam, Conn.

MILLBURY BRANCH

USRA Line No. 6

Penn Central

The Millbury liranch, formerly a branch of the New
York Central RR. extends from Afittbury Junction

PC to Albany

I
/«-B&M to Ayer

r-MILLBURY JUNCTION

L-Pc Boston-Albany line

BRANCH, PC

MILLBURY
.

PC to New London

.
*•<(— Providence & Worcester RR

(Milepost 0.0) to Millbury, Mass. (Milepost 2.7), a dis-
tance of 2.7 miles, in Worcester County, Mass. At Mill-
bury Junction it connects with the Boston-Albany line
of the Penn Central; Millbury is also served by the
Providence & Worcester RR.

Traffic and Operating Information

Stations f with their 1973 carloads) served by this line:
Millbury 91

Total carloads generated by the line 91
Average carloads per week 1-8
Average carloads per mile 33.7
Average carloads per train 1-8
1973 operating information:

Number of round trips per year 62
Estimated time per round trip (hours) 1.6
Locomotive horsepower 1> 500
Train crew size •*

Public Comments on Preliminary System Plan

According to evidence submitted, there are three rail
users located on this 2.7-mile branch line.

The New England High Carbon Wire Co. was the
only shipper to show any concern over the discontin-
uance of rail service. In 1974. this company received
18,000 tons of materials and shipped 16,000 tons of
finished products. Most of these shipments were trans-
ported by motor carriers. In 1975, the firm projects an
inbound movement of raw materials amounting to 20.000
tons or 1,000 rail cars. Officials of the company have
stated that if rail service is preserved and improved, the
entire projected inbound tonnage could be brought in
by rail.

The estimated time per trip of 2 hours for the 2.7 mile
line should be reviewed.

Information for Line-Transfer Decision

Revenue received by PO $36.964
Average revenue per carload $408
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Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line 25,513
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) 3,605
Cost incurred beyond the branch line 20,840

140

Total variable (avoidable) cost 48,958

Net contribution (loss) : total (12,994)
Average per carload (148)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 530 crossties (an average
of 196 crossties per mile).

Service to this line generated a loss of $12,994 in 1973.
Recovery of this loss would require approximately an 81-
percent increase in traffic or a 35-percent rate increase.
In 1974 the shippers on this line generated only 74 car-
loads.

Disposition

The Millbury Branch 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 discontinued. For
line-specific recommendations, see section C of this ap-
pendix.

WARE RIVER SECONDARY TRACK

USRA Line No. 8/8a/9

Penn Central

CV to White
River Junction

SOUTH BARRE
Barre Plamsj

Creamery Jet. £%• «"O Wheelwright

WARE RIVER SECONDARY
TRACK. PC

••'Forest Lake Junction

• Albany-Boston Line of PC

To Albany _/ •PALMER \_ To Boston

**• Central Vermont Ry

L-To New London

The Ware River Secondary Track, formerly a branch
of the New York Central RR, extends from Palmer

(Milepost 0.0) to South Barre, Mass. (Milepost 25.0), a
distance of 25.0 miles, in Hampden, Hampshire and
Worcester Counties, Mass. This line connects with the
Albany-Boston line of the Penn Central and with the
Central Vermont Railway at Palmer. The Wheelwright
Branch of the Boston & Maine comes in from North-
ampton at Forest Lake Junction (Milepost 7.2) and
uses these tracks as far as Creamery Junction (Milepost
18.4), where it diverges for Wheelwright.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Palmerl

Thorndike
Ware -
Gilbertville
Old Furnace
Barre Plains
South Barre

81
249

9
29
54

347
16

Total carloads generated by the line 785
Average carloads per week 15.1
Average carloads per mile 31.4
Average carloads per train 5.0
1973 operating information:

Number of round trips per year 156
Estimated time per round trip (hours) 10.0
Locomotive horsepower 2,000
Train crew size 4
1 Includes only shippers on segment.

Public Comments on Preliminary System Plan

The Ware River Valley Railroad Association
(WRVRA) testified that there were numerous errors
in USRA's "printout" which was used to determine
the viability of this line. For example, the line was
charged with 260 trips when in reality only 64 full
round trips were made to the end of the line at South
Barre.

The companies located on this line are served by
both the PC and B&M. The WRVRA contacted all
rail users on the line and reported that in 1973 PC
customers shipped 879 carloads (not 780 as indicated
by USRA) and the B&M customers generated 592
carloads.

The Diamond International Corp. contemplates
building a warehouse complex at Thorndike which will
generate over 1,000 carloads a year over this line. Lud-
low Specialty Papers also projected 276 carloads a year
to move over the line.

A proposal has been under study to combine the
B&M Wheelwright Branch and the PC Ware River
Secondary Track into a 45- to 50-mile short-line oper-
ated by the Massachusetts Central RR Company. A bill



will bo submitted to the slate legislature in March or
April 1975 to incorporate the Massachusetts Central
RRCo.

Information for Line-Transfer Decision

Revenue received by PC $297,95B
Average revenue per carload $380

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line — 265,499
Cost of upgrading branch line to FBA

Class I: (1/10 of total upgrading cost) - 55,940
Cost Incurred beyond the branch line— 212,865

Total variable (avoidable) cost. 524,294

141 MASSACHUSETTS
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NORTH ADAMS SECONDARY TRACK

USRA Line No. 10/10a/ll

Penn Central

Net contribution (loss): total (226,339)
Average per carload (288)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 12,500 crossties (an aver-
ago of 500 crossties per mile).

The time per trip reported above reflects the fact that
many trips do not cover the entire length of the line.

Service to this line generated a loss of $226.339 in
1973. Recovery of this loss would require approximately
a threefold increase in traffic or a 76-percent rate
increase. Thn existence of an additional 94 carloads on
this lino in 1973, as indicated in the testimony, would re-
duce this loss to approximately $216,200.

A subsegmciit analysis was undertaken on the portion
of this line from Palmer to Thorndike. This subsegment
would require a 136-percent increase in traffic or a 35-
percent rate increase over the 1973 levels for viability.
Diamond Intel-national at Thorndike indicated that they
contemplated building a warehouse at Thorndike. How-
ever, there is no firm commitment to this project.

The remainder of this line (from Thomdike to South
Barre) would require a fourfold increase in traffic or a
96-percent rate increase over 1973 levels for viability.
The addition of the B&M traffic to this line's traffic-
volume, would not meet the required traffic increase.

Disposition

The Ware River 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 right.s-of-
way be used for other public purposes if rail service is
discontinued. For line-specific recommendations, see sec-
tion C of this api»endix.

The North Adams Secondary Track, extending from
North A dam's Junction (Milepost 0.0) to North Adams,
Mass. (Milepost 18.1), a distance of 18J miles, in Berk-
shire County, Mass., a line which was recommended for
inclusion on page 504 of the Preliminary System Plan,
shall bo transferred to the Consolidated Rail Corp.

PORTION OF LOWELL SECONDARY TRACK

USRA Line No. 13

Penn Central

PORTION. LOWELL
SECONDARY TRACK.

West Concord

South Sudbury

.* •.

PC to FiMinshM Centre -a

LOWFLL

.^ — Boston & Maine RR

"••y to Boston
.. K

TH SUDBURY
MP 4.0

This portion of the Lowell Secondary Track, formerly
a part of the New Haven RR, extends from South Sud-
bury (Milcpoat 4.0) to Lowell^ Mans. (Milepost 26.5), a
distance of $2.5 miles* in Middlesex County, Mass. This
line connects with its own southerly continuation at
South Sudbury, with the Central Massachusetts Branch
of the Boston & Maine RR, also at South Sudbury, with
the Boston-Mechanicville main line of the Boston &
Maine at West Concord (Milepost 11.5), and with the
Boston- White River Junction main line of the Boston
& Maine at Lowell.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
South SuiJbury -------------- ....... - ............. — 30
Sudbury ------------------------------------------- 9
West Concord ------------------------------------- 3
Acton _____________ ..... ------------ ..... ---------- 123
South Chelmsford ---------------------------------- 3
Chelmsford ---------------------------------------- 104
Ix>well __________ ............. -------------------- 655

Total carloads generated by the line 927
Average carloads per week 17. 8
Average carloads per mile 41. 2
Average carload per train 5.9
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1973 operating information:
Number of round trips per year 156
Estimated time per round trip (hours) 6
Locomotive horsepower 1,500
Train crew size 4

Public Comments on Preliminary System Plan

Testimony states that USEA's data may be incom-
plete in describing the line's economic potential.

The Greater Lowell Rail Action Committee reported
that transportation charges incurred by the users of
this line were $852,130 in 1974. These revenues, 80 to 90
percent received by Penn Central, are nearly three times
higher than the 1973 revenues reported by USRA. The
Committee charges that USRA has miscalculated the
number of trips per year. The line generates approxi-
mately two round trips per week, or 104 per year. The
Committee reported that the line generated 1,037 car-
loads in 1974 and expects to carry 2,062 a year by 1977.

Statements revealed that three businesses would re-
locate and one shipper would close if service on the line
were discontinued.

At least 150 jobs would be lost directly, while indirect
effects on employment would result in an overall reduc-
tion of 375 jobs.

Total income in the region would be reduced by ap-
proximately $1.4 million. Indirectly, reduced circula-
tion of money in the region would reduce total income
by $6.8 million.

The Wickes Corp. testified that it received 105 car-
loads at Acton in 1973. The company indicated that
alternate methods of transportation are not available
on a practical basis and would result in considerably
higher transportation costs.

Information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload-

$379,093

Variable (avoidable) cost of continued
services:

Cost incurred on the branch line 216,076
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 51,030

Cost incurred beyond the branch line. 268,241

Total variable (avoidable) cost 535,347

Net contribution (loss): total-
Average per carload

(156,254)
(169)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 10,732 crossties (an average of
477 crossties per mile).

This line was reanalyzed as it was described incor-
rectly in the Preliminary System Plan. The line was
shortened to 22.5 miles as a result of a milepost adjust-
ment at South Sudbury. The number of trips was re-
duced to 156 per year. The carloads generated on this
line in 1974 increased 20 cars over 1973. This would not
make the line viable.

Service to this line generated a loss of $156,254 in
1973. Recovery of this loss would require approximately
a twofold increase in traffic or a 41-percent rate increase.
Information has been received from businesses on this
line indicating their intention to increase their use or
begin using rail service. However, the increase in traf-
fic which would occur in the near term is substantially
less than the twofold increase required.

Disposition

This portion of the Lowell 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 discontinued. For line-specific recommenda-
tions, see section C of this appendix.

The portion of this line necessary to serve the traffic
generated at Lowell shall be offered for sale to the
Boston & Maine RR. This sale would preserve rail serv-
ice to an estimated 655 carloads or approximately 71
percent of the traffic generated on this line.

PORTION OF FITCHBURG SECONDARY TRACK

USRA Line No. 74

Penn Central

This portion of the Fitchburg Secondary Track, ex-
tending from Framingham Centre (Milepost 0.0) to
Clinton, Mass. (Milepost 22.0), a distance of 22jO miles,
in Middlesex and Worcester Counties, Mass., a line
which was recommended for inclusion on page 505 of the
Preliminary System Plan, shall be transferred to the
Consolidated Rail Corp.

PORTION OF FITCHBURG SECONDARY TRACK

USRA Line No. 14a

Penn Central

This portion of the Fitchburg Secondary Track, ex-
tending from Clinton (Milepost 22.0) to Fitchburg,



Mass. (Milepost 35.0), a distance of 13JO miles in
Worcester County, Mass., a line which was recommended
for inclusion on page 506 of the Preliminary System
Plan, shall be transferred to the Consolidated Bail Corp.

PORTION OF THE PLYMOUTH SECONDARY
TRACK

USftA Line No. 75

Penn Central

PC to I
Quiitcy->j

I Braintree
0-

South rt
Braintree f\

PC to Hingham

»

SOUTH BRAINTREE MP 1.7

North Abington

__ . West H anover
*" Secondary Track, PC

PORTION OF
PLYMOUTH
SECONDARY

V TRACK, PC
LOTHROPST.-1

PLYMOUTH

PC to Middleboro

This portion of the Plymouth Secondary Track, for-
merly part of the New Haven ER, extends from South
Braintree (Milepost 1.7) to Lothrop Street, Plymouth,
Mass. (Milepost 27.1), a distance of 254 mil-ea. in Nor-
folk and Plymouth Counties, Mass. This line connects
with the Middleboro Branch of the Penn Central at
South Braintree. with the West Hanover Secondary
track of the PC at North Abington (see Line No. 17)
and with its own southerly continuation at Lothrop
Street. Plymouth (see Line No. 16). Although PC
operates the freight service on this line, it is owned by
the Massachusetts Bay Transportation Authority.
MBTA bought the line from the PC in January 1973
for possible future passenger transportation use.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this tine :
South Weymouth ---------------------------------- 79
North Abington — ......... ________________________ 34
Abington _____________ ..... ------------------------ 187
Whitman ------------------------------------------ 147
South Hanson ------------------------------------- 87
Bur rage ___________________________________________ 1
Kingston ------------------------------------------ 84
Cordage ------------------------------------------- 0
North Plymouth ----------------------------------- 412

Total carloads generated by the line ------------- 1, 031
Average carloads per week ____________________________ 19. 8
Average carloads per mile _____________________________ 40. 6
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Average carloads per train ---------------------------- 4. 0
1973 operating information. :

Number of round trips per year ---------------------- 260
Estimated time per round trip (hours) --------------- 9
Locomotive horsepower ------------------------------ 1, 750
Train crew size ------------------------------------- 4

Public Comments on Preliminary System Plan

According to evidence submitted more than 37 firms
employing approximately 5,000 people will be affected
by discontinuing service on Line Xos. 15, 16 and 17.
Four businesses employing a total of 121 people have
indicated they will relocate.

Congressman Gerry E. Studds challenged TJSRA's
charge of $37,348 for upgrading costs because the line
is owned by the Massachusetts Bay Transportation Au-
thority so ConRail would not assume ownership and
presumably would not pay for upgrading.

The South Shore Chamber of Commerce is concerned
that companies located on the South Shore will not be
able to meet EPA's air quality standards if trucks arc
used.

The South Shore Rail Research Committee pointed
out that the Preliminary System Plan did not take into
consideration two major shippers, the Armstrong Cork
Co. and the J. L. Hammett Co., in Braintree, which
accounted for 853 shipments in 1974. The Committee
estimated that 28 shippers will generate 2.921 carloads
in 1975.

Reported traffic :

Company Location
A-mstrong Cork Co ------------------- S. Braintree
J. L. Hammett Co ____________________ S. Bralntree
Gallagher's Garden Center ------------- S. Weymouth

carloads
758
101

6
Spencer Press 1 ---------------------- S. Weymouth ------- 158
Weymouth Naval Air Station ----- : ----- S. Weymooth ------- 2
Brady Enterprises ------------------- S. Weymouth ------- 6
South Shore Fence Co ----------------- S, Weymouth ------- 4
Kol-Tar Products --------- ...... ----- If. Abtngton -------- 12
Anderson Insulation ------------------ Abington ----------- 100
Llttlefield-Wyman ------------------- Abington ----------- 24
Rip's Paper Co ----------------------- Abington ----------- 2
Whitman Board Product! ------------- Whitman ----------- 97
Whitman Foundry ___ -_ ______ -- ____ — Whitman ___________ 4
Splvack Farms ---------------------- Whitman ----------- 12
D. B. Ourney Co --------------------- Whitman ----------- 3
Ocean Spray Cranberries -------------- S. Hanson ---------- 37
John Rlple.r Hay & Feed -------------- S. Hanson ---------- 100
Kingston Oil & Gas ------------------- Kingston ----------- 60
Admiral Petroleum Corp -------------- Kingston ___________ 8
Walter Prince Co -------------------- Kingston ----------- 10
HalLldny Lithograph ----------------- N. Plymouth -------- 577
Superior Pet Foods ------------------- K Plymouth -------- 6
L. Knife & Sons ---------------------- S. Plymouth -------- 45
Boston Insulated Wire & Cable --------- X Plymouth -------- 2
Ad Tec Products _____________________ N. Plymouth -------- 1*
Kdes X«K ____________________________ N. Plymouth -------- 36
Colonial Candle _____________________ N. Plymouth -------- 2
Sullivan's Express ___________________ S. Plymouth -------- 63

1 Spencer Press Is now receiving In Plymouth.

Information for Line-Transfer Decision

Revenue received by PC ----- ............... ----- $354,940
Average revenue per carload ----------- $844
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Variable (avoidable) cost of continued
service:

Cost incurred on the branch line* 250,535
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 38,278

Cost incurred beyond the branch line— 266, 876

144

Total variable (avoidable) cost 555,689

Net contribution (loss): total (200,749)
Average per carload (195)

1Th)s line is owned by MBTA; therefore, the costs reported are
exclusive of ownership costs.

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 8,856 crossties (an average
of 348 crossties per mile).

Although service to this line generated a loss amount-
ing to $200,749 based on 1973 Penn Central operations,
analysis based on 1974 traffic (1^88 carloads) resulted
in a total loss of approximately $49000, or less than
$35 per carload. This line would then require a 21-per-
cent increase in traffic or only a 9-percent rate increase
to become viable.

Disposition

Freight service shall be provided over this portion of
the Plymouth Secondary Track. The assets are owned
by the MBTA.

PORTION OF THE PLYMOUTH SECONDARY
TRACK

USRA Line No. 16

Penn Central

PC to South Braintree

PORTION OF PLYMOUTH ^LOTHROP ST.. PLYMOUTH
SECONDARY TRACK, PC-Jy—0.2 miles

PLYMOUTH

This portion of the Plymouth Secondary Track, for-
merly part of the New Haven RE, extends from Lo-
throp Street, Plymouth (Milepost 27.1) to Plymouth,
Mass. (Milepost 27.3), a distance of 0.8 miles, in Ply-
mouth County, Mass. It connects with the northerly con-
tinuation of this line at Lothrop Street, Plymouth (see
Line No. 15).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Plymouth 103

Total carloads generated by the line 103
Average carloads per week 2.0
Average carloads per mile 515. 0
Average carloads per train 2.0
1973 operating information:

Number of round trips per year 52
Estimated time per round trip (hours) 0.5
Locomotive horsepower 1,750
Train crew size 4

Public Comments on Preliminary System Plan

The Plymouth Area Chamber of Commerce reported
that Plymouth is the fastest-growing community in
Massachusetts. In the 5-year period since 1970 the popu-
lation increased 50 percent, from 18,606 to 27,000 resi-
dents. According to the Chamber, Plymouth is now ex-
periencing an unemployment rate of 24 percent and loss
of service on this line will aggravate the situation with a
direct loss of 28 to 33 jobs. In 1973 and 1974, the ton-
nage shipped amounted to 25,090 tons and 31,740 tons,
respectively. The Chamber projects that 49,112 tons of
freight will be transported in 1975, an increase of 95
percent over 1973.

The Plymouth Division of the New England Gas &
Electric System uses rail service for oversized equip-
ment and materials and testified that the size of some
power transformers prohibits the use of truck shipment
because of highway limitations. The lack of rail serv-
ice would necessitate many oversize items being shipped
in a knocked-down state, which would have to be as-
sembled at the job site at greater cost than a factory
unit shipped directly by rail. The company reported
that it generated 25 carloads in both 1973 and 1974 and
it projected 25 for 1975.

Congressman Gerry E. Studds challenged TJSRA's
charge for upgrading costs as the line is owned by the
350th Anniversary of Plymouth, Inc., and ConRail pre-
sumably would not pay for upgrading.

See comments on USRA Line No. 15.

Information for Line-Transfer Decision

Revenue received by PC $43,850
Average revenue per carload $426

Variable (avoidable) cost of continued service:
Cost incurred on the branch line 8,552
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) 370
Cost incurred beyond the branch line 39,072

Total variable (avoidable) cost 47,994

Net contribution (loss): total (4,144)
Average per carload (40)



This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.'h.). Based on
available information, this upgrading would include the
replacement of a total of 108 crossties.

This line was sold to the 350th Anniversary of Plym-
outh, Inc. on June 17, 1971. PC retained casement to
occupy the premises and serve the team-track facility
pending ICC approval to abandon (Note: no owner-
ship costs are included in the above data).

Although the line could become viable with a 9.4
percent, rate increase, all customers now use the team
track at Plymouth and could use the team track facility
at North Plymouth.

Disposition

Freight service shall not be provided to this portion
of the Plymouth secondary Track by Consolidated Rail
Corp.. and it is available for subsidy pursuant to section
304 of the Act.

WEST HANOVER SECONDARY TRACK

USRA Line No. 17

Penn Central

145 MASSACHUSETTS
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1973 Operating information:
Number of round trips per year 168
Estimated time per round trip (hours) 2.0
Locomotive horsepower 1,760
Train crew size 4

Public Comments on Preliminary System Plan

The Wes-Pine Millwork stated it needs rail service
to bring in lumber from the West Coast. If rail serv-
ice is discontinued the company believes that it will
cause unemployment for 90 to 125 people with a per-
sonal income loss of $500,000.

The South Shore Rail Research Committee estimated
that 8 shippers located on the West Hanover Branch
will generate 810 carloads in 1975. The reported traffic
at West Hanover:

Company: 1974 Carload*
United Cabinet 164
Angelo's Supermarkets, Inc 420
Wes-Pine Millwork 53
X.E. Sealcoating Co.1 25
S & D Rubber Co 4
Unfinished Furniture 15
Graphic Development, Inc 20
Home Gas Corp 21
Norman Bobbins Co 0

1 N.E. Sealcoating will not use rail in 1978 due to supplier's preference
of shipping.

See comment on USRA Line No. 15.

To South
Brainlree

V.
\

NORTH ABINGTON

•WEST HANOVER SECONDARY
TRACK, PC

3.6 miles

WEST HANOVER

Plymouth Secondary Track, PC,

| to Plymouth

The West Hanover Secondary Track, formerly a
part of the New Haven RR, extends from a junction
with the PC Plymouth Secondary Track at North
AMngton (MilepostO.O) to Went Hanover, Mass. (Mile-
post 3.6), a distance of 3£ miles, in Plymouth County,
Mass, (see Line No. 15).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Roctcland 41
West Hanover 684

Total carloads generated by the line 605
Average carloads per week 11.6
Average carloads per mile 168.0
Average carloads per train 3.9

Information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload

9166,007
$274

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line 55,784
Cost of upgrading branch line to FBA

Clasa 1: 1/10 of total upgrading cost)„ 10,960
Cost Incurred beyond the branch line 150,135

Total variable (avoidable) cost 216,829

Net contributions (loss): total (50,822)
Average per carload (84)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 1.944 crossties (an aver-
age of 540 crossties per mile).

Service to this line generated a loss of $50,822 in 1973.
Recovery of this loss would require approximately a
fourfold increase in traffic or a 31-percent rate increase.
Although the shippers served by this line provided in-
formation indicating that an additional 107 carloads
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were generated on this line in 1974, this increased traffic
level is significantly less than that required for viability.

Disposition

The West Hanover Secondary Track is not designated
for transfer to Consolidated Rail Corp. and is avail-
able 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 discontinued. For line-specific recommenda-
tions, see section C of the appendix.

EAST BRIDGEWATER SECONDARY TRACK

USRA Line No. 19

Penn Central

Middebaro
Branch. PC

WESTDALE

To South Brain tree

2.0 miles

EAST BRIDGEWATER

-EAST BRIDGEWATER
/ SECONDARY TRACK. PC

'*~ToMiddleboro

The East Bridgewater Secondary Track, formerly a
part of the New Haven RR, extends from Westdale
(Milepost 0.0) to East Bridgewater, Mass. (Milepost
2.0), a distance of 8/) miles, in Plymouth County, Mass.
At Westdale this line connects with the Hiddleboro
Branch of the Penn Central.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
East Bridgewater1 112

Total carloads generated by the line 112
Average carloads per week 2.2
Average carloads per mile 58.9
Average carloads per train 2.2
1973 operating information:

Number of round trips per year 52
Estimated time per round trip (hours) 1
Locomotive horsepower 1,750
Train crew size 4
1 Includes only traffic on segment.

Public Comments on Preliminary System Plan

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their report entitled
''Evaluation of the U.S. Railway Association's Pre-
liminary System Plan."

Information for Line-Transfer Decision

Revenue received by PC $38,386
Average revenue per carload §343

Vairable_( a voidable) cost of continued service:
Cost incurred on the branch line 20, 741
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) 2,505
Cost incurred beyond the branch line 22,482

Total variable (avoidable) cost 45,728

Net contribution (loss): total (7,342)
Average per carload (60)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 50 crossties (an average of
26 crossties per mile).

A former user, Eastern States Steel, has offered to
purchase this line if it is abandoned so that the company
would be in a position to reclaim the rail for scrap.

Service to this line generated a loss of $7,342 in 1973.
Recovery of this loss would require approximately a
46-percent increase in traffic or a 19-percent rate
increase.

Disposition

The East Bridgewater Secondary Track is not desig-
nated 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 discontinued. For line-specific recom-
mendations, see section C of this appendix.

BUZZARDS BAY SECONDARY TRACK

USRA Line No. 20

Penn Central

The Buzzards Bay Secondary Track, extending from
Middleboro (Milepost 1.1) to Buzzards Bay, Mass.
(Milepost ]9.8), a distance of 18.7 miles, in Plymouth
and Barnstable Counties, Mass., a line which was rec-
ommended for inclusion on page 510 of the Preliminary
System Plan, shall be transferred to the Consolidated
Rail Corp.
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HYANNIS SECONDARY TRACK

USRA Line No. 21

Penn Central

A BUZZARDS BAY
Buzzards Bay -_H^^^n^
Secondary Track.

24.3 miles* —f "
PC,to Taunton | /.

, *- HYANNIS
Falmouth ' SECONDARY TRACK
Secondary Track. PC

South Dennis
Secondary Track. PC

HYANNIS

The Hyannis Secondary Track, formerly a part of
the New Haven RR, extends from Buzzards Bay (Mile-
post 0.0) to flyanniSi Mass. (Milepost 24.3), a distance
of 24-3 miles, in Barnstable County, Mass. At Buzzards
Bay, it connects with the Buzzards Bay and Falmxmth
Secondary tracks of the PC. and at Yarmouth (Mile-
post 21.2) with the PC South Dennis Secondary Track
(see Line Nos. 20,23/24 and 22).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Sagamore 204
Sandwich 1 328
East Sandwich 0
West Barnstable — 164
Barnstable 1
Yarmouth 324
Hyannis 531

Total carloads generated by the line 1,552
Average carloads per woek 29.8
Average carloads per mile 63.9
Average carloads per train 6.0
1973 operating information:

Number of round trips per year 260
Estimated time per round trip (hours) 4
Locomotive horsepower 1,500
Train crew size 4

Public Comments on Preliminary System Plan

The Bay Colony Transportation Corp. proposes that
Lines 20 through 24 be excluded from ConRail FO the.
State of Massiichusctts can acquire the right-of-way.
Bay Colony indicated it would operate the Middle-
boro through Cape Cod lines for the State as a Class
IT short-line railroad. The company intends to improve
the line at its own expense and improve service to the
shippers along the lines.

The Cape Cod Chamber of Commerce prefers to
have these lines included in the overall system of Con-
Rail.
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Reported traffic on this line is as follows:
Carload*

Company and location
New England Gas & Lloctrlc :

Sandwich
Hyannis

Barnstable Count; Supply, Weat Bainstable.
Suburban Gas Co., Hyannis

200
35
201
130

197J

115
48
143
120

The New England Gas & Electric System indicated
that it would be difficult to transport its large trans-
formers and switches by motor carriers.

The firm at Sandwich believes it will generate the
same volume in 1973-82 as it did in 1973-74. The com-
pany projects receiving approximately 70 cars in 1975
and 97 oars in 1976.

The Suburban Gas Co. anticipates its rail loadings
to increase by two cars each year through 1980. The
company stated that costs of changing to motor car-
rier would be $73.000 per year.

The liarnstablc County Supply Co. estimated that
discontinuance of rail service would increase its ex-
penses between $700 and $800 per carload.

The Environmental Protection Agency believes that
this line is an important transportation link between
Boston and Cape Cod. Only two highway bridges cross
the Cape Cod Canal. Loss of the railroad bridge would
require alternate construction of roads and bridges.

The Department of the Interior stated that the line
should be considered for recreational use if a mass
transit alternative is not found desirable.

See Line No. 22.

Information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload. $479

$743, 994

Variable (avoidable) cost of continued service:
Cost incurred on the branch line 259,739
Cost of upgrading branch line to FBA Class

I: (1/10 of total upgrading cost) 0
Cost incurred beyond tne branch line 424,995

Total variable (avoidable) cost

Xet contribution (loss): total-
Average prr carload

684,734

59,260
38

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.).

Although service to tho entire line generates a con-
tribution service'to that portion of the line from Mile-
post 0.0 to Milepost 7.5 (serving shippers at Sagamore
and Sandwich who generated 532 carloads in 1973)
would generate $370,305 in revenue and $257,393 in
costs with a resulting contribution of $112.192.
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Service to the remainder of the line (from Milepost
7.5 to Milepost 24.3 serving shippers at W. Barnstable,
Barnstable, Yarmouth, and Hyannis who generated
1,020 carloads in 1973) would generate $373,689 in
revenue and $446,537 in costs with a resulting loss of
$72,848. Eecovery of costs would require approximately
a 61-percent increase in traffic or a 19-percent rate in-
crease over the 1973 levels. •

Disposition

The portion of the Hyannis Secondary Track between
Milepost 0.0 and Milepost 7.5 shall be transferred to the
Consolidated Rail Corp.

The portion of the Hyannis Secondary Track between
Milepost 7.5 and Milepost 24.3 is not designated for
transfer to Consolidated Eail Corp. and is available for
subsidy pursuant to section 304 of the Act. Public offi-
cials have recommended that certain rail rights-of-way
be used for other public purposes if rail service is dis-
continued. For line-specific recommendations, see sec-
tion C of this appendix.

SOUTH DENNIS SECONDARY TRACK

USRA Line No. 22

Penn Central

To Buzzards-
Bay

YARMOUTH
r- SOUTH DENNIS

SECONDARY TRACK. PC

SOUTH DENNIS

Hyannis Secondary'—*\ 5.4 miles
Track, PC j

*-To Hyannis

The South Dennis Secondary Track, formerly a part
of the New Haven RR, extends from Yarmouth (Mile-
post 0.0) to South Dennis, Mass. (Milepost 5.6), a dis-
tance of 5.6 miles, in Barnstable County, Mass. At Yar-
mouth, it connects with the Hyannis Secondary Track
of the PC (see Line No. 21).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Baas River 21
South Dennis 422

Total carloads generated by the line ' 443
Average carloads per week 8.5
Average carloads per mile 79.1
Average carloads per train 2.8

1973 operating information:
Number of round trips per year 156
Estimated time per round trip (hours) 2.0
Locomotive horsepower 1,500
Train crew size 4

Public Comments on Preliminary System Plan

Estimates show abandonment of the line will result
in immediate loss of 250 jobs plus 450 to 500 potential
job opportunities.

Testimony finds that an estimated 7,500 trucks would
be needed to replace rail service. The increased truck
traffic could adversely affect Cape Cod's tourist trade.

The Mid-Cape Center, Inc., at South Dennis, re-
ported that it has averaged 359 carloads per year during
the past 5 years. The company stated that the elimina-
tion of rail freight service would force major price
increases.

The Environmental Protection Agency stated that
this line is an important link between Boston and Cape
Cod. Loss of the railroad bridge would require con-
struction of new roads and bridges.

The Department of the Interior stated that the line
should be considered for recreational use if a mass
transit alternative is not found desirable.

Information for Line-Transfer Decision

Revenue received by PC $188,516
Average revenue per carload $426

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 64,107
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 0

Cost incurred beyond the branch line— 190,040

Total variable (avoidable) cost 254,147

Net contribution (loss): total.
Average per carload

(65,631)
(148)

This line would require no iipgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.).

Service to this line generated a loss of $65,631 in
1973. Recovery of this loss would require a 35-percent
rate increase.

Disposition

The South Dennis Secondary Track is not desig-
nated 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 discontinued. For line-specific recommenda-
tions, see section C of this appendix.



FALMOUTH SECONDARY TRACK

USftA Line No. 23/24

Penn Central

PC to Middleboro
r-BUZZARDS BAY

FALMOUTH
SECONDARY
TRACK. PC

r-rv. K)

13.8 miles

PC to Hyannis

FALMOUTH

The Falmouth Secondary Track, formerly a part of
the New Haven RR, extends from Buzzards Bay (Mile-
post 0.0) to Falmouth, Mast. (Milepost 13.8), a distance
of 18& miles, in Barnstable County, Mass. This line
connects at Buzzards Bay with the Buzzards Bay and
Hyannis Secondary Tracks of the PC, to Middleboro
and Hyannis, respectively (see Line Nos. 20 and 21).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Cataumet 0
North Falmouth 125
Falmouth 97
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Significant savings of on-branch costs would result from
estimates that are compatible with the traffic and length
of the line.

Se« comments under I jne 21 and Line 22.

Information for Line-Transfer Decision
Revenue rrwived by PC $85,270
Average revenue per carload 5381
Variable (avoidable; cost of continued

service:
Cost incurred on the branch line 104, D07
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost). 0
Cost incurred beyond the branch line.. 60, 432

Total variable (avoidable) cost 171,339

Total carloads generated by the line 222
Average carloads per week 4.3
Average carloads per mile 16.1
Average carloads per train 4.3
1973 operating information:

Number of round trips per year 52
Estimated time per round trip (hours) 4. 0
Locomotive horsepower 1,500
Train crew size 4

Public Comments on Preliminary System Plan

Testimony shows evidence of increased activity at
Otis AFB. Otis projects that it will receive approxi-
mately 50,000 tons of coal, liquid fuels and supplies in
the near future. The base uses rail to transport oversized
vehicles and other equipment. In 1974 it shipped more
than 50 M-48 tanks weighing 98,000 Ibs. each.

The Falmouth Chamber of Commerce, surveyed four
shippers on the line and found that they expect to gen-
erate 105 carloads in 1975. This figure does not include
the projections by Otis AFB.

Reported traffic data on this line is as follows:
Carloads

Company 1S7S 1914 Projected
Falmouth Lumber 10 12 29
Grain Mill 38 42 48
Grossman's Lumber 24 18 18
Wood Lumber 15 IB
Otis Air Force Base 290 __ -

The estimated number of round trips per year and the
estimated time required per trip should be reviewed.

Net contribution (loss) : total (80,083)
Average per rxrldad (388)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.).

This line was reanalyzed with the number of trips
per year reduced to 52 and the time per trip reduced
to 4 hours. Carloads for Otis AFB totaled 119 in 1973,
52 in 1974 and 22 in the first quarter of 1975. It is rec-
ommended that, if this line is required for defense pur-
poses, it should be acquired by the Defense Department.

Service to this line generated a loss of $86,063 in
J 973. Recovery of this loss would require approximately
a fivefold increase in traffic or a 100-percent rate in-
rroase. The existence of an additional 177 carloads on
this line, as indicated by the state of Massachusetts,
would reduce this loss to approximately $71,038. Al-
though the shippers served by this line have provided
information indicating some traffic growth, the pro-
jected traffic level is significantly less than that required
for viability.

Disposition

The Falmouth Secondary Track is not designated for
transfer to Consolidated Rail Corp. and is available for
subsidy pursuant to section 304 of the Act. Public offi-
cials have -recommended that certain rail rights-of-way
be used for other public purposes if rail service is dis-
continued. For line-specific recommendations, see section
0 of this appendix.

PORTION OF STOUGHTON BRANCH

USRA Line No. 25

Penn Central

This portion of the Stougrhton Branch, formerly part
of the, New Haven Rll, extends from Stoughton (Mile-
post 4.4) to the End of track near Boston, Mass., (Mile-
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14 PC to Boston
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\ Canton Junction
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STOUGHTON

PC to Providence

PORTION OF
STOUGHTON BRANCH, PC

EASTON

post 10.0), a distance of 5.6 miles, in Norfolk and Bris-
tol Counties, Mass. At Stoughton, this line connects
with its own northerly continuation to Canton Junc-
tion (see Line No. 682). The PC sold the line in Janu-
ary 1973 to the Massachusetts Bay Transportation
Authority. The PC continues to provide freight service
over the line.

Traffic and Operating Information

Stations (with their 1073 carloads) served by this line:
Easton „
North Easton _„___. .

83
0

Total carloads generated by the line 83
Average carloads per week 1.6
Average carloads per mile 14.8
Average carloads per train 1.6
1973 operating information:

Number of ronnd trips per year 52
Estimated time per round trip (hours) 3.0
Locomotive horsepower 1,750
Train crew size 4

Public Comments on Preliminary System Plan

The Transportation Committee of Easton is con-
cerned that the discontinuance of rail service will have
a significant impact on employment in the area. The
unemployment rate in the area is now above 10 percent.

According to the Committee, this line generated 88
carloads in 1973. It feels that USRA overstated mainte-
nance costs.

The Committee points out that the salvage value be-
longs to the Massachusetts Bay Transportation Author-
ity which owns the track between Stoughton and Eas-
ton.

Cirelli Foods, Inc., testified that it uses this line even
though the firm is not located on it.

Information for Line-Transfer Decision

Revenue received by PC $31,609
Average revenue per carload $381

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on branch line' 35,280
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) 0

Cost incurred beyond the branch line 23,687

Total variable (avoidable) cost 58,967

Net contribution (loss) : total (27,358)
Average per carload (880)

'This line Is owned by MBTA; therefore, the coats reported are
exclusive of ownership costs.

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

It was suggested that this line be combined with
682-MA. Because this action would involve cross-
subsidization, it was not undertaken. Ownership costs
were removed in both this analysis and the PSP anal-
ysis due to MBTA ownership of the line.

Freight service to this line generated a loss of $27,358
in 1973. Recovery of this loss would require approxi-
mately a fourfold increase in traffic or a 90-percent rate
increase.

Disposition

Freight service shall not be provided to this portion
of the Stoughton Branch by Consolidated Rail Corp.
and this service is available for subsidy pursuant to
section 304 of the Act. The rail property is owned by
MBTA which has responsibility for its disposition.

DEDHAM SECONDARY TRACK

USRA tine No. 26

Penn Central

Freight sen-ice shall be provided to the Dedham
Secondary Track, extending from Readville (Milepost
0.0) to Dedham, Mass. (Milepost 2.2), a distance of
2.2 miles, in Suffolk and Norfolk Counties, Mass., a line
which was recommended for continued freight service
on page 514 of the Preliminary System Plan, by the
Consolidated Rail Corp. The assets are owned by the
MBTA.

PORTION OF WRENTHAM SECONDARY

TRACK

USRA Line No. 29

Penn Central

This portion of the Wrentham Secondary Track,
formerly a part of the New Haven RR, extends from
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Cedar (Milepost 6.0) to Wrentham. Mass. (Milepost
15.7). a distance of 9.7 miles, in Norfolk County, Mass.
This line connects at Cedar with its own continuation
to Norwood Central (see Line No. 30), and with the
Framingham Branch of the PC.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Wrentham 143

Total carloads generated by the line 143
Average carloads per week 2.8
Average carloads per mile 14.7
Average carloads per train 2.9
1973 operating information:

Number of round trips per year 50
Estimated time per round trip (hours) 4.0
Locomotive horsepower 1,750
Train crew size 4

Public Comments on Preliminary System Plan

The Massachusetts Secretary of Transportation re-
ported that there are 390 industrially-zoned acres along
this line.

Information for Line-Transfer Decision

Revenue received by PC $42,472
Average revenue per carload $297

Variable (avoidable) cost of continued serv-
ice:

Cost Incurred on the branch line 79,303
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost).. 24,897
Cost incurred beyond the branch line 27,107

Total variable (avoidable) coat 131,307
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available information, this upgrading would include the
replacement of a total of 1,297 crossties (an average of
134 crossties per mile).

Service to this line generated a loss of $88,835 in 1973.
Recovery of this loss would require approximately a
sixfold increase in traffic or a 209-percent rate increase.
The Massachusetts Office of Transportation and Con-
struction reported that Masslitc generates 290 carloads
per year. This traffic volume could not be verified by
any source and the agent reported only 82 carloads on
this line in 1974. The existence of an additional 290 car-
loads would reduce the above loss to approximately
$57,700.

Disposition

This portion of the Wrentham Secondary Track is not
designated for transfer to Consolidated Hail 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 discontinued. For line-specific recommenda-
tions, see section C of this appendix.

Net contribution (loss) ; total (8P, 835)
Average per carload (621)

This lino would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on

PORTION OF WRENTHAM SECONDARY TRACK

USRA Line No. 30

Penn Central

PC B> Readville x-'
n\ x'>"

\ PC to Frammtham

. ., -^/Norwood Central

EAST »ALPOLE
RTION OF WRENTHAM SECONDARY TRACK. PC

This portion of the Wrentham Secondary Track, for-
merly part of the New Haven KR, extends from East
Walpole (Milepost 2.3) to Cedar, Mass. (Milepost 6.0),
a distance of 3.7 miles, in Norfolk County, Mass. This
line connects with its own continuations at both Cedar
(to Wrentham) (see Line No. 29) and East Walpole
(to Norwood Central). This line also connects at Cedar
with the Framingham Branch of the PC.

Public Comments on Preliminary System Plan

Review by the Rail Services Planning Office revealed
no public testimony on this line.
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Information for Line-Transfer Decision

This line does not serve any shippers directly. It is
used as an overhead line to USRA segment No. 29. Line
No. 29 will not be transferred to Consolidated Rail
Corp.

Disposition

This portion of the Wrentham 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 discontinued. For line-specific recommen-
dations, see section C of this appendix.

PORTION OF FRANKLIN BRANCH AND MILFORD
SECONDARY TRACK

USRA Line No. 37/32

Penn Central

Grafton ft Upton RR
• to North Grafton

'\PC to Framingham

y,
MILFORD

MILFORD SECONDARY
TRACK, PC

WALPOLE MP 10.0.

18.0 miles

Franklin
Junction

X«-PCto
v *• Readville
£(Walpole

Framingham
^Branch, PC

'PORTION
FRANKLIN \«_pc to
BRANCH. PC\ Mi,§f|t|d

This portion of the Franklin Branch, formerly part
of the New Haven RR, extends from Walpole (Mile-
post 10.0) to Franklin Junction, Mass. (Milepost 18.8).
The Milford Secondary Track, also formerly a part of
the New Haven RR. extends from Franklin Junction
(Milepost 0.0) to Milford, Mass. (Milepost 9.2). Taken
together as a single line, it is J8.0 miles long and is
in Norfolk and Worcester Counties, Mass. From Wal-
pole the line continues in a northeasterly direction
to Readville. Also at Walpole, the line connects with
the Framingham Branch of the PC. The line con-
nects at Milford with the Grafton & Upton RR. The
PC sold the portion of this line from Walpole to Frank-
lin Junction (Milepost 18.8) to the Massachusetts Bay
Transportation Authority in January 1973. The PC
continues to provide freight service over the line, and
passenger service operates between Boston and Frank-
lin Junction.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Milford 395
Norfolk 9
City Mills 1
Franklin 436
Unionville 0

Total carloads generated by the line 841
Average carloads per week 16. 2
Average carloads per mile 46. 7
Average carloads per train 5.4
3973 operating information:

Number of round trips per year 156
Estimated time per round trip (hours) 6
Locomotive horsepower 1, 750
Train crew size 4

Public Comments on Preliminary System Plan

Foster Forbes Glass Co. started full production at
its Milford plant in April 1974 and projects the follow-
ing rail movements: 1,300 cars in 1975, 1,700 care in
1976, 2.000 cars in 1977 and 2,000 cars in 1978. If rail
service is discontinued Foster Forbes would have to
close down its $10 million operation. It would take
5,000 trucks per year to handle sand and other com-
modities needed for operating its plant.

The J & J Corrugated Box Corp. began production
at its new plant located in Franklin, Mass., on March
10, 1975. The J & J projects 650 carloads in 1975 and
1,100 carloads by 1976.

Testimony revealed that traffic on this line in 1974
totalled 1.600 cars and it is anticipated to be 2,450 car-
loads in 1975. It was projected that this line will pro-
duce 3,109 carloads by 1976 and 3,609 carloads by 1977.

If rail service is discontinued, J & J and Foster
Forbes would close their plants with a combined loss of
investment of $16 million.

A new company. Franklin Warehousing, is contem-
plating the construction of a 50,000 square foot build-
ing in Franklin which will generate 250 carloads a year.

The major rail users on this line employ a total of
531 people. Of this amount, 471 jobs would be lost which
represents $5.2 million of lost wages if this line is
closed.

The USRA should reconsider its recommendation
based upon the traffic increases since 1973.

Information for Line-Transfer Decision

Revenue received by PC $269,634
Average revenue per carload $321

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line * 165,081
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) _ 18,906

See footnote at end of table.



Cost incurred beyond the brunch line— 195,468

Total variable (avoidable) cost 379,455

Net contribution (loss): total f!09,822j
Average per carload (131)

1 Excludes ownership costs on that portion owned anrl operated by
MBTA.

This line would require upgrading to meet the require-
ments of the Federal Itailroad Administration's mini-
mum safety standards (Class I track, which lias a maxi-
mum safe operating speed of 10 m.p.h.). Based on avail-
able information, this upgrading would include the re-
placement of a total of 3,441 crosstics (an average, of
101 crossties per mile).

This line was reanalyzed using 1974 traffic which
totaled 1,547 carloads. Because of the extremely low rate
levels, the line would still require a 48-pcrcpnt traffic in-
crease or a 16-pcrcont rate increase to become viable.
Data supplied by Foster Forbes Glass Co. and J & J
Corrugated Box indicates t.hat the required traffic in-
crease will be forthcoming in the immediate future.
These two companies have provided thorough docu-
mentation supporting the projected movement of an
additional 900 carloads on this line in 1975. The real-
ized traffic growth in 1974 met their projections.

Disposition

This portion of the. Franklin Branch shall be. trans-
ferred to the (Consolidated liuil Corp.
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10.1). a distance of fi.8 miles, in Suffolk and Norfolk
Counties, Mass. This line connects with the Shore Line
of the PC at Forest Hills and with its own northerly
continuation at Xeedham Junction to Cook Street (see
Line No. 34). At Needham Junction, it connects with
the Dover Secondary Track of the PC (see Line No. 35).

Traffic and Operating Information

Sliitifms (with their 1973 carloads) served by tbis line:
West Roxbury 49

PORTION OF NEEDHAM BRANCH

USRA Line No. 33

Penn Central

-PC to Boston

Portion of
Needham Branch , PC

Dover Seconder
Track, PC — *

To Medfield
Junction

NEEDHAM
JUNCTION

PORTION OF
NEEDHAM

r
BRANCH. PC'

4- Shore Line, PC

«_To Providence

This portion of the. Nocdhain Branch, previously a
part of the New Haven RR. exte-nds from Forent. Hill*
(Milepost 3.3) to Needham Jiaiction, Mans. (Milepost

Total carloads generated by the line 49
Average carloads per week 0.9
Average carloads prr mile 7.2
Average eurloads per train 0.9
1!)73 oporaUug information:

Number of round trips per year 52
Estimated time per round trip (hours) 3.0
J<oootnolive horsepower 1,750
Train crew size 4

Public Comments on Preliminary System Plan

Review by the Rail Sendees Planning Office revealed
no public testimony on this line.

Information for Line-Transfer Decision

Rcvonuc received by PC $29,932
Average revenue per carload $611

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch linel 37,454
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost). 0
Cos: incurred beyond the branch line 30, 223

Total variable (avoidable) cost 87,677

Not contribution (loss) : total (37,745)
Average per carload (770)

'Thin line In owned by MBTA; therefore, tbe costs reported are
exclusive of ownership costR.

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, -which has a
maximum safe operating speed of 10 m.p.h.).

Freight service to this line generated a loss of $11,478
in 1973. Recovery of this loss would require a 126-per-
cent rate increase over the 1973 levels.

Disposition

Freight service shall not be provided to this portion
of the Nocdhain Branch by Consolidated Rail Corp.
and this service is available for subsidy pursuant to
Section !J04 of the Art. The line is owned by MBTA and
passenger service will be continued.
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PORTION OF NEEDHAM BRANCH

USRA Line No. 34

Penn Central

Freight service shall be provided by the Consolidated
Rail Corp. over the portion of the Needham Branch, ex-
tending from Needham Junction (Milepost 10.1) to
Cook Street. Mass. (Milepost 14.1), a distance of 4jO
miles, in Norfolk and Middlesex Counties, Mass., a line
which was recommended for continued freight service
on page 518 of the Preliminary System Plan. The assets
are owned by MBTA.

DOVER SECONDARY TRACK

USRA Line No. 35

Penn Central

Freight service shall be provided over Dover Sec-
ondary Track, extending from Needham Junction
(Milepost 0.0) to Medfield Junction, Mass. (Milepost
7.3), a distance of 7.3 miles, in Norfolk County, Mass.,
a line which was recommended for continued freight
service on page 518 of the Preliminary System Plan, by
the Consolidated Bail Corp. The assets are owned by
MBTA.

extending from Canton Junction (Milepost 0.0) to
Stoughton, Mass. (Milepost 4.4), a distance of 4-4 miles,
in Norfolk County, Mass., a line which was recom-
mended for continued freight service on page 519 of
the Preliminary System Plan. MBTA owns this line.

PORTION OF HOLYOKE SECONDARY TRACK

USRA Line No. 683

Penn Central

This portion of the Holyoke Secondary Track, ex-
tending from Westfield (Milepost 33.6) to Holyoke,
Mass. (Milepost 43.5), a distance of 9.9 miles, in Hamp-
den County, Mass., a line which was recommended for
inclusion on page 521 of the Preliminary System Plan,
shall be transferred to the Consolidated Bail Corp.

FLORENCE SECONDARY TRACK

USRA Line No. 684

Penn Central

PORTION OF STOUGHTON BRANCH

USRA Line No. 682

Penn Central

Freight service shall be provided by Consolidated
Bail Corp. to this portion of the Stoughton Branch,

The Florence Secondary Track, extending from West-
fold (Milepost 0.4) to Easthampton, Mass. (Milepost
11.9), a distance of 11 £ miles, in Hampden and Hamp-
shire Counties, Mass., a line which was recommended
for inclusion on page 521 of the Preliminary System
Plan, shall be transferred to the Consolidated Bail
Corp.



MICHIGAN

USRA
Line

Number

391
392a
394
395/395a
398

402
404
436
438
438a

440
440a
440b
441
442

443
444
444a
445
445a

445b
446
446a
447/447a/

447b
451/452/453

454
454a
455
455a
456/457/458

45Sa
459/459a
460
461
461a

463
463a
463b
463d
464/465

464a
466
470

InfrQsfQte

Terminals

Lenawee Junction to Ida
N&W Crossing east of Adrian to Adrian
Grosvenor to Morenci
Lenawee Junction to Clinton
Jonesvillc to Litchfield

Montgomery to Hillsdalo
Fort Wayne Junction to FTorton
Oakman Spur at Dearborn
Caro to Colling
Vassar to Caro

Bay City to Gaylord
Bay City to Water Street Junction
Glad-win Branch at Finconning
Gaylord to Mackinaw City
Mackinaw City to St. Ignacc (car float)

Bay City to Midland
Munger to Denmark Junction
Vassar to Denmark Junction
Vassar to Millington
Millington to Lapeer Junction

Lapeer Junction to Oxford
Saginaw to Harger
Denmark Junction to Harger

Saginaw to Bay City
Rives Junction to Grand Rapids

Mackinaw City to Cadillac
Cadillac to Cedar Springs
Lansing to Jackson
Lansing to Saginaw
Indiana State Line to Vicksburg

Kalamazoo to Three Rivers
Kalamazoo to Vicksburg
Grand Rapids to Plain well
Cedar Springs to Comstock Park
Comstock Park to Grand Rapids

Plainwell to Otsego
Otsego to Dorr
Dorr to Byron Center
Lamar to Grand Rapids
Parchment to Doster and Richland

Plainwell to Kalamazoo
Kalamazoo to Dowagiac
Traverse City to Walton Junction

USRA
Line Terminals Page

Number

Page

155
156
157
159
160

161
162
1C2
103
164

165
166
166
167
IRS

108
169
169
170
171

172
173
173

173
173

175
176
177
177
179

180
ISO
180
ISO
182

182
182
183
183
184

185
186
187

472
472a

473
530a
635
636
680

688
692a/693a
698

1300
1301

Mich i son

401
467
637

393

437

530

1302/1303

Muskegon to Fuller 188
Muskegon Heights to Muskegon 189

Haires to Three Rivers Junction 190
Hudson to Cement City 190
Niles to Ben ton Harbor 191
Carleton to Detroit 191
Buchanan to Dowagiac 191

Oxford to Utica 192
White Pigeon to HilLsdale 193
At Chcboygan (D&M Trackage Rights) 195

AA
Dundee to Owosso 195
Owosso to Thompsonville 197

Interstate

PC

to Indiana (theic line* are discussed under Indiana)

Montgomery, Mich, to South of Angola, Ind.
Buchanan, Mich, to Michigan City, Ind.
Niles, Mich, to South Bend, Ind.

Michigan to Ohio

N&W crossing East of Adrian, Mich, to 199
Vulcan, Ohio

Carleton, Mich, to Alexis, Ohio (C&O Track- 200
age Rights)

Hudson, Mich, to Bryan, Ohio 201

A AAA
Michigan to Wisconsin

Thompsonville, Mich, to Kewaunee, Wis. 201
(including car ferry)

IDA BRANCH

USRA Line No. 397

Penn Central

The. Ida Branch, formerly part of the New York
Central RR, extends from L&nawee Junction (Milepost
0.0) to Ida, Mich. (Milepost 19.8), a distance of 193
miles, in Lenawee and Monroe Counties, Mich. This
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line runs east from the Penn Central's Adrian-Toledo
Vulcan-Old Road Branch at Lenawee Junction (see
Line No. 393). Other connections are the PC line north
to Clinton (see Line No. 395/39oa) and the Detroit, To-
ledo & Ironton RE, which crosses near Petersburg. The
Ann Arbor RR crosses at Fcderman.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Ida
Petersburg
Deerfleld

143
0
2

Total carloads generated by the line 145
Average carloads per week 2.8
Average carloads per mile 7.3
Average carloads per train 3.6
1973 operating information:

Number of round trips per year 40
Estimated time per round trip (hours) 7.0
Locomotive horsepower 1,200
Train crew size 4

Public Comments on Preliminary System Plan

James F. Schouman, attorney for the Ida Farmers
Co-op Co., testified that the Co-op has made an offer
of acquisition for the section of track from Ida to
the Ann Arbor crossing at Federman Junction. The cost
of upgrading this 3-mile track would bo $120,000.

Paul Treska of the United Transportation Union
testified that at the time the Ann Arbor filed for bank-
ruptcy successful negotiations were already under way
for service to Ida. Should the alternate service from
Federman to Ida occur, costs for this line would be
greatly reduced.

Information for Line-Transfer Decision

Revenue received by PC $45,795
Average revenue per carload

Variable (avoidable) cost of continued
service:

Cost incurred on the branch lino 142,327
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) — 51,079

Cost incurred beyond tbe branch line 33,718

Total variable (avoidable) cost 227,124

Net contribution (loss) : total _______________ (181, 329)
Average per carload ---------------------- (1, 251)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 9,900 crossties (an average
of 500 crossties per mile) .

There is no connection between the Ann Arbor and
the PC at Federman. The traffic level at Ida (143 car-
loads) cannot justify the cost of constructing the con-
nection.

Service to this line generated a loss of $181,329 in 1973.
Recovery of this loss would require approximately a
fifteenfold increase in traffic or a 396-percent rate
increase.

Disposition

The Ida Branch is not designated for transfer to Con-
solidated Rail Corp. and is available for subsidy pur-
suant to section 304 of the Act Public officials have rec-
ommended that certain rail rights-of-way be used for
other public purposes if rail service is discontinued. For
line-specific recommendations, see section C of this
appendix.

PORTION OF VULCAN-OLD ROAD BRANCH

USRA Line No. 392o

Penn Central

QCIinton N&* to Detroit

1 .•• / DTW to

_ . .
to Toledo

.•• \
DTSI to x

Springfield. Ohio

\< PC to Toledo

PORTION,
VULCAN-OLD ROAD
BRANCH. PC

N&W to >•• " - - - .
Fort Wayne (J :

Morenci •

DT4I to Malinta

This portion of the Vulcan-Old Road Branch, former-
ly part of the New York Central RR, extends from
N&W Crossing east of Adrian (Milepost 328.3) to
Adrian, Mich. (Milepost 333.6), a distance of 5.5 miles,
in Lenawee County, Mich. This is the western portion of
the PC's Vulcan-Old Road Line which continues



through Lonaweo Junction to Toledo (see Line No.
3J»3). A Detroit. Toledo & Ironton RR branch crosses
near Adrian: the N&W line runs between Detroit and
Fort Wayne.

Traffic and Operating Information

Stations (with tbeir 1973 carloads) served by this line:
Adrian1 1,145

Total carloads generated by the line 1,145
Average carloads per week 22.0
Average carloads per mile 216.0
Average carloads per train 3. 8
1973 operating information:

Number of round trips per year 300
Estimated time per round trip (hours) 2
Locomotive horsepower 1, 500
Train crew size 4
1 Includes only traffic on segment

Public Comments on Preliminary System Plan

Testimony cited that this line is dependent on Line
No. 393, not Line No. 391 as stated by USEA.

The Adrian Chamber of Commerce reported that
actual carloads for 1973 wore 2.383, and the net con-
tribution per carload averaged S.~>10.

Jackson Iron & Metal and Tri-State Equipment
testified that they have many customers who will only
receive shipments by rail. Jackson is planning a major
expansion involving a capital expenditure of 1 and ifc
million dollars. Loss of rail service would mean a loss
of more than $600,000 for Tri-State.

Stubnitz Spring Division of Hoover Ball Bearing
Co., which handled 1,634 carloads in 19T3, stated it
would bt> forced to close if rail service is lost. This would
result in the loss of 565 jobs with an annual payroll of
over 4 million dollars and approximately 1 million in
rail revenues.

W. A. Leasing & Transport plans to locate on this
line only if rail service is continued.

The N&W is interested in acquiring 5.3 miles of the
line from the N&W crossing east of Adrian to Adrian.

Information for Line-Transfer Decision

Revenue received by PC $266,118
Average revenue per carload $234
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This line would require upgrading to meet the re-
quirements of the Federal Eailroad Administration's
minimum safety standards (Class I track, which has a
maximum safe1 operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 100 crossties (an average
of 19 crossties per mile).

The 1,634 carloads generated by Stubnitz Spring
Division of Hoover Ball Bearing were divided between
the PC and the DT&I. The cars were switched between
the PC, but the DT&I appears as the billing road. The
DT&I is interested in serving shippers at Adrian.

Although service to this line generates a contribution,
it must be served from the portion of Lino No. 393 from
Lenawee Junction to N&W crossing. Service from
Lenawce. Junction to Adrian generates a loss amount-
ing to $32,684.

Disposition

This portion of the Vulcan-Old Road Branch shall be
offered for sale to the DT&I RR. a profitable railroad
operating in the Kegion. This sale would preserve rail
service, to 1,145 carloads or 100 percent of the traffic
generated on this line. If this offer is not accepted, the
line 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, pur-
poses if rail service is discontinued. For line-specific
recommendations, see section C of this appendix.

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on tbe branch line 89,594
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading coat) 8,922
Cost incurred beyond the branch line 15i>, 026

Totnl variable (avoidable) coat 258,141

MORENCI BRANCH

USRA Line No. 394

Penn Central

DT&I to Detroit
QCIinwn N&w w Detro|t

DT&I

netion

V

RDl"n

"'t GROSVENO

N&W to Fort Warn* >>...*
>

MORENCI

/ \ \«—AA to Toledo
/Petersburg »

/ \< PC to Toledo
. •' T S

DT&I to Springfield. Ohio

»., hi . PC MORENO BRANCH
DT&I to Malmta

Net contribution: total.
Average per carload

9,977

The Morenci Branch, formerly part of the New York
Central RR, extends from Growenor (Milepost 0.0) to
Mwenci. Mich. (Milepost 18.6), a distance of 18.6 miles,
in Lenawee County, Mich. This line is a branch of the
PC Vulcan-Old Road Branch (see Line No. 393). At
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Bimo, a branch of the Detroit, Toledo & Ironton RR
crosses.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Grosvenor1 80
Ogden 19
Jasper 13
Weston 138
Morenci 254

Total carloads generated by the line 504
Average carloads per week 9. 7
Average carloads per mile 27.1
Average carloads per train 10.1
1973 operating information:

Number of round trips per year 50
Estimated time per round trip (hours) 6.0
Locomotive horsepower 1,200
Train crew size 4
1 Includes only traffic on segment.

Public Comments on Preliminary System Plan

The Lenawee County Rail Users Task Force found
591 actual carloads shipped on this line.

The Task Force reports that revenues from Sohigro
and Jasper Lumber were not included in USRA calcu-
lations and found that there was an average contribution
of $510 per carload.

Stauffer Chemical at Weston testified that elimination
of rail service would result in placing 450 tank trucks of
hazardous materials over heavily travelled two-lane
highways which pass through residential communities.
They questioned 1973 traffic revenue accruing to Penn
Central. Stauffer determined that the net contribution
was $14 per carload for this line.

The Parker Division of Oxy Metal Industries Corp.
in Morenci shipped 138 carloads in 1973. They testified
that they would resume their former levels of shipment,
over 300 carloads, if reliable service were provided.

Baker questioned USRA's contention that service
would be provided at Morenci by the N&W if service
over the line were discontinued. The N&W is located in
North Morenci, 3 to 4 miles from Morenci.

Agrico Chemical Co. stated that their actual carloads
for 1973 were 137. They project to ship at least 160 car-
loads in 1975.

Cousins Iron & Metal Co. reported that if this line
were abandoned, they would truck their shipments to
their siding in Hudson, which would increase their
shipments by 40 percent at Hudson.

A representative of the Lenawee County Farm Bu-
reau stated that the county has approximately 2,588
farms with an annual production of $1,330,000 in wheat,
corn and soybeans and that loss of rail service would

amount to a loss of 10 cents per bushel realized by the
farmers.

The Michigan Department of Agriculture determined
that continued service on this line was vital to the agri-
culture needs of the state.

Information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload

$184,565

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 145, 872
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 45,556

Cost incurred beyond the branch line 87, 717

Total variable (avoidable) cost 279,144

Net contribution (loss) : total (94,579)
Average per carload (187)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 9,000 crossties (an average of
484 crossties per mile).

The Sohigro traffic was included in this analysis.
Jasper Lumber was not shown on the shipper list com-
pleted by the Penn Central; however, the traffic at Jas-
per was included. Costs were adjusted for Weston cars
which are owned by the shipper.

Service to this line generated a loss of $94,579 in 1973.
Recovery of this loss would require approximately a
100-percent increase in traffic or a 51-percent rate in-
crease. The existence of an additional 87 carloads on
this line in 1973, as indicated by the Lenawee County
Rail Users Task Force, would reduce this loss to ap-
proximately $77,900.

Although the shippers served by this line have pro-
vided information indicating some traffic growth, the
projected traffic level is significantly less than that re-
quired for viability.

Disposition

The Morenci Branch 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 discontinued.
For line-specific recommendations, see section C of this
appendix.



CLINTON BRANCH

USRA Line No. 395/395a

Penn Central

CLINTON BRANCH. PC
[ •CLINTON

13 6 nniless
VTTeciMnseh..«-NiH M Detroit

'

Raisin Center - .• -?• WLENAHEE V.-'
.•' .-' I JUNCTION QDiann

Adrian / •"** Vpe'e«bl"S_/ • ,-,

..V Grosvenor^ / \

N&W to Fort Wayne ..••*V" «^1*" "£^UJ» \

*-""
, . «- AA to Toledo

Morenci »: 0™! to •* , * N.
OTSl' SPrlnxfie(<l. Ohio PC to Toledo

to Malmta

The Clinton Branch, formerly part of the New York
Central Railroad, extends from Lenawee Junctian
(Milepost 0.0) to Clinton. Mich. (Milepost 13.6), a
distance, of 13.0 miles, in Lenawee County, Mich. At
Lenawee Junction thi>. line connects with the Vulcan-
Old Road Branch and the Ida Branch of the PC (see
Line Nos. 392a and 391). The Norfolk & Western Ry.
crosses at Knisin Center, and a Detroit, Toledo & Iron-
ton RR line serves Toc.umseh.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Tecutnseh 191
Clinton 1.000
Adrian1 03

159 MICHIGAN
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The Budd Co. reported 852 carloads in 1973, and
projected 1.085 and 1.414 for 1974 and 1979 respectively.
They would be forced to close the Clinton plant if rail
service were lost. The plant employs 338 persons with an
annual payroll of §3,459,000. The assets employed in
1973 were $16.455 million and the Company paid
$(575.000 in state and local taxes.

Ford Motor Co. supports the retention of service to
the Budd Clinton plant and emphasized that the plant
generated $1.092.000 in gross revenues.

The cost of conversion to tank trucks, safety factors
and loss of growth potential might justify closing the
Stauffer Chemical Tecumseh plant. This would result
in a loss of 268 jobs.

Borden, Inc., testified that it would close its Tecumseh
Corp Service if this line and 393 were abandoned.

The Michigan Department of Agriculture considers
continued service on this line vital.

The Department of the Interior has identified this
line as having good recreational potential if the line
were abandoned.

The X&W is interested in acquiring 11.3 miles of
the. line from Raisin Center to, and including all
industries in. Clinton.

information for Line-Transfer Decision

Revenue received by PC $512,069
Average revenue per carload S406

Total carloads generated by the line 1,280
Average car lends por week 24.2
Average carloads per mile H2. 6
Average carloads per tntlji 10.1
19T3 operating information:

Number of round trips per year 125
Estimated time per round trip (hours) 6
Locomotive horsepower 1, 200
Train crew size 4
1 Includes only traffic un iCRrru'iii.

Public Comments on Preliminary System Plan

Testimony expressed thi» opinion that USRA judge
the viability of this line on its profitability, not its
dependency on Line No. 393.

The Adrian Chamber of Commcrce/Ijenawee County
Rail Users Task Force testified that actual figures show
a net contribution of $466 per carload.

Tecumseh Products indicated that if service were im-
proved on this line, they could resume their 1966 ship-
ment level of 420 carloads.

Variable (avoidable) coat of continued
service:

Cost incurred on the branch line 176,501
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 15,925
Cost incurred beyond the branch line 283.167

Total variable (avoidable) cost 478,503

Not contribution: total-
Average per carloud

33,476
27

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 1,000 orossties (an average
of 73 crossties per mile).

This line generated 1,405 carloads in 1974. The
DT&I is interested in acquiring this line to serve the
Budd Company at Clinton.

This line is served via the portion of Line No. 393
from Ottawa Lake to Lenawee Junction. The service
from Ottawa Lake to Clinton (the combination of this
lino and the portion of Line No. 393 from Ottawa Lake
to Lenawee Junction) generates a loss amounting to
$57.285. Recovery of the involved costs would require
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an 18-percent increase in traffic or an 8-percent rate in-
crease over the 1973 levels.

Disposition ,

The Clinton Branch shall be offered for sale to the
DT&I RR, a profitable railroad operating in the Region.
If this offer is not accepted, the line shall be transferred
to the Consolidated Rail Corp.

LITCHFIELD BRANCH

USRA Line No. 398

Penn Central

LITCHFIELD

PC LITCHFIELDH\4-6.3 miles '
BRANCH %

JONESVILLE

PC to White Pigeon
and Elkhart

to Horton

Fort Wayne Junction

\ PC to
•.^ Hillsdale

The Litehfield Branch, formerly part of the New
York Central RR, extends from Jonesville (Milepost
0.6) to Litchfield, Mich. (Milepost 6.9) a distance of 63
miles, in Hillsdalc County, Mich. This line is a branch
running north from the Penn Central's line from Elk-
hart to Hillsdale (see Line No. 692a/693a).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Litchfield
Jonesville *

188
7

Total carloads generated by the line 195
Average carloads per week 3.8
Average carloads per mile 31.0
Average carloads per train 3.8
1973 operating information:

Number of round trips per year 52
Estimated time per round trip (hours) 3. 0
Locomotive horsepower 1, 500
Train crew size 4
1 Includes only traffic on segment.

Public Comments on Preliminary System Plan

Plymouth Flush Door, in Litehfield, increased its
annual carloads by 50. It expects to double its traffic to
500 per year. The additional expenses of converting to
alternate transportation would jeopardize their com-
petitive position. Loss of rail service would force the
company to close. They reported that Litchfield gen-
erated 227 cars in 1973, that hours per trip should be
2 and that crew size should be 4.

The Mayor of Litchfield testified that $2,792,510 in
state and Federal funds have been spent to develop the
community and the industrial part at Litchfield. He
projects 500-600 carloads annually for the line.

The Vice President of Litchfield State Savings Bank
reported that the bank is involved with Government
agencies in financing facilities dependent on rail serv-
ice in the amount of $3,400,000. lie stated that these
companies will be unable to continue production with-
out rail service.

Wells Equipment Sales testified that frost regulation
weight restrictions apply to motor transportation a
third of the year.

Litchfield Grain stated that with rail service they
could triple their output to 210 cars per year.

Addison Products of Jonesville testified that they
had shipped 340 cars piggyback from Bryan, Ohio in
1973. If a piggyback loading platform were available
in Hillsdale or Jonesville, they would ship more than
600 rail cars per year.

The estimated cost for upgrading this line to FRA
Class I standards should be reviewed. The available in-
formation on the line indicates that the tie replacement
estimate may be high. (Note: The upgrading require-
ments were verified.)

Information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload.

$58,330

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line 56, 703
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) 26,418
Cost incurred beyond the branch line 35, 866

Total variable (avoidable) cost 118,987

Net contribution (loss) : total (60,657)
Average per carload (311)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 6,300 crossties (an average of
1,000 crossties per mile).

This line was reanalyzed and the number of trips
reduced to 52. Addition of 50 carloads for Plymouth
Flush Door would not make this line viable.

Service to this line generated a loss of $60,657 in 1973.
Recovery of this loss would require approximately a
threefold increase in traffic or a 104-percent rate in-
crease. The existence of an additional 39 carloads on
this line in 1973, as indicated in the testimony, would



reduce this lost) to approximately $5fi,2°(1- Although the
shippers served by this line have provided information
indicating snine traffic growth, the projected traffic level
is significantly luss than that required for visibility.

Disposition

The Litchfield Brunch is -no? designated For transfer
to Consolidated Hail Corp. und is available for sub-
sidy pursuant to section 304 of the Aft. Public officials
have recommended that certain rail rights-of-^ ay be
used foi1 other public purposes if rail service is discon-
tinued. For line-specific recommendations, see section
C of this appendix.

PORTION OF WATERLOO BRANCH
AND DH&SW RR

USRA Line No. 402

Penn Central

\

PC to Litdifield \ /

JonesvilleQ/_

/ *\PC to Horton

161 MICHIGAN
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1973 operating information:
Nnmlicr <if round trips per year 125
FMimnlcd time per round trip (hours) 0.0
Locomotive horsepower 1,500
Train crew size 4

Public Comments on Preliminary System Plan

Reading Feed & Grain testified that they shipped 269
carloads in IftTfJ and 318 in 1974. They could have
shipped JiOU more carloads a year if cars had been
available.

The Mayor of Reading stated that if Reading Feed
& Grain were to close their operation, the community
would lose one-eighth of its property tax base.

Testimony indicates that Reading generated a total
of 2ft."> carloads in 1973 and Montgomery '276.

This area is not served by Class A highway: there-
fore, trucks are not permitted to carry full loads diiring
part of the year.

Shipper data shows a small amount of traffic from
Joni'sville. IJ:inove.r and Horton.

The frequency of service and lime per trip required
to serve the line should l>e reviewed. Both estimates ap-
pear high considering the traffic and distance involved.

T.
PC to Sturgis
and Elkhart

Fort Wayne Junction

HILLSDALE

Bankers

^•PORTION OF WATERLOO BRANCH
AND DH&SWRR, PC

MONTGOMERY

PC to Pleasant Lake, Ind.

This portion of the Waterloo Branch and DH&
SW RR. formerly part <if the New York Central RR,
extends from IHli*<f<ii<, (MilepoM, n.O) to Montytnm-fy,
Mit'h. (Mile.post 54.H), an actual distance of 1$.(> mil?*,
in JTillsdale County, Mich. This line i- pail of a branch
running south from Horton into Indiana (see Linn NOR.
401 and 4U4). It connects at ITillsdale with the I>C liin-
to White Pigeon Junction (ae- Tjine No. (>'.i-2a,'(>9.">a).

Traffic and Operating Information

Stations (with tlielr 1073 carloadi) served by this ]ine:
Reading — ._
Montgomery ._ 188

Total Garlands general cd by the lint1 498
Averagp curloitrts IKT week 9.6
Average carloads per mile . 34.1
Average carloads per train 4.0

Information for Line-Transfer Decision

Revenue received by PO
Average revenue per carload.

$284, 008

Variable i avoidable) cost of continued service:
(lost Incurred on the brunch line 145, 589
Cost of upgrading brunch line to FllA

Class I: (1/10 of total upgrading
cost) 22,306

Cost Incurred beyond the branch line— 159,262

Total variable (avoidable) cost-

Net contribution (loss) : total.
Average per carload (127)

327,157

(63,149)

This line would require upfrrading to meet the re-
quirements of the Federal Railroad Administration's
min imum safety standards (('lass I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 3.6l)o crossties (an average
of 247 crossties per mile).

This line was described incorrectly in the Preliminary
System Plan. Tli« portion of the line from Hillsdale to
Bankers was omitted. There are no shippers: however,
the line is required to serve Montgomery.

The number of trips was reduced to 12,1 and the hours
per trip were reduced to six.

Service to this line generated a loss of $63.144) in 1073.
Recovery of this loss would require approximately a
fii)-percent increase in traffic or a 24-percent rate in-
crease. The. existence of an additional 78 carloads on this
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line in 1973, as indicated in the testimony, would reduce
this loss to approximately $46,800.

Disposition

This portion of the Waterloo Branch and DH&
SW RR is not designated for transfer to Consolidated
Bail 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 discontinued. For line-specific
recommendations, see section C of this appendix.

PORTION OF WATERLOO BRANCH

USRA Line No. 404

Penn Central

MORTONi

PC to White Pigeon-^ —— £sJ

FORT WAYNE'
JUNCTION

PORTION OF
PC WATERLOO
BRANCH

—PC to Hillsdale

This portion of the Waterloo Branch, formerly part
of the New York Central RR, extends from Fort Wayne
Junction (Milepost 71.0) to Horton, Mich. (Mile-
post 85.7), a distance of 14-7 miks, in Jackson County,
Mich. This line, once part of a through route be-
tween Jackson and Fort Wayne, now exists solely as a
branch off PC's line through Jonesville and Hillsdale
(see Line No. 692a/693a).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Horton 5
Hanover 1

Total carloads generated by the line 6
Average carloads per week 0.1
Average carloads per mile 0.4
Average carloads per train 0.5
1973 operating information:

Number of round trips per year ; 12
Estimated time per round time (hours) 4.0
Locomotive horsepower 1,500
Train crew size 4

Public Comments on Preliminary System Plan

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services

Plannnig Office as reflected in their report entitled
"Evaluation at the U.S. Railway Association's Prelimi-
nary System Plan."

Information for Line-Transfer Decision

Revenue received by Penn Central
Average revenue per carload $234

$1,402

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 97,190
Cost of upgrading branch line to FRA

Class I: (1/10) of total upgrading
cost) 30,523

Cost incurred beyond the branch line 872

Total variable (avoidable) cost 128,585

Net contribution (loss): total (127,183)
Average per carload (21,197)

This line would require upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 5,145 crossties (an average
of 350 crossties per mile).

Service to this line generated a loss of $127,183 in
1973. Recovery of this loss would require approximately
a two-huiidred-fortyfold increase in traffic or a 9,072-
percent rate increase.

Disposition

This portion of the Waterloo Branch is not desig-
nated 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 discontinued. For line-specific recom-
mendations, see section C of this appendix.

OAKMAN SPUR AT DEARBORN

USRA Line No. 436

Penn Central

The Oakman Spur, formerly part of the Pennsyl-
vania RR, extends 1.5 miles at Dearborn in Wayne
County, Mich. This line runs from the C&O main line
approximately l1/^ miles until it joins the Detroit Ter-
minal RR. There are no physical connections with other
PC-controlled lines. This line was the former PRR
connection with the Detroit Terminal, using trackage
rights from Lincoln Yard via Delray over the C&O.
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Detroit Terminal RR

C&O to Grand Rapids \ .

1 OAKMAN SPUR /
AT DEARBORN

'"», V
1.5 miles

PC to Jackson
-PC to Detroit

C&O to Del ray and Detroit (PC has
Trackage Rights to Lincoln Yard)

Public Comments on Preliminary System Plan

Louis Drapoau, Mayor of Dearborn, Eugene Forbes.
City Attorney for Dearborn and Dearborn City Plan-
ner John J. Xagy support the1 abandonment of the
Catalan. Spur. Tlwy cited lack of opposition to the
abandonment, little use and high frequency of acci-
dents on the spur. They added that Ihe area in which
the spur is located 1ms been rezmuvl and residential
dwellings have l»een constructed in the area. Industries
that currently use the. spur could be serviced by the
Detroit Terminal RR line.

Information for Line-Transfer Decision

All of the industries on this branch will be served by
the Detroit Terminal RR.

Disposition

The Oaknian Spur 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 riglits-of-way be used for
other public purposes if rail service is discontinued. For
line-specific recommendation:-, see section C of this
appendix.

PORTION OF CARO BRANCH

USRA Line No. 438

Penn Central

• COLLING
8.4 miles-*J

X—PORTION!
CARO^ PC CARO I

PORTION OF
PC CARO BRANCH

/«--PC to Vassar

This portion of the Caro Branch, formerly part of
the. New York Central RR. extends from Caro (Mile-
post i:>>.8) to Colling, Mich. (Milcpost 22.2), a distance

MICHIGAN
438

of 84 nwVea, in Tuscola County. Mich. This is the north-
ern portion of the Caro Branch; the southern continua-
tion runs to Vassar (see Line Xo. 438a).

Traffic and Operating Information

Stations (with their 1073 carloads) served by this line:
(tolling 85

Total carloads generated by the line 85
Average carloads per week 1. 6
Average carloads per mile 10.1
Average carloads per train 2.8
1073 operating information:

Number of round trips per year 30
Kstimated tliui1 per round trip (hours) 3
Locomotive horsepower 2.000
Train crew size 4

Public Comments on Preliminary System Plan

The Can) Development Corp. and the Peoples State.
Bank of Caro stated that availability of rail service, was
essential to attract new business and ensure the reten-
tion of existing industry.

The. J. P. Burroughs, Inc.. stated that while it used
only 85 carloads in 1973, it used 139 in 1974 and plans
to use 20a in 1975. Alternate modes of travel would in-
crease, the cost per bushel by $30.25, which constitutes 15
percent of total revenue in li>7'2 and 1973.

Colling is located on a Class B restricted highway
and the Grand Trunk Western RR has filed for aban-
donment of the nearest rail siding.

Unemployment in the area was given as 17.7 percent.

Information for Line-Transfer Decision

Revenue received by IT.
Average revenue |*>r carload.

$55,836
SG57

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 59,337
Cost of upgrading branch lint* to KRA Class

1: 11/10 of total upgrading cost) SJ1, K20
Cost Incurred beyond the branch line— 25.366

Total variable (avoidiil)le) cost 106,523

Nei contribution (loss'i : total (50,687)
Average per carload (596)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class F track, which has a
maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 5,040 crossties (an average
of 600 crossties per mile).

Service to this line generated a loss of $50.687 in 1973.
Recovery of this loss would require approximately a
two-fold increase in traffic or n 91-percent rate increase.
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Although the shippers served by this line have provided
information indicating some traffic growth, the pro-
jected traffic level is significantly less than that required
for viability.

Disposition

This portion of the Caro Branch is not designated for
transfer to Consolidated Rail Corp. and is available for
subsidy pursuant to section 304 of the Act. Public offi-
cials have recommended that certain rail rights-of-way
be used for other public purposes if rail service is dis-
continued. For line-specific recommendations, see sec-
tion C of this appendix.

PORTION OF THE CARO BRANCH

USRA Line No. 438a

Penn Central

PC to Colling

PC to Munger \/

,1 PORTION OF PC /
PC to Saginaw ̂ N CARO BRANCH • CARO

* ia
Denmark Junction

C&O to Saginaw

1 3.4 miles

VASSAR (CARO JUNCTION)

Port Huron'̂"O... -̂<*o to PI
Vassar \ X..

PC to Detroit

This portion of the Caro Branch, formerly part of
the New York Central RR. extends from Vassar (Mile-
post 0.4) to Caro. Mich. (Milcpost 13.8), a distance of
134 miles, in Tuscola County, Mich. This line is
the lower portion of the PC's Caro Branch. A continua-
tion of this line runs from Caro to Colling (see Lino No.
438). At Vassar, this line connects with the PC line
going south to Detroit and northward to Denmark
Junction (see Line Nos. 444a and 445). Also at Vassar
this line connects with the Chesapeake & Ohio's Port
Huron-to-Saginaw line.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Banksand
Wahjamega
Caro

0
0

879

Total carloads generated by the line 879
Average carloads per week 16.9
Average carloads per mile 65.6
Average carloads per train 5.9

1973 operating information:
.Number of round trips per year 150
Estimated time per round trip (hours) 9.0
Locomotive horsepower 2,000
Train crew size 4

Public Comments on Preliminary System Plan

The Bay County Planning Commission reported that
while the Plan showed 874 carloads for the line in 1973,
it found 1,115 carloads for the Detroit Edison Co.,
Michigan Sugar Co., Caro Building Center and Gun-
sells, Inc.

The Caro Building Center, Inc.. although using only
21 carloads in 1974, testified it would have to close as it
would not be able to compete with other lumber retailers
in Saginaw, Bay City and Flint.

Michigan Sugar, with an annual payroll of $1,100,000,
would be forced to severely curtail its operations with-
out rail service. In 1974, it shipped and received 685 car-
loads, 138 of which consisted of coal from Kentucky.

Kight of eleven lumber yards in Tuscola County are
served by this line.

Congressman Traxler reported that the GTW has
filed for abandonment of their Imlay City to Caseville
line; this line should therefore not be considered an
alternate route.

The estimated time per round trip appears to be high
considering the traffic and length of the line.

Information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload—

$356,726

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 174,710
Cost of upgrading branch line to FRA.

Class I: (1/10 of total upgrading
cost) 37,954

Cost incurred beyond the branch lines 262, 308

Total variable (avoidable) cost 474,972

Net contribution (loss): total (118,246)
Average per carload (135)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 8,040 crossties (an average
of 600 crossties per mile).

Service to this line generated a loss of $118,246 in
1973. Recovery of this loss would require approximately
a 125-percent increase in traffic or a 33-percent rate in-
crease.
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Tlui carload discrepr.ni'.y could not be verified; how-
ever, the addition of '2-W carloads would not make this
line viable. Shipper figures may be based on a crop
year (Otobe.r -April). This line generated 1.011 car-
loads in 1974. This 1!)74 traffic level would reduce the
above loss to approximately $104.000. The time serving
the branch could not l)e reduced due to 10 m.p.h. speed
limit.

Disposition

This poilifiu of the Caro Branch is not designate*!
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
discontinued. For line-spuciftc recommendations, see
section C of this appendix.

PORTION OF MACKINAW BRANCH

USRA Line No. 440

Penn Central

l«—pC to Mackinaw City

IGAYLORDMP 120.4

JGaylord

III 5.4 miles

PORTION OF MACKINAW -
BRANCH. PC

.Detroit & Mackinac
Ry to Cheboygan

PC Glad win

BAY CITY (KAWKAWLIN) MP 5.0 I
I
I

PC to Bay City—»|

-Pinconning

-D&M to Bay City

This port.ion of the, Mackinaw Branch, formerly part
of the New York Central KR, extends front Bay City
(Mile-post .I.O) to (Jaytord. MHi. (Milepost 120.4), a
distance of 11 ij. J in Has in Hay, Arenac, Ogemaw, Kos-
contmon, (Crawford and Otsego Counties, Mich. The
line, continues nortli to Cheboygan and south to Sagi-
naw (see. Linn Nos. 441 and 447/447a/447b). The PC
Midland Branch connects Kay City with Midland,
and a remnant of the PC Glad win Brunch diverges at
Pinconning (see Line, Nos. 443 and 440b). The Detroit

& MacJcinac R,y. from Bay City to Alpena parallels this
route, between Bay City and Pinconning before an-
gling in towards Alpena. A connection is made with the
Chesapeake & Ohio at Bay City.

Traffic and Operating Information

Stations (witli tbeir 1973 carloads) served by this line:
Kawkawlln . 19
Llnwood 4
Pinconning1 35
Standish 108
West Brunch 314
St. Hplen 231
Koseonraion 51
<3raylinjf 266
Frederick 1
Gaylord 2,268

Total carloads generated by the line 3,292
Average carloads per week (53.3
Average carloads per mile 28.5
Average carloads per truin 11.0
1973 operating information:

Number of round trips per year 300
Estimated time .per round trip (hours) __ 11
Tjocomotlve horsepower 2,000
Train crew size 4
1 Includes only traffic on segment.

Public Comments on Preliminary System Plan

Champion International Corp. testified that they
generated 2,400 carloads in 1974. They stated that the
added expense of alternate transportation would be ap-
proximately $674,000. This added expense would force
them out of competitive markets.

Champion is currently midway through a $17.5 mil-
lion plant expansion at their Gaylord facility. They
forecast 5,000 carloads for 1977, providing $1.3 million
in additional revenue.

Lake Woods Forest Products. Inc.. is in the process of
building a $3 million wood utilization complex on the.
line. It was constructed on the basis of excellent rail
services being available. They project BOO-1,400 carloads
pe.r year.

The city of Grayling testified that shippers at Gray-
ling accounted for 276 carloads in 1974.

Camp Grayling and the Consite facility at Grayling
Army Airfield transport heavy equipment by rail.

Camp Grayling reported 23 carloads in 1973, 34 car-
loads in 1974 and projects 45 carloads in J975.

The Department of Defense urged the retention of
this line in the. interest of national defense.

The Gaylord Chamber of Commerce testified that
they have established a 177-acro industrial park on the
line. Its establishment was predicated on the availabil-
ity of rail service.

Semco. Inc.., and Osceola Refinery stated that they
were able to bid on government contracts because of
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their availability to rail service. They ship heavy and
oversize loads iinsuited to motor transport.

The Department of the Interior has identified this
line as having potential as an urban access to outdoor
recreation. It also has great recreational potential if
service is discontinued.

A review of TJSRA's calculation by ESPO technical
staff indicates the average revenue per carload should
be $413.

Information for Line-Transfer Decision

Revenue received by PC __ §1,353,762
Average revenue per carload $411

Variable (avoidable) cost of continued
service:

Cost incurred on the hranch line ], 064, 644
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 79,588

'Cost incurred beyond the branch
line 739,085

Total variable (avoidable) cost 1,883,317

Net contribution (loss) : total-
Average per carload

(529, 555)
(161)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 2,000 crossties (an average of
17 crossties per mile).

Repeated cross-checks with the PC could verify only
1,219 carloads generated by Champion International in
1974. Total carloads generated by this line in 1974 were
down 1,000 from the 1973 level.

Service to this line generated a loss of $529,555 in
1973. Recovery of this loss would require approximately
a 100-percent increase in traffic or a 39-percent rate in-
crease. The existence of 2,400 carloads at Champion In-
ternational in 1974 would bring the total 1974 traffic for
this line to a level only 6 percent above the 1973 level.
Although the shippers served by this line have provided
information indicating some traffic growth, the pro-
jected traffic level is significantly less than that required
for viability.

Disposition

This portion of the Mackinaw Branch shall be offered
for sale to the D&M Ry., a profitable railroad operating
in the Region. This sale would preserve rail service to
an estimated 3,292 carloads or 100 percent of the traffic
generated on this line. If this offer is not accepted, the
line 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 pur-
poses if rail service is discontinued. For line-specific
recommendations, see section C of this appendix.

BAY CITY BELT BRANCH

USRA Line No. 440a

Penn Central

The Bay City Belt Branch, extending from Water
Street Junction (Milepost 0.0) to Bay City (Water
Street), Mich. (Milepost 3.1). a distance of 3.1 males,
in Bay County, Mich., a line which was recommended
for inclusion on page 533 of the Preliminary System
Plan, shall be offered for sale to the Grand Trunk
Western RR, a profitable railroad operating in the Re-
gion. If this offer is not accepted the line shall be trans-
ferred to the Consolidated Rail Corp.

GLADWIN BRANCH

USRA Line No. 4406

Penn Central

GLADWIN
BRANCH.PC

T
0.6 miles

|«-PC to Mackinaw City

I

PINCONNING

I«-PC Mackinaw
I Branch to Bay City

The Gladwin Branch, formerly part of the New
York Central RR, extends a distance of 0.6 mile at
Pinoonning in Bay County, Mich. This line is a short
spur off the Penn Central's Mackinaw Branch (see Line
No. 440).

Traffic and Operating Information

Stations (witli their 1973 carloads) served by this line:
Pinconning1 48

Total carloads generated by the line 48
Average carloads per week 0.9
Average carloads per mile 80.0
Average carloads per train 1.0
1973 operating information:

Number of round trips per year 60
Estimated time per round trip (hours) 0.5
Locomotive horsepower 2,000
Train crew size 4
1 Includes only traffic on segment.
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Public Comments on Preliminary System Plan

The Gaylord Chamber of Commerce reported that
user data reflected 75 carloads on this line for 1973.

Information for Line-Transfer Decision

Revenue received by PC $25. ,196
Average revenue per carload $533

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 8,134
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 4,490

Cost incurred beyond the branch line— 1J, 889

Total variable (avoidable) cost..

Net contribution (loss): total.
Average per carload

'27,518

.... (1,017)
(40)

This line would require upgrading to meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class L track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 600 crossties (an average
of 1,000 crossties per mile).

Service to this line generated a loss of $1,917 in 1973.
Recovery of this loss would require approximately an
18-percent increase in traffic or a 7-percent rate increase.
The existence of an additional '27 carloads in 1973, as
reported by the Gaylord Chamber of Commerce, would
not significantly reduce this loss. However this lino is
served via Line No. 440 which generated a loss of ap-
proximately $530.000.

Disposition

The Gladwin Branch 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-wuy be used for
other public purposes if rail service is discontinued.
For line-specific recommendations, see section 0 of
this appendix.

PORTION OF MACKINAW BRANCH

USRA Line No. 441

Penn Central

This portion of the Mackinaw Branch, formerly part
of the Xew York Central RR, extends from Gaylord
(Milepost 120.4) to Mackinaw City, Mich. (Milepost
182.7), a distance of 68.3 miles, in Otsego, Cheboygan
and Emmet Counties, Mich. This segment is the

MICHIGAN
441

I Mackinac Transportation Co.
|«-(PC) Ferry to

MACKINAW CITY 1 SU

A
62.3 miles

\ I Detroit 8 Mackinac
Y_-»| Ry to Alpena

PC to
Grand Rapids ', Cheboygan

PORTION OF
MACKINAW BRANCH

GAYLORDMP 120.4

PC to Bay City -*|Gaylord

northern end of Penn Central's Mackinaw Branch. The
line continues south from Gaylord to Bay City, and an-
other PC line runs from Mackinaw City to Cadillac and
Grand Rapids (see Lino Nos. 440 and 454). The Detroit
& Mackinac Ry's Main Line connects at Cheboygaai.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Mackinaw City
Vanderbilt
Indian River
Topinabee
Cheboygdn

75
9

35
0

232

Total carloads generated by the line '351
Average carloads per week 6. 8
Average carloads per mile 5.6
Average carloads per train 6. 8
1973 operating information:

Number of round trips per year 52
Estimated time per round trip (hours) 8.0
Locomotive horsepower 2,000
Train crew size 4

Public Comments on Preliminary System Plan

The McRae Lumber Co., Mackinaw City, reported
10 carloads for 1973 and 1974.

The D&M would consider operating rail service from
Cheboygan to Mackinaw City but would be dependent
upon some funding being made available.

Information for Line-Transfer Decision

Revenue received by PC $91,974
Average revenue per carload $262

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line 449, 963
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 76,424

Cost incurred beyond the branch line 75,338

Total variable (avoidable) cost 601,725

Net contribution (loss): total (509,751)
Average per carload (1,452)
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This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 12,000 crosstics (an aver-
age of 193 crosstics per mile).

Service to this line generated a loss of $509,751 in 1973.
Recovery of this loss would require approximately a
thirtyfold increase in traffic or a 554-percent rate in-
crease.

Disposition

This portion of the Mackinaw Branch shall be offered
for sale to the Detroit & Mackinac Ry., a profitable rail-
road operating in the Region. This sale would preserve
rail service to 351 carloads or 100 percent of the traffic
generated on this line. If this offer- is not accepted,
the line is not designated for transfer to Consolidated
Rail Corp. and is available for subsidy pursuant to sec-
tion 304 of the Act. Public officials have recommended
that certain rail rights-of-way be used for other public
purposes if rail service is discontinued. For line-specific
recommendations, see section C of this appendix.

MACKINAC TRANSPORTATION CO.

USRA Line No. 442

Perm Central

_- *•
Soo Line/*
To Trout Lake

8.7 miles

ST. IGNACE

MACKINAC
«-— TRANSPORTATION CO.

CAR FERRY

A
MACKINAW CITY

PC to Bay City

PC to Grand Rapids

Public Comments on Preliminary System Plan

A substantial number of witnesses testified on be-
half of retaining the ferry which serves Mackinaw
City and St Ignace via the Straits of Mackinac.

Congressman Phillip E. Ruppe stated that loss of
this service would sever rail movement from the upper
and'lower peninsulas. All eastern Upper Peninsula traf-
fic would have to be routed through Chicago. He also
cited the intention of the Soo Line Railroad to apply
for permission to abandon service to St. Ignace.

Denny Woytek, representing the Mackinac Straits
area, testified that loss of service would result in an
immediate loss of 40 jobs. He added that the bridge
over the Straits cannot accommodate certain payloads
of machinery because of their weight or weight distri-
bution.

The St. Ignace Planning Commission cited increased
demand for the shipment of raw products in their area.
The Commission feels that the ferry should be retained
in the national interest

Information for Line-Transfer Decision

Neither of the Perm Central lines into Mackinaw City
is recommended for inclusion in the ConRail System,
although Detroit & Mackinac Ry. has expressed
interest in acquiring the Penn Central line from Che-
boygan to Mackinaw City. The D&M has not expressed
interest in the car-ferry service. A more detailed dis-
cussion of ferry services is contained in chapter 9.

Disposition

The Mackinac Transportation Co. car-ferry service is
not designated for transfer to Consolidated Rail Corp.
and is available for subsidy pursuant to section 304 of
the Act.

MIDLAND BRANCH

USRA Line No. 443

Penn Central

The Mackinac Transportation Co. operates railroad
car-ferry service extending from Mackinaw City to St.
Ignace, Mich, a distance of 8.7 miles, in Mackinac, Em-
met and Cheboygan Counties, Mich. This line connects
at Mackinaw City with the GR&I Branch of the Penn
Central extending south to Grand Rapids, and with the
Mackinaw Branch of the PC extending to Bay City (see
Line Nos. 454 and 441). At St. Ignace the line connects
with the Soo Line RR extending north to Trout Lake.

The Midland Branch, extending from Bay City
(Milepost 0.0) to Midland, Mich. (Milepost 1872), a dis-
tance of 18.2 miles, in Bay and Midland Counties,
Mich., a line which was recommended for inclusion on
page 535 of the Preliminary System Plan, shall be
offered for sale to the Grand Trunk Western, a profita-
ble railroad operating in the region. If this offer is not
accepted, the line shall be transferred to the Consoli-
dated Rail Corp.
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DENMARK JUNCTION BRANCH

USftA Line No. 444

Penn Central

.HUNGERr
10.0 miles

C&O to SaginawJ:
PC DENMARK
JUNCTION BRANCH

C&O to Bay Port

PC to Saginaw \ ,£, PC ID Colling
Vassar (Caro Junction)O'

f VassarY'**'^"*

C&O to Saginaw 7^ C&O to Port Huron

PC to Detroit

The Denmark Junction Branch, formerly part of the
New York Central RR, extends from Denmark Jv/nc-
tion (Milepost 91.1) to Munger, Mich. (Milepost
101.1), a distance of 10.0 miles, in Tuscola, Bay and
Saginaw Counties, Mich. This line is a branch of
the Saginaw-Vassar segment of the PC's Mackinaw
line (see Line Nos. 444a and 446a). The C&O line from
Saginaw to Bay Port, crosses at Reese.

Traffic and Operating Information

Stations (with .their 1973 carloads) served by this line:
Munger
Reese

128

Total carloads generated by the line — 214
Average carloads per week 4.1
Average carloads per milp 21.4
Average carloads per train 4.1
1073 operating Information:

Number of round trips per year 52
Estimated time per round trip <honrs)_ 3.0
Locomotive horsepower 2, 000
Train crew size 4

Public Comments on Preliminary System Plan

The Bay County Planning Commission reported the
following traffic data on this line:

Carloads

VSRA Oata User's data
Station:

Munger
Reese

121
86

121
106

Total 206 317

J. P. Burroughs and Son, Inc., reported it could have
used 58 more cars if they had been available; Gollin
Block and Supply Co., said it could have used 17 more
cars. This would bring the total carload figure to 392

MICHIGAN
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which the Commission stated the USRA maintained
was needed to make the line profitable.

J. P. Burroughs and Son, Inc., estimated a 10- 30
percent decrease in revenue if rail service were dis-
continued.

Super Food Service reported it would have to close if
rail service were not available.

The Chessie is interested in providing service only at
the Chessie intersection at Rcesp. (Note: The Chatsie
Sytstem disaffirmed intercut in thi* project.)

Information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload—

$90,480
$423

Variable (avoidable) cost of continued
service:

Oost Incurred on the branch line 78,683
Cost of upgrading branch lino to FRA Class

I: (1/10 of total upgrading cost) 0
Cost incurred beyond the branch line 52,265

Total variable (avoidable) cost 130,948

Net contribution (loss): total (40,518)
Average, per carload (1R9)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class 1 track, which has a
maximum safe operating speed of 10 m.p.h.).

Service to this lino generated a loss of $40.518 in 1973.
Recovery of this loss would require approximately a
110-percent increase in traffic or a 45-percent rate in-
crease. The existence of an additional 103 carloads in
1973, as indicated by the Bay County Planning Com-
mission, would reduce this loss to approximately $22,200.

Disposition

The Denmark Junction Branch is nnt designated for
transfer to Consolidated Rail Corp. and is available for
subsidy pursuant to section 304 of the Act. Public offi-
cials have recommended that certain rail rights-of-way
be used for other public purposes if rail service is dis-
continued. For line-specific recommendations, see sec-
tion C of this appendix.

PORTION OF MACKINAW BRANCH

USRA Line No. 444a

Penn Central

This portion of the Mackinaw Branch, formerly part
of the New York Central RR, extends from Vassar
(Milepost 86.2) to Denmark Junction, Mich. (Milepost
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PC to Saginaw—7

C&O to Saginaw

Vassar (Caro Junction)-^

VASSAR

170

PC to Detroit-*

PC to Hunger

PORTION OF MACKINAW

BRANCH, PC

4.—4.9 miles

to Colling

\ C&O to Port Huron
>•

91.1), a distance of 4.9 miles, in Tuscola County, Mich.
The Mackinaw Branch continues west to Saginaw, and
soutli to Oxford and Detroit (see Line Nos. 446a and
455). The Penn Central Branch to Munger comes in at
Denmark Junction, and the branch to Colling meets at
Vassar (see Line Nos. 444 and 438a). The C&O line to
Port Huron crosses at Vassa?.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Denmark Junction
Vassar

85
685

Total carloads generated by the line ------------ 780
Average carloads per week ---------------------------- 15. 0
Average carloads per mile _____________________________ 159. 2
Average carloads per train ---------------------------- 7. 8
1973 operating information :

Number of round trips per year ---------------------- 100
Estimated time per round trip (hours) -------------- 3.0
Locomotive horsepower ------------------------------ 2, 000
Train crew size ------------------------------------ 4

Public Comments on Preliminary System Plan

The Bay City Planning Commission testified that
user's data from Vassar showed 1,295 carloads in 1973.
They maintained that USRA incorrectly credited this
traffic to Line 445. Since there has not been regular serv-
ice on that line for several years and traffic to and from
Vassar moves through Denmark Junction, the Vassar-
to-Denmark Junction line is the proper line to accredit.

Wickes Agriculture stated that its traffic originating
from Vassar, 695 carloads in 1973, should be attributed
to this segment, not Line 445 as reported by USRA.
This company plans an 80-percent increase in volume,
contingent on continuation of rail service.

Weber Lumber & Millwork, Inc., reporting 94 car-
loads in 1974, would be forced to close or relocate with
loss of rail service. This would result in a loss of 34 jobs
and an annual payroll of $325,000.

Super Foods, which employ 113 persons at their Vas-
sar facility, would be forced to close should rail service
be discontinued.

Information for Line-Transfer Decision

Revenue received by PC $156,522
Average revenue per carload $201

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 68,457
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost)- 0
Cost incurred beyond the branch line 135, 276

Total variable (avoidable) cost 203,733

Net contribution (loss) : total (47,211)
Average per carload (61)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

This line was reanalyzed including the traffic gen-
erated at Vassar which was assigned to Line No. 445 in
the Preliminary System Plan. The report of 1,295 car-
loads generated at Vassar could not be verified. This
traffic may include cars generated on the C&O.

Service to this line generated a loss of $47,211 in
1973. Recovery of this loss would require approxi-
mately a threefold increase in traffic or a 30-percent
rate increase. Although the shippers served by this line
have provided information indicating some traffic
growth, the projected traffic level is significantly less
than that required for viability.

Disposition

This portion of the Mackinaw Branch is not desig-
nated 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 discontinued. For line-specific recommenda-
tions, see section C of this appendix.

The portion of this line necessary to serve the traffic
generated at Vassar shall be offered for sale to the
Chessie System. This sale would preserve rail service to
an estimated 695 carloads or approximately 89 percent
of the traffic generated on this line.

PORTION OF PC MACKINAW BRANCH

USRA Line No. 445

Penn Central

This portion of the Mackinaw Branch, formerly part
of the New York Central RR, extends from MiUington
(Milepost 79.6) to Vassar, Mich. (Milepost 86.2), a dis-
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Denmark JunctionV ^fTpC to Colling

C&O to Saginaw
VASSAR

PORTIOM OF PC
MACKINAW BRANCH

Vassar (Caro Junction)

'••*.

C&O to Port Huron

4-6.6 miles

MILLINGTON

PC to Detroit

lance of 6.6' miles, in Tuscola County, Mich. This seg-
ment formed part of tta through Detroit-to-Sagina-w
line. At Vassar. Perm Central lines from Denmark
Junction and Coiling: converge (see Line Nos. 438a,
444a and 445a). At Vassar this line connects with the
Chesapeake & Ohio's Port Huron-to-Saginaw line.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Millington 84

Total carloads generated by the line 34
Average carloads per week 0. t
Average carloads per mile 5.2
Average carloads per train 0.7
1073 operating information:

Number of round trips per year 52
Estimated time per round trip (hours) 4.0
Locomotive horsepower 2,000
Train crew size 4

Public Comments on Preliminary System Plan

"Wickcs Agriculture', testified that their traffic in
Vassar, 695 carloads in 1973, should be applied to line
444a. It should not have, beon credited to this line be-
cause there has not been regular through traffic here in'
several years.

Super Foods, employing 57 persons at their Milling-
ton facility, would be forced to close their operation
should rail service be discontinued.

The, Chessie is interested in serving customers at
Vussar only.

Information for Line-Transfer Decision

Revenue received by PC. $18,312
Average revenue per carload $539

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 55,089
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading costi__ 12,038

Cost incurred beyond the branch line 12,243

Total variable (avoidable) cost 79,970

Net contribution (loss): total (61,658)
Average per carload (1,813)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 3.195 crossties {an average of
484 crossties per mile).

As indicated in the ESPO testimony, Vassar traffic
should have been on Line No. 444a.

Service to this line generated a loss of $61,658 in
1973. Recovery of this loss would require approximately
a tenfold increase in traffic or a 337-percent rate in-
crease.

Disposition

This portion of the Mackinaw Branch is not desig-
nated for transfer to Consolidated Rail Corp. and is
available for subsidy piirsuant to section 304 of the Act.
Public officials have recommended that certain rail
rights-of-way be used for public purposes i f rail service
is discontinued. For line-specific recommendations, see
section 0 of this ap]«aidix.

PORTION OF MACKINAW BRANCH

USRA Line No. 445o

Penn Central

PC to Vassar ^
and Saginaw *

19.8 miles-

GTW to Chicago

MILLINGTON

4—PORTION OF
MACKINAW
BRANCH, PC

LAPEER JUNCTION

PC to Detroit-^ GTW to Port Huron
\

This portion of the Mackinaw Branch, formerly part
of the New York Central RR, extends from Milling-
ton (Milepost 79.6) to Lapeer Junction. MicK. (Mile-
post 59.8). a distance of 19.8 miles, in Lapeer and Tus-
cola Counties, Mich.
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Public Comments on Preliminary System Plan
No specific information concerning this line was pro-

vided at the hearings conducted by the Rail Services
Planning Office as reflected in their report entitled
"Evaluation of the U.S. Railway Association's Pre-
liminary System Plan."

Information for Line-Transfer Decision
This line does not directly serve any patrons but is

occasionally used as an overhead line.

Disposition
This portion of the Mackinaw Branch is not desig-

nated 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 discontinued. For line-specific recommenda-
tions, see section C of this appendix.

PORTION OF MACKINAW BRANCH

USRA Line No. 445b

Penn Central

PC to
Saginaw — 1 1

LAPEER
JUNCTION

GTW to Port Huron

GTWto Flint

PORTION OF
PC MACKINAW
BRANCH

GTW to Pontiac

-16.2 miles

«-GTWto
I ml ay City

OXFORD

PC to Detroit

'This portion of the Mackinaw Branch, formerly part
of the New York Central RR, extends from Oxford
(Milepost 43.6) to Lapeer Junction, Mich. (Milepost
59.8), a distance of 16.2 miles, in Lapeer and Oakland
Counties, Mich. This line is part of Penn Central's
Detroit-to-Mackinaw City Mackinaw Branch (see Line
Nos. 688 and 445a). It connects at Lapeer Junction
with the Grand Trunk Western's Main Line to Port
Huron and at Oxford with their line to Pontiac.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Metamora 22
Lapeer 380

Total carloads generated by the line 402

Average carloads per week ' 7.7
Average carloads per mile 24.8
Average carloads per train 8.0
1073 operating information:

Number of round trips per year 50
Estimated time per round trip (hours) 6.5
Locomotive horsepower 2, 000
Train crew size 4

Public Comments on Preliminary System Plan

The Lapeer Rail Service Research Committee testified
that this line should be considered together with Line
No. 688: not to do so is "unrealistic and irrational." The
Committee found that lack of rail service would cause
the direct loss of 150 positions and of payroll and other
expenditures throughout the Metamora and Lapeer area
of $1,370,000 a year.

The Metamora Products Corp. testified that they had
recently invested $50,000 in a materials handling system
for plastic pellets which can only be served by a rail
siding.

The Union Camp Corp. testified that it shipped and
received 146 carloads for 1973; Church's Lumber Yard
reported 44 carloads for the same period.

The Michigan Department of Agriculture stated that
the retention of this line is vital to the agricultural needs
of the State.

Pending further study and negotiation, GTW pro-
poses to serve customers at Lapeer only.

Information for Line-Transfer Decision

Revenue received by PC $127,112
Average revenue per carload $316

Variable (avoidable) cost of continued
serlvce:

Coct incurred on the branch line 133,686
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 85,735

Cost Incurred beyond the branch line— 82,070

Total variable (avoidable) cost 251,491

Net contribution (loss): total (124,379)
Average per carload (309)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 8,094 crossties (an average
of 499 crossties per mile).

It was suggested that this line be combined with Line
No. 688. The two lines fail the viability criteria sep-
arately and they failed when combined.



Service to this line generated a loss of $124,379 in
1973. Recovery of this loss would require approximately
a threefold increase in traffic or a US-percent rate,
increase.

Disposition

This portion of the Mackinaw Branch is not desig-
nated 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 discontinued. For line-specific recommenda-
tions, see section C of this appendix.

The portion of this line from Milepost 43.6 to Mile-
post 45.0 and the portion of this line necessary to serve
the traffic generated at Lapcer shall be offered for sale
to the Grand Trunk Western RR. This sale would pre-
serve rail service to an estimated 380 carloads or approx-
imately 95 percent of the traffic generated on this line.

PORTION OF MACKINAW BRANCH

USRA Line No. 446

Penn Central

This portion of the Mackinaw Branch, extending
from Harger (Milepost 17.7) toSaffinaw, Mich. (Mile-
post 20.7), a distance o" 3.0 miles, in Saginaw County,
Mich., a lino which was recommended for inclusion on
page 540 of the Preliminary System Plan, shall be
offered for sale to the Grand Trunk Western RR, a
profitable railroad operating in the Region. If this offer
is not accepted, the line shall be transferred to the
Consolidated Rail Corp.

PORTION OF MACKINAW BRANCH

USRA Line No. 446a

Penn Central

This portion of the Mackinaw Branch, extending
from Denmark Junction (Milepost 4.0) to Ilarger.
Mich. (Milppost 17.7), a distance of 12.8 miles, in Tus-
cola- and Saginaw Counties. Mich., a line which was
recommended for inclusion on page 540 of the Prelimi-
nary System Plan, shall be offered for sale to the Grand
Trunk Western RR, a profitable railroad operating in
the Region. If this offer is not accepted, the line shall be
transferred to the Consolidated Rail Corp.
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PORTION OF MACKINAW BRANCH

USRA Line No. 447/447a/447b

Penn Central

This portion of the, Mackinaw Branch, extending
from tiayinav* (Milepost 98.1) to Bay City (Milepost
114.6). a distance of 1G.5 ntilttft. in Saginaw and Bay
Counties, Mich., a line which was recommended for
inclusion on page 541 of the Preliminary System Plan,
shall be offered for sale to the Grand Trunk Western
RR, a profitable railroad operating in the Region. If
this offer i? not accepted, the. line shall be transferred
to the Consolidated Rail Corp.

PORTION OF GRAND RAPIDS BRANCH

USRA Line No. 451/452/453

Penn Central

PC to Grand Rapids
.MP94.5

GRAND RAPIDS
(KALAMAZOO AVENUE)
MP83.I

PORTION OF
"GRAND RAPIDS

BRANCH, PC
..•*«— GTW to Lansing

Creek

Eaton Rapids MP 24.5

Charlotte |<_pc to Lansing

I and Saginaw

PC Lansing Branch
at Eaton RSap,ds

RIVES JUNCTION

I

l« — PC to Jackson

This portion of the Grand Rapids Branch, formerly
part of the Xew York Central RR, extends from Rives
Junction (Milepost 10.6) to Grand Ilapids, Mi-ch. (Mile-
post 8S.1), a distance of 77.5 miles, in Kent, Barry,
Eaton. Ingham and Jackson Counties. Mich. This line
connects with the Saginaw Branch (see line Xo. 455) at
Rives Junction. The Saginaw Branch (see Line No.
455) and an industrial spur at Eaton Rapids (see Line
No. 449) are also under study in this Report. The main
line of the Grand Trunk Western crosses at Charlotte.
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Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Onondaga
Eaton Rapids
Charlotte
Chester
Vermontville
Nashville
Hastings
Middleville
Caledonia
Dutton

174

453
2

80
14

204
8

97
14

Total carloads generated by the line 1,564
Average carloads per week 30.1
Average carloads per mile 20.2
Average carloads per train 15.6
1973 operating information:

Number of round trips per year 100
Estimated time per round trip (hours) 11.5
Locomotive horsepower 4,000
Train crew size 4

Public Comments on Preliminary System Plan

On March 14, 1975, the United States Railway As-
sociation announced that the portion of this line from
Rives Junction (Milepost 10.6) to Eaton Rapids (Mile-
post 24.5) had been reevaluated and found eligible for
inclusion in the ConRail System.

Valley Shippers Association reported businesses with
1,528 carloads in 1973. These shippers could have used
410 more cars if they had been available.

Since 1973, two new firms at Dutton have been pro-
ducing 100 car loads annually.

White Products Corp. in Middleville finds it nec-
essary to truck 200 carloads per month to Grand Rapids
for shipment by rail. They cite the undependable service
received on this line at Middleville.

The Association stated that the needs of White
Products Corp., demands of new businesses and the 410
additional cars would increase the traffic level by 200
percent.

The Valley Shippers took exception to maintenance
costs reported by USRA. Their estimate was one-seventh
the figure given in the Plan.

The Michigan Department of Highways and Trans-
portation reported that this line was one of the more
profitable in the state.

The Eaton Farm Bureau reported that grain receiv-
ing terminals were not equipped to handle large
amounts of tonnage by truck, nor could the highway
system accommodate an increase over the present level
of motor carrier. Due to the unavailability of cars in
1973, Eaton lost grain to other mills. They will com-
plete a plant expansion by mid-1975 which will increase
their carloads to 195.

Long Bean & Grain Co. testified that they were forced
to close for a month last year due to the unavailability
of cars. They shipped 159 carloads in 1973.

The E. W. Bliss Co. produces machinery that can
only be moved profitably by rail. To disassemble this
apparatus, ship by another mode and then reassem-
ble, shipping would result in an additional cost of $1,150
per unit to be incurred by the consumer. This would
place the company at a severe competitive disadvantage.

Testimony stated that users would have shipped
many more carloads over this line if the PC had been
able to provide cars on request and to furnish regular
rail service.

The Department of the Interior had identified this
line as having potential access to outdoor recreation
areas if discontinued.

Pending further study and negotiation GTW pro-
poses to serve customers at the station of Charlotte
only.

Michigan Packing Co. shipped 474 carloads in 1973.
They plan to double their capacity, pending the out-
come of the rail reorganization.

Information for Line-Transfer Decision

Revenue received by PC $609,771
Average revenue per carload

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line 679,810
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) 0
Cost Incurred beyond, the branch line.. 342,219

Total variable (avoidable) cost 1,022,029

Net contribution (loss): total-
Average per carload

(412,258)
(264)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.)

Michigan DOT suggested assigning all Grand Rapids
traffic to this line. This action would involve cross-sub-
sidization and was not undertaken. In addition, there
is no Grand Rapids traffic on this line as defined.

Although service to the entire line generates a loss,
service to that portion of the line from Milepost 10.6
to Milepost 24.5 (serving shippers at Eaton Rapids who
generated 692 carloads in 1973) would generate $280,956
in revenue and $303,635 in costs with a resulting loss of
$22,679 or $33 per carload. Service to this portion of
the line would be viable with an 18-percent increase in
traffic or an 8-percent rate increase over the 1973 levels.

Service to the remainder of the line (from Milepost
24.5 to Milepost 88.1 serving shippers at Charlotte,
Chester, Vermontville, Nashville, Hastings, Middleville,
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Caledonia and Dutton who generated 872 carloads in
1973) would generate 8328,815 in revenue and $741.964
in costs with a resulting loss of $413,149. Recovery of
costs would require approximately a threefold increase
in traffic or a l'2f>-percent rate increase over the 1973
levels.

Disposition

The portion of the Grand Rapids Branch from Mile-
post 10.6 to Milepost 24.5 shall be transferred to the
Consolidated Rail Corp.

The portion of the. Grand Rapids Branch from Mile-
post 24.5 to Milpposl 88.1 is tiot designated for transfer
to Consolidated Rail Corp. and is available for subsidy
pursuant to section 804 of the Act. Public officials have
recommended that certain rail rights-of-way be used for
other public purposes if rail service is discontinued.
For line-specific recommendations, see section C of this
appendix.

The portion of this line1 necessary to serve the traffic
generated at Charlotte shall be offered for sale to the
Graml Tnink Wcsteni RR. This sale would preserve
rail service to an estimated 45J3 carloads or approxi-
mately r>ii percent of the traffic generated on this line.

PORTION OF THE GR&I BRANCH

USRA Line No. 454

Penn Central

This portion of the GR&I Branch, formerly part
of the Pennsylvania RR, extends from Cadillac (Mile-
post 331.8) to Mackinaw City, Mich. (Milepost 459.8),
a distance of 128.0 mile*, in Wexford. Kalkaska, Grand
Traverse. Antrim. Emmet, Charle-voix and Cheboygan
Counties. Mich. This line is the northern portion
of Penn Central's GR&I branch. The line extends south
to Grand Rapids (sec Line. Xo. 454a). At Walton Junc-
tion the PC Traverse City Secondary Track diverges,
and at Cadillac the. Ann Arbor RR connects (see Line
Nos. 470 and 1301). At Missaukep Junction, the Cadillac
& Lake City Ry. connects, and at Boyne Falls the Boyne
City RR connects.

Traffic and Operating Information

Stations (with their 1073 carloads) served l>y this line:
Cadillac
Missunkpe Junction.
Mnnton ... .
Walton Junction
Fife Lake
South lioanlman _
Kalkaska
Antrim .

271
155
73
20
2

05
351

MICHIGAN
454

Mackinac Transportation Co.
(PC) Ferry to St. Ignace

ri
MACKINAW CITY

to Bay Ci ty

C*0 to Traverse City

Boyne City RR to Boyne City Falls

PC „!»».„. c,tt *-SffBMS,.K
Walton

AA to Frankfort

PC to Grand ̂  \
Rapids

Cadillac A Lake City
Ry to Lake City

fMissaukee Junction

••^ICADILLAC

•>$— AA to Toledo

Maneelona __
Alba
Elmira
Boyne Falls.

40
1

29
56

Petoskey 237
Kegomic 8
Alanson 0
Pollston . 34

0

Total carloads generated by Uie line 1,384
Average carloads per week 20.6
Average carloads per mile 10.8
Average carloads per train 27.7
1973 operating information:

Number of round trips per year 50
Estimated time iwr round trip (houra) 24
Locomotive- horsepuwtr 4,000
Train crew size 4

Public Comments on Preliminary System Plan

Michigan Consolidated Gas- Co. testified that system
average costs were, higher than the cost of the line in-
volved. They pointed out that substantial new traffic
would be generated by new gas and oil discoveries on the
line. Weather conditions render year round motor car-
rier service difficult.

Halliburton Services stressed their potential growth
and future, expansion plans.
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West Side Salvage, at Petoskey, ships 20-25 carloads
a year. They testified that they would be forced out of
business without rail service. Motor carriers are not able
to move their shipments.

Loss of service over this line would put 150 persons
out of work at McLaughlin Co.

The Cadillac Area Chamber of Commerce estimated
a loss of at least 2,500 jobs if rail service were discon-
tinued.

The Director of Planning for Charlevoix County
testified that loss of rail service would jeopardize the
competitive nature of firms on this segment. It would
also dim prospects in attracting new industrial and
commercial investors to the area.

Northern Propane Gas Co. stated that its Cadillac
Plant received 72 tank cars last year. If frequency of
rail service were increased, virtually all of its propane
gas would be received by rail.

The Department of the Interior has identified this
line as having potential as an urban access to outdoor
recreational areas. It also is claimed to have the best
recreation potential if rail service is abandoned.

Michigan Dcpt. of Commerce stated 606 carloads were
generated in Cadillac. (Note: this traffic volume includes
traffic generated on the Ann Arbor.)

As a result of a 304(f) abandonment notice, USRA
has received correspondence from a wide cross-section
of people. Governor Milliken stated that public hear-
ings will be held both for USRA's preliminary plan
and the State's own preliminary plan, and that no
abandonments should take place until Michigan's plan
is final. This action will preserve the State's option to
seek Title Four rail subsidy funds. The Michigan Asso-
ciation of Railroad Passengers objected to the aban-
donment and expressed the hope that the State's Rail
Bond Issue could be used to restore passenger service
on the Grand Rapids to Mackinaw City line. Inco
Services, Northern Propane Gas (Cadillac) and the
Northwest Michigan Planning Commission also filed
letters of objection. Inco Services said that they had
2 years to run on a contract for a warehouse at Kalkaska
where delivery pipe is received.

Information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload.

$542,178

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 943,135
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 225,423

Cost incurred beyond the branch line— 276,809

Total variable (avoidable) cost 1,445,367

Net contribution (loss) : total-
Average per carload (653)

(903,189)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 38,846 crossties (an average of
303 crossties per mile).

Service to this line generated a loss of $903,189 in
1973. Recovery of this loss would require approximately
a threefold increase in traffic or a 167-percent rate in-
crease. Although the shippers served by this line have
provided information indicating some traffic growth,
the projected traffic level is significantly less than that
required for viability.

Disposition

This portion of the GR&I Branch is not designated
for transfer to Consolidated Rail Corp. and is avail-
able for subsidy pursuant to section 304 of the Act.
Public officials have recommended that certain rail
rights-of-\vay be used for other public purposes if rail
service is discontinued. 'For line-specific recommenda-
tions, see section C of this appendix.

PORTION OF GR&I BRANCH

USRA Line No. 454a

Penn Central

This portion of the GR&I Branch, formerly part of
the Pennsylvania RR, extends from Cedar Springs
(Milepost 257.9) to Cadillac, Mich. (Milepost 331.8), a
distance of 73.9 miles, in Mecosta, Kent, Montcalm,
Osceola and Wexford Counties, Mich. This line is
a segment of the Penn Central's Grand Rapids & In-
diana Branch (see Line Nos. 454 and 461). At Reed
City, the C&O Ludington-Saginaw line crosses and at
Cadillac the Ann Arbor Railroad (see Line No. 1301)
crosses en route from Toledo and Owosso to Frankfort.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Sand Lake 8
Pierson 9
Howard City 3
Morley 0
Stamvood •=-!' 15
Big Rapids HI
Reed City 82
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AA to Frankfort-* N
PC to Traverse City
and Mackinaw City

CADILLAC

N,
AA to Toledo

'Reed City

*C&O to Ludington I £
C&O to Saginaw

73.9 miles —"*!*—PORTION OF PC

CEDAR SPRINGS * GR&I BRANCH

MP 257.9 ^Cedar Springs

PC to Grand Rapids

Leroy .
Tustin

7
Z

Total carloads generated by the line 237
Average carloads per week 4.6
Average carloads per mile 3.2
Average carloads per train 4.7
1973 operating information:

Number of round trips per year 50
Estimated time per round trip (hours) 12.0
Locomotive horsepower 4,000
Train crew size 4

Public Comments on Preliminary System Plan

Michigan Consolidated Gas Co.' testified that sub-
stantial increases in traffic would be generated by new
gas and oil discoveries along the line. They forecast in-
creased freight revenues in their plans for pipeline
expansion.

The Northwest Michigan Regional Planning and
Development Commission cited the lack of direct high-
way linkage with downstatc metropolitan areas. This
could affect available marketing of manufactured goods.
Additional traffic on existing highways would require
major road improvement.

Martin Marietta shipped 725 carloads in 1974.
The (Jhessie is interested in serving customers at

Reed City only. (Note: The. Chessie System has dis-
affirmed interest in this project.)

Information for Line-Transfer Decision

Revenue received by PC $71,078
Average revenue per carload 5300

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 517,728
Cost of upgrading branch lino to FRA

Class I: (1/10 of total upgrading
cost) 126,451

Cost incurred beyond the branch line— 46.158

Total variable (avoidable) cost 600,337

Net contribution (loss) : total- (619,264)
Average per carload (2,613)

This line would require upgrading to meet the re-
quirements of the'Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 20,118 crossties (an average
of 272 crossties per mile).

Service to this line generated a loss of $619,264 in
1973. Recovery of this loss would require approximately
a twenty-fivefold increase in traffic or an 871-percent
rate increase. Although the shippers served by this line
have provided information indicating some traffic
growth, the projected traffic level is significantly less
than that required for viability.

Disposition

This portion of the GR&I Branch is not designated
for transfer to Consolidated Rail Corp. and is avail-
able 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 discontinued. For line-specific recommenda-
tions, see section C of this appendix.

PORTION OF THE SAGINAW BRANCH

USftA Line No. 455

Penn Central

This portion of the Saginaw Branch, extending from
Jackson (Milepost 0.0) to Lansing, Mich. (Milepost
40.0), a distance of 40.0 miles, in Jackson, Ingham, Clin-
ton. Shiawassee and Saginaw Counties, Mich., a line
which was recommended for inclusion on page 545 of
the Preliminary System Plan, shall be transferred to
the Consolidated Rail Corp.

PORTION OF THE SAGINAW BRANCH

USftA Line No. 455a

Penn Central

This portion of the Saginaw Branch, formerly part
of the New York Central RR, extends from Landing
(Milepost 40.0) to Saginaw (Milepost 91.8), a distance
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C&O to Alma
PC to Saginaw

Raines.

AA to Frankfort -»\

GTW to Grand Rapids \

PORTION SAGINAW
BRANCH. PC

SAGINAW
(SWAN CREEK)
MP9I.8

to Toledo
"-?.:.— •

\ '"•
. 8 miles GTW to Durand

C&O to Grand Rapids

North Lansing

t
GTW to Chicago

to Port Huron

C«0 to Detroit

•4- PC to Jackson

of 51.8 miles, in Clinton, Shiawassee, and Saginaw
Counties, Mich. At Lansing, this line connects with the
southern portion of the Saginaw Branch (see Line No.
455). At Saginaw, this line connects with the PC lines
to Bay City and to Vassar (see Line Nos. 447/447a/
447b and 446). The Grand Trunk Western and the Ann
Arbor (see Line Nos. 1300 and 1301) cross this branch
at Owosso. Other carriers with which the PC branch
connects include the C&O and GTW at both Lansing
and Saginaw.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Bath 0
Laingsburg 5
Bennington 1
Owosao 222
Henderson 91
Oakley 25
Ghesaning 249
Fergus 10
St. Charles 29

Total carloads generated by the line 632
Average carloads per week 12.2
Average carloads per mile 12.2
Average carloads per train 4.1
1973 operating Information:

Number of round trips per year 156
Estimated time per round trip (hours) & 0
Locomotive horsepower 2,500
Train crew size 4

Public Comments on Preliminary System Plan

Consumers Power Co. testified that this line is essen-
tial in the movement of 1.4 million tons of coal to its

plant in Essexville from Sunny Hill, Ohio, moving
north on the Ann Arbor to Owosso and then to the Bay
City area. They feel the Toledo-Owosso-Bay City rail
route is in their best interest as it is shorter, less con-
gested than the suggested ConRail route through
Lansing and Jackson. They stated it was essential to
have two carriers serving the Tri-City area (Saginaw,
Bay City and Midland) and felt confident that the vol-
ume of traffic would permit profitable operation by two
carriers.

Dow Chemical Co. testified that this line was essen-
tial in their transport of 10,000 carloads of coal an-
nually to their plant in Midland from Toledo via
Owosso.

Wickes Agriculture testified that their Chesaning op-
eration shipped 12 hopper cars in 1973,29 in 1974; their
Henderson operation shipped 83 hopper and boxcars
in 1973,115 in 1974. Expansion plans call for a produc-
tion increase from 365,000 bushels in 1974 to 700,000
bushels contingent on rail service.

The Chesaning Chamber of Commerce stated that
290 carloads were shipped or received in the township
during 1973 and that many businesses in the area pro-
ject a 20 to 50 percent increase in rail use. All rail users
in the township stated they could not remain competi-
tive without rail service.

The Chesaning Chamber of Commerce reported that
they are working with the Michigan Department of
Commerce in the location of a large midwestern firm
which would employ a minimum of 200 people and pro-
vide a $7 to $8 million tax base to the area, contingent
on adequate rail service of 50 carloads per week.

Information for Line-Transfer Decision

Revenue received by PC $288,416
Average revenue per carload $456

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 424,633
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 0

Cost Incurred beyond the branch line— 151,692

Total variable (avoidable) cost 576,325

Net contribution (loss): total (287,909)
Average per carload (456)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). This line
was redefined to allow service to all shippers at Sag-
inaw. The addition of 44 more carloads at Chesaning
would not make this line viable. The unit coal trains to
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Essexville and Midland will be rerouted via Grand
Trunk Western.

Service to this line generated a loss of $287.909 in
1973. Recovery of this loss would require approxi-
mately a twofold increase in traffic or a 100-percent rate
increase.

Disposition

This portion of the Saginaw Branch is not designated
for transfer to Consolidated Bail Corp. and is avail-
able 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 discontinued. For line-specific recommenda-
tions, see section C of this appendix.

The portion of this line necessary to serve the traffic
generated at Owosso shall be offered for sale to the
Grand Trunk Western EB. This sale would preserve
rail service to an estimated 222 carloads or approxi-
mately 35 percent of the traffic generated on this line.

// the GTW does not acquire Line Nos. 443,446 and
447, and if ConEail cannot obtain trackage rights over
another carrier in ordei1 to serve these, threo lines, the
portion of this line from Owoeso to Saginaw shall be
transferred to Consolidated Eail Corp.

PORTION OF GR&I BRANCH

USRA Line No. 456/457/458

Penn Central

PC to Kalamazoo

-GTW to Port Huron

*Vicksburg

VICKSBURGMP 171.9GTW to Chicago

PORTION OF GR&I BRANCH. PC -»

IWasepi _. — — "S
• ™"™~- — —JV^"" '

PC to Three Rivers
and Elkhart

22.3 miles

PC to Jackson

PC to White Pigeon
and Elkhart

STURGISMP 150.4

Hillsdale

STURGISMP 147.2

T

f YShlrgYT *~- PC to

I INDIANA STATE LINE

I
)4—PCtoKendallville, Ind.

This portion of the GE&I Branch, formerly part
of the Pennsylvania EE. extends from the Indiana State
Line (Milepost 146.4) to Vicfalurg, Mich. (Milepost
171.9) (except for Milepost 147.2 to Milepost 150.4 at
Sturgis, which is now part of Line No. 692a/693a),
a distance of 22.3 miles, in St. Joseph and Kalamazoo
Counties, Mich. At Vicksburg the Grand Trunk West-
ern EE crosses. At Wasepi, the Penn Central's Three
Eivers-Jackson-Elkhart Branch crosses (see Line No.
473) and at Sturgis the line from Elkhart to Hillsdale
intersects the GR&I Branch (see Line No. 692a/693a).
The crossing at Wasepi has been removed and the north-
ern portion of this line has been connected to the PC's
Elkhart-Jackson line to allow through movement:
Wasepi-Three Eivers-Kalamazoo. At Vicksburg, the
line continues north to Kalamazoo (sec Line No. 459/
459a) and at the state line it continues south to Ken-
dallville, Ind. (see Line No. 418).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line :
Xottawa 5
Mendon 94

Total carloads generated by the line 99
Average carloads per week 1.9
Average carloads per mile 4.4
Average carloads per train 1.8
1973 operating Information:

Number of round trips per year 62
Estimated time per round trip (hours) 2.2
Locomotive horsepower 1,000
Train crew size 4

Public Comments on Preliminary System Plan

Alden Peterson, director of industrial development
for the city of Sturgis, testified that the actual carloads
on this line were 1,627 in 1973 and 1,812 in 1974. Pro-
jected carloads for 1975 are 2.917. None of the 903 car-
loads at Vicksburg were credited to this segment. Fur-
ther, since Penn Central has removed .7 mile of track
at Wasepi. it is impossible for any train to make the
complete run from state line to Vicksburg.

Mr. Peterson pioposed service from the state line to
Nottawa (11.1 mi.). If 1,473 carloads were generated
on this proposed segment, the result would be an average
profit of $140 per carload.

Mr. James Peterson of Borden Chemical, stated that
the Wasepi to Vicksburg portion is served by switch
trains from the Kalamazoo yard to Wasepi and ter-
minate at Three Eivers Junction. Operations personnel
of the Penn Central have not supported the abandon-
ment of this portion because of ease of operation. With-
out the Kalamazoo-Wasepi line, the switch engine would
deadhead from Three Eivers Junction to Kalamazoo.
Therefore, the only avoidable cost of providing service
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between Kalamazoo and Wasepi is the maintenance-of-
way cost.

The city of Sturgis testified that over one-half of its
4,400 industrial jobs would be lost if rail service were
discontinued. The city generated 1,473 carloads in 1973,
and 1,630 in 1974. Investments have been made in a new
industrial park which would be dependent on rail serv-
ice.

Sturgis Iron & Metal testified that delays by PC
in installing siding have cost the company $18.500, and
increased transportation costs.

Information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload-

$34,537

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 145,589
Cost of upgrading branch line to FBA

Class I: (1/10 of total upgrading cost) _ 42,073
Cost incurred beyond the branch line 16,050

Total variable (avoidable) cost

Net contribution (loss): total.

203,712

(169,175)
Average per carload (1, 709)

This line would require upgrading to meet the require-
ments of the Federal Kail road Administration's mini-
mum safety standards (Class I track, which has a maxi-
mum safe operating speed of 10 m.p.h.). Based on avail-
able information, this upgrading would include the re-
placement of a total of 7,000 crossties (an average of 324
crossties per mile). This line was reanalyzed as the por-
tion between Milepost 158.9 and 159.6 is out of service
and the track has been removed. Shippers at Sturgis
between Mileposts 147.2 and 150.4 will receive service
from Line No. 692a/693a.

Service to this line generated a loss of $169,175 in
1973. Recovery of this loss would require approximately
a tenfold increase in traffic or a 490-percent rate
increase.

Disposition

The portions of the GR&I Branch from Milepost
146.4 to Milepost 147.2 and from Milepost 150.4 to
Milepost 171.9 are not designated for transfer to Con-
solidated Rail Corp. and is available for subsidy pur-
suant 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 discontinued.
For line-specific recommendations, see section C of this
appendix.

PORTION OF KALAMAZOO BRANCH

USRA Line No.458a

Penn Central

This portion of the Kalamazoo Branch, extending
from Three Rivers (Milepost 9.5) to Kalamazoo (South
Yard), Mich. (Milepost 34.1), a distance of 24-6 miles,
in Kalamazoo and Saint Joseph Counties, Mich., a
line which was recommended for inclusion on page 548
of the Preliminary System Plan, shall be transferred to
the Consolidated Rail Corp.

PORTION OF GR&I BRANCH

USRA Line No. 459/459a

Penn Central

This portion of the GR&I Branch, extending from
Vicksburg (Milepost 171.9) to Kalamazoo, Mich. (Mile-
post 185.4), a distance of 13£ miles, in Kalamazoo
County, Mich., a line which was recommended for in-
clusion on page 548 of the Preliminary System Plan,
shall be transferred to the Consolidated Rail Corp.

PORTION OF GR&I BRANCH

USRA Line No. 460

Penn Central

This portion of the GR&I Branch, extending from
Plainwell (Milepost 196.7) to Grand Rapids (Fisher
Block Limit Station), Mich. (Milepost 227.5), a dis-
tance of 30.8 miles, in Kent, Allegan and Kalamazoo
Counties, Mich., a line which was recommended for in-
clusion on page 549 of the Preliminary System Plan,
shall be transferred to the Consolidated Rail Corp.

PORTION OF GR&I BRANCH

USRA Line No. 461

Penn Central

This portion of the G.R. & I. Branch, formerly part
of the Pennsylvania RR. extends from Comstock Park
(Milepost 239.4) to Cedar Springs, Mich. (Milepost
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257.9), a distance of 18.5 miles, in Kent County, Mich.
This line is a segment of the Perm Central's Grand
Rapids & Indiana Branch (see Line Nos. 454a and 461a) .

Traffic and Operating Information

Stations (with their 1073 carloads) served by this line:
South Rockford ____________ ....... __________________ 74
Roukfurd __________________________________________ 160
Oeilnr Springs — _________________________________ 337
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continued. Its production would causa n. pollution prob-
lem if forced to locate in Woodville.

Additional transportation costs for "Wolverine World
Wide would be $25,000. The company would lose, the
only viable method for disposing of some of its scrap
leather.

The Department of the Interior has designated this
line as having potential for urban access to outdoor
recreation. It ha? recreation potential if the line is dis-
continued.

It appears that two locomotives were included in the
viability calculation.

Total carloads generated hy the line 580
Average carUinds per week 11.2
Averajie carloads per mllp 31.4
AvtTiipe carloads per train 11.8

19T3 operating information:
Number of round trips per year 60
Estimated time per round trip (hours) 6. 0
Locomotive horsepower 4,000
Train crew size 4

Public Comments on Preliminary System Plan

The Kail Service Research Committee testified that
there were 580 carloads in 1973. 998 in 1974, and pro-
jected that future usage will continue to increase to 1,100
carloads without new business.

A new shipper. Rockford Paper Inc., which projects
200 additional carloads annually, began shipments in
March of this year.

The Committee stated that 1973 was not a typical
year.

Testimony stated that the branch costs were overstated
by USRA.

The arbitrary segmentation of this branch discrimi-
nates against those shippers located l>eyond Comstock
Park.

Martin Marietta Chemicals testified that it would
close its plant at Cedar Springs if rail service were dis-

information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload.

$131,285
$226

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 153,022
Cost of upgrading branch line to FRA

Clans I: (1/10 of total upgrading
cost) 28,953

Cost incurred beyond the branch line 105,070

Total variable (avoidablej rost

Net contribution (loss): total
Average per carload

287, 045

(155,787)
(269)

This line would require upgrading to meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class I track, which has a max-
imum safe operating speed of 10 m.p.h.). Based on avail-
able information, this upgrading would include the re-
placement of a total of 5,036 crossties (an average of
272 crossties per mile).

At the request of the shippers, this line was reanalyzed
using 1974 traffic which was double the 1973 levels. It
was also analyzed as if service were from Grund Rapids
rather than from Cadillac. The number of locomotives
was reduced to 1. The analysis performed on this basis
generated a loss approximating the 1973 level. Service
to this line in 1973, resulted in the- loss of $155.787. Re-
covery of the involved costs would require a sixfold
increase in traffic or a 119-percent increase in rates over
the 1973 level.

Disposition

This portion of the GR&I Branch 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
discontinued. For line-speciiic recommendations, see
sect ion C of this appendix. '
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PORTION OF THE GR&I BRANCH

USRA Line No. 467 a

Penn Central

This portion of the GR&I Branch, extending from
Grand Rapids (Milepost 234.0) to Comstock Park,
Mich. (Milepost 239.4), a distance of 64 miles, in Kent
County, Mich., a line which was recommended for in-
clusion on page 551 of the Preliminary System Plan,
shall be transferred to the Consolidated Bail Corp.

PORTION OF KALAMAZOO BRANCH

USRA Line No. 463

Penn Central

This portion of the Kalamazoo Branch, extending
from Plainwell (Milepost 48.1) to Otsego,Mich. (Mile-
post 52.5), a distance of 4-4 miles, in Allegan County,
Mich., a line which was recommended for inclusion on
page 551 of the Preliminary System Plan, shall be
transferred to the Consolidated Bail Corp.

PORTION OF THE KALAMAZOO BRANCH

USRA Line No. 463a

Penn Central

This portion of the Kalamazoo Branch, formerly part
of the New York Central BE, extends from Otsego
(Milepost 52.5) to Dorr, Mich. (Milepost 77.0), a
distance of %.5 miles, in Kalamazoo and Allegan Coun-

I
\. PC to Grand Rapids

DORR

PORTION OF THE

KALAMAZOO

BRANCH. PC

PC to Grand Rapids

X
II

Allegan ^ .̂̂  AP,ainwell
OTSEGO Yv,

ties, Mich. Continuations of this line extend north-
ward from Dorr and southeastward from Otsego (see
Line Nos. 463b and 463).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Allegan
Hopkins
Dorr

26
23
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Total carloads generated by the line 204
Average carloads per week 3.9
Average carloads per mile , 8.3
Average carloads per train 4.6
1973 operating information:

Number of round trips per year 44
Estimated time per round trip (hours) 8
Locomotive horsepower 1, 750
Train crew size 3

Public Comments on Preliminary System Plan

No specific information concerning this line was pro-
vided at the hearings conducted by the Bail Services
Planning Office as reflected in their report entitled
"Evaluation of the U.S. Eailway Association's Prelimi-
nary System Plan."

Information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload.

$54,026
$265

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 179,157
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 22,073

Cost incurred beyond the branch line— 33,764

Total variable (avoidable) cost. 234,994

PC to Kalamazoo

Net contribution (loss): total (180,968)
Average per carload (887)

This line would require upgrading to meet the re-
quirements of the Federal Bailroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 792 crossties (an average
of 32 crossties per mile).

Service to this line generated a loss of $180,968 in
1973. Becovery of this loss would require approximately
a ninefold increase in traffic or a 335-percent rate
increase.

Disposition

This portion of the Kalamazoo Branch is not desig-
nated for transfer to Consolidated Bail Corp. and is
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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 discontinued. For line-specific recom-
mendations, see section C of this appendix.

PORTION OF THE KALAMAZOO BRANCH

USRA Line No. 463b

Penn Central

PC to Grand Rapids
I
I
1 BYRON CENTER

\ 5.6 miles

YXx PORTION OF THE
Vr KALAMAZOO BRANCH, PC

\DORR

\ PC to Kalamazoo

This portion of the Kalamazoo Branch, formerly
part of the New York Central RR. extends from Dorr
(Milepost 77.0) to Byron Center, Afwk.' (Milcpost
82.6), a distance of 5.6 miles, in Allegan and Kent
Counties. Midi. Continual iuns of this line extend south-
ward from UOIT and northward from Byron ('enter
(see Line Nos. 46">a and 463c).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Byron Center 41

Total enrloads generated by the line 41
Average carloads per week 0.8
Average carloads per mile 7.3
Average carloads per train 0.8
1973 operating information:

Number of round trips per year 6
Estimated time per round trip (hours) 1.0
Locomotive horsepower 1, 750
Train crew size 3

Public Comments on Preliminary System Plan

No information was provided at the hearings con-
ducted by the Rail Services Planning Office as reflected
in their report entitled ''Evaluation of the U.S. Rail-
way Association's Preliminary System Plan."

Information for Line-Transfer Decision

Revenue received by PC $8,735
Average revenue per carload $213

Variable (avoidable I cost of continued

MICHIGAN
463b, 463d

(lost incurred im Ihe branch line __________ 37, !>S2
Ciwt of iipgrfidiiiK branch line to KHA

Cliiss 1 : (1/10 of total upgrading «wt I - 3, S4K
Cost incurred beyond the branch lino _____ 5, 417

Total variable (avoidable) cost --------------- 46, 847

Net contribution (luss) : totiil (38.112)
Average per carload (930)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 181 orossties (an average of
32 crossties per mile).

Service to this line generated a loss of $38,113 in
1973. Recovery of this loss would require approximately
a twelvefold increase in traffic or a •i3G-perccnt rate
increase.

Disposition

This portion of the Kalamazoo Branch 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 discontinued. For line-specific recom-
mendations, see section C of this appendix.

PORTION OF THE KALAMAZOO BRANCH

USRA Line No. 463d

Penn Central

This portion of the Kalamazoo Branch, formerly part
of the New York Central RR. extends from Lamar
(Milepost 89.8) to Grand Rapids, Mich. (Milepost
94.r>). a distance of £.7 miles, in Kent County. Mich. A
conlinuation of this line extends southward from La-
mar (soe Line Xo. 46,'Jc). This line connects with the
Chicngo-to-Grund Rapids line of the Chesapeake &
Ohio at Lamar. In addition, this line connects with the
C&O. thr PC GR&T Branch and the PC line to Jackson
at Grund Rapids (see Line Nos. 461a, 400 and 451/
452/453).

Traffic and Operating Information
Stations {with their 1973 carloads) served by 1his line:

Grand Rapids' 826
Wentworth 3
Eagle Mills 40

Total rarloads generated by the line 860
Average carloads per week 16.7

Sei> footnote at end of tnblp.



MICHIGAN
464/465

184
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Average carloads per mile 184.9
Average carloads per train 8.4
1973 operating Information:

Number of round trips per year 104
Estimated time per round trip (hours) 4.5
Locomotive horsepower 1,200
Train crew size 4
1 Includes only traffic on segment.

Public Comments en Preliminary System Plan

Grand Eapids Gypsum Co. located at Eagle Mills
reported 1,385 tons for 1973 and 1,780 for 1974, adding
that they would have used rail for up to 25 percent
of their annual shipments of 60,000 tons had flat cars
been available.

Georgia Pacific Corp. testified that their Eagle Mills
facility generated 192 carloads in 1973 and 191 carloads
with a freight expenditure of $144,500 in 1974. The
Corporation also stated that there were other shippers
in the area in addition to Grand Rapids Gypsum Co.,
and suggested an additional study be undertaken to
determine the actual number of cars generated at Eagle
Mills but billed at Grand Rapids.

Information for Line-Transfer Decision
Revenue received by PC $259,830
Average revenue per carload $299

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 90,269
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 9,565

Cost incurred beyond the branch line— 185,053

Total variable (avoidable) cost 284,887

: total (25,057)
(29)

Net contribution
Average per carload

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 152 crossties.

This line was reanalyzed including traffic generated
on this line which is billed at Grand Rapids. This analy-
sis was undertaken on the portion from Grand Rapids
to the C&O crossing.

Although service to the entire line generates a loss,
service to that portion of the line from Milepost 94.5
to Milepost 91.3 (serving shippers at Grand Rapids
and Eagle Mills who generated 866 carloads in 1973)
would generate $259,221 in revenue and $252,247 in costs
with a resulting contribution of $6,974.

Service to the remainder of the line (from Milepost
91.3 to Milepost 89.8 serving shippers at Wentworth
who generated 3 carloads in 1973) would generate $609
in revenue and $15,552 in costs with a resulting loss of
$14,943. Recovery of costs would require approximately
a forty-eightfold increase in traffic or a 2,454-percent
rate increase over the 1973 levels.

Disposition

The portion of the Kalamazoo Branch from Milepost
91.3 to Milepost 94.5 shall be transferred to the Con-
solidated Rail Corp.

The portion of the Kalamazoo Branch from Milepost
89.8 to Milepost 91.3 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 discontinued.
For line-specific recommendations, see section C of this
appendix.

CHICAGO, KALAMAZOO & SAGINAW
BRANCH

VSRA Line No. 464/465

Penn Central

The Chicago, Kalamazoo & Saginaw Branch, form-
erly part of the New York Central RR, extends from
Richland Junction (Milepost 35.0) to Parchment (Mile-
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Information for Line-Transfer Decision
Revenue received by PC $56,674
Average revenue per carload |3S4

post 42.3) and from Richland (Milepost 0.0) to Doster,
Mich. (Milepost 8.1), a total distance of lo.4 miles, in
Kalamazoo and Barry Counties, Mich. This line con-
tinues from Parchment to Kalamazoo.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Richland 101
Doster 44

Total carloads generated by the line 145
Average carlouds per week 2. 8
Average carloads per mile 10.1
Average carloads per train 3.6
1973 operating information:

Number of round trips per year 40
Estimated time per round trip (hours) 5.5
Locomotive horsepower 1,500
Train crew size 4

Public Comments on Preliminary System Plan

The Brown Co. testified that their 1,745 carloads
should have been credited to this line.

The Michigan Department of State Highways and
Transportation concurred with the Brown Company.
The Department stated that USRA incorrectly in-
cluded the station at Highland Park on this segment.

Doster Lumber Co. reported their actual carloads
as 54 in 197.3.

Richland Farm Service Co. reported 38 carloads for
1973 and 21 for 1074. They noted that the highway
serving Richland has two turns which would be hazard-
ous for use by large semitrailers.

Richland Home Service Co. testified that truck service
would put them at a competitive disadvantage with
lumber firms in Kalamazoo.

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line .__ 103,157
Cost of upgrading branch line to FRA

Class I: (1/10) of total upgrading cost) 0
Cost Incurred beyond the branch line 35,657

Total variable (avoidable) cost 138,844

Net contribution (loss) : total (83,170)
Average per carload (574)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I trac-k, which has a
maximum safe operating speed of 10 m.p.h.).

Brown Company at Parchment is not located on this
lino segment. They are located on the line from Parch-
ment to Kalamazoo which will continue to receive rail
service.

In addition. Highland Park should not have been
included in the analysis of this line.

Service to this line generated a loss of $83,1?" in 1973.
Recovery of this loss would require approximately a
fivefold increase in traffic or a 149-ptireent v.ui>. increase.
The existence of an additional 10 cnrloads on thU line
in 1973, as indicated in the testimony, would reduce this
loss to approximately $81.800.

Disposition
The Chicago, Kalamazoo & Saginaw Branch is not

designated for transfer to Consolidated Hail Corp.
and is available for subsidy pursuant to section 304
of the Act. Public officials have recommended that cer-
tain rail rights-of-way be used for other public purposes
if rail service is discontinued. For line-specific recom-
mendations, see section C of this appendix

PORTION OF GR&I BRANCH

USRA Line No. 464a

Penn Central

This portion of the GR&I Branch, extending from
Kalnmmoo (Dock Block Limit Station) ('Milepost
187.1) to PUiimett, Mich. (Milepost 196.7), a distance,
of 9.6 miles, in Allcgan and Kalamazoo Counties, Mich..
a line which was recommended for inclusion on. page 5S5 •
of the Preliminary System Plan, shall bo transferred to
the Consolidated Rail Corp.
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PORTION OF CHICAGO-DETROIT LINE

USRA Line No. 466

Penn Central
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This portion of the Chicago-Detroit line, formerly
part of the New York Central RR, extends from Kala-
mazoo (Asylum Switch) (Milepost 145.0) toDowagiac,
Mich. (Milepost 178.6), a distance of 33.6 miles, in Kala-
mazoo, Van Buren and Cass Counties, Mich. This line
is part of the old Michigan Central main line between
Chicago and Detroit. The line continues westward from
Dowagiac to Niles (See Line No. 680) and eastward
from Kalamazoo to Detroit. Amtrak currently operates
passenger service over this route.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Mattawan 3
Lawton 128
Decatur 173

Total carloads generated by the line 304
Average carloads per week 6.8
Average carloads per mile 9.0
Average carloads per train 2.9
1973 operating Information:

Number of round trips per year 104
Estimated time per round trip (hours) 5.0
Locomotive horsepower 2,000
Train crew size 4

Public Comments on Preliminary System Plan

Paul Treska, United Transportation Union, testi-
fied that USRA failed to credit Dowagiac traffic of
1,450 carloads to this line.

The Michigan Association of Railroad Passengers
stated that the elimination of this line would add 22
miles to the route from Chicago to Detroit. Also that
the routes between Kalamazoo and Three Rivers to Elk-
hart would require passenger trains to be backed up in

Kalamazoo and switch to the south track which would
cause further delays.

The City of Kalamazoo stated the need for Am-
trak, a solvent carrier or the State to subsidize or
purchase this line in order to create a high-speed
passenger route from Kalamazoo to Chicago.

The Mayor of Dowagiac testified that State and
Federal funds in the amount of $5,250,000 had been
committed to improve facilities in this area of high
unemployment and to encourage growth based on
continued rail service.

Jessco, Inc., a shipper in this line, has plans for a
$400,000 expansion in facilities also dependent upon
continued rail service.

Michigan Power Co. testified that without rail serv-
ice, inordinately large expenses would be incurred in
movement of its oversized transformers.

It was stated that Dowagiac and other cities on this
line are not served by Class A Highways.

Jessup Door Co., Inc. testified that they shipped or
received 588 carloads in 1973 and 434 carloads in 1974.

The frequency of service attributed to this line should
be reviewed.

Information for Line-Transfer Decision

Revenue received by PC $102,444
Average revenue per carload $337

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line "— 1171,508
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost). 0
Cost Incurred beyond the branch line 44,514

Total variable (avoidable) cost 216,022

Net contribution (loss): total (113,578)
Average per carload (374)

'Excludes ownership costs due to Amtrak passenger opera-
tions.

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.).

USRA staff has "discussed" with both the State of
Michigan and Amtrak the options available for pre-
serving intercity passenger routes should a few routes
no longer justify continued freight service. At the j
present time, this line segment is used as part of the j
through route for Chicago-Detroit trains and Chicago-
Port Huron trains. It has been suggested in previous
meetings that both the State of Michigan and Amtrak
will be evaluating this route so that a decision can be I
made at a later date on whether or not either party will
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wish to designate this lino to be purchased, leased or
otherwise acquired.

This line was reanalyzed and the nuinlxr of trips
reduced to 101: the time serving the branch increased
to 5 hours. Dowagiac traffic is located on Line No. 080.

Service to this line generated a loss of $113,578 in
1973. Recovery of this loss would require approxi-
mately a twofold increase in traffic or a 110-percent
rate increase.

Disposition

This portion of the Chicago-Detroit line shall be con-
tingently offered for sale to Amtrak pending approval
of tho recommended statutory amendment to permit
designations of lines outside the Northeast Corridor
to Amtrak. If this offer ib not accepted, the line is not
designated for transfer to Consolidated Rail Corp.
Service to this lino is available for subsidy pursuant
to section 304 of the Act. The continuation of intercity
passenger service on this line is dependent on the pur-
chase, lease or other transfer of the necessary facilities
to Amtrak or a public body.

TRAVERSE CITY SECONDARY TRACK

USRA Line No. 470

Perm Central

C&O to Northport

C40 to Manistee

-C&O to Petoskey

[TRAVERSE CITY
25.7 miles /

> /4-PC to Mackinaw City
£ / GR & I Branch

PC TRAVERSE CITY V /
SECONDARY TRACK

.^WALTON

PC GR & I Branch-*/ JUNCTION

to Grand Rapids /

The Traverse City Secondary Track, formerly part
of the Pennsylvania RR, extends from Walton Junc-
tion (Milepost 0.0) to Traverse City, Mich. (Milepost
25.7). a distance of J5.71 ;n.<7os, in If rand Traverse
County, Mich. This line connects with the GR&I
branch of the PC at Walton Junction (see Line No.
454). At Traverse City the line connects with the C&O
lines to Northport. Petoskey and Manistee.

Traffic and Operating Information

Stations (with their 1073 carloads) served by this line:
Summit City 0
Kingsley 12

MICHIGAN
470

Mayfleld 1
Traverse City— 169

Total carloads generated by tin1 line— . ._ 182
Average carloads per week .. .— 3.5
Average carload!) per mile 7.1
Average carloads per train 4.0
1973 operating information:

Number of round trips per year 45
Estimated time per round trip (hours) 8
Locomotive horsepower 2,000
Train crew size 4

Public Comments on Preliminary System Plan

Brown Lumber & Supply, Traverse City, testified
that their expansion plans, contingent oa retention of
service on this line, would increase their usagi> of rail
carloads from approximately 6 to 12 in 1973 to at least
100 cars in the near future.

Burwood Products, citing C&O's proposed abandon-
ment of its Bay Vicw-to-Manislee Line, slated it would
ship via this line if the. C&O is discontinued, which
would result in over $200,000 in additional revenue.

Tho Northwest Michigan Regional Planning Devel-
opment Commission testified that according to their cal-
culations, the total number of locomotive hours is G24
rather than 1,400 and crew costs are substantially lower
than the $23,788 as reported by TJSRA.

The Mayor of Traverse City testified that the De-
partment of Labor has classified the area as om-. of
substantial and persistent unemployment. Half of a 44-
acre industrial park, aided by grants fromthe Economic
Development Administration and the Upper Great
Lakes Regional Commission, is constructed to receive
rail services.

The Department of the Interior has identified this
line as having recreation potential if abandoned.

Consideration should be given to reducing service,
and thereby substantially reducing on-branch costs.

USRA cost calculations use two locomotives (2,000
horsepower each), while the Plan shows only 2,000
horsepower used.

Information for Line-Transfer Decision

Revenue received hy PC
Average revenue per t-arload-

$67, 21V*
$369

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 185, 662
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 39,256

Cost incurred beyond the branch line 43,038

Total Variable (avoidable) cost. 2G7. 966

Net contribution (loss) : total— (200,663t
Average per carload (1103)
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This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 7,000 crossties (an average of
275 crossties per mile).

This line was reanalyzed with the number of trips re-
duced to 45 per year and one locomotive. The cost argu-
ments presented in the RSPO hearings were handled by
the adjustments in the operating characteristics.

Service to this line generated a loss of $200,663 in
1973. Recovery of this loss would require approxi-
mately an eightfold increase in traffic or a 298-percent
rate increase. Although the shippers served by this line
have provided information indicating some traffic
growth, the projected traffic level is significantly less
than that required for viability.

Disposition

The Traverse City 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
discontinued. For line-specific recommendations, see
section C of this appendix.

MUSKEGON SECONDARY TRACK

USRA Line No. 472

Penn Central

C&O to Hart-*.*

MUSKEGON

Muskegon
Heights

C&O to Holland-*

GTW to Muskegon •.

C&O to Ludington

FULLER pComstock Park

GTW to Durand

Kinney IK*.
MUSKEGON
SECONDARY TRACK. PC
(INCLUDES TRACKAGE RIGHTS
OVER GTW FULLER-WALKER)

GTW to Grand Haven | j*-cso ,„ Gfand Rapids

PC to Grand Rapids

The Muskegon Secondary Track, formerly part of
the Pennsylvania RR, extends from Fuller (Milepost
2.8) to Muskegon. Mich. (Milepost 39.6), a distance of
363 miles, in Muskegon, Ottawa and Kent Counties,
Mich. This line uses Grand Trunk Western Ry. track-
age from Fuller to Walker (Milepost 10.0) and Penn
Central trackage (over which Grand Trunk Western
Ry. has trackage rights) from Walker to Muskegon.
At Fuller it connects with the PC's GR&I Branch

(see Line No. 461a). At Kinncy, Grand Trunk Western's
branch to Grand Haven diverges. At Muskegon, C&O's
lines to Hart and Holland connect as does a Penn Cen-
tral industrial line to Muskegon Heights (see Line No.
472a).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Grand Rapids * 97
Bristol 4
Kinney 130
Conklin 46
Ravenna 11
Muskegon 447

Total carloads generated by the line 735
Average carloads per week 1A. 1
Average carloads per mile 20. 2
Average carloads per train 4.9
1973 operating Information:

Number of round trips per year 150
Estimated time per round trip (hours) 8.0
Locomotive horsepower 1,750
Train crew size 4
1 Includes only traffic on segment.

Public Comments on Preliminary System Plan

The Southeastern Wisconsin Regional Planning Com-
mission, the Krausc Milling Company, Milwaukee, and
other witnesses testified that this line provides the
Grand Trunk Western with through trackage rights to
southeastern Wisconsin via their car ferry service at
Muskegon. They maintain this will effectively terminate
the GTW Lake Michigan car ferry. Although the GTW
petitioned the ICC for authority to abandon the ferry
on February 14,1975, the witnesses maintained that the
abandonment of 472 would circumvent the traditional
ICC process.

Krause Milling Company estimates loss of the GTW
car ferry would result in more than $1 million per year
in additional freight charges.

The Jos. Schlitz Brewing Company estimated that
the loss of the ferry would mean increased freight costs
in excess of $300,000 annually to lower Michigan desti-
nations alone.

The Port Traffic Manager of Milwaukee pointed out I
that USRA quoted shippers as saying that part of the
inadequate service on the line is attributable to the poor
condition of the track, while USRA later stated that
this line would require no upgrading to meet the re-1
quirements of the Federal Railroad Administration's I
minimum safety standards.

The Chessie is interested in providing service at Mus-1
kegon only.

GTW currently has operating rights on this Branch|
and wishes to continue to serve the entire segment.
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Information for Line-Transfer Decision

Revenue received by PC $244, 757
Average revenue per carload

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line 265,961
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 0
Cost incurred beyond the branch line 130.271

Total variable (avoidable) cost 306,232

Net contribution (loss): total.
Average per carload

(151,475)
f206)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe opcraling «pccd of 10 m.p.h.).

Testimony concerning the poor track condition was
supplied in the RSPO hearings in 1974. According to
the Pcnn Central, the line is .it Class I, but would need
to be rehabilitated to meet Class IT standards.

Service to this lino generated a lo=s of 8151,475 in
1973. Recovery of this loss would require approximately
a twofold increase, in traffic or a 62-percent rate increase.

Disposition

The portion of the Muskegon Secondary Track,
presently owned by the Pcnn Central, shall be offered
for sale to the Grand Trunk Western RR, a profitable
railrmd operating in (he Region. This sale would pre-
serve rail service to 73n carloads or 100 percent of the
traffic generated on this line. If this offer is not ac-
cepted, the line is not designated for transfer to Con-
solidated Rail Corp. and is available for subsidy pur-
suant to section 304 of the Act. Public officials have
recommended that certain mil rights-of-way be used
for other public purposes if rail service is discontinued.
For line-specific recommendations, see section C of this
appendix.

MUSKEGON HEIGHTS SIDING

USRA Line No. 472a

Penn Central

The Muskegon Heights Siding, formerly part of the
Pennsylvania RR. extends fmm Muskegon (Milepost
0.0) to Miuskegon Heights. Mich. (Milepost 1.3), a
distance of 1JS mlks, in Muskegon County, Mich. This
line is a short spur off the Penn Central's Muskegon
Secondary Track which runs to Grand Rapids (see
Line No. 472). The Muwkogon Height Siding connects
with the C&O.

MICHIGAN
472a

C&O to Hart

^/ GTW to Muskegon

Muskegon /.. ^ PC to Grand Rapids
(GTW has Trackage Rights)

1,3 miles /

C&O to Chicago
•'MUSKEGON PC MUSKEGON

HEIGHTS HEIGHTS SIDING

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Muskegon Heights 387

Total carloads generated by the line 387
Average carloads per week 7.4
Average carloads per mile 297.7
Average carloads per train 3.7
1973 operating information:

Number of round trips per year 104
Estimated time per round trip (hours) 2
Locomotive horsepower 1,750
Train crew size *

Public Comments on Preliminary System Plan

The Southeastern Wisconsin Regional Planning
Commission, the Krause Milling Co.. Milwaukee, and
other witnesses testified that this line provides the
Grand Trunk Western with through trackage rights to
southeastern Wisconsin via their car fern' service at
Muskegon. They maintain this will effectively termi-
nate the GTW Lake Michigan car ferry. Although the
GTW petitioned the ICC for authority to abandon the
ferry on February 14. 1975, the witnesses maintained
that the abandonment of 472 would circumvent the
traditional ICC process.

Krause Milling Co. estimates loss of the GTW car
ferry would result in more than $1 million per year in
additional freight charges.

The Jos. Schlitz Brewing Co. estimated that the loss
of the ferry would mean increased freight costs in ex-
cess of $300,000 annually to lower Michigan destina-
tions alone.

The, Port Traffic Manager of Milwaukee pointed out
that USRA quoted shippers us saying that part of the
inadequate, service on the line is attributable to the
poor condition of the track, while USRA later stated
that this line would require no upgrading to meet the
requirements of the Federal Railroad Administration
Minimum Safety Standards.

The Chessie is interested in provided service at Mus-
kegon only.

GTW currently has operating rights on this Branch
and wishes to continue to serve the entire segment.



MICHIGAN
473, 530o

Information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload

190

$133,311
$344

Variable (avoidable) coat of continued serv-
ice:

Cost Incurred on the branch line 30,162
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) 5,840
Cost Incurred beyond the branch line 85,581

Total variable (avoidable) cost 121,592

Net contribution :f total 11,719
Average per carload... 30

This line would require upgrading to meet the re-
quirements of the Federal Eailroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 500 crossties (an average of
385 crossties per mile).

Although this line generates a net contribution, it is
served by USRA segment 472 which generated a loss
of $151,475. The contribution from this line does not
offset the loss on Line No. 472.

Disposition

The Muskegon Heights Siding shall be offered for
sale to the Grand Trunk Western RR, a profitable
railroad operating in the Region. This sale would pre-
serve rail service to 387 carloads or 100 percent of the
traffic generated on this line. If this offer is not ac-
cepted, the line is not designated for transfer to Con-
solidated Rail Corp. and is available for subsidy pur-
suant 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 discontinued.
For line-specific recommendations, see section C of this
appendix.

PORTION OF ELKHART BRANCH

USRA Line No, 473

Penn Central

This portion of the Elkhart Branch, extending from
Hairea (Milepost 4.0) to Three Rivers Junction, Mich.
(Milepost 69.9), a distance of 653 miles, in Jackson,
Branch, St. Joseph and Calhoun Counties, Mich., a line
which was recommended for inclusion on page 560 of

the Preliminary System Plan, shall be transferred to
the Consolidated Rail Corp.

PORTION OF NORTHERN BRANCH

USRA Line No. 530a

Penn Central

I
PC to Jackson

HUDSON

CEMENT CITY

4^-16.5 miles

^-PORTION OF PC
NORTHERN BRANCH

to Bryan, Ohio

This portion of the Northern Branch, formerly part
of the New York Central RR, extends from Cement
City (Milepost 13.4) to Hudson, Mich. (Milepost 29.9),
a distance of 16.5 miles, in Lenawee County, Mich. This
line continues southward to Bryan, Ohio (see Line No.
530). At Cement City it also connects with the PC line
to Ackerson Lake (see Line No. 530b).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Cement City 10
Addlson Junction 1
Manltou Beach 2
Rollln 0

Total carloads generated by the line 13
Average carloads per week 0.3
Average carloads per mile 0.8
Average carloads per train 0.5
1973 operating information:
1 Number of round trips per year 26

Estimated time per round trip (hours) 1.6
Lpcopnotlve horsepower 1,760
Train crew size ._ . „ 4

Public Comments on Preliminary System Plan

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their report entitled
"Evaluation of the U.S. Railway Association's Pre-
liminary System Plan."

Information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload

$5,692



Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 107,087
Cost of upgrading branch lino to FRA

Class I: (1/10 of total upgrading cost) _ 13,877
Coat incurred beyond the branch line 3,025

Total variable (avoidable) cost 123,1

Net contribution (loss) : total (118,297)
Average per carload (9,100)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 ni.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 1.770 crossties (an average
of 108 crossties per mile).

Service to this line generated a loss of $118,297 in
1973. Recover}' of this loss would require approximately
a forty-fivefold increase in traffic or a 2,078 percent rate
increase.

Disposition

This portion of the Northern Branch isnot designated
for transfer to Consolidated Rail Corp. and is available
for subsidy pursuant to section 301 of the Act. Public
officials have, recommended thai certain rail rights-of-
way be used for other public purposes if rail service is
discontinued. For line-specific recommendations, see
scct.ion C of this appendix.

191 MICHIGAN
635, 636, 680

136.8), a distance of 204 miles, in Monroe and Wayne
Counties. Mich., a lino -which was recommended for in-
clusion on page 562 of the Preliminary System Plan,
shall be transferred to the Consolidated Bail Corp.

PORTION OF CHICAGO-DETROIT LINE

USftA Line No. 680

Penn Central

BENTON SECONDARY TRACK

USRA Line No. 635

Penn Central

The Benton Secondary Track, extending from Ben-
ton Harbor (Milppost 0.0) to Niltx. Mir.h. (Milepost
28.0), a distance of £8.0 miles, in Bcrrien County, Mich.,
a line which was recommended for inclusion on page
561 of the Preliminary System Plan, shall he trans-
ferred to the Consolidated Rail Corp.

PORTION OF LINCOLN BRANCH

USRA Line No. 636

Penn Central

This portion of the Lincoln Branch, extending from
Carkton (Milepost 116.4) to Detroit, Mich. (Milepost

PC Benton
Secondary Track

211 miles1

V

PC to Michigan City and Chicago

PC to Kalamazoo and Detroit

178.6

Nilei PORTION OF CHICAGO-
MP I"-7DETROIT LINE. PC

BUCHANAN]
MP 200JB '

-PC South Bend
Secondary Track

This portion of the Chicago-Detroit line, formerly
part of the New York Central RR, extends from Do-
wagiac (Milepost 178.6) to Buchanan, Mich. (Milepost
200.8), a distance of 82.2 -miles, in Cass and Berrien
Counties, Mich. The eastern and western continuations
of this line to Kalamazoo (sec Line No. 466) and Michi-
gan City (see Line No. 467) respectively, and the PC
Benton and South Bend Secondary Tracks which inter-
sect at Niles (see Line Nbs. 635 and 637), arc also under
study in this Report.

Traffic and Operating Information

Stations (with tbelr 1973 carloads) served by this line:
Buchanan 416
Dowagiac 1,375

Total curloads generated hy the line 1,791
Average earlonds per week 34. 4
Average carloads per mile 80. 7
Average carloads per train 7.5
11)73 operating information:

Number of round trips per year 240
Estimated time per round trip (hours) 4.0
Locomotive horsepower 2,000
Train crew size 4

Public Comments on Preliminary System Plan

On March 14, 1075 TSRA announced that this line
had been reevaluated and divided into two subsegments.
The portion from Dowagiac to Niles was reassessed on
the basis of traffic data and found profitable and there-
fore recommended for inclusion in ConRail. The por-
tion from Niles to Buchanan, was reevaluated on the
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assumption that tho line will bo operated by Amtrak,
which will bear its maintenance costs. This subsegment
will be served by ConRail on the condition that passen-
ger service continue and the fixed plant costs are borne
by the passenger entity.

The United Transportation Union testified that
USEA did not credit an additional 600 cars from Niles
to this segment and added that since this is a portion of
the Amtrak route, continuation of passenger service
should be considered as well as the condition of the line.

The Chamber of Commerce of Greater Niles reported
they conducted their own study of the line, contacting
all businesses and industries served, and found that the
line generates a profit of $234,841, not a loss of $57,190
as reported by USRA.

this offer is not accepted, the line shall be transferred to
the Consolidated Rail Corp.

Tho portion of the Detroit-Chicago line from Mile-
post 191.7 to Milepost 200.8 shall be offered for sale to
Amtrak pending the approval of the recommended
statutory amendment to permit designations to Amtrak
outside the Northeast Corridor. If this offer is accepted,
ConRail will provide local freight service. If this offer
is riot accepted, the line 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 discontinued.
For line-specific recommendations, sec section C of this
appendix.'

Information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload-

$487,368
$272

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line1 188,327
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 0

Cost incurred beyond the branch line— 226, 762

Total variable (avoidable) cost-

Net contribution: total-
Average per carload

415,089

72,279
40

1 Excludes ownership costa due to Amtrak passenger operations.

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

This line was reanalyzed. Dowagiac was added as well
as all Buchanan traffic. Niles traffic was assigned to Line
No. 637. The portions from Niles to Dowagiac and from
Niles to Buchanan were analyzed separately. The por-
tion of this line from Niles to Buchanan is viable only if
Amtrak (or a public body) assumes the ownership
costs. If ownership costs are included, this portion of
the line generates a loss amounting to $21.439, requiring
a 34-percent increase in traffic or an 18-percent rate
increase for viability.

Disposition

The portion of the Detroit-Chicago line from Mile-
post 178.6 to Milepost 191.7 shall be offered for sale
contingently to Amtrak pending the approval of the
recommended statutory amendment to permit designa-
tions to Amtrak outside the Northeast Corridor. Con-
Rail will continue to provide local freight service. If

PORTION OF MACKINAW BRANCH

USRA Line No. 688

Penn Central

PC to Saginaw

^^ GTW to Caseville

\ | ...•'* PORTION OF
T . '̂OXFORD .MACKINAW BRANCH.PC

15.8 miles/ ^ GTW to Port Hu,on

GTW to Pontiac ..'̂ Rochester

! UTICA (DEPEWS) MP 27.8

V*—PC to Detroit

\
\

This portion of the Mackinaw Branch, formerly part
of the New York Central RR, extends from Utica
(Milepost. 27.8) to Oxford, Mich. (Milepost 43.6), a
distance of 15.8 miles, in Oakland and Macomb Coun-
ties, Mich. This line continues northward to Lapeer
Junction and Saginaw (see Line No. 445b). Southward
from Utica, the line continues into Detroit. It intersects
two Grand Trunk Western lines—the line from Pon-
tiac to Caseville at .Oxford and the Pontiac-to-Port
Huron line'at Rochester.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Rochester •_• 46
Lake Orion—I l'_ 19
Oxford 102

Total carloads generated by the line 167
Average carloads per week 3.2
Average carloads per mile 10. 6



Average carloads per train 3.3
1073 operating information:

Number of round trips per year 50
Estimated rime per round trip (liontsl.. 8
Locomotive horsepower 2,000
Train crew size 4

Public Comments on Preliminary System Plan

The first few miles of this line rierve the Ford Motor
Co. plants of Sterling, Utiea and Van Dyke. The three.
Ford plants generated 2^.250 carloads in 1973, employ a
total of 14.7(10 persons with an annual payroll of over
$221 million. 1;SKA credited 1 he 1 ine with 168 total car-
loads in 1973.

The Rochester Paper Division testified that they re-
ceived '22.1 cars in 1£>7-1. With the return to normalcy of
the automobile business, .Rochester Paper predicts its
rail use will increase by 30 percent.

The Oxford Chamber of Commerce reported that
they have recently developer! an industrial park along
this line.

If this line is abandoned. Church's Lumber Co., who
reported 2-18 carloads for 1973. indicated that they
would Hose their Oxford facility, and the Oxford Lum-
ber Co., employing 25 person?, would either close or re-
locate their distribution center.

Pending further study and negotiation the GTW pro-
poses to serve customers at Oxford only.

Information for Line-Transfer Decision

Revenue received by PC— $02,765
Average rbreniu* per carloaJ S376
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available for subsidy pursuant to section 304 of the
AH. Public oflicials have recommended that cert HI a rail
righfs-of-\vay be uscil for other public purposes if rail
service, is discontinued. For line-specific recommenda-
tions, see-section C of this report.

The portion of this line necessary to serve, the traffic
generated at Oxford shall bo olTured for sale to the
Grand Trunk Western RR. This side would preserve
rail service 1o a.n estimated 102 carloads or approxi-
mately Gl percent of the traffic generated on this line.

Variable (avoidable) cost of continued
service:

Curt Incurred on the hninrh line .._ 132.951
Tost »>f upgrading branch Vine lo FRA

fln.-s 1: f l / I O n f totiil Ufigrmlintr C"SM 0
Cost incurred beyond tho hrnnnh line 35,010

Total variable (avoidable) eo>-t

Net contribution (lo-ss.i : total.
Average per carload .. ... .. (635)

168,867

(100,10-2)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration1?
maximum safely standards (Class T 1rack, which has a
maximum safe operating speed of 10 m.p.h.).

7'h!s line, was rpftefiiitd uf VHtfi to allow coitiinufd
servi/rtf to oil uliippcfx located at Utiaa.

Service to this line generated a loss of $100.102 in
1973. Recovery of this loss would mwii-e approximately
a fourfold increase in traffic or a 169-percent rate
increase.

Disposition

This portion of the Mackinaw Rranch is nof- desig-
mlcd for transfer to Consolidated Kail Corp. and is

PORTION OF THE OSSEO-OLD ROAD BRANCH

USRA Line No. 692o/693a

Penn Central

PORTION OF PC pcwLitchfield
OSSEO-OLD ROAD

BRANCH

PC GR&I Branch to NOttawa

/
y

PC to Kalamazoo

,ttawa \ \ hr"C

\ Quincx \ WJ°neS

\ MP 377.7 *^O/ .„.

to Norton

Jones ville

Fort Wayne Junction

Hillsdale

HILLSDALE

• »

White P.geonjj"̂ 1

Junction J- ĵTrc
^ TfHI It t

^> PIGEON1 niui-««i

T MP4l90l«-pCto Fort Wayne MP 360.6
PC to Elkhart

This portion of the Osseo-Old Road Rranch,
formerly part o£ the New York Central JUi. extends
from Hilhdalc (MileposL .°>60.C) to White Pigeon
Mii'h. (Milepost -119.0), also Milcpost 147.2 to Mile-
post ir>0.4 on the GR&I Branch af St-nrgis, a
total distance of 67.fi mflea, in St. Joseph. Rranch and
Hilbdale Counties, Mich. At Hillsdale this line connects
with the PC line to Montgomery and continues to Osseo
(see Line No?. 402 and 396). At .Jonesvillc, it connects
with the PC branch to Litchfield (se* Line No. 398).
The line connects with the GR&I Branch a1 Sturgis (see
Line Nos. 456/457/458). At White Pigeon Junction, it
continues to Elkhart and meets the PC line running
north to Kalamazoo.

Traffic and Operating Information

Stnllons (wl fh their !»"» eiirtondsl served by this line:
Ilillsilale - ______________________________________
Jonesvllle _______________________________________
Allen _____ .- ..... _______ ..... --------------

30
37

Ooldwnter ----------------- - -------------------- 1,090
Batuvia .- ..... - ......... ----------------------- 19
Krnnson.. -------------------------------------- 47

Rurr Oak ---- ..... ------------------------------- 44
Stursis _______ _ ...... --------------------- 1-5OT

Totnl carloads j-vnerateU by tbe line— --------- 10,5-37
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Average carloads per week 202. 8
Average carloads per mile 172.1
Average carloads per train 35. 2
1973 operating information:

Xumber of round trips per year 300
Estimated time per round trip (hours) 15. 0
Locomotive horsepower 1, 500
Train crew size 4

Public Comments on Preliminary System Plan

Michael Seward. Executive Director of the Hillsdale
County Industrial Development Commission, and many
others stated that the Plan did not include carload
figures from the cities of Allen, Quincy, Sturcis or
White Pigeon. The actual carloads for the line are 11,261
as opposed to 8,211 as reported by USE A. In the Com-
mission's analysis, they found the average carloads per
week were 216.6 as opposed to USRA's 157.9, the train
crew size was four, not five as reported by USEA, and
the net contribution per carload was $28.97 excluding
bridge traffic while USEA reported a loss of $50 per car-
load. Mr. Seward added that Hillsdale County was
classified as economically depressed by the Economic
Development Administration in 1969. A program of in-
dustrial development was begun, and. as a result, 22 new
industries either relocated or began operations in the
County, two industrial parks were improved and con-
struction of a third is in the planning stage. Of these
new industries, eight are rail users and together they
employ 930 persons, or 80 percent of the total new jobs
and represent a payroll of $7.833,000. In 1973, these
eight rail users shipped or received a total of 1,129
carloads. The EDA, Small Business Administration,
Farmer's Home Administration and the State of Michi-
gan have provided grants of assistance to the county.
Current projections call for 16 new industries over the
next 5 years which will employ at least 1,200 workers.

In the City of Hillsdale, there are currently 12 rail
users employing 1,077 persons with a payroll of $8.418,-
898. The two largest employers, DCA Food Industries,
Inc. and Sierra Permaneer Furniture Co. have indicated
that they would leave Hillsdale if service were lost.

DCA testified that the city of Sturgis handled 1.473
cars which were credited to Line No. 456/457/458
should have been assigned to Line No. 692a/693a.

In Allen, the only rail user, Briskey Elevator with
185 carloads in 1973, indicated they would be forced to
close if rail service were lost.

Quincy Milling Co. is the largest user in Quincy,
shipping 502 cars in 1973. Loss of rail service would
result in closing of the mill, valued at approximately
$1 million, and the loss of 25 jobs.

Half of Sturgis' 4,400 industrial jobs will be lost if
rail service is discontinued.

The Board of Public Utilities in Coldwatcr is de-
pendent upon the use of rail to receive coal to provide

electricity to 15,000 users in Coldwater and portions
of three townships.

The City Manager of Coldwater cited 26 rail users in
Branch County who reported 2,822 carloads in 1073 as
opposed to 2,050 by USEA. A 550-acre industrial park
is predicated on rail service availability.

Information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload.

$2,905,760
$276

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 840, 8oG
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 0

Cost incurred beyond the branch
line 2.138, 409

Total variable (avoidable) cost 2,979,325

Net contribution (loss) : total-
Average per carload

(73,565)
(7)

This line would require no upgrading to meet the re-
quirements of the Federal Eailroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

The line was reanalyzed to include Quincy, Allen,
and all Sturgis traffic. Shippers between Mileposts 147.2
and 150.4 at Sturgis on Line No. 456/457/458 will con-
tinue to receive service from Line No. 692a/693a.

Although service to the entire line generates a loss,
service to that portion of the line from Milepost 377.7
to Milepost 419.0 and from Milepost 147.2 to Milepost
150.4 (serving shippers at Quincy, Coldwatcr, Batavia.
Bronson, Burr Oak and Sturgis, who generated 4,379
carloads in 1973) would generate $1,473,798 in revenue
and $1,464,859 in costs with a resulting contribution
of $8,939.

Service to the remainder of the line (from Milepost
360.6 to Milepost 377.7 serving shippers at Hillsdale,
Jonesville, and Allen who generated 6,168 carloads in
1973) would generate 81,431.635 in revenue and
81.655.597 in costs with a resulting loss of $223,635. Ee-
covery of costs would require approximately a twofold
increase in traffic or a 16-percent rate increase over the
1973 levels.

Disposition

The portion of the Osseo-Olcl Eoad Branch from
Milepost 377.7 to Milepost 419.0 and from Milepost 147.2
to Milepost 150.4 on the GE&I Branch shall be trans-
ferred to the Consolidated Eail Corp.
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Tho portion of the Ossuo-OId Road Branch from
Milopo-r. ;5(li).(j to Milepost ;i77.7 i> imf designated for
transfer to Consolidated Hail Corp. and is available for
subsidy piirr-uanl to section 304 of tlio Act. Public of-
ficials have recommended that certain rail rights-of-
way be used for other public purposes if rail service is
discontinued. For line-specific recommendations, see
section C of this appendix.

D&M TRACKAGE RIGHTS

USRA Line No. 698

Penn Central

PC to Mackinaw City

X «
X 2.2-niles

XX. \ P PC TRACKAGE RIGHTS
"^* OVER D&M RY AT

CHEBOYGANf.. CHEBOYGAN

I \
I ""jl-Detroit & Mackinac Ry to Alpena

PC to Bar City->l
I

Tliese PC trackage, rights ove.r the Detroit & Mackinac
Railway are located nt Cheboygnn. in Chclioygan Coun-
ty. Mich.

Public Comments on Preliminary System Plan

No specific information concerning this line was
provided at the hearings conducted by the Rail Services
Planning Office as reflected in their report entitled
'•Evaluation of the. I'.S. Railway Association's Prelim-
inary System Plan."

Information for Line-Transfer Decision

ConRail Trackage rights over this line are not re-
quired.

Disposition

Traiikapo rights over this portion of the Detroit &
Mai'.kinac Railway are not designated for transfer to
Consolidated Hail Corp.

PORTION OF TOLEDO-TO-FRANKFORT LINE

USRA Line No. J300

Ann Arbor

This portion of the. Toledo-Frankfort, line extends
from Dttiiili-e (Milepost -JI4.S). to Owtt**o.3Iit'h. (Milo-
post 10G.O) and from PUtafiiltl to rt'iline. Mich., a dis-

AA to Frankfort
(GTH has Trackage ^
Rights to Ashley) \ I

GTW to Grand Rapids. Nv/*
i(j

Owosso Junction,

/ , ,
PC to Lansing—t/QWOSSO '

--f
GTW to Chicago

C&O to Grand Rapids

Lakeland!

""t""i
GTW to Jackson J|

E|

PC to Chicago

SALINE (
PORTION OF
TOLEDO-FRANKFORT
LINE. AA

r
N&W to Fort Wayne

MICHIGAN
698, 1300

: to Saginaw

—GTW to Saginaw

y'4—GTW to Port Huron

t* Durand

'*'•...<—GT« to Detroit

ipere

••••<—C&O to Detroit

4—GTW to Pontiac

PC to Detroit

)Pittsfield

...••'•e-NfcW to Detroit

JDUNDEEMP24.8

Dundee'̂  ...•*'<H-DT&I to Detroit

DT&I to Springfield, Ohio l«—AA to Toledo

tance of .">.('. miles, for :i total distance of .'tfiJi m/fr*, in
Monroe. Wasliteiifiw. Tjivingstoii .Hid Shiawassce Coun-
ties, Mich. (The l ine from Pitt-Held to Saline is u PC
line being operand by the Ann Arbor RR.) The line
continues north from Owosso (see Line No. 1 ">()!) and
south from Dundee. This segment connects with the
Penn Cent nil's Chieago-to-Detroit, line, at Ann Arbor
and the Saginaw .Branch nt Ow<is=;o (see l^ine No.
•inrni). The Grand Trunk Wosteni ci-o-ses at ()wos?o,
Durand and LnkiMnnd; the Norfolk A YW«U>,rn t-rosses
at. Milan, and the Chesapeake & Ohio crosses at
Annpere.

Traffic and Operating Information

Shit-ions (\vl1h tlieir JU73 c:irLo!ul=o screed by this lini1:
Milan .. 110
Uranln 3
Fitrsfk'ld 32
Saline 3.806
Ann Arbor— 1.363
Wlilrnion- T.ukc .. ... 1.^27
Hamburg . . . 2
Aimpere .. 5
Howrtl 340
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18
37
13
2

Vernon 218
Corunna 112

Oak Grove.
Cohoctah —
Byron
Durand —

Total carloads generated by the line 7,340
Average carloads per week 141.1
Average carloads per mile 84.6
Average carloads per train 28.2
1973 operating Information:

Number of round trips per year 260
Estimated time per trip (hours) 12.0
Locomotive horsepower 2,500
Train crew size 3

Public Comments on Preliminary System Plan

On March 28, 1975, USRA announced that two sub-
segments of this line had been reevaluated and recom-
mended for inclusion in ConRail. They are the portion
from Dundee (Milepost 22.8) to the Dundee Cement Co.
(Milepost 24.8) and the portion from Ann Arbor (Mile-
post 45.0) to Pittsfield (Milepost 40.5) which continues
west for 5.6 miles on a Penn Central line to Saline.

The Dundee Cement Co. Plant, located 2 miles north
of Dundee at Milepost 24.8, testified that they generated
10,200 carloads in 1973. None of their traffic was credited
to this segment. They could have shipped an additional
1,365 if the cars had been available. Dundee forecasts
continuing at the 1973 level for the next 5 years. In 1981,
an expansion program should be completed which would
increase traffic to 14,900 carloads per year. They stated
that should rail service be abandoned they would be
faced with relocation costs in excess of $3 million.

Ford Motor Co. and two of its major suppliers are lo-
cated on this line. Ford's Saline Parts Plant generated
4,005 carloads in 1973; the Hoover Co. at Whitmore
Lake generated 1.295; and the Globe Battery Plant at
Owosso, 568. Rail traffic at Globe, Owosso, is expected to
increase to over 700 carloads in 1975.

Globe predicts that without rail, they would lose their
competitive position. Rail loss would mean a 65-percent
reduction in business, a loss of 200 jobs and a payroll of
$3 million.

These three companies, Ford, Globe and Hoover, gen-
erate in excess of $6 million annually in rail revenues,
and contribute well over $40 million annually in wages.

Fingerle Lumber Co. reported 573 carloads in 1973,
and testified that rail loss would force them to close.

Owosso Iron & Metal testified that loss of rail service
would force it out of business. Reporting 200 carloads in
1973, this company employs 9 persons and contributes
annual freight charges of $125,000.

Standard Lumber & Supply Co. with 44 carloads in
1973, has just completed expanding its physical plant
twofold which should result in increased traffic.

Tri-State Hospital Supply has recently purchased a
location in Howell based on the anticipation of rail
service.

Lumber Distributors, Inc., reported its actual traffic
as 64 carloads in 1973 and 1974.

Testimony believed that bridge traffic may not have
been considered when the profitability of this line was
determined.

The Ann Arbor Chamber of Commerce testified that
this line has more bridge traffic than any other segment
in the State.

Consumers Power Co. shipped 861,289 tons of coal
in 1973, 1,149,961 in 1974, in 140 unit trains over the
Ann Arbor from Toledo to Owosso.

Subject to further study and negotiation the GTW
proposes to acquire and serve that portion of the line
between Owosso and Durand.

The N&W is interested in acquiring 56.9 miles of the
Toledo to Frankfort line from Toledo north to Whit-
more Lake plus the 5.6 miles from Pittsfield to Saline.

The Chessie is interested in providing service from its
Annpere connection over that section of the line from
Howell to Saline.

Information for Line-Transfer Decision

Revenue received by AA $921,400
Average revenue per carload $126

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line 1,130,407
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 0

Cost incurred beyond the branch line— 429,600

Total variable (avoidable) cost 1,559,907

Net contribution (loss): total-
Average per carload

(638,507)
(87)

This line would require no upgrading to meet re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

This line was redefined at Dundee to allow service to
all Dundee shippers. A subsegment analysis from Ann
Arbor south to Saline from the PC proved viable. A
second subsegment from Ann Arbor north to Whitmore
Lake would require a 60-percent rate increase to become
viable. North of Ann Arbor all through traffic will be
rerouted. South of Ann Arbor, the line is required as a
bypass around Detroit for certain ConRail traffic.

Service will continue to Milan and Urania as this
portion will be used as a through route.

Although service to the entire line generates a loss,
service to that portion of the line from Milepost 40.5 to
Milepost 47.5 and from Pittsfield to Saline (serving
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shippers at Ann Arbor. Pittsfield, and Saline who gen-
erated 5,201 carloads in 1073) would generate StfflO.787
in revenue and $766.<210 in costs with a resulting loss of
8105.423 or 8'20 per car load. However, this portion of
this lino was reanalyzed using ConRail revenues, result-
ing in a contribution of $290,376.

Service to the remainder of the line (from Milepost
24.8 to 40.5 and from Milepost 47.;> to 106.0 serving snip-
pers at Milan, Urania, Whitmore Lake, 1 Iantburg. Ann-
perc, IlowelJ. Oak Grove. Cohoctah, Byron. Durand,
Vernon, Corunna, who generated 2.139 carloads in 1973)
would generate $200.801 in revenue and $1,017.100 in
costs with a resulting loss of $7."»G.389. Recovery of costs
would require approximately an eightfold increase in
traffic or a 290-percent rate increase over the 1973 levels.

Disposition

The portion of the Toledo-Frankfort line from Mile-
post 21.8 to Milepost 47.5 and from Pitts-field to Saline
shall be transferred to the Consolidated Rail Corp.

If the GTW docs not acquire Line Nog. 443. -146 and
417, and if ConRail cannot obtain trackage rights over
another carrier in order to serve these three lines, the
portion of this line from Milepost 47.," to lOfi.O shall be
transferred to the Consolidated Rail Cr>rp. If the GTW
floex acquire Line Xos. 443, 44(5 and 447. the portion of
the Toledo-Frankfort line from Milepost 47.r> to 100.0
is not- designated for transfer to Consolidated Rail
Corp. and is available for subsidy pursuant to section
304 of the Act. Public officials have, reoommended that
certain rail rightp-of-wtiy be used for other public pur-
poses if rail service is discontinued. For line-specific
recommendations, see section C of this appendix.

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 NOR. 443, 446 and 447. Tbis sale would
preserve rail service to an estimated 332 carloads or
approximately 16 percent of the traffic generated on this
line.

PORTION OF TOLEDO-FRANKFORT LINE

USRA Line No. I307

Ann Arbor

This portion of the Toledo-Frnnkfort. line extends
from Oiro**o (Milepost 106.0) to Tlioin^or^'^le.Mic'h.
(Milepost 270.3,). a distance of 1Ci'j.5 milfs. in Shiawas-
see, Clinton, Gratiot, Isabella. Clare, Miss-aukee. Wex-
ford. Manistee and Benzie Comities. Mich. The line con-
tinues north to Frankfort and south to Toledo (see Line
Nos. 1300 and 1302/1303). This line connects with two
Penn Central lines, the Saginaw Branch at Owosso and

MICHIGAN
1301

AA to Frankfort

. C&O to
jV Petoskey

THOMPSQNVILLE

C&0 to Mamstee

PC to Grand --->/
Rapids

C&O

/\ , PORTION 0
! \ / FRANKFOR

V
*l \ C&O to

164.5 miles\ ^,.7>-"

t" «.••' \

:«— PC to Mackinaw City

OF TOLEDO-
FRANKFORT LINE. AA

C&O to Coleman

C&O

Mount Pleasant -* C&O to C

to Grand Rapids Y*1"1."
^- * '̂ \

\ C&O to

r.Aihtav '

Saginaw

GTW to Greenville

GTW has Trackage "
Rights over ""
AA between GTW to Grand Rap.ds
Owosso and
Ashley

PC to Saginaw

Owosso Jlinction
__OWOSSO

PC to Jackson <*\ \<~ A A to Toledo
/ /".*

GTW to Durand

the GR&I Branch at Cadillac (see Line Nos. 455a, 454
and 454a). The Grand Trunk Western operates over the
Ann Arbor between Owosso and Ashley where- it regains
its own trackage for movement to and from Greenville.
The GTW utilizes its own trackage from Owosso to
Durand. Connections are made with the Chesapeake &
Ohio at Mount Pleasant (the branch to Coleman). Clare
(the Saginaw-Ludington line) and Thompsonville
(where the PetosJiey-Grand Rapids line crosses). The
C&O Grand Rapids-Suginaw line crosses the AA
Toledo-Frankfort line at Alma.

Traffic and Operating Information
Stations (with their 1073 airloads) served by this line:

Owosso _ 1,686
Garland 1
Elsio — 16
Ashley — 407
North Star 91
Ithaca 387
Alma - — 201
Shepherd __ 201
Mount Pleasant 193
Rosebush 59
Clare 60
Farwpll 10
Marion 25
Mrltaln 63
Cudtllac — 967
Yumu 1,338
Thompson vi lie 20

Total carloads generated by the line 6, 727
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Average carloads per week 110.1
Average carloads per mile 34.8
Average carloads per train 28.6
1973 operating Information:

Number of round trips per year 200
Estimated time per round trip (hours) 15.5
Locomotive horsepower 2,600
Train crew size 4

Public Comments on Preliminary System Plan

The Ford Motor Co. testified it plans to move 10,000
carloads of sand annually from the newly developed
Sargeant Sand Co. at Yuma. Sargeant is reviewing
plans to have 5,000-10,000 carloads of "used sand" re-
turned annually to the northern Michigan area, gen-
erating in excess of $5 million annually in freight reve-
nues. Haupt said that revenue and traffic for this seg-
ment in 1973 is grossly understated and that this line
needs no rehabilitation.

Congressman Elford A. Cedcrberg testified that Line
1301 has 5,227 carloads a year. He stated that if one-half
of Sargeant Sand Co.'s projections are accurate the line
would bo profitable.

The Mount Pleasant Area Chamber of Commerce
testified the removal of rail service would force reloca-
tion of the agricultural industry in the area. It is not
profitable for smaller agricultural organizations to
transport goods via truck.

It was noted that the C&O from Coleman to Mount
Pleasant has filed an application for abandonment,
which would leave the Mount Pleasant area without any
rail service.

Ithaca Roller Mills stated that approximately 700
carloads were not attributed to this line. The shipments
were from Ithaca Elevator, Prima Donna Pullets and
Paragon (which is no longer in business but did ship in
1973).

Alma Plastics testified that it could have provided
the line with substantial traffic if cars had been avail-
able. If the line were abandoned they would be forced to
relocate, resulting in a loss of $1,357,752 in payroll, and
$19,000 in real estate and property taxes.

Cadillac Eubber & Plastics cites a current need for
nine boxcars a month; Brooks & Perkins, Inc. three to
six a month; and Western Concrete needs three boxcars
a month.

Gratiot County Farm Bureau stated that if the AA
were abandoned, the Grand Trunk would be forced to
abandon its trackage in the county. Nearest rail would
then be 29 miles away. Many of the shippers who would
use this line are not located on all-weather roads.

The Department of the Interior designated this line
as having potential as urban access to outdoor recrea-
tion.

The Chessie is interested in providing service only to
customers at Chessie intei-soctions, Alrna and Clare.

(Note: The Chessie System has disaffirmed interest in
these projects.)

Subject to further study and negotiation the GTW
proposes to acquire and serve that portion of the line
between Owosso and Ashley.

Gregory Herbert testified that this line carries five
unit trains of coal per week.

Infomotion for Line-Transfer Decision

Revenue received by ,
Average revenue per carload.

$1,122,655
$196

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 1,588,421
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 0

Cost incurred beyond the branch line. 403,703

Total variable (avoidable) cost 1,992,124

Net contribution (loss)
Average per carload

total (869,469)
(152)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.).

Every attempt was made to reroute the sand traffic
generated at Yuma. The 1974 traffic levels were used
as well as analyses based on ConRail operations, costs
and revenues. Yuma to Cadillac to Comstock Park
would require a 51-percent rate increase. Yuma to Clare
to the C&O would require a 24-percent rate increase.
The C&O line through Thompsonvillc is the subject of
an abandonment application.

Paragon traffic is billed at Ashley. Ithaca Elevator
and Prima Donna Pullets are billed at Ithaca.

Service to this line generated a loss of $869,469 in
1973. Recovery of this loss would require approximately
a twofold increase in traffic or a 77-percent rate increase.
The traffic projections provided by Sargeant Sand at
Yuma are long range and depend on the level of auto-
mobile production.

Disposition

This portion of the Toledo-Frankfort line 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 discontinued. For line-specific recom-
mendations, see section C of this appendix.

The portion of this line necessary to serve the traffic
generated from Owosso to Ashley shall be offered for
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sale to the Grand Trunk Western RR. This sale, would
preserve rail service to 1111 estimated 2,110 carloads or
approximately 37 percent of tin- traffic generated on
this line.

INTERSTATE LINES

PORTION OF VULCAN-OLD ROAD BRANCH

USRA Line No. 393

Penn Central

N&W to Detroit

r—0-

1%-PC to Clinton

I
| Lenawee Junction

MP324.S
«-PCwlda

NSW to •. .-'N&W \
Fort Wayne>».."•*" CROSSING JKcrosvenor

..••"' — f "" *"\ .••"*— DT&I to Detroit
f n \ .•n j» . LJ i HIaa m. • *

PC to Morenci Rl«a.

DT*I to r-
Springfield. Ohio

t^-PORTION. VULCAN-
, OLD ROAD BRANCH. PC

Toledo. Angola & Western Ry V3 ^Toledo Terminal RR to Alexis
V V» .•

VULCAN!
'/ A-PC to Detroit

'Air Line Junction

..-•'jP PC to Points East

Haw to Fort Wayne '*•«- TT to Wai bridge

This portion of the. Vulcan-Old Koad Branch, for-
merly part of the. New York Central RR, extends from
Vutrnn. Ohio (Milcpost 300.2), to A7tGjr Crowing f-OJtt
of Adrian, Mich. (Mile.post 32S.3), n distance of 28.1
m-ilrn, in Lucas County, Ohio, and Lenawee and Monroe
Counties, Mich. This lijie continues west to Adrian (see
Line No. 3!>2a). The Norfolk & Western Ry's Detroit-St.
Ijouis line crosses at the west, end of this segment. The
lines to Clinton (see Line Xo. 30r>/395a) und Ida (see
Line No. 301) converge at Lenawee. Junction and a third
branch runs from Grosvenoi1 to Morenci (see Line No.
391). At Riga rlie iiuiin line of the Detroit, Toledo &
Ironton RR crosses and at Vulcan this line connects
with the Toledo Terminal KR and the Toledo, Angola
& Western RR.

MICHIGAN
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Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Toledo1 1,797
Sylvania 109
Ottawa Lake 15
Riga 823
Blissfleld 383
1'ftliujra 41
Adrian1 79

Total carloads generated by the line 2.747
Average carloads per week 52.8
Average I'tirlofids per mile 97. 8
AveraRe cnrloada i*r train 9.2
1973 operating information:

Number of round trips per year 300
Estimated time per round trip (hours) 12
Locomotive horsepower 1,500
Train crew size 4

1 Included only truffle on segment.

Public Comments on Preliminary System Plan

On March 28, 1975. the Association reevaluated the
segment of this line from Vulcan, Ohio (MP 300.2) to
Ottawa Lake (MP 310.0) and found it eligible for in-
clusion in ConKail.

The Michigan Elevator Exchange testified that 3.269
carload? shipped from their facilities at Ottawa Lake
were incorrectly attributed to the Toledo Freight Sta-
tion.

The. Adrian Chamber of Commerce using the. cor-
rected figures of 3.9," carloads for the line which in-
cluded those for 1-hc Michigan Elevator Exchange,
found that the complete line generated a net contribu-
tion of 9494 per carload as opposed to the USRA re-
ported loss of $3&i per carload.

Tlie. rfmith-Douglas plant, located at Riga-Blissfield
north of Ottawa Lake, moves large amounts of hazard-
ous materials to Riga-Hlissficld.

Using 1973 tonnage figures, the company estimates
that, they would require 1,250 truckloads moving over the
local road, a two-lane highway, should the line be ex-
cluded. Due to the hazardous nature of these materials
and ihe imsuitabiUty of the highway to accommodate
this increased traffic, Smith-Douglas would close its fa-
ci lit.y resulting in the secondary closings of other Borden
facilities in Morenci, Tecumseh, Dundee, Mich., and
Hrynn, Ohio. This would cause the immediate loss of
7-'5 jobs and an elimination of $1,333.080 which Borden
contributes to the local economy in payroll and local
expenditures.

Agrico Chemical Co., at Blissfield stated that there
was net indication that their tonnage was included in
the Blissfield station computation. They reported 125
carloads in 1974 and forcast 205 for 1975 and a similar
amount, for 1978-79.
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Consolidated Mills indicated that loss of this line
would result in a decrease of $100,000 in expenditures
in the Blissfield area.

Kohlman's International, a dealer in farm equipment,
has several shipments every year of large farm imple-
ments which cannot be trucked due to their size.

The Home Canning Co. stated that loss of rail would
cause approximately 6 persons to be laid off and result
in higher costs.

Several parties stressed that all traffic originating or
terminating on lines 392, 394, and 395/395a must travel
over 393. The bridge traffic over 393 in 1973 amounted
to 2,921 carloads and using an average of $170 revenue
per carload, amounted to an additional $496,570 in reve-
nues.

Information for Line-Transfer Decision

Revenue received by PC $1,105,137
Average revenue per carload $402

Variable (avoidable) cast of continued
service:

Cost incurred on the branch line 405, 955
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost) - 79,329
Cost incurred beyond the branch line 723,155

Total variable (avoidable) cost 1,208,439

Net contribution (loss) : total (103.302)
Average per carload (38)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 14.050 crosstics (an average of
500 crossties per mile).

Although service to the entire line generates a loss,
service to that portion of the line from Milepost 300.2
to Milepost 310.0 (serving shippers at Toledo, Sylvania.
and Ottawa Lake who generated 1,921 carloads in 1973)
would generate $877,960 in revenue and $669,187 in costs
with a resulting contribution of $208,773.

Service to the remainder of the line (from Milepost
310.0 to Milepost 328.3 serving shippers at Riga, Bliss-
field, Palmyra, and Adrian who generated 826 carloads
in 1973) would generate $260,177 in revenue and $467,-
557 in costs with a resulting loss of $207,380. Recovery
of costs would require approximately a tenfold increase
in traffic or an 80-percent rate increase over the 1973
levels.

The DT&I has proposed to acquire this line north of
Riga and all of Line Nos. 392a and 395. // the DT&I
does not aquire the portion of this line from Riga to
Lenawee Junction and the Clinton Branch, the portion

of this line from Ottawa Lake to Lenawee will be re-
quired by ConRail to serve Line No. 395.

Disposition

The portion of the Vulcan-Old Road Branch from
Milepost 328.3 to Milepost 324.5 (N&W Crossing to
Lenawee Junction) shall be offered for sale to the
DT&I, a profitable railroad operating in the Re-
gion. This sale would preserve rail service to an esti-
mated 826 carloads or approximately 30 percent of the
traffic generated on this line. If this offer is not ac-
cepted, the line is not designated for transfer to Con-
solidated Rail Corp. and is available for subsidy pur-
suant 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 discontinued. For
line-specific recommendations, see section C of this
appendix.

The portion of the Vulcan-Old Road Branch from
Milepost 315.5 to Milepost 324.5 (Riga to Lenawee
Junction) shall be offered for sale to the DT&I, a profit-
able railroad operating in the Region. If this offer is not
accepted, the line shall be transferred to the Consoli-
dated Rail Corp.

If the DT&I does not acquire the portion of this line
from Milepost 315.5 to Milepost 324.5, the portion of the
Vulcan-Old Road Branch from Milepost 315.5 to Mile-
post 310.0 (Riga to Ottawa Lake) shall be transferred
to the Consolidated Rail Corp.

If the DT&I acquires the portion of this line from
Milepost 315.5 to Milepost 324.5, the portion of the Vul-
can-Old Road Branch from Milepost 315.5 to Milepost
310.0 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 pur-
poses if rail service is discontinued. For line-specific rec-
ommendations, see section C of this appendix.

The portion of the Vulcan-Old Road Branch from
Milepost 300.2 to Milepost 310.0 (Vulcan, Ohio to Ot-
tawa Lake, Mich.) shall be transferred to the Consoli-
dated Rail Corp.

TRACKAGE RIGHTS OVER C&O RAILWAY

USRA Line No. 437

Penn Central

These trackage rights over the C&O Ry., extending
from Alexis, Ohio (Milepost 90.9) to Carleton, Mich.
(Milepost 116.4), a distance of 85.5 miles, in Lucas
County, Ohio and Monroe County, Mich., a line which
was recommended for inclusion on page 569 of the



Preliminary System Plan, shall be transferred to the
Consolidated Rail Corp.

PORTION OF NORTHERN BRANCH

USRA Line No. 530

Penn Central

PC to Jackson
4.

/
Alvordton /

I

- \ - j HUDSON

Montpelier.,
N&W to Chicago-^

.••'*'•' '*••
28.8 miles "" y'flesl Unity

N&W to Fort Wayne

PC to Chicago/ .

,- N&W to Detroit

201 MICHIGAN
530, 1302/1303

I hat lino. It stated that 50 percent of their custom-
ers will receive only by rail and that there arc no
truck line common carriers in Hudson with the
equipment essential for hauling metal scrap. They
currently receive service 1 week after they request it.
Also, if I jne No. !W4 we.re abandoned, they would truck
their shipments to their siding in Hudson which would
increase their shipments 40 percent at this location.

The City of Hudson submitted a resolution calling
on Ihe ICC to dismiss the Penn Central petition for
abandonment for this line..

The. Williams County Farm Bureau Cooperative
Association reported 5ft carloads in 1974.

Information for Line-Transfer Decision
Revenue received bv PC $98, 990
Average revenue per carload S412

PORTION. NORTHERN
*'... BRANCH. PC

\ ..... .
N&W to Toledo

4- PC to Toledo
BRYAN

14-PC to Van Wert

This portion of the Northern Branch, formerly part
of the New York Central RR. extends from J/itdton,
Mick. (Milepoat-29.9), to Bryan, Ohio (Milepost 5K.7),
a distance of 28.8 miles, in Leo a wee and Hillsdalo
Counties, Mich, and Williams County, Ohio. Con-
tinuations of this line run northward from Hudson and
southward from Bryan (see Line Xos. 530a and 531 /
531a/532). Connections with other lines are: the PC
Toledo-to-C'hicago line at Bryan, the Norfolk & Western
Montpclier-to-Toledo line at "West Unity and Fort
Wayne-to-Detroit line at Alvordton.

Traffic and Operating Information
Stations (with thoir 1073 carloads) served by the line:

Alvordton n
West Unity JJ9
Pulaski 2t(
Hudson — -. -— 1-fi
Prattville i>
Waldron -6

Total carloads generated l)j the lino .. . . H2S
Average carloads ptr week ._ _ 4.4
Average carloads per mile 7.9
Average cnrloadri per train.. ... . ._ _ 4.0
1073 operating information:

Numlier of round trips ptr .venr no
Estimated time per round trip (hours) 9.5
Locomotive horsepower. ... _ . 1,7.10
Train crew size . . . 4

Public Comments on Preliminary System Plan

The Cousins Iron and Metal Co.. Hudson, Michi-
gan reported 40 carloads in 1974, and cited poor
and undtipendablf service from the Penn Central on

Variable (avoidable) cost of continued
service:

Tost incurred on the branch line. __ 214,388
Cost of upgrading branch line to FRA

< 'lass I : (1 /10 i>f tdtal iipgnidinK cost) - 29,065
(lost incurred beyond the brunch line 52, 374

Total variable (avoidable) cost 295,827

Net contribution (loss) : total (201, 837)
Average per carload . .. . 1885)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class T track, \vhich has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would im-.lude
the replacement of a total of 1,9-24 cro^ne* (an average
of 67 cros^ties per mile).

Service to this line generated a loss of $201,837 in
1973. Recovery of this loss would require approximately
a fivefold inr.rca.se in traffic or a 215-percent rate
increase-

Disposition
This portion of the. Northern Branch is nof

designated for transfer to Consolidated Kail 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 sersici'. is discontinued. Fur Ime-specifu1. recom-
mendation?, sec. iwtion C of this appendix.

PORTION OF TOLEDO-FRANKFORT LINE
AND THE CROSS LAKE FERRY

USRA Line No. 7302/7303

Ann Arbor Railroad

This portion of tin- Toledo-Frankfort Line and the
Cross-Lake Car Ferry extend from
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LAKE MICHIGAN CAR FERRY. AA

I
FRANK FOR:

KEWAUNEE, WIS. j.

PORTION OF
TOLEDO-FRANKFORT
LINE>AA

Junction Switch

C&Oto
Traverse City

THOMPSONVILLE

/t
C&O to Manistee

to Toledo

(Milepost 270.3) to Frankfort, Mich. (Milepost 292.3)
and at Frankfort (Milepost 290.3 to Milepost 291.8).
a distance of 23.5 miles, plus the Cross-Lake Car Ferry
from Frankfort. Mich., to Kewaunee, Wis., in Benzie
County, Midi, and Kewaunee County. Wis. The C&O
Traverse City-to-Manistee line crosses at Thompson-
ville. At Kewaunee the line connects with the Green
Bay & Western RR.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Beulah 27
Elberta ^ 26
Frankfort 137
Kewaunee 19, 037
Manitowoc 7, 487

Total carloads generated by the line 27,314
Average carloads per week 525. 3
Average carloads per train 52.4
1973 operating information:

Number of round trips per year 521*
Estimated time per round trip (hours) 3.0*
Locomotive horsepower 5,000*
Train crew size 4*
•For rail service only.

Public Comments on Preliminary System Plan

Testimony stated that the ferry should be viewed
as part of a regional transportation system. Witnesses
said that the delays, additional switching charges and
the loss of a competitive market resulting from loss of
rail service were given only superficial consideration.

Governor Lucey stated that TJSRA based its decision
on cost/revenue factors only and failed to document
these factors adequately.

Gerald W. Fauth, Jr., a cost and economic consultant
specializing in transportation, testified that the A. T.
Kearney Study "showed that the ferry route as it exists
today makes a profit to the railroad system." He ques-

tioned many of the cost data factors used in the study.
The criteria to be addressed, he stated, were the effect of
abandonment on the GB&W, the supply of empty cars
to northern Wisconsin, the time on the ferry route
versus the Chicago route, and the effect of maintaining
present competitive rates to and from Wisconsin. He
said the Kearney study recommended retention of the
car ferry. Many respondents agreed with the possible ill
effects presented in these criteria.

Professor James Murray found that abandonment
would result in substantial loss to the major industries
and employers in the region.

The Wisconsin DOT stated that 35,000 industrial jobs
were related to the car-ferry traffic between Frankfort
and Kewaunee and Manitowoc.

The vice president of the GB&W testified that the
line has been profitable only since their system was ex-
tended to Kewaunee and linked with the car ferries that
cross Lake Michigan. Previously, the GB&W had gone
bankrupt three times. In 1974. AA ferry traffic generated
18,694 carloads, representing 26 percent of total system
revenue for the GB&W. This loss in revenue, he main-
tained, would not enable the GB&W to survive.

It was noted that the Burlington Northern applica-
tion to obtain control of the GB&W is contingent upon
the availability of ferry service.

Fort Howard Paper Co., reporting 2.100 carloads in
1974, testified that abandonment would close the direct
gateway to the east and west route. In 1973, Fort
Howard announced plans for an expansion in Green
Bay, which would employ an additional 600. However,
curtailment of rail service could force transfer of ex-
pansion to Oklahoma.

The Green Bay Chamber of Commerce stated that the
majority of users were pleased with service by the ferry
and the GB&W.

Frank Hamochek, manufacturer of food processing
equipment, stated that his company would have to close
with abandonment of the ferry. This would result in the
job loss of 155 persons in Kewaunee.

Herbert .1. Saunders, of Freeman Paper Co., testified
that the ability of his firm to continue without use of
the ferry would be questionable. The firm employs 33
persons with an annual paj'roll of $200,000.

Purvis Brothers stated they would be forced to close
if the ferry were abandoned. This is the only mode of
transporting their 55-60 foot lengths of steel.

The U.S. Fish and Wildlife Service testified that the
ferry has provided service in stocking fish in Lake Mich-
igan. Alternative means of stocking would result in
excessive costs.

Pet, Inc., Frozen Foods Division, testified it would
probably relocate if rail service were lost. The company
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employs 140 persons at their Frankfort facility with
an annual payroll of $1.105.000.

Several witnesses, including the Wisconsin DOT. in-
dicated that the Preliminary System Plan treated ferry
service from Manitowoc. as abandoned rather than
embargoed. The vessel serving this port wont out of
service in August 1973. and an embargo was plured
on the Ann Arbor service. No analysis of this still-exist-
ing route was made.

Witnesses criticized I'SRA for failing to consider
the passenger service on the Ann Arbor ferry.

The Department of the Interior designated this line
as having potential as urban access to outdoor recreation.

Information for Line-Transfer Decision

Revenue received by AA._ S5.C28.W8
Average revenue per carload S206

Variable (avoidable) cost of continued
service:

Coar incurred on the branch lint' (150. (W'J
(Vist of upgrading I in i noli line to

FRA OHSS I: 11/10 of totul u|>-
Xrurtlng wml1) 0

Cost uf float operation— '2.40ft, 000

MICHIGAN
1302/1303

Cost incurred beyond the branch line
(rail Luul) 3,W)2,i>77

Total variable (avoidable) ei>s,t 6,1)61.659

Xet contribution (loss) : total _ (1.332, 841)
Average per <<flrloitd (48)

This line Tvould require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Service, to this line generated a loss of $1.332.841 in
1973. Recovery of this loss would require approximately
a 100-perront increase in traffic or a 2,">-percent rate in-
crease. A more detailed discussion of the ferry service,
is contained in chapter 9.

Disposition

This portion of tlie, Toledo-Frankfort Line and the
Cross-Lake Car Ferry is not designated for transfer to
Consolidated Kail 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 discontinued.
For line-specific recommendations, see section C of this
appendix.
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Intrastate

USRA
Line

Number
Terminals

PC
119 Monmouth Junction to Rocky Hill
121 Trenton to Lambortville
121a Lambertville to PhiUipsburg
121b Phillipsburg to Martins Creek
121c Martins Creek to Belvidore

123/124/124a Farmingdale to Jamesburg
125/125a Monmouth Junction to Jamcsburg
126/126a Hightstown to Jamcsburg
127/128 Fort llix to Shrewsbury Road
130 Mount Holly to Medford

131
703

900
901
902

1100
1101
1102
1103
1104

1105
1106
1107
1108
1100

1112

1200
1201
1202
1203

1204
1205
1206
1207
1208
1210

1212

Trenton to Bordentown
Priiu'i'ton June-lion to Princeton

RDG
Lawrencevillr to East Trenton
East Trenton to Trenton
West Trenton to Trenton

CNJ
Communipaw to Jersey Avr-nue Yard
Weht Side Avenue to Communipaw
Newark Bay Bridge
Somcrville to Royce
Matawan to Morganvilk1

Anbury Park to Bay Head Junction
Toms River to Pincwald
High Bridge to Lake Junction
Lakehurst to Bridgeton Junction
High Bridge to Phillipshurg

South of Three Bridges to Flemington

EL
Newark to Orange
Orange to Summit
Summit to MorriHtown
Denville Junction to Morristown

Summit to Gladstone
Newark (Roseville Avenue) to Montclair
Bloomfleld to West Orange
Great Notch to Essex Fells
Mountain View to Pompton Junction
Chester Junction to Succasunna

Washington to PhiUipsburg

. - -

Page —

USRA
Line Terminals Page

Number

PRSL
1800 McKec City to Pleasantvillc 230
1801 Linwood to Pleasant. ville 231

20f> 1803 Vincland to Glassboro 232
206 1804 Bridgeton to Glassboro 233
207 1805 Glasf»boro to Woodbury 234
209
209 1806 Bellmawr to Glendora 236

]S07 Haddonficld to Lucaston 236
209 1808 Ocean City to Palermo 237
210
210
211
211

212

Interstate

New Jersey to New York

PC
212 117 Greenville, N.J. to Long Island City, N.Y. 238

(float)
709 Little Ferry, N.J. to Kingston, N.Y. 239

213
213

EL
213 1215 North Hackensack, N.J. to Nanuet Junction, 239

X.Y.

L&HR
213 1701 Belviderc, N.J. to Warwick, N.Y. 239
214
215
216
216

217
218
219
221
222

223 3

223
223
224
225

225

PORTION OF THE KINGSTON BRANCH

USRA Line No. 179

Penn Central

ROCKY HILL
F f

1 .PORTION OF KINGSTON BRANCH. PC ^.

if MONMOUTH JUNCTION ^"*\

A— <MP 2-7> ^ ' ' PC to New York
Kingston^^*^"" "" — jQC.̂  —

.j ^. ̂ ^ . . .^^ ̂ » ̂ ^
3.6 miles H ^^ Monmoutn Jiinction 3T*"~ *»«_.

^^^*\. PC to Jamesburg
^ " PC to Philadelphia

226 , , i _4.
226 This portion of the Kingston Branch, formerly part
228 of the Pennsylvania RR, extends from Monmouth
228 Junction (Milepost 2.7) to Rocky Hill, NJ. (Mile-
229 post 6.8), a distance of 3.6 miles, in Middlesex
229 and Some rset Counties, N.J. At Monmouth Junction,
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this lino connects with the PC line running from New
York to Philadelphia, and also the PC Jamesburg
Branch (see Line No. 125/125a).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Kingston 13

Total carloads generated by the line 13
Average carloads per week 0.3
Average carloads per mile 3.6
Average carloads per train 0.6
1973 operating information:

Number of round trips per year 22
Estimated time per round trip (hours) 2.0
Locomotive horsepower 1, 800
Train crew size 4

Public Comments on Preliminary System Plan

The Raritan Valley Chamber of Commerce reported
primary employment loss of 154, and secondary employ-
ment loss of 190 if this line is abandoned. It reports the
area would show a total income loss of $16 million, and
a loss of $33.022 in property taxes.

The Kail Service Research Committee stated that
loss of rail service would increase fuel consumption
by 1,360 gallons a year. Atmospheric pollution would
also increase. The Committee estimates that the line
generated 519 carloads in 1973 and 648 in 1974.

Trap Rock Industries points out that its nonreve-
nue producing shipments of ballast were not included
in USRA calculations. It expects that ConRail rehabil-
itation efforts will increase the demand for ballast.

TPCO has planned a facility expansion which would
increase rail usage by 24 carloads per year. The com-
pany states that it would be forced to close without rail
service.

Cities Service has planned to construct a new facil-
ity on the line.

Many shippers were confused by the designation
of MP 2.7 as the segment starting point.

Representatives of Franklin Township felt that the
increased use of motor carriers, resulting from cessa-
tion of rail service, would present a safety hazard for
school children.

Information for Line-Transfer Decision
Revenue received by PC $4,473
Average revenue per carload $344

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line 26,286
Cost of upgrading branch line to FBA Class

I: (1/10 of total upgrading cost) 7,975

Cost incurred beyond the branch line 1,676
Total variable (avoidable) cost 85,937

Net contribution (loss) : total (31, 464)
Average per carload (2,420)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 1,685 crossties (an average
of 468 crossties per mile).

Confusion existed about the shippers who would con-
tinue to receive service. Shippers between Milcposts 0.0
and 2.7 (U.S. 1) will continue to receive service.

According to the Facilities Planning Department at
USRA, the quarry at Rocky Hill has limited capacity
and the high cost of service does not warrant inclusion
in ConRail.
Service to this line generated a loss of $31,464 in 1973.

Recovery of this loss would require approximately a
twelvefold increase in traffic or a 703-percent rate in-
crease.

Disposition

This portion of the Kingston Branch is not desig-
nated 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 discontinued. For line-specific recom-
mendations, see section C of this appendix.

PORTION OF BELVIDERE DELAWARE BRANCH

USRA Line No. 727

Perm Central

\PCto Belvidere

\ •* Black River «

\ V
LAMBERTVILLE

.
VT

PORTION OF
BELVIDERE
DELAWARE BRANCH,
PC

RDG to Bound Brook .̂v <•.' /'RDG M
.<7west Trenton /'«-l-awrence»,lle

\ .'

V/Trenton (RDG) S\
*\* ,' PC to New York

TRENTON (MG BLOCK V ^ ^^Vrenton (Millham)
LIMIT STATION MP l.4»/

RDG to Philadelphia

PC ID Philadelphia TS\
^X \ PC * Bordentown

/ V
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This portion of the Bolvidere Delaware Branch,
formerly part of the Pennsylvania RR, extends from
Trenton (Milepost 1.4) to Lambcrt-viHe, A7.-/. (Mile-
post 15.4), a distance of 14.0 miles, in Mercer and
Hunte.rdon Counties, X.J. This line continues, at Lam-
bertville, north to Bolvidere (sec Line No. 121a). At
Trenton, this line connects with the PC line running
from New York to Chicago, and the PC Bordentown
Secondary Track (so* Line No. 131). It. also connects
with the Black River & Western RK at Lambertvilie.

Public Comments on Preliminary System Plan

Testimony indicated that the Delaware Valley Coop-
erative ships poultry and dairy feed from this line.

The New Jersey DOT reports that elimination of this
line, or Line No. l'21a. would necessitate rerouting ex-
tensive overhead traffic. Past experience, shows that re-
routing would entail a 240-mile detour and a 2-day
delay in shipments.

The New Jersey DOT contends that routing; plans by
USRA would require, the use of the Belvidere Delaware
Branch.

The Railway Industrial Clearance Association pre-
sented information showing this line to be part of a
through clearance route. As such, it extends from the
Trenton PC corridor to connections with the L&IIR at
Phillipsburg. It guarantees through freight movement
to New England and Canada. When operable this route
can serve as a relief route for the Metroliner.

Hunterdon County Freeholder Benjamin Kirkland
stated that there are 1.375 through trips per year on the
Belvidere Delaware Branch, carrying 114.125 cars>.

During 1973, Pennsylvania Power and Light shipped
9,055 coal cars over the branch. Additions to its Martin's
Creek operation required 6,750 care iu 1974. and am
expected to require 13,740 in 1975.

Elimination of this li)ie would force the Black River
and Western Railroad out of business. The- line reports
that it handled 730 carloads in 1973 and 1,395 in 1974.
The 659 carloads of traffic from Flemington would be
lost.

Information for Line-Transfer Decision

This line, does iiot directly serve any shippers. It is
used to provide access to the shippers located on Line
No. 121a, which will not be transferred to the Consoli-
dated Rail Corp.

Testimony provided at the RSPO hearings indicated
that the Black River & Western's only interchange,
point is at Lambertville. This situation will be corrected
when a new connection is built with the LV at Three
Bridges, N.J. Delaware Valley Coop., who testified,
is actually on the BR&W.

This line now is used to move substantial volumes of

overhead traffic and may be required for through
freight service.

Disposition

If alternative arrangements for the rerouting of the
overhead traffic now using this line cannot be made, this
portion of the Belvidere Delaware Branch shall be
transferred to Consolidated Rail Corp.

If alternative arrangements for the rerouting of the
overhead traflic now using this line can be made, this
portion of the, Bolvidere Delaware Branch is -nat desig-
nated 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 u&ed for other public purposes if rail
service is discontinued. For line-specific recommenda-
tions, see section C of this appendix.

PORTIONS OF BELVIDERE DELAWARE BRANCH
AND WARREN SECONDARY TRACK

USRA Line No. 121 a

Perm Central

1 PC to Belvidere (L«HR
L&HR Connection \ * i

LV to Belfast Junction—»

LV to Bethlehem

PHILLIPSBURG

VPORTIONS. BELVIDERE-
DELAWARE BRANCH AND
WARREN SECONDARY

TRACK, PC

35.3 miles—*

has Trackage Rights)

V— EL to Port Morris

CNJ to Jersey City
k

LV to Jersey City

Milford MP 34.4

Black River& Western
RR to Flemington

LAMBERTVILLE

x PC to Trenton

These portions of the Belvidere Delaware Branch and
Warren Secondary Track, •formerly part of the. Penn-
sylvania RR. extend from LnnibeftfiUf (Milepost 15.4)
to 1'hiIHjisbui'y. -V..7. (Mile.post 50.7), a distance of
3.J.3 m-iftx. in Hunterdon and Warren Counties, N.J.
At Lambertville the line continues south to Trenton,
and at Phillipsburg north to Belvidere (see Line Nos.
1-21 and 121c). At Lambertville it also connects with the
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Black River & Western EB. At Phillipsburg the line
also connects with the Lehigh Valley, CNJ (see Line
No. 1109) and EL (see Line No. 1212).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Phillipsburg1 16
Riegelsville 382
Holland 1,347
Milford 1,020
Frenchtown 61
Stockton 15
Lambertville 73

Total carloads generated by the line 2,914
Average carloads per week 56.0
Average carloads per mile 82.6
Average carloads per train 29.1
1973 operating information:

Number of round trips per year 100
Estimated time per round trip (hours) 9
Locomotive horsepower 1, 750
Train crew size 4
1 Includes only traffic on segment.

Public Comments on Preliminary System Plan

The Hunterdon County Board of Chosen Freeholders
estimates that loss of rail service between Milford and
Phillipsburg would result in unemployment of 900-
1,000.

Eiegal Products estimates that the 15.5 mile segment
of track from Milford to Phillipsburg could generate
a $69,167 profit.

Highways in the northern part of the county would
not be able to bear the volume of motor traffic that
would be required as an alternative to rail service.

Joseph Shanahan of the South Hunterdon Taxpay-
ers Association points out that the loss of rail service
would have disastrous effects on small communities and
small businesses.

Hoffman LaEoche, Inc., states that it generates 298
carloads annually.

According to the NJ DOT, restrictions have been
placed on the utilization of alternative modes used in
transporting #2 fuel oils.

If the Jersey Central Power and Light Co. facility
at Martin's Creek were to convert to coal use, a sig-
nificant increase in rail traffic would be registered.

See comments under Line 121.
According to information available the good ties

already on the line exceed the FBA Class I standard
of 640 good ties per mile by 120 percent.

The estimated cost for upgrading this line to FEA
Class I standards should be reviewed. The available
information on the line indicates that the tie replace-
ment estimate may be high. (Note: no upgrading costs
are included in this cost analysis—nor in the PSP cost
analysis.)

Information for Line-Transfer Decision

Revenue received by PC $922,345
Average revenue per carload $318

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 385,417
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 0

Cost incurred beyond the branch line 661,469

Total variable (avoidable) cost 1,046,886

Net contribution (loss) : total (124, 541)
Average per carload (43)

This line would require no upgrading to meet the re-
quirements of tho Federal Eailroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Although service to the entire line generates a loss,
service to that portion of the line from Milepost 34.4
to Milepost 50.7 (serving shippers at Phillipsburg,
Biegelsville, Holland, and Milford who generated 2,765
carloads in 1973) would generate $861,688 in revenue
and $847,302 in costs with a resulting contribution of
$14,386. Traffic to this portion of the line will be routed
through Allcntown.

Service to tho remainder of the line (from Milepost
15.4 to Milepost 34.4 serving shippers at Frenchtown,
Stockton, and Lambertville who generated 149 carloads
in 1973) would generate $64,108 in revenue and $205,910
in costs with a resulting loss of $141,802. Eecovery of
costs would require approximately an eightfold increase
in traffic or a 221-percent rate increase over the 1973
levels.

This line now is used to move substantial volumes of
overhead traffic and may bo required for through freight
service.

Disposition

The portion of the Belvidere Delaware Branch from
Milepost 34.4 to Milopost 50.7 shall be transferred to
tho Consolidated Eail Corp.

If alternative arrangements for the rerouting of the
overhead traffic now using this line cannot be made,
the portion of the Belvidere Delaware Branch from
Milepost 15.4 to Milepost 34.4 shall be transferred to
Consolidated Rail Corp.

If alternative arrangements for the rerouting of the
overhead traffic now using this line can be made, the
portion of the Belvidere Delaware Branch from Mile-
post 15.4 to Milepost 34.4 is not designated for transfer
to Consolidat«d 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



209 NEW JERSEY
121b, 121c, 123/124/1240

for other public purposes if rail service is discontinued.
For line-specific recommendations, see'section C of this
appendix. .

PORTION OF WARREN SECONDARY TRACK

USRA Line No. 12Ib

Penn Central

This portion of the Warren SecondaryTrack, extend-
ing from PhSIipsbitrg (Milepost 50,7) to Martin'1/!
Creek, N.J. (Milepost 57.6); a distance'of 6$ miles, in
Warren County, N.J., a line which was recommended
for inclusion on page 573 of the Preliminary System
Plan, shall be transferred to the Consolidated Eail
Corp.

:

PORTION OF WARREN SECONDARY TRACK

USRA Line No. T2Tc

Penn Central

This portion of the Warren Secondary Track, ex-
tending from Mnrtitin Creek (Milepost 57.C) to Relvi-
dere. N.J. (Milepost 64.3), a distance of 6.7 miles, in
Warren County, N.J., a line which was recommended
for inclusion on page 574 of the Preliminary System
Plan, shall be transferred to the Consolidated Rail Corp.

FREEHOLD SECONDARY TRACK

USRA Line No. 123/J24/I24o

Penn Central

PC Amboy
Secondary Track

CRRofNJ
JAMESBURG CRRofNJ / Red Bank-

Freehold ./* Bridgeton Linei*>«nwiu j mmgc

Branch- /̂ \T

/ V
PC Hightstown
Secondary Track

freehold x/

FREEHOLD
SECONDARY
TRACK, PC

FARMIMGDALE

post.8.3) toJamesburg,N.J. (Milepost 27.2), a distance
of 18.9 miles, in Middlesex and Monmouth Counties,
N.J. At Jamesburg this .line connects with the James-
burg'Branch (see Line No. 125/125a), the Amboy Sec-
ondary Track and Hightstown Secondary Track (see
Line No. 126/126a) of the PC. It also connects with the
Central RR of New Jersey at Freehold (see Line No.
1113) and Farmingdale.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Ehglishtown 142
Tennent 153
Freehold 1,733
Howell 8
Farmingdale 70

The Freehold Secondary Track, formerly part of the
Pennsylvania RR, extends from Farmingdale (Mile-

Total carloads generated by the line 2,106
Average carloads per week 40.5
Average carloads per mile 111.4
Average carloads per train 7.0
1973 operating Information:

Number of round trips per year 300
Estimated time per round trip (hours) 5
Locomotive horsepower 1,000
Train crew size 4

Public Comments on Preliminary System Plan

This line passes all of the USRA viability tests.
The Monmouth County Transportation Coordination

Committee estimates 2,000 additional unemployed if
this segment is closed.

Witnesses testified that this segment provides a good
clearance route connection between the CNJ Southern
Division and the Penn Central Jamesburg to Freehold
Branch, both of which arc to be part of ConRail. Addi-
tionally, without this line all of Monmouth County's
rail service would depend on the Raritan River Bridge
betwen Perth and South Amboy. This bridge has been
out of service for extended periods due to marine acci-
dents in the past.

Assemblyman Kozloski of Freehold calls for in-
creased commuter service over this line. He states that
8,500 residents of Monmouth County now commute.

The estimated cost for upgrading this line to FRA
Class I standards should be reviewed. The available
information on the line indicates that the tie replace-
ment estimate may be high.

The 3M Co. states that it owns property just beyond
the 13.9 milepost for which any future plans would be
enhanced by it having rail service.

The New Jersey Farm Bureau identifies this line as
critical to local agriculture. Clifford Case points out that
this line is utilized by the Earle Naval Ammunition
Depot.

The Monmouth County Transportation Coordination
Committee finds 2,986 carloads generated on the entire
18.9 mile line in 1973 and states that it is profitable.
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The New Jersey Department of Transportation states
that the 391 carloads generated by Knappe-Smith on
the excluded 5-mile segment in 1973 should justify its
inclusion in ConRail.

Reported traffic:
Carloadt

Company and location IffIS 1974 Projected

The Nestle Company, Inc 1,200
Brockway Glass Co 1,000
Minnesota Mining & Mlg 16
Charms Candy Co 420
Cherwoll-Ralll 200
Truss Systems, Inc 6
Knappe Smith Mlg. Co. 391 42
Rokeach & Son, Inc. of N.J 14
Crosslins Ceilings System 24
Foster Canning Co., Inc SO

These firms employ a total of 1,949 persons.
Charms Candy indicated that the PSP recommenda-

tions erroneously excluded service to its facility in
Freehold.

Information for Line-Transfer Decision

Revenue received by PC $973,940
Average revenue per carload $462

Variable (avoidable) cost of continued
service:

Coat incurred on the branch line 256,244
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) 44, 726
Cost incurred beyond the branch line 617,015

Total variable (avoidable) cost 917,985

Net contribution
Average per carload

: total 55,955
27

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would in-
clude the replacement of a total of 8,900 crossties (an
average of 471 crossties per mile).

A review of the recommendation in the Preliminary
System Plan indicated that the milepost limits at Free-
hold erroneously excluded traffic identified for continued
service. The Disposition (below) corrects this situation.

The Association could verify only 21 cars for
Knappe-Smith in 1973. A conversation with their traffic
manager indicated one to two cars per month, in season,
were received.

Although service to the entire line generates a net
contribution, service to that portion of the line from
Milepost 13.5 to Milepost 27.2 (serving shippers at
Englishtown, Tennent and Freehold who generated
2,028 carloads in 1973) would generate $942.931 in rev-
enue and $848,455 in costs with a resulting contribution
of $94,476.

Service to the remainder of the line (from Milepost
8.3 to Milepost 13.5 serving shippers at Howell and
Farmingdale who generated 78 carloads in 1973) would
generate $31,009 in revenue and $82,346 in costs with a
resulting loss of $51,337. Recovery of costs would re-
quire approximately a fivefold increase in traffic or a
166-percent rate increase over the 1973 levels. Although
shippers served by this lino have provided information
indicating some traffic growth, the projected traffic level
is significantly less than that required for viability.

Disposition

The portion of the Freehold Secondary Track from
Milepost 13.5 to Milepost 27.2 shall be transferred to
the Consolidated Rail Corp.

The portion of the Freehold Secondary Track from
Milepost 8.3 to Milepost 13.5 is not designated for trans-
fer to Consolidated Rail Corp. and is available for
subsidy pursuant to section 304 of the Act. Public offi-
cials have recommended that certain rail rights-of-way
be used for other public purposes if rail service is dis-
continued. For line-specific recommendations, see sec-
tion C of this appendix.

JAMESBURG BRANCH

USRA Line No. I25/725o

Penn Central

The Jamesburg Branch, extending from Monmouth,
Junction (Milepost 0.0) to Jamesburg, NJ. (Milepost
5.0), a distance of 5.0 miles, in Middlesex County, N. J.,
a line which was recommended for inclusion on page
575 of the Preliminary System Plan, shall be transferred
to the Consolidated Rail Corp.

HIGHTSTOWN SECONDARY TRACK

USRA Line No. I26/I26o

Penn Central

The Hightstown Secondary Track, extending from
Jamesburg (Milepost 13.6) to Higlttstown, NJ. (Mile-
post 21.7), a distance of 8.1 miles, in Middlesex and
Mercer Counties, N.J., a line which was recommended
for inclusion on page 577 of the Preliminary System
Plan, shall be transferred to the Consolidated Rail
Corp.
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PORTION OF UNION TRANSPORTATION
COMPANY

USRA Line No. 127/7128

NEW JERSEY
127/128, 130

MEDFORD BRANCH

USRA Line No. 130

Penn Central

UNION
TRANSPORTATION
COMPANY

UT Line to
Pemberton

FORT DIX

SHREWSBURY
ROAD

New Egypt

Cookstown

The portion of tlie Union Transportation Company
extends from Fort Dix (Milcpost 5.6). to Shrewsbury
Road, NJ. (Milepost 18.9), a distance of 13.3 miles, in
Monmouth and Burlington Counties, N.J. At Fort Dix
this line continues to Pemberton.

Public Comments on Preliminary System Plan

Tho Union Transportation Company reports that the
line generates 325 carloads per year.

Tho Burlington County Rail Research Committee
estimates an employment loss of nine if service on this
branch is terminated; personal income loss would he
$81,000, and property tax loss of $6,618.

Agrico states that it generated 60 carloads on this
line in 1974.

TAPC. Ltd. estimates that it would use 55 to 65 car-
loads per year, up significantly from 35 in 1974, if
service were improved.

Agway Corporation, 12-14 rars per year, expects a
100-percent traffic increase when a new customer moves
on the line in 1975.

McGuirc Air Force Base is considering converting
two of its central hrating boilers to coal. The Union
Transportation Company estimates that this could re-
sult in an increase, in coal traffic of 200 cars per year.

The New Jersey Farm Bureau testified that much
of the state's* fertilizer production occurs in this area.
Rail service is vittil in transporting this commodity.

Information for Line-Transfer Decision

This line is leased from the PC and operated by the
Union Transportation Company. Therefore, it has not
been subjected to detailed analysis. Current operations
can be continued by Union Transportation Company.

Disposition

This portion of the Union Transportation Company
is not designated for transfer to Consolidated Rail Corp.

Holly
Secondary
Track, PC

Pemberton
Secondary
Track. PC

^Mount Holly

MEDFORD
BRANCH. PC

5.0 miles

MOUNT HOLLY HP 1.3

MEDFORD

The Medford Branch, formerly part of the Pennsyl-
vania RR, extends from Mount Holly (Milepost 1.3),
to Med-forf, N.J. (Milepost 6.3), a distance of 5JO miles,
in Burlington County, N.J. At Mount Holly, the line
connects with the PC Holly Secondary Track and the
PC Pemberton Secondary Track.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Medford 130

Total carloads generated by the line 180
Average carloads per week 2.5
Average carloads per mite 26.0
Average carloads per train 2.5
1973 operating information:

Number of round trips per year 52
Estimated time per round trip (hours) 2
Locomotive horsepower 2,250
Train crew size 4

Public Comments on Preliminary System Plan

The Brotherhood of Locomotive Engineers said the
actual number of round trips on this line is 40.

The Ne.w Jersey Farm Bureau stated that the elim-
ination of this line would cause a severe economic loss
to the agricultural community.

The Xow Jersey DOT identified 22 shippers on this
line. Seven of these generated 121 carloads in 1973. The
other companies stated that their rail usage has ceased
duo to poor service and unavailability of cars.

Bermico. Inc.. located on the 1.5 mile segment to
be included in ConRail is currently receiving service
twice a week. However, they stated that Medford did
not receive services as often.

The New Jersey DOT stated that much of the lost
rail usage on this line can be recovered with improved
service. It feels that the branch could be profitable.

The Mt. Holly-Modford Rail Research Committee
stated that the elimination of this line would result in
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the loss of 105 jobs. The total income lost would be $850,-
000, and $10.000 lost in property taxes.

The Committee estimated that use of motor carrier
would mean a 500 percent increase in fuel consumption.
Ten bridges in the area would require $1 million reha-
bilitation.

The estimated cost for upgrading this line to FKA
Class I standards should be reviewed. The available in-
formation on the line indicates that the tie replacement
estimate may be high.

Information for Line-Transfer Decision

Revenue received by PC $52,848
Average revenue per carload $407

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 40,139
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 13,766

Cost incurred beyond the branch line 42,413

Total variable (avoidable) cost 102,318

\ct contribution: total (49,470)
Average per carload (381)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 2,600 crossties (an aver-
ago of 520 crossties per mile).

Service to this line generated a loss of $49.470 in 1973.
Recovery of this loss would require approximately a
fivefold increase in trailic or a 94-pcrccnt rate increase.

A reduction in service frequency to 40 trips per year
would reduce this loss to approximately §48,300.

Disposition

The Mcdford Branch 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 discontinued. For
line-specific recommendations, see section C of this
appendix.

PORTION OF BORDENTOWN SECONDARY

TRACK

USRA Line No. 131

Penn Central

This portion of the Bordentown Secondary Track,
extending from Trenton (Milcpost 0.0) to 7iordentown,

NJ, (Milcpost 6.0), a distance of 6.0 miles, in Burling-
ton and Mercer Counties, N.J., a line which was recom-
mended for inclusion on page 578 of the Preliminary
System Plan, shall be transferred to the Consolidated
Rail Corp.

PRINCETON BRANCH

USRA Line No. 703

Penn Central

PRINCETON

PRINCETON
BRANCH. PC ->

19 miles

j-NewYorio
± Philadelphia

PRINCETON
JUNCTION

The Princeton Branch, formerly part of the Penn-
sylvania RR, extends from Princeton Junction (Mile-
post 0.0) to Princeton-, N.J. (Milepost 2.9), a distance
of 0.0 miles, in Mercer County, New Jersey. At Prince-
ton Junction the line connects with the PC line between
New York and Philadelphia.

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Princeton 56

Total carloads generated by the line 56
Average carloads per week 1.1
Average carloads per mile 19.3
Average carloads per train 1.9
1973 operating information:

Number of round trips per year 30
Estimated time per round trip (hours) 4.0
Locomotive horsepower ^-_ 1,800
Train crew size 1 4

Public Comments on Preliminary System Plan

The major concern of testimony received on this line
focused on passenger service. A spokesman for Prince-
ton University noted lhat the Princeton "Dinky" is the
only public transportation which provides access to the
Penn Central main lino for the 4,400 employees and
5,800 students at the university.

Prior to 1970 the university utilized 14 carloads of
coal per week. It is hopeful that the line will remain
intact in case the university has to revert to coal.

The Princeton Forrestal Center is planned for the
area. It would require rail service.

Testimony was presented citing the adverse effects
abolition of rail passenger service would have on the
environment. The line carries approximately 800 pas-
sengers a day.



The New . Jersey Department, of Transportation,
based on its analysis of Peim Central abstract data,
credits the line with 56 carloads.

Information for Line-Transfer Decision

Revenue received by PC. $10,393
Average revenue per carload — . 821(3

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the brand) line 26.340
Cost of upgrading branch lino to FRA Class

I: (1/10 of total upgrading cost) 0
Cost incurred beyond the branch linr 13, 583

Total variable (avoidable) cost 39,923

Net contribution (loss) : total — (23.530)
Average per carload -~ -- 1-420)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards ((Muss T track, which has a
maximum safe operating speed of 10 iri.p.h.).

This line was reanalyzed using all of the rars gen-
erated at. Princeton.

Service to this line generated a loss of $23,530 in 1973.
Ke.covery of this loss would require approximately a
ninefold increase in traffic or a 144-percent rate in-
crease. The assumption of ownership and maintenance
costs by a public body in order to continue passenger
service would reduce this loss to approximately S6.000.

Disposition

The Princeton Branch is not- designated for transfer
to Consolidated Rail Corp. and is available for subsidy
pursuant to Section 304- of the Act.

Continuation of passenger service o-n this line is de-
pendent on the purchase, lease o-r other tmnsfer of the
necessary facilities to a public body.

TRENTON-PRINCETON TRACTION COMPANY
INDUSTRIAL TRACK

USRA Line No. 900

Reading

The Trenton-Princeton Traction Co. Industrial
Track, extending from the. Knsl Trenton Branch- (Mile-
post 1.1) to Linnvjin'fifli'. .V.J. ('Milepost. 3.4), a dis-
tance of #.;y -/NtTcvt, in Mercer County. N.J., a line which
was recommended for inclusion on page S8K of the
Preliminary System Plan, shall be offcivd for sale to
the Chessic System, a profitable railroad operating in
the region. If this oiler is not accepted, the line shall be
transferred ro the Consolidated Huil Corp.
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EAST TRENTON INDUSTRIAL TRACK

USRA Line No. 901

Reading

The East Trenton Industrial Track, extending from
East Trenton (Milepost 35.6) to Trenton, NJ. (Mile-
post 38.7). a distance of •?./ mites, in Mercer County,
N.J., a line which was recommended for inclusion on
page 589 of the Preliminary System Plan, shall be
offered for sale to the. Chessie. System, a profitable car-
rier operat i ng in t he Region. I f this oli'e.f is not accepted,
the. line shall be transferred to the Consolidated Rail
Corp.

TRENTON BRANCH

USRA Line No. 902

Reading

The Trenton Branch, extending from West Trenton
(Milepost 32.S) to Tfi"itton..V.J. (Milepost 36.2), a dis-
tance of $4 milt*, in Mercor County, N.J.. a line which
was recommended for inclusion on page ."WO of the Pre-
liminary System Plan, shall be offered for sale to the
Chessie System, a profitable carrier operating in the
Region. If this offer is nor accepted, this line, shall be
transferred 1o the Consolidated Rail Corp.

JERSEY AVENUE BRANCH

USRA Line No. 7700

Central Railroad of New Jersey

CNJ to West Side Avenue

JERSEY

AVENUE

YARD

^S«-V to Oak Island

X—.V
COMMUNIPAW ,V "" '"

/* \\T ^^^^^""\Johnston Avenue
CNJ to Bayonne li__\— 0.7 miles —\-»l

JERSEY AVENUE BRANCH ,CNJ\ '?— LV Jersey City™<°/ \at"dFta
Jersey City Terminal

The Jersey Avenue Branch extends from Communi-
ptiin to Jersey AWHW; Yard, Ar../.. 0.7 m.!7f. at Jersey
C'/'fy* Hudson County, N.J. This line cDimects at Com-
munipaw with the CN.I I I I K \ to Bayonne and with the
West Side Branch (se.e Line No. 1101). It connects at
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Johnston Avenue with the LV lines to Oak Island and
to the Jersey City yards and float bridge.

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Jersey City 365

Total carloads generated by the line 365
Average carloads per week 7.0
Average carloads per mile 521.4
Average carloads per train 3.5
1973 operating information :

Number of round trips per year 104
Estimated time per round trip (hours) 1. 3
Locomotive horsepower 1,000
Train crew size 4

Public Comments on Preliminary System Plan

A rail user survey identified six shippers on this line,
generating 294 cars in 1974.

Testimony predicts the loss of at least 38 jobs if the
line is eliminated.

Lignum Products estimates a 20-percent annual
growth over its 1973 traffic. They would cease operations
without rail service.

According to the New Jerse)' DOT, requests for rail
service to the new facility constructed by Schiavone
Bonomo have been ignored by the CNJ.

Mr. Allen of the CNJ reported that this line needs
considerable rehabilitation.

The Jersey City Development Council of the Cham-
ber of Commerce reports the following shippers on the
line:

Carloads

Company
Colwell Corp

U S Gypsum Co

Total

1973
40

146

186

19U
40
25

204
25

284

Yumfter of
employee!

13
25

190
250

478

The estimated cost for upgrading this line to FRA
Class I standards should be reviewed. The available in-
formation on the line indicates that the tie replacement
estimate may be high. (Note: No upgrading costs were
included in the analysis of this line in the PSP.)

Information for Line-Transfer Decision
Revenue received by the CNJ $56,539
Average revenue per carload $155

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 23, 086
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) _ 3,847
Cost incurred beyond the branch line 41,928

Total variable (avoidable) cost 68, 861

Net contribution (loss) : total (12,322)
Average per carload (34)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would require the
replacement of a total of 1.000 crossties.

Although service to this line generated a loss amount-
ing to $12,322 based on 1973 CNJ operations, analysis
based on ConRail (merged) operations revenues and
costs resulted in a contribution of $6,870.

Disposition

The Jersey Avenue Branch shall be transferred to
the Consolidated Rail Corp.

WEST SIDE BRANCH

USRA Line No. 1101

Central RR of New Jersey

WEST SIDE
AVE.

WEST SIDE
BRANCH. CNJ:

Buffalo ^ ^_
Jersey City — • •"* "^, «••
Line. LV — "*>

CNJ to
Bayonne

2.1 miles

LV to Jersey City Yard
jgm

^^_4 CNJ to Jersey Avenue Yard

A—fo CNJ Jersey
v City Terminal

»
COMMUNIPAW

The CNJ West Side Branch (and extension) runs
from Communipaw (Milepost 1.0) to West Side Ave-
nue (Milepost 3.1), a distance of 2.1 males in Jersey
City, Hudson County, N. J. At Communipaw, this line
connects with the Central Railroad of New Jersey line
running from the Jersey City Terminal to Bayonne
and beyond, and with the Jersey Avenue Branch (see
Line No. 1100). At Communipaw, this line does not
connect but it crosses under a branch of the Jersey City-
Buffalo line of the Lehigh Valley.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Jersey City 1,939

Total carloads generated by the line 1,939
Average carloads per week 37.3
Average carloads per mile 923.3
Average carload per train 7. 6
1973 operating information:

Number of round trips per year 255
Estimated time per round trip (hours) 3.0
Locomotive horsepower 1,000
Train crew size 4
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Public Comments on Preliminary System Plan

A rail user survey ident ified 11 shippers generating
2,069 carloads in 1074. Termination of rail service
would result in the loss- of ut least (iOO jobs. All planned
growt.li and expaiiMon of these linns would cease if rail
service were eliminated.

The New Jeivey DOT;s survey indicated fll') oar-
loads generated by 5 shippers on this lino in 1073.

Metro Containers estimates that alternate' transpor-
tation coM.s would be !;:2y:l.7SMS. It hat> a S5 million expan-
sion planned for 1976.

Armin Polyethylene Film esliuintes a 15-percent an-
nual growth. However, they would close without rail
service.

Malinekrodt Chemicals plan> & .")0-percent expansion
of their operations.

The Jersey City Chamber of Commerce, reports the
following companies located ou this line:

Disposition

The West Side Branch shall be transferred to the
Consolidated Kail Corp.

NEWARK BAY BRIDGE

USRA Line No. II02

General Railroad of New Jersey

CNJ to Newark LV NewaA
Bar Bridge

LV •' ' Jersey City

Y'* I Clvemont
(PC h» Trackage / / O Temina' LV
RifMs) | /.*•

. C71/ Greenville
Constable J Unction y yard PC

PC lo Philadelphia|
I

Company Ifame Carload-i employees ' . 1
Metro Container Corp - 1,500 flOO- CNJ to Philiipsnurg j NEWARK BAY BRIDGE.
Armin 1'oljctbyli-iiu Him 75 100 .... "•• CHJ

STiSr1 -̂„::.::::-.:::.:.-.-: *£ "S *•*'—'
Mallnckrodr. Chemicals -- . 01 160 .
M. Pusheuusky & sons . — . . 45 24 Hin Newark nay lindge, extends from Hook (Bay-
itobart wood ana wj«- (•. ss 0llW) (Milpj)ost f.O) to tfhotv, (Misabetfiport), N.J.
J. T. HJWSOB & Soup— ... . 05 J,"n ' ' ' , , . , ! . • , n
siioe-Tayior inc 43 2i (Milepost H.!>). a distance ot IS) fjnAw. in Hudson and
stage Lumber co .. i!B in l^nion Counties. N..J. At Hook ami Slmre the line, con-
Y. k T. TriicUDR 210 60 . •

. tuuies en-t to Jersey ('ny :tn<i west to Ehzabethport.
Branch total-- 2.009 l . lSfl

' Siding needs rr-pair. Public Comments on Preliminary System Plan

Information for Line-Transfer Decision Th« N'p^ *n™y DOT ^ »<> ̂ "I'PJ5" !llfec;tcd b>"
cessation of service over tins bridge as Jong as service

Revenue Tewlve<l l.yrxT. J300.3T.1 js (.on,im,P(l OV(Jr tlie Lehigli Valley bridge 3 miles
Aver.iue revenue per carload $155 1 orlli

variable (nvolrtaMei ««.t of. .*Hmwfl wrvi^cl The ^"'Y of Havonne opposes the elimination of rail
r«#i ineurreil on Hie branch Line- ... S7.5C7 i^sswipcr^crvife via this bridge.
COM of upiinKilnir, briinch Jim- in KRA

Class i: u./in df t i H u l uiiRi-ndliiR Informalion for Line-Transfer Decision
cost) . ... -j"1^ RjiYonne shippers will continue to 'be served l>v Con-

Cost incurred lieyonrt the linincli hue. 2'JU, 152 .. • . . ... r i • i -f n i -i i" • i •
Kail via tlio existing Lenigh \alley bridge wluc-h is

Total viiriubip tavnuiniiiei co-ii . »i-i,U39 locuted :\ miles ro the north of the CNJ bridge. Sub-
-- sequent dismantling of die CNJ bridge will remove- a

\ot rontrilmlion doss): total .. (13,88S'i serious navigational hazard for owan shipping moving
Average per rorlond. - - . . - (7) between Newark Bay and New York Harbor. KHmina-

This line would require upgrading 1o meet the iv- V01! °f ]Jw
L

b»l1^ wi11' 1'O^vor. sevc-i- a lightly patron-
quirements of the Federal Railroad Administration's fll •*«""*«« 1>^»K«' »rvi«.. (The State, of New
niiiiimnm safety standards f Class I track, whieh has a Jcre<7 !ias "I"™111 Mnw inu>w* m TCroUtinS thlS

" . ,' j. ... . x ,, , aervife.)
maximum operating speed of 10 m.p.h.). Ba«d on
available information, this upgrading would include Disposition
the replacement of a total of »» erratics (an average T]KJ N<?wa,k Ha>. Bri(lpt is. hfl/ de?i,?nated fortrans-
of 23S crossties per mile). lcl. to (\msolidatwi Kai 1 Corp.

Service, to this line generated a loss of $1{J.88H in 107S. Cont>n-mtlon of pawngfr scw-ice* itriny Ms bridge
Kecovery of tliis loss would require approximately an & <lei>en</cnt. o-n the j/iifrliate, lease, or other transfer of
18-percent increase in traffic or a 5-percent rate increase.. fhc-nfccfmary fac!Iitif.» foaptiblir body.
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PORTION OF THE SOUTH BRANCH

USRA Line No. 1103

Central Railroad of New Jersey

/—CM to Phillipsburg

SOMERVILLE

216

CNJ to Flemington
ROYCE
MP3.I

CNJ to Jersey City

PORTION OF THE
SOUTH BRANCH. CNJ

This portion of the South Branch extends from Som-
ervittc (Milepost. 0.0) to Royce. N.J. (Milepost 3.1), a
distance of 3.1 miles, in Somerset County, N.J. A con-
tinuation of this line extends westward from Royce (see
Line No. 1111). At Somerville, this line connects with
the Central RR of New Jersey's Jersey City-to-
Phillipsburg Line.

Traffic and Operating Information

Stations (with their 1!)73 carloads) served by this line:
Royce I 101

Tot.il carloads generated by the line 101
Average carloads per week 1.9
Average carloads per mile ^ 32. 6
Average carloads per train 1.9
1973 operating information:

Number of round trips per ydar__ 52
Estimated time per round trip (hours) 2.0
Locomotive horsepower -- 1, 600
Train crew size 1 4

Public Comments on Preliminary System Plan

The New Jersey DOT identifies the two main users
of this line as the US Postal Service Eastern Area
Supply Center, and the Veterans Administration Sup-
ply Depot.

The New Jersey DOT feels that oil-branch cost esti-
mates by USE A are overstated.

Consideration must be given to the total revenue that
would be lost to ConKail if this line is not included in
the Final System Plan. In 19t3, 101 cars on this line
generated a total revenue of $111,368; however, only
$11.721 was attributed to the line.

Information for Line-Transfer Decision

Revenue received by CNJ §11, 721
Average revenue per carload $116

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line 32,3oi
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) 4,262
Cost incurred beyond the branch line 7,238

Total variahlo (avoidable) cost :__ 43,851

Xet contribution (loss) : total.' (32,130)
Average per carload (318).

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class T track, which has a
maximum safe operating.specd of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 720 crossties (an average
of 232 crossties per mile).

Service to this line generated a loss of $32,130 in 1973.
Recovery of this loss would require approximately a
sevenfold increase in traffic or a 274-percent rate in-
crease. This loss was not significantly reduced in the
analysis of this line based on ConRail (merged) opera-
tions.

Disposition

This portion of the South'Branch 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
discontinued. .For line-specific recommendations, see
section C of this appendix.

PORTION OF THE FREEHOLD BRANCH

USRA Line No. 1104

Central RR of New Jersey

New York & Long
Branch RR to
South Amboy —-,

S-
3.2 miles

PORTION OF THE
FREEHOLD -
BRANCH. CNJ

Highlands Branch. CNJT
•y-

^7HE/

/MOD

' MATAWAN

-NY&LB RR to Bay
Head Junction

MORGANVILLE

•CNJ to Freehold

This portion of the Freehold Branch extends from
Matawan (Milepost 10.9) to Morganville, N.J. (Mile-
post 14.1), a distance of 3.% miles, in Monmouth County,
N.J. At Matawan, this line connects with the New
York & Long Branch RR.



Traffic and Operating Information
Stations < w i l h tlwlr 1D7S carloads) scrml liy

Frcneau ---- ------ . -------- ----
Morganville __ ... ------------- —

line:
12
07

Total carloads generated liy th«- liiu'_ — 7!)
Average carloads JK-V week — 1.5
Average cnrlonds per mile 24.7
Avprngo carloads' per train 1. R
11)73 operating information:

Number of rouml trips per year. _. _. .... X'i
EstlmiiU'd time nr>r round tr ip ilimirs) _ 2.0
LotroinotisohnrsppowiT - .. _.. 1. SCO
Train crow sire 4

Public Comments on Preliminary System Plan

This line segment is in the, northern portion of the
former Motawan-lo-J-'reehold CN.T brancli. The portion
of the. line south of Morfwnvillc is out of service due1

to it bridge, failure.
OXJ trustees Iiave placed rehabilitation costs of this

lino at S2DO.OOO.
Ue.ptTr-enta.the. James ,1. Howard states that the Im-

perial Oil Co. of Morganville would close if rail service
ovei this line is eliminated.

NTew Jpiwy DOT states that from CNJ abstract data
it found 44 wHoiuls te.rniinntin^ in Freehold in 1073.
Howovor. no C-KJ service was provided to customers in
Freehold in 1'J73. The possibility that these carloads
were destined to customer? located along the branch
line should be iiivt'Stifrated.

NRVV Jersey DOT suitor Hint on bnnich cost? incurrexl
in the I'SRA figures seem e.xce.ssive since the porvice is
renden'il by a c.rew ;issifriim<'iit. i l iat serves othei Mata-
wtm area industrii's and will doubtless continue to work
the area in the future.

The Monmouth County Tntntportation Coordinating
Commitlee recommended tljnt service be maintained
over Line Xo. 1104 with the tvmnininjr portions of the
branch placed in it land bank.

Consideration must bo given to the total revenue that
would be lo?t to ConUail if this lino is not included in
the Final System Plan. In 1973, W3 cars on this lino
gpne.ru.lpd a. total rvvomit! of S40.460; liowever, only
Sl^.^fC'i was attributed to the line.

Information for Line-Transfer Decision

Rovt'iine received by CN'.T .. ...512,955
$164
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This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on.
available information, this upgrading would include
the replacement of a total of "SO crossties (an average
of -244 crosstius per mile).

Service to this lim» generated a loss of S29.903 in 1973.
Recovery of this loss would require approximately a
fourfold increase in traJlic or n 231-percent rate increase.
The existence of an additional 4t carloads on this line
in 19715, as suggested by the Xe\v Jersey DOT. would
reduce the above, loss to S?2,V>6<). Similarly, analysis of
this line, bused on ConRail I.merged) operations did not
significantly reduce the, above loss.

Disposition

This portion of the Freehold Branch 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-
\vay be used for other public purpose* if rail service is
discontinued. For line-specific, recommendations, see
section C of this appendix.

V (triable (avoidable1! rust of continued
service:

Cost incurrix! on tlio lirtiuch lini> ... ... 30,013
fo<t nf npKriuImp linuifli lliu> to KHA eln«.s

I: fl /10 of lo lu l iipgnLdiiiK rost I ._ 7. 687
Cost iiK'iirrod beyond the lirnueli line. .. 5, 158

PORTION, NEW YORK & LONG BRANCH RR

VSRA Line No. 1105

I ASBURY PARK
(BRADLEY BEACH)

Total \jirialilc in voidable i c<i«l. •12, 85S

N'ft contribution I loss i : iolnl . ... 129.1)03)
Average i#r corloiul . . . .. (.Wi

New York & —'
Long Branch
RR to South Amboy

PORTION OF
NEW YORK >i
& LONG BRANCH I /
RR | 9,0 miles

Sea Girt

BAY HEAD I
JUNCTION •

This portion of the New York & Long Branch RR
extends from Anbury I*<trk (H)wl1eif Itc-ach) (Milepost
29.0) to liny Head Jnnct>ini. N.J. (Milopost 38.0), a
distance of 9.0 •luilcn. in Momnonth and Ocean Counties,
N.J. At Asbury Parli. tliis line continues to South
Ambov.
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Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Belmar (ONJ) 8
Spring Lake (ONJ) 19
Point Pleasant Beach (ONJ) 265
Bay Head Junction (PC).
Manasquan (PC)
Sea Girt (PC)
Spring Lake (PC)
Belmar (PC)
Avon (PC)
Bradley Beach (PC)
Point Pleasant (PC)

11
8
4

35
6
4

23
93

Total carloads generated by the line 465
Average carloads per week 8.9
Average carloads per mile 51. 7
Average carloads per train 4.5
1973 operating Information:

Number of round trips per year 104
Estimated time per round trip (hours) 3.0
Locomotive horsepower 1,600
Train crew size 4

Public Comments on Preliminary System Plan

New Jersey DOT states that this line is jointly
owned by PC and CNJ. There were 175 carloads
handled by PC on the line that were not included by
USRA. These generated an additional $67,392 in reve-
nues for the line.

New Jersey DOT identified 16 shippers on this line.
CNJ reports that its carloads increased 25 percent

in 1974 to 351. The Monmouth County Transportation
Coordinating Committee reports 398 carloads in 1974.
Revenue per car is also increasing according to Point
Pleasant Distributors which received 170 cars at $824
per car in 1973 but paid $993 per car for 203 carloads
in 1974. It expects to receive 240 in 1975. Using 1974
carload figures and applying the 20.5-percent rate in-
crease it has experienced, the company finds a $59 per
carload profit for the line.

CNJ contends that USRA has also overstated the
on-branch operations and rehabilitation costs and chal-
lenges the figure of 8 hours for round trip crew time,
stating that only 3 hours of the crew's time is attrib-
utable to this segment.

$4 million has been invested in maintenance for this
line by the state of New Jersey in the past 4 years.

This line is an essential commuter route, serving more
than 20,000 commuters in Monmouth and Ocean Coun-
ties going to the Newark/New York City area.

Reported that $38 million has been appropriated by
the state of New Jersey for electrification of the entire
line from South Amboy to Bay Head Junction.

According to the Monmouth County Transportation
Coordinating Committee the Asbury Park freight yard
is in this segment.

Consideration must be given to the total revenue that
would be lost to ConRail if this line is not included in

ConRail. In 1973 the 282 cars shown by USRA gen-
erated a total revenue of $301,116, however, only
$77,893 was attributed to the line.

Information for Line-Transfer Decision

Bevenue received by CXJ-PC $214, 424
Average revenue per carload $461

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line (ex-
cludes maintenance) 108,156

Cost of upgrading branch line to FRA
Class I: (1/10 of total upgrading cost) _ 0

Cost incurred beyond the branch line 217,163

Total variable (avoidable) cost 325,319

Net contribution
Average per carload

: total (110,895)
(238)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.).

This line was reanalyzed using combined PC and
CNJ traffic based on ConRail (merged) operations
costs and revenues. The number of trips remained un-
changed, but the hours per trip were reduced to 3.
The mileposts were adjusted at Asbury Park to keep
that yard in ConRail.

Service to this line generated a loss of $110,895 in
1973. Recovery of this loss would require both a traffic
and a rate increase. Although the shippers served by
this line have provided information indicating some
traffic growth, the projected traffic level is significantly
less than that required for viability.

Disposition

This portion of the New York & Long Branch
RR is not designated for transfer to Consolidated Rail
Corp. and is available for subsidy pursuant to section
304 of the Act. The continuation of passenger service on
this line is dependent on the purchase, lease, or other
transfer of necessary facilities to a public body.

PORTION OF TOMS RIVER & BARNEGAT BRANCH

USRA Line No. 7106

Central Railroad of New Jersey

This portion of the Toms River & Barnegat Branch
extends from Toms River (Milepost 47.4) to Pinewald,
NJ. (Milepost 51.5), a distance of 4-1 miles, in Ocean
County, N.J. At Toms River, this line continues to
Lakehurst.
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r-CMJ to
^ Lakehurst

** ̂ ^

TOMS RIVER1

PORTION OF TOMS RIVER &X4.I miles
BARN EG AT BRANCH. CNJ—

PINEWALD'
•

Private Track to Oyster Creek- ->%

Traffic and Operating Information

Stations (with tlioir 1H73 carload")
Pinewnld
Waretown —

sowed by this line:
ra.
4

Total carloads generated by the lino 56
Average carloads i>er week 1.1
Avcruec rurloiiiN ]ii*r mil*.1. — — -- 13.7
Average carloads per train 1.1
1973 operating information:

Number of round trips per j-fnr 52
Estimated time [inr nmiul Irip I liourM 1.0
Locomotive horsepower . 1,600
Train crew size 4

Public Comments on Preliminary System Plan

Thft portion of the branch from Pinewald (o Oyster
Creek is presently operated under a contractual agree-
ment between the .1 ersey ( Vntrnl Power & Light Co. and
CNJ. JCP&L pays CN-T $14,000 per year under this
agreement, which runs un t i l 1JN1. JC'P&L estimates the
following rail usage:

io-r>

1077
1978

Tors
:',3
17
482
R2D

Tons
•225
730

18,120
13, noo

Tin- company has invp-twl Sliiil.HD.i in :i mil s-piif to
servo tlu>. planned Forked River Nuclear Station, adja-
cent, to thi' Oyster Creek Nuclear (ioncrating Station.
Kail se.rvicc. is mandatory I'm1 tlu> construction of this
facility and for the replacement of any oversize
components.

CNJ states that the. USRA figure of 4 hours for a
round trip on this 4.1 mile segment is incorrect; a 1-hour
time, is more realistic. Additionally, the cost incurred
on branch is listed as $$7,1)-!.1 but when compared to the
costs incurred on Line No. 1105, the. cost shown is three
times greater for the Toms River Branch on a pcr-mile
basis.

Consideration must be pi ten to the tofcxl revenue that
would'be lost to Con Hail if this line, is not included in
the Final System Plan. In J!>73. the ."i<5 cars on this line
generated a total revenue- of s*2J>.5nfl; however, only
$9,221 was attributed to the line.

NEW JERSEY
1107

Information for Line-Transfer Decision

Revenue received by CXJ
revenue ix-r carLoad.

$9,221

Variable (avoidable) cost of continued
sen1 ice:

(lost Incurred on the branch Hut- „ -19, Sf»3
Cost of upgrading1 brunch line to FRA

Class I: (1/10 of total upgrading cost I _ 0
Cost incurred beyond tlip brancli liiu> 5. Ti52

rurlalilc (.-ivoirliililei iiisi -- .-5.445

Set crmtrllnitioii (loss): total _____ ... ... (40,224)
Arvrng? per carload _________ ........ _~ (K>»\

line would require, no upgrading to meet the
requirements of the Federal Itailmad Administration's
minimum safety standards I ('las? I track, which has
a maximum safe ope.rating speed of ID m.p.h.).

The (3NJ stated in ~RS"PO testimony that they had in-
advertently supplied the Association with incorrect in-
formation concerning this line. As a result, the, time
spent serving the branch was reduced to 1 hour.

The rail service needs of .1CP&L will mit materialize
until 1977. It is recommended that this line be acquired
Ity JCPJiL.

Service to this line, generated a loss of $46,224 in 1970.
Recovery of this loss would require approximately a •
thirteenfold increase in traflic or a ;Vn-pcrcent, rate in-
crease. Eeanalysis based on Conlluil operations, reve-
nues and costs did not. reduce, this los~ <ignilicantly.

Disposition

This portion of the Toms Kiver & Barnegat Branch is
not designated for transfer to Consolidated Rail Corp.
and is available for subsidy pursuant to section ;50J- of
the. Act. Public, officials have recommended that certain
rail rights-of-way be used for other public purposes if
rail .service is discontinued. For line-specific, recommen-
dations. sec section C of t liU appendix.

PORTIONS OF HIGH BRIDGE BRANCH AND
LAKE HOPATCONG BRANCH

USRA Line No. 1107

Central Railroad of New Jersey

These portions of the- High Hridge Branch and the
l^ake Hopalcong It ranch extend from Hiffh I'ridge
(Milcpost 0.0). to Loire Junction* Ar./. (Milepost 0.6),
an actual distance of .i'^.J milt*, in Hunterdon and
Morris Counties, N.J. At High ISridgr. this line con-
nects with the Central Railroad of New ,1 ersey line run-
ning from Phillipsburg to Klizabethport (see Line
No. 1 !()(>>. It connects with the Eric Lackawanna line
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Wharton &
Northern

220

EL Hoboken-^ i—EL noDOKen-
RR_X / Chicago line

..-.-V-V-TTMorris County Junction\_

LAKE JUNCTION

PORTION.
HOPATCONG
BRANCH. CNJ

EL Succasunna
line

PORTION. HIGH ~
BRIDGE BRANCH.
CNJ

HIGH BRIDGE

Hopatcong
Junction

CNJ to
Rockaway

Jersey City-
i—Phillipsburg

y line. CNJ

running from Hoboken to Chicago and the EL Chester
Branch (sec Line No. 1210) nt Lake .Function. The Lake
Hopatcong Branch of the CNJ continues north at Lake
Junction to Morris County Junction. The High Bridge
Branch of the CNJ continues north at Hopatcong
Junction to Roclcaway.

Traffic and Operating Information

Stations (with their 1073 carloads) served by this line:
High Bridge 28
Califon 9
Long Valley 1
Flanders 72
Kenvil 67

Total carloads generated by the line 177
Average carloads per week 3.4
Average carloads per mile 7.3
Average carloads per train 3.4
1073 operating information:

Number of round trijps per year 52
Estimated time per round trip (hours) 5.0
Loconiorive horsepower 2, 000

.Train crew size 4

Public Comments on Preliminary System Plan

The Board of Public Transportation of Morris
County testified that 240 carloads were generated on
this line in 1973. There is a large concentration of ship-
pers in Wharton, N.J.. east of Hopatcong Junction,
many of which rely on this line. Morris County stated
that if their traffic is included. 1973 usage was 3.523 car-
loads and 1974 was 3,430.

Thatcher Glass of Wharton was concerned about the
circuitous routing its sand shipments would be forced to
use without this line.

The Halecrest quarry, located on the Mount Hope
Mineral RR which connects wilh the CNJ near
Wharton, went into operation in November. 1974 and
had shipped 125 carloads over the High Bridge line by
March 1975. It projects 2,000 carloads for 1975, and
over 5.000 per year for 1977-1979.

CNJ testified that 40,000 carloads a year of bridge
traffic are handled over this line.

Sears Roebuck & Co. is planning a new distribution
center which would generate 2,500-3,000 piggyback
loads and 500-750 carloads per year. Without rail serv-
ice Sears states that the facility would be built else-
where.

Keuffel and Esser projects 150 carloads per year.
Elimination of this line could cut off access to the

Mount Hope Mineral RR.
The CNJ testified that USRA rehabilitation and op-

erating costs for this line should be reduced. The com-
pany has expended $350,000 on rehabilitation since
1973; 15,000 rail ties have been replaced and 10,000 are
scheduled to be replaced in the summer of 1975. 11%
miles of the track have been reballasted since 1973 and
additional ballasting and surfacing are scheduled.

The South Branch Watershed Association supports
discontinuance of service over the High Bridge branch
because six derailments and cargo spills in the past 2
years have resulted in tons of material falling into the
South Branch of the Raritan River, a primary potable
water source for central and northeastern New Jersey,
and the bulk of this line runs through residential zones.

Consideration must be given to the total revenue that
would be lost to ConRail if this line is not included in
the Final System Plan. In 1973, 117 cars on this line
generated a total revenue of $198,406; however, only
$33,586 was attributed to the line.

Information for Line-Transfer Decision

Revenue received by CNJ $33,586
Average revenue per carload $190

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 191, 948
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) _ 21,870
Cost incurred beyond the branch line 11, 896

Total variable (avoidable) cost 225,714

Net contribution (loss): total (192,128)
Average per carload (1,085)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 1,500 crossties (an average
of 61 crossties per mile).

Service to this line generated a loss of $192.128 in
1973. Recovery of this loss would require approximately
a ninefold increase in traffic or a 572-percent rate in-
crease. The existence of an additional 63 carloads on
this line in 1973. as indicated by the Board of Public



Transpoilation of Moi-ris County, would reduce this
loss to approximately Sl-SJ,000.

Overhead t-raffic. currently using this line will be.
routed by alternate lines. Shippers at Whurton, Dover,
Rocksiway, and the. Mount Flope. Mineral lilt will be
served from the EL at Lake Junction and Whurton via
existing connections.

The Sears Distribution Center at Hartley is project-
ing 2,500-3,000 trailers per year. While, the plans for
this facility have, been prepared, no construction has
been undertaken. It is recommended that. Seura discuss
the future, of rail service, to thus proposed facility with
the Chessie system.

Disposition

These, portions of the. High Bridge. Branch and the
Lake Jlopatcong Branch an1 not do-signaled for transfer
to Consolidated Rail Corp. and nro available for subsidy
pursuant to section :>(M of the Aft. Public oflicials have
recommended that certain rail rights-of-way be used
for other public, purposes if rail service is discontinued.
For line-sjx'ciJic. recommendations, see. section C of this
appendix.

PORTION OF SOUTHERN DIVISION

USRA Line No. I!08

Central Railroad of New Jersey

PORTION SOUTHERN DIVISION. CNJ

PRSL to
Gluiboto ind C

CNJ lo Subiook -t>\
\

PRSL » Clmden

-<

\
\

X
into. \

/ ~ "A
\

BRIDCETON\
JUNCTION •„
MP 1305^-.

\

\
>. \

^XN

1
/

/
/

/
Vm.Und
\

TWi Rinr 1
Bainctu Biatch CNJ

A -<4Sirilei

Vint'ow Junction

, - PRSL n

3™^^:
Br.ilia.n'.J | \

\4-CNJ lo Mnin«lo«n
\

This portion of the Southern Division extends from
Lakehurst (Milcpost 66.0) to Bridgeton Junction, N.J.
(Milepost 1HU.5), a distance of 6'j.J miles, in Ocean.
Burlington, Camden, Gloucester. Atlantic -and Cum-
berland Counties. K.J. This line continues north
from Lakehurst to Red Hank and south froin Bridgeton
Junction to Bridgetori, At Lakehurfit it connects also
with the Toms River & Barncgat Branch of the CNJ.
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At Bridget on Junction it also intersects the PRSL
Bridgeton Branch to (jrlassboro (sec Line No. 1804),
t in - C.Y.I Deerfield Branch to Seabrook and the CNJ
C£MJ{ Branch to Mauricctown. Vinoland (jMilopost
I2ti.l) i.s also served by PRSL lines to Glassboro and
Dorchester ('see Line. No. 1803). At Winslow Junction
(Milepost 104.2). (he line intersects PRSL lines to
Haddontield, Camden (via Clementon). Atlantic City
and Cape May.

Traffic and Operating Information

Stations (with their 1073 carloads) served by this line:
Lnkeburst _________________________________________ 81
Ctmtsworth ______ ..... _____________________ ..... ___ 8,684
Winslow _________________ ........... ______________ 897
Cedar Lake __________________ ...................... 185
Landlsrillu _____________ ........... ________________ 295
Vlneland __________________________________________ 2,226
Nonna -------------------------------------------- 116
Roaenbayn ---------------------------------------- 82

Total carloads generated by the line ------ ----- 7, 016
Average carloads pur wnok ---------------------------- 134.9
Average carloads per mile ---------------------------- 108.3
Average carloads per train ---------------------- _____ 20.0
1973 operating information :

Number of round trips per year _____________________ 350
Estimated time per round trip (hours) -------------- 8.0
Locomotive horsepower. ---------------- ._ _______ 3,000
Train crew size ------------------------------------ 4

Public Comments on Preliminary System Plan

Monmouth County New Jersey Transportation Co-
ordinating Committee, stated this is tin- only North-
South mil line. in the eastern and southern part of the.
state.

The Public. Service Electric & Gas Co. stated they
need this line for trap rock to offshore ci-ncrating plant.
Hut statement was also make, that when construction is
completed. uhiptnonts will terminate.

The counsel fur CNJ Lifeline Committee stared that
:>..">00 carloads of sand Ave.rc generated on this line and
that 5.000 could be generated if rail was upgraded.

Information for Line-Transfer Decision

Revenue reculveil by OXJ
Average revenue per rarlnml ___

. .?! . 0.'2, BM

Variable firvolAahle) cos I <if ooutlnneil
service:

fost Incurred fin tin1 branch line — 77". 7U!)
Cost of upgrading brunch lino to FRA

ClasM 1 (],'10 of lotiiL mwrsiding
cost) - . 7-J.7S.-,

Cost incurred beyond 11u> linim-li line _ ~>'24, s]~

Total vorJalile (avoidable) I-DST . . 1.370, S31

Net contribution (li^
Average IH.T carl<iatl

totnl (317,798)
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This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 6,400 crossties (an aver-
age of 99 crossties per mile).

This line, which was recommended for continued rail
service in the PSP, was reanalyzed to reflect the rerout-
ing of the southern New Jersey sand via the PRSL
which does not need rehabilitation. This line has been
analyzed in four parts: Lakehurst to Chatsworth,
Chatsworth to Winslow Junction, Winslow Junction
to Norma. and Norma to Bridgeton Junction.

Although service to the entire line generates a loss,
service to that portion of the line from Milepost 66.0 to
84.3 and from Milepost 104.2 to 123.9 (serving shippers
at Lakehurst, Chatsworth, Winslow, Cedar Lake,
Landisville, Vine! and, and Norma who generated 6,984
carloads in 1973) was reanalyzed based on ConKail
(merged) operations, revenues and costs. This portion
of the line would generate $1.892,950 in revenue and
$1,841,940 in costs with a resulting contribution of
$51,008.

Service to the portion of this line from Milepost
123.9 to Milepost 130.5 serving shippers at Rosenhayn
who generated 32 carloads in 1973 would generate
$6,235 in revenue and $86,004 in costs with a resulting
loss of $79,769. Recovery of costs would require approxi-
mately a thirty-onefold increase in traffic or a 1,279-
pcrcent rate increase over the 1973 levels. The affected
shipper is a team track patron. There are alternate
team track facilities in the immediate area. The portion
of the line between Chatsworth (Milepost 84.3) and
Winslow Junction (Milepost 104.2) docs not directly
serve any shippers.

Bridgeton traffic will be routed via Line No. 1804.

Disposition

Service to the portion of this line from Milepost
66.0 to Milepost 84.3 and from Milepost 104.2 to Mile-
post 123.9 shall be transferred to the Consolidated Kail
Corp.

The portion of the Southern Division from Milepost
84.3 to Milepost 104.2 and from Milepost 123.9 to Mile-
post 130.5 is not designated for transfer to Consolidated
Kail Corp. and is available for subsidy pursuant to sec-
tion 304 of the Act. Public officials have recommended
that certain rail rights-of-way be used for other public
purposes if rail service is discontinued. For line-specific
recommendations, see section C of this appendix.

PORTION OF THE JERSEY CITY-TO-
PHILLIPSBURG LINE

USRA Line No. 7109

Central Railroad of New Jersey

Warren
Secondary
Track. PC
(L ft HR has
Trackage Rights)

I
•Phillipsburg

PORTION.
JERSEY CITY
PHILLIPSBURG
LINE. CNJ

LV to
Bethlehem .̂."'

v--:.-•-
V- Belvidere-Delaware

Branch. PC

This portion of the Jersey City-Phillipsburg Line
extends from High Bridge (Milepost 52.7), to PkUlips-
burff, NJ. (Milepost 71.2), a distance of 18.5 miles,
in Hunterdon and Warren Counties, N.J. At High
Bridge, the line continues east to Elizabethport. At
Phillipsburg, the line connects with the Lehigh Valley
RR line between Jei-sey City and Buffalo. The line
connects with the High Bridge Branch of the CNJ at
High Bridge (see Line No. 1107). Limited suburban
passenger service was recently inaugurated between
Hampton and Phillipsburg.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Hampton 38
Ludlow-Asbury 150
Bloomsbury 41

Total carloads generated by the line 229
Average carloads per week 4.4
Average carloads per mile 12.4
Average carloads per train 4.4
1973 operating information:

Number of round trips per year 52
Estimated time per round trip (hours) 6.0
Locomotive horsepower 1,500
Train crew size 4

Public Comments on Preliminary System Plan

Wedco, Inc., West Portal, and Asbury Graphite Mills,
Inc., Hampton, state that they would both be forced
out of business without rail service. Wedco estimates 35
to 40 job losses and a local tax loss of $19,000. In 1973
the company received 51 carloads, in 1974, 61, and it
projects future usage of 151 with a planned expansion.



Asbury, located at milepost 60 received 1C7 in 1973 and
134 in'l974.

Grief Bros, reports overhead traffic on the lino
amounting to 60 cars per day.

Representative Helen Meyner reports that the. elimi-
nation of service on Line 1109 would jeopardi/e the
planned expansion of CanRon Co. Management esti-
mates a cutback of approximately 100 employees with-
out rail service.

The CNJ testified that the possibility of this line
being retained as an auxiliary freight route between
AUentown Pa., and Newark, N.J.. should be considered.
The New Jersey DOT concurs.

Information for Line-Transfer Decision

Revenue received by TNJ__ $41,253
Average revenue per carload $180

223 NEW JERSEY
1112, 1200, 1201

PORTION OF MORRIS & ESSEX BRANCH

USRA Line No. 7200

Erie Lackawanna

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line 152,748
Cost of upgrading branch lino trt FRA

Class I: (1/10 of total upending
cost) 0

Cost Incurred beyond the brunch line 14.346

Total variable (avoldnlik') cost 167,004

Net contribution (loss): total. _ (125,841)
Average per carload- .. (550)

This line was reanalyze/} to allow Phi 11 ijxsbur^ ship-
pers to receive service, by (1onRail. Also, as there are no
shippers between Hampton ami High Bridge, the mile-
posts were extended to a point just west of High Bridge.

This lint- is required for the movement of through
trains.

Disposition

This portion of the Jersey Oity-lo-Phillipsbnrg lint'
shall bo transferred Jo the Consolidated Rail Corp.

PORTION OF SOUTH BRANCH

USRA Line No. T7 I2

Central Railroad of New Jersey

This portion of the South Branch, extending from
south of Tftrcc Bridyes (Mile-post 1H.7) to Flemmy-
ton, t\'.J. (Milepost 15.7K a distance of 2.0 milcx. in
IFunterdon County, X..F.. a line which was recommended
for inclusion on page 587 of the Preliminary System
Plan, shall be transferred to the Consolidated Rail
Corp.

This portion of the Morris & Essex Branch, extending
from Newark (Roseville Avenue) (Milepost 9.0) to
Orange. AV. (Milepost 11.0), a distance, of 3.0 miles, in
Essex County. N.J., a line which was recommended for
inclusion on page 11 of the Supplement to the. Prelimi-
nary System Plan, shall be transferred to Consolidated
Rail Corp. The Chessie System will provide the local
freight service (see coordination project USRA-1).

PORTION OF MORRIS & ESSEX BRANCH

USRA Line No. 7207

Erie Lackawanna

EL to Denville

SUMMIT

PORTION OF MORRIS S
• ESSEX BRANCH. EL

Orange jRANGE MP 11 0

EL u Newark and Hoboken

EL lo Gladstone
Rah way Valley RR to Roiellc

This portion of the Morris & Essex Branch extends
from Orn-nye (Milepost. 11.0) to Summit, .T../. (Mile-
post. 20.iI), a distance of iIJti mitr*, in Essex and Union
Counties, X.J. This line continues eastward from
Orange to Newark and northwestward from Summit, to
Denville (sec. Line Xos. 1200 and 1-202). The EL Glad-
si one. Branch diverges at Summit (see Line No. 1204).
The Railway Vnlley RR connects at Summit.

Traffic and Operating Information

Stations iwitli their 1973 carloads) served by this line:
Highland Avenue -
Mountain Station
HouHi Ornngi'
Maplewoort
Milllinrn
Short Hills __
Summit —

0
0

li)
30
]
0
1

Total carloads generated by the lino 51
Avcrugi' piirlinLds JKT weok 1.0
Average curlotuls JXT mile.-. 5.7
Average c'tirloiuls {XT train 1.0
197H <i[ioriilinp information:

Numlrcr of ronucl trips per year ."2
Kstimalort tinip JK.T njund tri]t iJionrs)— 5.0
Locomotive horse]>ower 1,000
Train crew size 4
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Public Comments on Preliminary System Plan

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their report entitled
"Evaluation of U.S. Railway Association's Preliminary
System Plan-Supplemental Report."

Information for Line-Transfer Decision

Revenue received by EL $18,618
Average revenue per carload $365

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line1 56,373
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading
cost) 0

Cost incurred beyond the branch line 13, 770

Total variable (avoidable) cost 70,143

Net contribution (loss) total (51,525)
Average per carload (1,010)

1 Excludes ownership costs due to tbe use of the line for commuter
services.

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

The above analysis reflects the inclusion of mainte-
nance costs which were excluded from the original anal-
ysis due to the use of the line for commuter service. The
carrier receives reimbursement only for those expenses
incurred as a consequence of passenger service.

Disposition

This portion of the Morris & Essex Branch is not
designated for transfer to the Chessie System or Con-
solidated Rail Corp. and is available for subsidy pur-
suant to section 304 of the Act. Continuation of pas-
senger service on this line is dependent on the purchase,
lease or other transfer of the necessary facilities to a
public body.

PORTION OF MORRIS & ESSEX BRANCH

USRA Line No. 7202

Erie Lackawanna

This portion of the Morris & Essex Branch extends
from Sumardt (Milepost 20.0) to Morristown, N.J.
(Milepost 30.2), a distance of 10S miles, in Union and
Morris Counties, N.J. This line continues eastward from
Summit to Newark and northward from Morristown to
Denville. The EL Gladstone Branch diverges at Sum-

EL to Denville Momitown & Eric RR to ESIM Fell!

MORRISTOWN HP 30 I

Hometown

PORTION OF MORRIS ft ESSEX BRANCH. EL

SUMMIT

.
* EL to Newark and Ho tokenA

Rahwax Valley RR
to Roselle

mit (see Line Nos. 1201, 1203 and 1204). At Summit
the Rahway Valley RR connects, as does the Morris-
town & Erie RR at Morristown.

Traffic and Operating Information
Stations (witb their 1973 carloads) served by this line:

Chatham 416
Madison 7
Convent 0

Total carloads generated by the line 423
Average carloads per week 8.1
Average curio-ads per mile 41. 5
Average carloads per train 4.1
1973 operating information:

Number of round trips per year 104
Estimated time jier round trip (hours) 1. 7
Ijocomotive horsepower 1,600
Train crew size 4

Public Comments on Preliminary System Plan

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their report entitled
"Evaluation of the U.S. Railway Association's Pre-
liminary System Plan-Supplemental Report."

Information for Line-Transfer Decision
Revenue received by EL
Average revenue per carload

$99, 787

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line * 63,808
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 0
Cost incurred beyond the branch line 80,174

Total variable (avoidable) cost 143,982

Net contribution (loss) : total (44,195)
Average per carload (104)

1 Excludes ownership costs due to the use of tbe line for commuter
services.



This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.).

This line initially was analyzed excluding nil owner-
ship and maintenance costs because it is used for com-
muter service. However, the passenger service subsidy
only reimburses the carrier for the portion of the costs
associated with that service. The above analysis reflects
the costs associated with providing freight service.

This linn generates n loss amounting to §44.195 or
$104 per carload. A threefold increase, in traffic or a
44-percent increase in rates over the 1978 levels would
enable financial self-sufficiency. This line is required to
serve a portion of Linn No. 1204 which generated a con-
tribution of $31,510.

Disposition

This portion of the Morris & Essex Branch shall be
transferred to Consolidated Kail Corp. The Chessie
System wil provide the local freight service (see coor-
dination project USRA-1).

PORTION OF MORRIS & ESSEX BRANCH

USRA Line No. T203

Erie Lackawanna

This portion of the Morris & Essex Branch, extend-
ing from Morristown (Milepost 30.2) to DenviWe
Junction^ N.J. (Milepost 36.4), a distance of 6& miles*
in Morris County, N.J.. a line which was recommended
for inclusion on page 1!) of the Supplement to the
Preliminary System Plan, shall be. transferred to Con-
solidated Rail Corp. The Chessie System will provide,
local freight service (see coordination project USRA-
1). '

GLADSTONE BRANCH

USRA Line No. 1204

Erie Lackawanna

EL to Denvtlle

225 NEW JERSEY
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The Gladstone Branch extends from Summit (Mile-
post 20.0) to Gladstone. NJ. (Milepost 42.3), a distance
of 323 miles, in Union, Morris and Somerset Counties,
N.J. This line connects with the EL Morris & Essex
Branch at Summit (see Line Nos. 1201 and 1202), and
with the Railway Valley RR.

Traffic and Operating Information

Stations (with thi-ir 1973 carloads) .served by this line:
New Providence 3
Murray Hill 41
Berkeley Heights 323
Stirling 18
MillinRton 394
Lyons 0
BornardhViUe 25
Mine Brook 0
Far Ilills-Bedminater 6
Peapack 30
Gladstone 47

GLADSTONE BRANCH. EL

Millington MP 30.0 /" ".

Rahway Valley RR to Roselle

SUMMIT

. EL to Newark and Hoboken

GLADSTONE

Total carloads generated hy the line 882
Average carloads per week 17.0
Average carloads per mile 39.6
Average carloads ]K>r train 5.7
1973 operating information:

Number of round trips per year 166
Estimated time j»er round trip (hours) 4.0
Locomotive horsepower 1,000
Train crew size 4

Public Comment on Preliminary System Plan

\J DOT found no significant discrepancies in
UyRA's attribution of 108 carloads to the portion of
this branch south of Millington.

The NJ DOT recommended that the Association re-
view its subsegment analysis on this segment: "The per
mile cost for operating beyond Millington is highly
questionable. The. cost of operating on the nonviable
segment should be the actual cost for operation between
Millington and Gladstone and not based on a prorated
basis for the entire segment."

The NJ DOT also questioned the subsegment an-
alysis procedure: "The data utilized by USRA for this
procedure does not appear to be accurate enough to pre-
dict conclusively the loss of approximately $6,000 in
revenue."

The NJ DOT questioned the USRA assumption that
once a train crew has reached Millington, per mile costs
for operational expenses remain constant for the con-
tinued trip to Gladstone. On the contrary, no savings
would occur in turning the crew back at Millington, and
$,'58,900.00 in revenue would be lost

Komline-Sanderson Engineering Corp. generated 30
carloads in 1973, 20 in 1974 and projects 20 for 1975
on the excised subsegment. The company reported that
due to the size of its products, there is no viable alterna-
tive to rail shipping. The company cited poor service as
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the reason for its lessened usage of rail but stated that
20 carloads per year is its absolute minimum usage.

Several witnesses expressed concern regarding pres-
ent state-subsidized commuter service on this segment.

The New Jersey State Chamber of Commerce noted
two producers of crushed stone on line 1204: Houdaille
Industries and Anthony Ferruntc & Sons. The Chamber
believes that the EL lias used the Houdaille facility
as a major source of track ballast. The Chamber listed
the following shippers between Millington and Glad-
stone :

National Gypsum Co., Millington
All Weather Crete Co., Millington
Houdaille Millington Quarry, Millington
Anthony Ferrante & Sons, Bernardsville
Somerset Grain, Feed & Supply Co., Bcrnardsville
L.V.Ludlow, Far Hills
Komline-Sanderson Engineering Co., Peapack
G. F. Hill & Co., Gladstone
The Chamber stated that the entire length of the

Gladstone branch is used for electrified commuter serv-
ice to Newark and Hoboken. therefore the line can b'1

expected to continue operating west of Milepost 30 for
passenger service. Thus the expense to ConEail or tr
MARC-EL for continuing to serve the needs of th*1

above-mentioned companies would be little more thar
crew-time and equipment mileage. The selection of Mile-
post 30. rather than Milepost 42.3 (Gladstone) as a cut-
off point for freight service thus seems almost capriciou^
to the Chamber.

Information for Line-Transfer Decision

Revenue received by EL $332,221
Average revenue per carload $377

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line * 143, 006
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) 0
Cost incurred beyond the branch lino 209, 879

Total variable (avoidable) cost 353,845

Net contribution: total (23,624)
Average per carload (25)

1 Excludes ownership costs due to use of the line for commuter service.

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.)

Although service to the entire line generates a loss,
service to that portion of the line from Milepost 20.0 to
Milepost 30.0 (serving shippers at New Providence,
Murray Hill, Berkeley Heights, Stirling, and Milling-
ton Avho generated 774 carloads in 1973) would generate

$293,286 in revenue and $261,770 in costs with a result-
ing contribution of $31.516.

Service to the remainder of the line from Milepost
30.0 to Milepost 42.3 (serving shippers at Lyons, Ber-
nardsville, Mine Brook, Far Hills-Bedminster, Peapack,
and Gladstone who generated 108 carloads in 1973)
would generate $38,935 in revenue and $286,262 in costs
with a resulting loss of $247,327. Recovery of costs
would require both a traffic and a rate increase over the
1973 levels. These costs reflect only the service level
required on this portion of the line and exclude owner-
ship costs associated with the passenger operation.

Disposition

The portion of the Gladstone Branch from Milepost
20.0 to Milepost 30.0 shall be transferred to the Con-
solidated Rail Corp. The local freight service will be
provided by the Chessie System (see coordination pro-
ject USRA-1).

The portion of the Gladstone Branch from Milepost
30.0 to Milepost 42.3 is not designated for transfer to
Consolidated Rail Corp. and is available for subsidy
pursuant to section 304 of the Act. The continuation of
passenger service on this line is dependent on the pur-
chase, lease or other transfer of the necessary facilities
to a public body.

MONTCLAIR BRANCH

USRA Line No. 1205

Erie Lackawanna

The Montclair Branch, extending from Newark
(RosevilU Avenue) (Milepost 9.0) to Montclair, NJ.
(Milepost 13.2), a distance of 4-8 miles, in Essex County,
N.J., a line which was recommended for inclusion on
page 15 of the Supplement to the Preliminary System
Plan, shall be offered for sale to the Chessie System, a
profitable carrier operating in the Region. If this offer
is not accepted, the line shall be transferred to Con-
solidated Rail Corp.

PORTION OF ORANGE BRANCH

USRA Line No. 7206

Erie Lackawanna

This portion of the Orange Branch extends from
Bloomfield (Milepost 10.0) to West Orange, NJ. (Mile-
post 12.7), a distance of 8.7 miles, in Essex County, N.J.

This line continues eastward from Bloomfield to For-
est Hill. At Bloomfield it passes over the EL's Montclair
Branch (see Line No. 1205).
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Montclair

EL to Great Notch and Den vi tie

\Montclair (Ex-Erie)

•

«EST ORANGE

PORTION OF ORANGE
BRANCH. EL \

BLOOMFIELDvfw**! Hill<x
MP 10.0 *- ^ EL to Hoboken

X^^--.^1 EL to Newark and Hoboken

EL to D«wille HewarkTrsTjille Avenue)

Traffic and Operating Information

Stations (wi th their 1973 carloads I served by this lino:
Bast Orange 15Ii
West Orange 118

Total carloads generated liy the line 273
Average carloads per week 5.2
Average carloads per mile 101.1
Average carloads per train 2.6
1973 operating information:

Number of round trips per year 104
Estimated time per round trip (hours) 2. 0
Locomotive horsepower 1,000
Train crew size 4

Public Comment on Preliminary System Plan

NJ DOT stated that it found no significant dis-
crepancies in the cnrload figures for the East Orange
and West Orange stations. But NJ DOT stated that in
the conduct of its investigation of this branch, it located
the Orange, Station (FSAC 130 and SPIX1 1917G5) at
Milepost 11.6. In the. Freight Station Accounting Code
Directory, published by A All. there is only one listing
for the Orange Station. A shipper survey conducted by
XJ DOT identified the following firms along this
branch:

Company Location
Adler Coal Co Orange.
Bailey Whalcn Co __ West Orange.
Canada Dry .... . . Orange.
Congdon Lumber, Inc West Orange.
fiasco Industries, Inc .__ West Orange.
UK Hutoheon . West Orange.
Jersey Public Warehouse . - . East Orange.
Multiplpcx Concrete Kast Orange.
Miracle Adheslves West Orange.
Orange (iarden Supply Orange.
Orange Warehouse Corp-- Orange.
Rheingold Breweries, Inc Orange.
Carl Schaedel & (Jo., Inc West Orange.
Selecto-Flasli, Inc Orange.
Wraps, Inc.. Rast Orange.

NJ DOT recommended further investigation of the
traffic on this branch. It noted that Erie Lackawanna
Railway System abstract data tapes, purchased from
USRA. attributed a total of 470 carloads, generating a
revenue of $2{M,(>47. to Orange Station. By adding the
traffic generated by Orange Station, a 172% increase in
traffic is realized which surpasses the, requirement for a
KWfr increase, in traffic advocated by USRA in the
Supplement to Hie Preliminary System Plan.

The. Xew Jersey State Chamber of Commerce pointed
out that thii difference between waybilling stations and
points of cur service m:iy still not be. entirely clear to
the USKA staff, citing this segment as an example.

E. lj. Congdon and Sons Lumber Company stated
that, it received 65 cars from ihe Pacific NToithwest in
1973 and 50 cars in 197+ on this segment.

The, Bailey Whalen Company receives 25-35 car-
loads per year. The company stated that there is no
feasible alternative to rail for shipment of the wood
millwork it receives from the West and Midwest. The
company would close without rail service, resulting in
tlu- unemployment, of 35 workers.

The Apartment House. Supply Company stated that
it genemted Sii cars in 1073 and 181 cars in 1974.

Information for Line-Transfer Decision

Revenue received by EL $91,118
Average revenue p*ir carload $334

Variable (avoidable) cost of continued
service:

Co.it incurred on the branch, line 37,145
Cost of upgrading branch line to 1'RA Class

J : (1/10 of total upgrading cost) 0
Cost incurred beyond the branch line 72,570

Total variable (avoidable) cost 109,715

Net contribution <loss> : total (18,507)
Avenge per oiirloacl.. ._ _ (68)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

This line, has only two stations. East Orange, and
West Orange. The Orange, station is on the ex-DL&W
line. All but two of the shippers listed at Orange in the
RSPO testimony are. located on the line, but generate
no traffic. Adler Coal Co. does not exist under that name,
and Rheingold Brewers is on the ex-DL&W line.

Service to this line generated a loss of 818,.r>97 in 1973.
Recovery of this loss would require approximately a
100-percent increase in traffic or a 20-percent rate in-
crease.

Bloomfield traffie will continue to receive service.
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Disposition

This portion of the Orange; Brunch is not designated
for transfer to the Cliessie System or to Consolidated
Rail Corp. and is avail able for subsidy pursuant to sec-
tion 304 of the Act. Public officials have recommended
that certain rail rights-of-way be used for other public
purposes if rail services is discontinued. For line-specific
recommendations, see section C of this appendix.

CALDWELL BRANCH

USRA Line No. 7207

Erie Lackawcmna
EL to Denvilie

v GREAT NOTCH

CALDWELL BRANCH. EL

EL to Hoboken

• ESSEX FELLS

• "^,• Morristown & Erie RR to Morris town

The Caldwell Branch extends from Great Notch
(Milepost 16.5) to Essex Fells, N.J. (Milepost 22.5), a
distance of 6.0 miles, in Passaic and Essex Counties,
N. J. This line connects with the EL's Boonton Line at
Great Notch and with the Morristown & Erie RR at
Essex Fells.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Cedar Grove
Overbrook
Verona
Oaldwell

12
2

35
37
1

Total carloads generated by the line 87
Average carloads per week 1.7
Average carloads per mile 14.5
Average carloads per train 3.6
1973 operating information:

Number of round trips per year 24
Estimated time per round trip (hours) 2.5
Locomotive horsepower 1,000
Train crew size 4
1 Excludes traffic Interchanged with the Morristown & Erie RR.

Public Comment on Preliminary System Plan

The NJ DOT determined from the EL abstract data
tapes that 12 carloads were generated by the Cedar

Grove Station of the Caldwell Branch, generating
$6,400.00 in revenue. These figures were omitted in the
USRA analysis. NJ DOT called for further analysis of
the branch, taking into account the total traffic on the
segment, prior to any final decision. (Note; Cedar Grove
traffic has been added.)

Information for Line-Transfer Decision

Revenue received by EL
Average revenue per carload-

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 45, 605
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 0

Cost incurred beyond the branch line 24, 231

Total variable (avoidable) cost-

Net contribution (loss) : total (35,947)
Average per carload (413)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Traffic now interchanged with the Morristown & Erie
RR at Essex Fells will be handled at Morristown (see
Line No. 1203).

Service to this line generated a loss of $35,947 in 1973.
Recovery of this loss would require approximately a
fourfold increase in traffic or a 106-percent rate increase.

Disposition

The Caldwell Branch is not designated for transfer
to the Chessie System or 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 discontinued. For line-specific recommenda-
tions, see section C of this appendix.

GREENWOOD LAKE SPUR

USRA tine No. 7208

Erie Lackawanna

The Greenwood Lake Spur, extending from Mountain
View (Milepost 21.4) to Pompton Junction, NJ. (Mile-
post 28.1), a distance of 6.7 miles, in Passaic and Morris
Counties, N.J., a line which was recommended for in-
clusion on page 17 of the Supplement to the Preliminary
System Plan, shall be offered for sale to the Chessie
System, a profitable carrier operating in the Region. If
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this offer is not accepted, the line skull be trausferred to
Consolidated Kail Corp.

CHESTER BRANCH

USRA Line No. 1270

•Erie Lackawanna

The Chester Branch, extending from f'heater Junc-
tion (Milepost 41.3) to ti-uccanutinti, A7../. (Milcpost
45.0). a distance of 3.7 milt:*, in Morris County. N.J.. a
line which was recommended for inclusion on pagi- IN
of the Supplement to the Preliminary System Plan,
sliall be offeree! for sale to the < 1hessi« System, si profita-
ble carrier operating in the Region. If this offer is not
accepted, the line shall be transferred to Consolidated
Hail Con).

PORTION OF WASHINGTON-PHILLIPSBURG LINE

USRA Line No. 1272

Erie Lackawanna

P»rt Morris Junction

LV lo Bclfnl Junction. Pi

PORTION OF WASHINGTON
PHILUPSBURG LINE. EL

'CNJ » El

, y— LV lo Jtitvt Citf

PC lo Teen Ion

This portion of the Washington-io-I'hillipsburg lino
extends from Washi-ngton (Milepost G7.5) to PMUips-
burg, NJ. (Milepost 78.0), a distance of 10f> miles, in
"Warren County, N..F. This line continues eabtwiird to
Port Morris Junction from Washington. At Phillips-
burg, it connects with the PC Beh'idere-Dpluware
Branch, the Lehigh & Hudson ttivor Ky ami the Con-
tra! RR of New Jersey (see Line Nos. 121a, 121b and
1109) and with the Lehigli ValJpy RR.

Traffic and Operating Information

Stations (with their 1973 carloads) served by tliis line:
Broadway ... 0
New Village 2
Stewartsville . 9

Total carloads generated liy tlie line It

Average carloads per week. 0.2
Average curlonds per mllo 1.0
Awuge rarlood." per train 0.5
19T3 operating informnl ion:

Number of round trips per year 22
Estimated time per round trip (.hours) 2.5
Locomotive horsepower 1,600
Train crew size 4

Public Comment on Preliminary System Plan

N.J. DOT found no significant discrepancies in the
USRA iLt i r i t u r imn of 1] rji 'loud-j to the srpncm.

N.J. DOT listed tho following firms as located along
the l ine wfiiiiont: A|»PA (}iil\ nn i / in^ r Corp.. Krjuikl in
Sl^el, Inc., Shillmgor's Mill, and Wickes Lumber Co.

The Now Jersey Statu Chambov of (Commerce sug-
gesced an altcrnativo to the U^ItA plan lo abandon this
segment, ft pomU'd out that, all of tin- present rail
freight users on the line1 would retain serviiv if the line
were re.tainwl fi-om Phillipsbnrg to iraokottstown. The
Chamber found only two companies located on the seg-
ment boyond Hackettstown. Saxton Falls Sand and
<Tl•a^•l•l Co. and (Vrt i l icd Aggtvj;uti's. I in-... whose rail
usage should be evaluated. The Chamber contended that
operating Phillipsburg to ITuckettstown, rather than
Netcong to Washington with a stub in Phillipstown,
would be morn economical and serve- all present rail
users.

BASF Wyandotte operates a plant 500 feet west of
the 66.5 milepost on this segment. In 1973, the com-
pany generated 30fi carloads and in 1974,312. The com-
pany forvrttfte 1.078, 1,186, itnd l.ail fin-loads for the
years 1977, 1978, and 1979. respectively. Without reli-
able rail service this facility would close down leaving
the employment of 100 workci-s in jeopardy. Extension
of the line .500 feet to its siding would provide the
company continued service.

Apes Galvanizing Corp. stated Khat its future expan-
sion plans incorporate the uso of rail service.

The Ad Hoc Citizens Committee of Washington, X.J.
pointed out that, large quantities of propylene oxide and
pthylcuo oxide are transported over this line, both of
whii'h are. extrwiu'-ly dangerous. The cnmmLttua insisted
in the int.f ivsl of public safety that either this line be
abandoned or upgraded to a safe condition.

The Ingorsoll Rand Co. stated that, if the CNJ
Hampton-Phillipsburg line (Line No. 1109) and the
Washington- Phillipsburg segment are abandoned as
recommended in the PSP, the company's Phillipsburg
plant will bo without rail service. This would result in a
loss of mow than 300 jobs. Tngorsoll Band manufactures
extremely large condensers used in power generation.

The Wickes Corp. stated that it has a lumber and
building supply center located at milepost 77.74, 2.56
miles from the end of this line in Phillipsburg. The
company projects a minimum of 80 carloads will be
generated at this location in 107fi.
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Information for Line-Transfer Decision

Revenue received by EL $2, 310
Average revenue per carload $210

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 79,064
Cost of upgrading branch line to FRA '

Class I: (1/10 of total upgrading cost) 0
Cost, incurred beyond the branch line— 1, 726

Total variable (avoidable) cost 80,790

Net contribution (loss) : total (78, 480)
Average per carload (7,135)

This lino would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Traffic generated at Washington and Phfllipsburg
witt continue to receive service a/nd the milepost limits
of this line have been adjusted accorditngty.

This line is required by the Chessic System as a
through freight route.

Disposition

This portion of the Washington-to-Phillipsburg line
shall be offered for sale to the Chessie System, a profit-
able railroad operating in the Eegion. This sale would
preserve rail service to 1-1 carloads or 100 percent of
the traffic {rcncnit cd on this line. If this offer is not ac-
cepted, the line is not designated for transfer to Con-
solidated Rail Corp. and is available for subsidy pur-
suant to section 304 of tin: Act. Public officials have rec-
ommended that certain rail rights-of-wny be used for
other public purposes if rail service is discontinued. For
line-specific rcconinie.ndat.ions. see section C of this
appendix.

PORTION OF PLEASANTVILLE SECONDARY
TRACK

USRA Line No. 7800

Pennsylvania-Reading Seashore Lines

This portion of the Pleasmitville Secondary Track
extends from MoKee City (Milepost 53.1) to Pleasant-
ville, N.J. (Milepost 50.9). a distance of 3.8 miles in
Atlantic County. N.J. At Pleasantville, this line con-
nects with the Linwood Secondary Track of the Penn-
sylvania-Reading Seashore Lines (see Line No. 1801),
and it also continues to Atlantic City.

PRSL to Camden

MC KEE CITY /T "'OAtlantic City
/PLEASANTVILLE

PORTION. / /
PLEASANTVILLE ALir
SECONDARY TRACIT
PRSL

Tronic and Operating Information

Stations (with their 1973 carloads) served by this line:
McKee City ^ '__ 81

Total carloads generated by the line 81
Average carloads per week 1.6
Average carloads per mile 21.8
Average carloads per train 1.6
]973 operating information:

Number of round trips per year 52
Estimated time per round trip (hours) 1.3
Locomotive horsepower 1,200
Train crew size 4

Public Comments on Preliminary System Plan

New Jersey DOT states that the USRA used PC cost
factors in evaluating all of the PRSL lines and points
out that using ConRail figures instead might favorably
influence inclusion of some of the lines.

Also, NJ DOT notes that the revenues attributed to
the traffic on these lines are only those revenues east of
Camdcn that now accrue to PRSL. A more realistic
picture can be obtained if total revenue that would ac-
crue to ConRail are considered. It notes that the cars
for the Northh'eld station were credited to this line
while the stations is actually located on Line No. 1801.

The Plesantville-McKce City Rail Research Com-
mittee states that this lino generated 512 carloads in
1973 and 551 in 1974. They estimate employment loss at
252 jobs and alteration of facility costs to rail users at
$120.250. (Note: This traffic is generated at Pleasant-
ville and will continue to receive service.}

Lumber Distributors, Inc., at Pleasantville reports
90 carloads per year in 1973, 100 in 1974, and expects
105 in 1975. It states that its facility is so close to the
included segment that if service were extended just to
the lumber company that portion of the segment would
be profitable.

Atlantic Plastic Containers, Inc., would halt plans
to operate its plant 24 hours a day which would have in-
creased employment by 55 and traffic by 90 cars per year.

SICO Steel Corp., would cancel further plans to
develop an industrial park.



Sears, Roebuck and Co. of Pleasant-villa recently be-
gan receiving rail shipments at the McKee City team
track, because of frequent pilferage and vandalism at
the Pleasantville team track. Sears expects to receive
approximately 60 carloads per year at this location.

Atlantic City Electric Co. receives transformers at
McKee City whose height and weight characteristics
necessitate continued rail service.

The estimated cost for upgrading this line to FRA
Class I standards should be reviewed. The available in-
formation on the line indicates that the tie replacement
estimate may be high. (Note: tfo upgi*ading costs were
included, in the analysis of this line.)

Consideration must be given to total revenue that
would be lost to ConRail if this line is not included in
the Final System Plan. In 1973 the 81 cars on the line
generated a total revenue of $113,040 of which only
$15,936 was attributed to the line.

information for Line-Transfer Decision

Revenue received by PRSL $13,903
Average revenue per carload $172
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the Act. Public officials have recommended that certain
rail rights-of-way be used for other public purposes if
rail service is discontinued. For line-specific recom-
mendations, see bection C of this appendix.

Variable (avoidable) cost of continued serv-
ice:

Cost incurred beyond branch lino 31,522
Cost of upgrading branch line to FRA

Class I: (1/10of total upgrading cost).. 0
Cost incurred beyond the branch line 4,830

Total variable (avoidable) cost 36,352

Net contribution (loss): total (22,449)
Average per carload (277)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Northfield was incorrectly assigned to this line in the
original analysis. The time spent on the branch was
reduced to 1.3 hours. Shippers in Pleasantville will con-
tinue to receive service.

Service to this line generated a loss of $22,449 in 1973.
Recovery of this loss would require approximately a
threefold increase in traffic or a 161-percent rate in-
crease. Although the shippers served by this line have
provided information indicating some traffic growth.
the projected traffic level is significantly less than that
required for viability. Reanalysis based on ConRail
operations, costs and revenues did not reduce the above
loss significantly.

Disposition

This portion of the Pleasantville Secondary Track is
not designated for transfer to Consolidated Rail Corp.
and is available for subsidy pursuant to section 304 of

LINWOOD SECONDARY TRACK

USRA line No. 1801

Pennsylvania-Reading Seashore Lines

'-•^^ PRSL to Camden

^ Atlantic CityPleasantville

McKee City O _
• PLEASANTVILLE MP 0.4

LINWOOD SECONDARY-*!*— 3 4 mi|esTRACK. PRSL I *-imiies
I LINWOOD

Thn Linwood Secondary Track extends from Pleas-
antrille (Milepost 0.4) to Linwood, N.J. (Milepost
3.8), a distance of ,9.4 m-Ues. in Atlantic County, N.J.
At Pleasantvillp, this line connects with the Pleasant-
ville Secondary Track of tln> Pennsylvania-Reading
Seashore, Lines I see Lint- No. 1800).

Traffic and Operating Information

Stations iwith their 1973 carloads) served by thin line:
Linwood 254
Northfield 26

Total carloads generated by thi> line 280
Average i-arloudH per week 5.4
Average carloads per mile .. 82.4
Average carloads per train 2.7
1973 operating information:

Number of round trips i»er year 104
Estimated time per round trip (hours). 2.0
Locomotive horsepower.. . . 1,200
Train crew si»e 4

Public Comments on Preliminary System Plan

The estimated cost for upgrading this line to FRA
Class I standards should be reviewed. The available
information on the lino indicates that the tie replace-
ment estimate may be high.

Now Jersey DOT reports that results from their rail
service survey indicate at least 274 carloads were gen-
erated on this line in 1073.

Dew Wood Industries shipped 250 carloads in 1973
a in I stiitps that it might liuu'. to CPUSC o;n rations with-
out rail service. The i-tKnpaitx oontpnds that thr figure
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stated by USRA for maintenance is too high. New Jer-
sey DOT also states that according to PRSL timetable
and track chart, the 26 carloads at Northfield station
attributed to Line No. 1800 is incorrect as the station
is really located on Line No. 1801.

Consideration could be given to reducing the round
trips per year. Reducing from twice to once a week
service would result in substantial on-branch cost re-
ductions.

The estimated time per round trip appears to be high
considering the volume of traffic and the length of the
line.

Consideration must be given to the total revenue that
would be lost to ConRail if this line is not included in
the Final System Plan. In 1973 the 254 cars on this
line generated a total revenue of $388,236; however,
only $54,037 was attributed to the line.

Information for Line-Transfer Decision

Revenue received by PBSL $56,070
Average revenue per carload $200

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line 41,607
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) 19,417
Cost incurred beyond the branch line 1C, 494

Total variable (avoidable) cost 77,518

Net contribution (loss) : total (21,448)
Average per carload (77)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 1,400 crossties (an average
of 368 crossties per mile).

Reevaluation of the time required to serve the line
resulted in a reduction from 3.5 to 2.0 hours. The up-
grading costs were verified. The original analysis of
this line erroneously excluded traffic generated at
Northfield.

Although service to this line generated a loss amount-
ing to $21,448 based on 1973 PRSL operations, analysis
based on ConRail (merged) operations resulted in a
contribution of $27,064.

Disposition

The Linwood Secondary Track shall be transferred
to the Consolidated Rail Corp.

PORTION OF MILLVILLE BRANCH

USRA Line No. 7803

Pennsylvania-Reading Seashore Lines

PORTION, MILLVILLE -/—\ VINELAND/*,
BRANCH. PRSL / \MP3I.8 / CNJ to Eli

J

I \MP3I.8

/ v
/ TX

Elizabethport

CNJ to Seabrook / x'^Vineland
/ . ' X I
i \ I / \

ru, » ^ \/rBridgeton ^ PRSL to Millville
CNJ to Bowertown 3,+fi , . . * . _ ,*,ertown v

^•' l\ I
S • •

~~
• •

» -j Q.Bridgeton \
CNJ to Mauricetown

This portion of the Millville Branch extends from
Glassboro (Milepost 18.0) to Vineland, N.J. (Milepost
31.8) , a distance of 13.8 miles, in Gloucester and Cum-
berland Counties, N.J. At Glassboro. this line continues
through Woodbury to Camden, and it also connects with
the Bridgeton Branch of the Pennsylvania-Reading
Seashore Lines. Vineland is also served by the Central
RR of New Jersey's Southern Line running from Red
Bank to Bridgeton (see Line Nos. 1805, 1804 and 1108).
At Vineland the line continues to Dorchester.

Traffic and Operating Information

Stations (with their 1973 carloads) served 'by this line:
Clayton -----------------------------------------
Frnnklinville ____________________________________
Newfleld ----------------------------------------

143
3

105

Total carloads generated by the line 251
Average carloads per week 4.8
Average carloads per mile 18.2
Average carloads per train 2.4
1973 operating information:

Number of round trips per year 104
Estimated time per round trip (hours) 1.0
Locomotive horsepower 2, 000
Train crew size 4

Public Comments on Preliminary System Plan

There was much testimony opposing abandonment of
the PRSL Line Nos. 1803.1804, and 1805 while retain-
ing CNJ Line No. 1108 running from Vineland to
Lakehurst, with a connection in Winslow Junction for
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east-west service. Respondent stated that, the PRSL line
is in better condiiion and is a bo.tter clearance route.

Mr. Wayne liodan stated thai, the PRSL Line- is a
shorter ronle, handling more carloads (785 versus,:170).

Owens Illinois said tluit <lie PItSL line from Vine-
land south to Millville and beyond, included in ConRail,
will terinijiatL' at. Vincland if Line, No. 18(W ia elimi-
nated as there is no physical connection bot.wee.n thi=
Millville. branch and this. CN,f. Owons Tllinoi- shipped
1.0-2,-) carloads in 197-1. • '

The city of Vinci and *tated tluit it understands
switching facilities are planned in the vicinity of the
Boulevards and Pear Street where tJit- ON.l .crosses the
PRSL in downtown Vinoland. This is, an unac.cepable
plan to the city and 10.000 cms would have to be. inter-
changed in a downtown shopping area. The city-also
plated thai the interchange facilities at ."Window Jn'nc-
tion are inadequate. The, Vincland Safety. Director is
concerned about resultant trailic congestion and hin-
drance to tho movement of emergency vehicles. • '

The Railway Industrial Clearance Association states
that the. line is part of a through clearance route, con-
necting with OX.) at Bridgetnn Junction. It is vital for
the movement of extrusive-dimension machinery to in-
dustries in-southern New Jcisey. • ••

This route is an overhead route for 10.000-I'2,(iOO ear-
loads-of ?and per year from sand pits south of Vincland
to glass plants in Camden. and other points.

Many witnesses called for consideration of Line- Seg-
ments 18015 and 1805 as one branch.

T-&.T Freezers testified that its traffic was not in-
cluded because it was billed at Vineland. The company
stated that its $500/K)() contribution to the area's econ-
omy as well as its plant investment would be lost with-
out, rail service.

. Reported traffic:
. •'' Varloadf

Company and location 3S13 13r4 Projected
FMC1. Xewfield—:. 6 'l87fr-30

I9SO-40
Seabrnok r.irms, Scabcook — 87 „
Slileldnlloy,'Scwflcld'-.i fll 92 100-125
T 4 T Freezer, MllejiOrtt 39.S. . . 39 90
Cnrmon Palniliao, Ncwflcld 18 16
Lnwrfncp En'pT ' ]0,noO
Imascii Foods, Vlnelana. 225 247 1970-525
ECKO _.. 1(17 13S _

> Sand.

Consideration must be given to the total revenue that
would. b« lust to Con Rail if this line is not included in
the Final System Plan. "In 197" the 251 cars on this line
generated a total revenue of $;5flt.),0ll8; however, only
S42.309 was attributed to the line.

Information for Line-Transfer Decision
Revenue received l,.v I'RSL-
Average revenue ]wr carload -

?42, 309

Variable ' arnuluble i cost nf continued
sprvlw:

Cost incurred mi thi' branch line.. __ . __ 117,340
t'n^t of npjfL-adiU}! bru licit line to FRA

Class I: (1/W of . ml ill upgrading
cost) _ .. _.i '.. 0

Cost incurred heyuiul tbi> lirancli line 15,533

Tntul vurinMp invdidiilile) 'cost _ 132.871

Xot cniilrllniriini i loss ) : roiii l .. (00.5(52)
AvL>rai;p ]>er carliMiil - - —- C361)

This line would require no upgrading to meet the re-
quirements of tlie Federal Railroad Administration's
minimum safety standards (("lass T track, which has a
maximum safe operating speed of 10 m.p.h.).

This line was reVlofined at-.Vinoland because that traf-
fic should not have been -located on this line. Rcovalua-
tion of the line based oii'ConRail operations, costs and
revenues, did not alter the above loss to a significant
degree.

This line is required for the movement of sand gen-
erated in southern New Jersey.

Disposition

This portion of the, Millville Branch shall be trans-
ferred to the Consolidated Rail Corp.

BRIDGETON BRANCH

USRA Line No. 1804

Pennsylvania-Reading Seashore Lines

| PRSL to Camden

GLASS BO RO

PORTION. BRIDGETON
BRANCH. PRSL

BRIDGETON
(BRIDGETON JUNCTION)

CNJ 'to Seabrook I

CNJIto Bowertown

/*— CNJ to Elizabethport

Tvineland

\PRSLtoMillville

\ CNJ tojlvCNJ tojlaurieetown

$109

The Brldgeton Branch extends from Glassboro (Mile-
post. 17.8) toBr>dffcton,N.J. (Milepost :J6.0), a distance
of 7O ?rtv7(-s, in Gloucester. Salem and Cumberland
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Counties. N.J. At Glassboro, this line connects with the
Millville Branch of the PRSL. At Bridgeton Junction,
it connects with the Red Bank-to-Bridgeton line of the
CNJ (see Line Nos. 1803, 1805 and 1108) and the CNJ
C&ME Branch.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Glassboro 452
Elmer 223
Husted 4
Bridgeton 1,21G

Total carloads generated by the line 1, 894
Average carloads per week 3fi. 4
Average carloads per mile 104.1
Average carloads per* train 7.6
1973 operating information:

Number of round trips per year 250
Established time per round trip (hours)—^ 8.0
Locomotive horsepower 1, 200
Train crew size 4

Public Comments on Preliminary System Plan

The New Jersey Farm Bureau states that elimina-
tion of this line would be very detrimental to the agri-
cultural industry in the area.

Schalick Mills, of Elmer, received 158 carloads of
grain in 1973. This would increase by as much as 50
cars in the event of reduced Midwest agricultural out-
put, such as occurred in 1974. Loss of service over this
line would cause the mill to dose since the extra cost
for utilizing motor freight and construction of new
unloading and storage facilities would be prohibitive.
Closing would create a hardship for farmers in the
area since Schalick is one of only two suppliers for
certain feed products.

Schalick Mills also states that 61 other carloads were
received by customers of the PRSL in Elmer.

Hunt Wesson has a new plant on this line which ex-
pects to ship 335 carloads in the year beginning April 11,
1975. It estimates a $2 million annual additional ex-
pense if forced to use motor freight.

Seabrook Agricity, a several thousand acre unit de-
velopment, is in advanced planning stages at this time.
Upon completion, it projects a 40,000 population and
expects to generate considerable rail traffic,

The Railway Industrial Clearance Association states
that this line is part of a through clearance route to
southern New Jersey, connecting with the CNJ at
Bridgeton. This segment is vital to the movement of
outsize machinery to industries in southern New Jersey
since alternative routes via CNJ or other PRSL lines
have restrictive clearances.

The estimated cost for upgrading this line to FRA
Class I standards should be reviewed. The available
information on the line indicates that the tic replace-

ment estimate may be high. (Note: no upgrading costs
were included in the analysis of this Line.)

Consideration must be given to the total revenue that
that would be lost to ConRail if this line is not included
in the Final System Plan. In 1973, the 1,894 cars on this
line generated a total revenue of $1,368,094; however,
only $192,900 was attributed to the line.

Information for Line-Transfer Decision

Revenue received by PRSL $192,900
Average revenue per carload $102

Variable (avoidable) cost of continued
service:

Cost incurred on the 'branch line 278,379
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 0
Cost incurred beyond the branch line 130, C50

Total variable (avoidable) cost 409,029

Net contribution (loss) : total (216,129)
Average per carload (114)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Information received by the USRA staff indicates
that a large industrial development is being located on
this line. This complex is known as the Seabrook De-
velopment and is near Bridgeton. 4,000 to 5,000 acres
of industrial property should be developed over the
next several years.

Although service to this line generated a loss amount-
ing to $216,129 based on 1973 PRSL operations, analy-
sis based on ConRail (merged) operations resulted in
a contribution of $30,751.

Disposition

The Bridgeton Branch shall be transferred to the
Consolidated Rail Corp.

PORTION OF MILLVIL1E BRANCH

USRA Line No. 7805

Pennsylvania-Reading Seashore Lines

This portion of the Millville Branch extends from
Woodbury (Milepost 10.5) to Glassboro, NJ. (Milepost
18.0), a distance of 7.5 miles, in Gloucester County, N.J.
At "Woodbury, this line continues to Camden. At Glass-
boro, it connects with the Bridgeton Branch of the
PRSL, and the line also continues to Vineland (see
Line Nos. 1804 and 1803). At Woodbury, this line also
intersects the Penns Grove Branch and the Salem
Branch, both PRSL.



/PRSL to Camden

PRSL
to Carney s Point

PRSL to Salem/

/

iWoodbury

WOODBURY HP IO.S

PORTION. MILLVILLE
BRANCH. PRSL

iGLASSBORO

PRSL to Bndgeton / \

\
rrvak w
Mil lv i l le

Traffic and Operating Information

Stations (with their 1973 carloads.1 nerved by tuis liue:
Scwell .
Pitman

159
31

Total carloads generated by the line 190
Average carloads per week— _. 'A. 7
Average carlowls per mile 2.">. 3
Average carloads per train 3. 7
1973 operating information:

Number of round trips i>er year 5U
Estimntfil time per round trip i hours)... . l . i »
Locomotive horsepower — - li.OOO
Ti'ain crew size _ 1

Public Comments on Preliminary System Plan

This line would require no upgrading according to
Amstar Corp. This is in contrast to Line. HOB, the
<?NJ line to Ite included in (VmRail, svhicJi wil l require
substantial rehabilitation and cannot handle the clear-
ance loads that Uii-* line can. The Railway Industrial
Clearance Association calls for the retention of this
lino as a through clearance route to southern New
Jersey.

Aniftar Corp. reported G'21 carloads generated on this
line in 1073 as follows:
Company:

Amstar Corp — . -- -
Crown Zellerliiu'h —
Owens Illinois (}las« — -- —
Pier ] Imports - -
Scalsweet Packers
(Jlassboro ('old Storapn-(Jo . __.
South Jersey Cus Co . . . . . . .
Pitman Cold Storage <'i>— .
Hungerford & Terry. — . __
Zeolite Chemical Co
Inversand Co

Carload H
Jiif.1

105

40
245

CS
153
10

•27

•40
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Middle AM untie Mill work Co., at Milepost 10.2. re-
ceived 305 cm-loads in 1973.

('. M. Kandlo Co. of Pilmiin reported to New Jersey
I JOT that it received 11 carloads in 1073.

Amslar Corp. projects n ;»-1 -percent increase in
traflic. through lf)Rn (3fi cars), that it wi l l be required
to install S7».iK)0 worth of unloading equipment. and
will incur an additional &W.10U per year for truck
deliveries, if rail service is discontinued.

Owens Illinois projeds future usage of 800 carloads
per year.

New Jersey DOT reports "USRA Line 1805 was.
apparently. analyzed primarily on the basis of its local
service1. However, little weight was given to Us value

, as a bridge route for traffic generated beyond Glassboro.
Overhead traffic, alone, accounted for JO to 12 thousand
carloads of sand per year from the sand pits below
Vineland, in addition to industrial traffic- from both the
Hridgeton llrunch aiid the Millville Branch below Glass-
boro. Also, this lim>. is vital as u through clearance route
for oversize freight. Those factors must be taken into
consideration by the USRA anahsis of this portion of
the Millville Itainch."

Consideration must l>e given to the total revenue that
would be lost to ConRail if this line is not included in
tlu> Final System Plan. In 1973, 100 ears on this line
gc-nerated a total revejiue of $118.740; however, only
$1(5,034: was attributed to the line.

Information for Line-Transfer Decision

received by PRST..
Average revenue por ciirloiid $84

Variable i avoidable i cost of continued
service:

Cost Liictirnsl on rlu- branch line 04. 009
Oosl of upgrading brunch Uno to FRA Class

I: ( I / H i of total upgrading cost) 0
Cost incurred lieyond tlic hraucli line — Ui. 1*>S

Totnl variable (nvnldalile)

N'cl contrilmti'in flon-*) : total..

__. SO. 117

(W.OSil

Total «21

(3371

This line, would require no upgrading to meet the
requirements of tlio Federal Railroad Administration's
miniinuin safety standanls I'C'lass I triick. which has n
maximum safe operating speed of 10 m.p.h.).

The traffic identified in the testimony an being gen-
erated on this line is located at Woodbiiry which is on
a line not identified for study. Reanalysis baseil on C'oti-
Rail operations, revenues and costs did not alter the
above result significantly.

This line is required as a through route, for satid traf-
fic generated in southern New Jersey.
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Disposition

This portion of the Millvillc Branch shall be trans-
ferred to the Consolidated Eail Corp.

PORTION OF GLENDORA BRANCH

USRA Line No. 1806

Pennsylvania-Reading Seashore Lines

i ..PRSL to Camden

r
A. Camden (Brown)

PRSL to Woodbury

*k ""* "•».__ Wins

""""""

PRSL to
Winslow Junction

PORTION OF GLENDORA
BRANCH. PRSL

Variable (avoidable) cost of continued
service:

Cost incurred on Hie branch line 21, 993
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost.) 0

Cost incurred beyond the brunch line 20. 828

Total variable (avoidable) cost 51, 823

Net contribution (loss)
Average per carload

total— 3,029
26

GLENDORA

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Although service to this line generated a loss amount-
ing to $1»,989 based on 1973 PRSL operations, analysis
based on ConRail (merged) operations resulted in a
contribution of $3,030.

Disposition

This portion of the Glendora Branch shall be trans-
ferred to the Consolidated Rail Corp.

This portion of the Glendora Branch extends from
Bellmawr (Milepost 7.9) to Glendora, N.J. (Milepost
9.5), a distance of 1.G miles, in Camden County, N.J.
At Bellmawr, this line continues to Gloucester.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Runnemede 72
Glcndoru 46

Total carloads generated by the line ---------------- 118
Average carloads per week _____________________________ 2. 3
Average carloads per mile _____________________________ 73. 8
Average carloads per train ____________________________ 2.4
1973 operating information :

Number of round trips per year ______________________ 50
Estimated time per round trip (hours) _______________ 2. 7
Locomotive horsepower ______________________________ 1, 200
Train crew size ------------------------------------- 4

Public Comments on Preliminary System Plan

Consideration should be given to the total revenue
that would be lost to ConRail without this segment. The
118 cars on the line generate $93.419 of which only
$1 3,1 71 is attributed to the branch.

The estimated time per round trip appears to be high
considering the traffic, and the length and condition of
the line.

Information for Line-Transfer Decision

Revenue received by PRSL
Average revenue per carload

$54, 852

PORTION OF CAMDEN-TO-ATLANTIC CITY LINE

USRA Line No. 7807

Pennsylvania-Reading Seashore Lines

•^r—PC to Delair

\

.HADDONFIELD
-PORTION OF

HADDON FIELD-ATLANTIC
CITYLINE. PRSL

_.UCASTON
PRSL
to Camden *•• */ Winslow Junction

CNJ to Bridgeton Junction / \
"PRSL to

i Atlantic City
\4-PRSLto

Cape Ma/

This portion of the Camdcn-to-Atlantic City line
extends from Haddonfield (Milepost 6.1) to Lucaston,
N.J., (Milepost 13.6), a distance of 7.6 miles, in Com-
dcn County, N.J. At Haddonfield, this line connects
with the PC line running to Delair. At Lucaston, this
line continues to Atlantic City.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Woodcresl. 25
Kirkwood 4

Total carloads generated by the line 29
Average carloads per week 0.6



Average carloads j>er mile ----------- ------------- — 3.9
Average carloads per train -------- -------------------- 0. C
1973 operating iufnrniiilion:

NntultiT of round trips per year ---------------------- 50
Estimated time per round trip i hours i. -------------- 1. S
lx>fiiinoti\4* horsepower ------- ---- ----- ---------- U. 000
Train crew size --------------- — --------- — — 1

Public Comments on Preliminary System Plan

Several commuters report, tlii;- lines is utilized by 100
commuters pur day and has potential for jiruater use.
The State of Now Jersey subsidizes pasrie,nper service
on the 1 ine,.

The Chamber of Commerce, shiles that the. lino is
being considered for an exLcnsion of I'ATOO (ma^s
transit system).

The Ne.w Jersey DOT state? :
"At this time, local freight service on the line between
lladdonlield and Winslow Junction is provided by an
assignment operating out of Pavonia Yard, Camden,
and operating on the Cleme.ntou Branch to Winslow
.luitction and then back westward to ITaddonlieLd. This
arrati£ome.nt involves conside.rable circuity because of
Penn Central ownei'ship of the line betweeii Iladdon-
fiold and Pavonia Yard. Once Con Kail is in existence,
the, use. of the Penn Central from Pavonia to Merchant-
ville the.n to HaddonHeld-Lucasion mi^lit l)c the mom
desirable, method uf ope,ratii]{r the local freight pi'O-
vidiiifr service, on the line between Haddontield and
Winslow Junction. The exclusion of this line at this
time, would foreclose an option of Con Kail' that could
result in considerable operating e.flicicnc.ies and econom-
ics. both goals of the. Act.
';On this basis, the line should bo recommended for in-
clusion in the final system/'

Consideration muse be given <<> the total revenue, that
would be lost to ConRail if this line is not included in
the Final System Plan. In 1)>7:5 the 29 ears on this line
generated a total revenue, of $;55,00(J; however, only
§4.04:1 was attributed to this line.

Information for Line-Transfer Decision

Bevwiuo n-ceived by I'RSL _____ ...... ____________ 34,941
revenue IIIT ciirluad __ .... ___ $170
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minimum safety standards (Class T track, which has a
maximum safe operating speed of 10 ni.pJi.).

A. reevaluation of the potential of this line as n
through route. indicuti><l thai it is not needwd. Analysis
of the lino based on (1onRail operations, revenues and
costs did not alter the above loss to u significant degree.

Service to this line, frencrated a loss of jSf><i.l22 in 1973.
Ki-novery of this Ions would require approximately a
twentyfold increase in traffic or a 1,130- percent rate
increase.

Disposition

This portion of the Camdeu-to-Atlantic City line is
•not designated for transfer 1o Consolidated Kail Corp.
and is available, for subsidy pursuant to section 304 of
the Act. The continuation of pixtcnycr sci'ri'-t; an tJittt
fhif in dr/H-nffi-nf on tin imirhwtt. It KM, or of he/'
frr of 1-h< nff< awy facifitif* to a public body.

Variable (avoidable) cost of continued
service :

Cost incurrerl on the branch line __________ 50,030
Cost of upgrading branch line to Fit A Class

T: f 1/10 of. total ni^rading cost ) -------- 0
Cost incurred beyond the brunch lim>. ---- 2,033

Total variable (avoidable) costs.. . _ (>1, 06»

Net contribution floss I : tolat .i7.6,122)
Average per carload ,' (1,935)

This line, would require no upgrading to meet the,
requirements of the. Federal Railroad Administration's

PORTION OF OCEAN CITY BRANCH

USRA Line No. 1808

Pennsylvania-Reading Seashore Lines

\ PRSL to Camden

V
pTuckahoe

PRSL to Cape May / ***

\. / V^ / ^-^
/ PALERMO^ "--^ Beesleys Point

PORTION OF A6j|miles
OCEAN CITY —S ̂ ^^~
BRANCH. PRSL OCEAN CITY

Tliis portion of the Ocean Oily Branch extends from
Palermo (Milopo.-t .">!M>) to Ot-enn Wty.i\'.J. (Mile.post
CG.4), a distance of ff.«V mMfn. m (Jape May County,.N.J.
At Palermo this line continues unt i l it reaches the
PRSLCai>e Way line.atTuckahoe.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
(Voan City - ... - 316

Toliil i-ar](>.ids snu'ra'ted by the lino .. 116
Average carloads per week 2.2
Average <'iirl(iii(l> per mile... . . .. 17.1
Arcrugc <-ar]iKiil« tn>r train - -- - 2.2
1!>73 r>]H»rntinjc information:

Number (if round trips i>er jear . — ..._... . 52
Estimated t imi> ix^r round trip (hours)— 1.5
IXN-nmotive horsi^ower . .. .. 4,000
Train rntr si?.e. _ 4
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Public Comments on Preliminary System Plan
The Mayor of Ocean City and others expressed con-

cern for the retention of passenger service on this line
between Palermo and Ocean City.

New Jersey DOT supports the statement of the
USRA in its preliminary recommendation that "The
inclusion of this smaller bankrupt carrier in ConRail
will improve carrier revenue as the acquiring road can
'long haul' the traffic. The present carloads per mile
indicate that the line may be viable under this
circumstance."

Consideration must be given to the total revenue that
would be lost to ConRail if this line is not included in
the Final System Plan. In 1973 116 cars on this line
generated a total revenue of $82,066; however, only
$11,572 was attributed to the line.

Information for Line-Transfer Decision \^
Revenue received by PBSL $23, 792
Average revenue'per carload $205

Variable (avoidable) coat of continued serv-
ice:

Cost incurred on the branch line 58,630
Coat of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) 0
Cost incurred beyond the branch line 9,120

Total variable (avoidable) cost &I, 750

siick negotiations be successful and the costs of owning
and maintaining the line be removed from the freight
service, freight service would be provided by ConRail.

Net contribution (loss): total (43,958)
Average per carload (379)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

The above cost and revenue data is based on assumed
ConRail (merged) operations.

Service to this line generated a loss of $43,958 in 1973.
Recovery of this loss would require approximately a
threefold increase in traffic or a 185-percent rate in-
crease. The assumption of the maintenance and owner-
ship costs of this line by a public body in order to con-
tinue passenger service would change the above loss to
a contribution of $2,000. The acquisition of this line
by a public body and the negotiation of an appropri-
ate user fee for freight services would enable the con-
tinuation of freight services over this line.

Disposition

This portion of the Ocean City Branch is not desig-
nated for transfer to Consolidated Rail Corp. and is
available for subsidy pursuant to Section 304 of the
Act.

Continuation of passenger services on this segment
is dependent on the purchase, lease, or other transfer
of the necessary facilities to a public body. Should

INTERSTATE LINES

LONG ISLAND CITY CAR FLOAT

USRA Line No. 777

Penn Central

The Long Island City Car Float, extending from
Greenville, N.J.' to Long Island City, N.Y. in Hudson
County, N.J. and Queens County, N.Y., a line which was
recommended for inclusion on page 596 of the Prelimin-
ary System Plan, shall be transferred to the Consoli-
dated Rail Corp. This transfer, however, is not a guar-
ante of service beyond the 2-year statutory require-
ment in the Act. Affirmative state, local and carrier ac-
tion is required'to assure the long-term viability of this
service.

The present car-float services in the New York metro-
politan area are characterized by a large amount of
duplication, old and deteriorated facilities and equip-
ment, and resulting high operating costs. In USRA's
judgment, the revenues derived from the services do
not cover the present cost levels (see chapter 9). It
therefore is essential that ConRail, Chessic System,
and the present independent dock carriers (New York
Dock, Brooklyn Eastern District Terminal) in coopera-
tion with public bodies (New York and New Jersey
Port Authority, state of New York, city of New York)
undertake a program with the following objectives:

(a) Consolidation of facilities and services so as to
eliminate the present duplication.

(b) Undertake a capital modernization program in
conjunction with a program designed to rationalize
facilities and floating equipment so as to improve the
operating efficiency.

(c) Investigate the possibility of a single manage-
ment control for the entire float operations.

In addition, exploration of the possibility for a
greater reliance for all rail routes in New York should
be undertaken with the understanding that this may
not prove cost effective because of circuity and the
resulting reduction in the base traffic load needed for
efficient float operations.

If these measures are not successful in totally elim-
inating the deficits, then the carriers involved should
explore revenue increases as required.



PORTION OF THE RIVER LINE

USRA Line No. 709

Penn Central

This portion of the River Line, extending from Little
Ferry,NJ. (MilisposiS.yj loKiiiyxto-n.N.Y. (MJlepost
87.0). a distance of 81.1 mitcx. in Borgcn. County. N.J.
and Rockland, Orange arid risU-r Counties. N.Y., it lini'
which \vns recommended for inclusion on pag<: 5i>7 o£
tlic Preliminary System Plan, sliall be transferred t.o
the Consolidated RuilCorp.
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post 16.0) to Nemmet Junction. N.T. (Milepost 28.2), a
distance of 12S tattcx. in Bergen County, N.J. and
Rockland County, N.Y., a lino which was recommended
for inclusion on page 20 of the Supplement to the Pre-
liminary System. Plan, sliall be transferred to Consoli-
dated Kail Corp. The Chessie will provide the local
freight service (see coordination project I'S'RA -1).

PORTION OF NEW JERSEY & NEW YORK
RAILROAD

USRA Line No. 7275

Erie Lackawanna

This portion of the New Jersey & New York Rail-
road, extending from North Ilackcnsiclc, N.J. (Mile-

PORTION OF MAYBROOK-PHILUPSBURG LINE

USRA Line No. 7707

Lehigh & Hudson River

This portion of the Maybrook-to-Phillipsburg line,
i>.x1*ndinjr from Warwick, N. T. (Milepost 21.0) to Bel-
vitlere, N.J. (Milepost. 72.0), a distance vif>1.0 miles, in
Orange County. N.Y. and Sussex and Warren Counties,
N.J.. a line which was recommended for inclusion on
page j")t)7 of the Preliminary System Plan, shall he
transferred to the Consolidated Rail Corp.
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USKA
Line

Number

66
66a
66b
66c
07

68
70
72
70
7!l

80
SI
S3a

84

85

86
87
8P.ii
00
02/93

96
98
10D/101
102

102u
103/104
ion/] 07
]0fi
108

109/110
1 1 1
112

130

137
230.1
231
28 hi
231b

Infrastate

Terminals

PC

Mount Kisco to Brewster
Brewster to Dover Plains
Dover Pluins to Wassaic
Wassaic to Millurtnn
Millerton to

Bay Ridge to I'nrkville
Hudson to Claveriick
Schenectad.v to Aqueduct
Selkirk to Tort (if Albany
Boonville to Lyons Falls

OiiindeiL to
Rotterdam Junclion to South Fort 1'lain
East New York Mills to nt-ar New York

Mills
We,t Shore Secondary Track at New York

Milk
Ourida Cat-tie 1 1 > Vcrnon

Eust Syracuse to Knycttrvillc
Malone tu C'fmadiim Border
DeKnlli Jundion 10 Ogdi'n<burg
Kuicryvillu to Kdwnrds
WiiUTtown to Limerick

Cayug.i to Auburn
Brighton to Pitfford
Camindiiigutt to Victor
Akron Junction lo Transit
Williamson to Oswego

O.-'wogo to Snribii
Williamson to Windsor Beach
Chariot to to Jlivervii'w
Suspension Hriclg<> to Uivi-rview
Newark to Sodu.- I'oini,

Newark to Million
Windsor Beach to Rochester (.State Street)
Bntaviii to (J.'iledonia
HochL'^ter to Scottsville Yard
Mnntgranery to Kingston

Kingston to BLoomville
Southport to ELmira ('Southporl Junctum)
13 orsehi-ads to Monwiur Fallc
Flniirii (Southport Junction) to Horscheads
Montour Falls to Bturkey

^ ._

.

Pago

242
243
243
243
244

245
246
24ti
246
247

247
248
249

. 250

251

2V>fHjA

253
254
255
256

257
258
258
259
260

261
2IV2
2C3
265
265

266
267
26S
269
270

270
271
272

; 273
273

USRA
Line

Number

233/234
238
246
248
258

666
666a
667
668
669

670
671
681
6S6
687
708

-

1000
1002
1003
1017
1020

1021
1022
1023
1024
1025

1213
1214
1217
1219
12UO

1221
1233
1239
1240
1241

1242
1243
1244
12W
1247

1248
1250

Terminals

Seneca Castle to Penn Yan
Cannndnigua Track at Stanley
16th Street Track at Olean
Hrocton to Mayvillc
Fredonia to Dunkirk

Ronst-elaer to Troy
Oroen Island to Crescent
Campbell Hall to Highland
Ponghkeepsie to Highland
L'tica to IJoonville

Rome to McConnellsvillfc
fieneva to Cayugu
30th jStront Branch (NY)
Onftida Castle to Canastota
CarthugL- to Lowvillr
Poughki-epniu to TlopuwoU Junction

LV

Rochester to Lima
Hast Ithaca to Cortland
Owcgo to Mead
Van Etten Junction to Ludlowville
Van Ettun Junction to Geneva Junction

Geneva Junction to Geneva
Geneva to Rochester Junction
Batavia to P & L Junction
Niagara Junction to Batavia
Caledonia to Rochester Junction

EL
Nun wet Junction to Spring Valley
Spring V alley to Tallmans
Ureycourt to Newburgh
Campbell Hall Junction to Montgomery
Mlddletmvn to Fair Oaks

Cruwford Junction to Pine Bush
Fulton to Oswego
Bath to Wayland
North Alexander to Avon
Avon to Rochester

Depew Junction to Lancaster
L«ekl>ort to Lowertown
Kher Junction to Cuba Junction
Buffalo (BC Junction) to Dayton
Dayton to Dunkirk

Dayton to Waterboro
Salamancu to Cattaraugus

Page

274
276
276
277
278

278
278
279
279
279

279
280
281
281
281
'282

'

282
283
284
285
286

287
288
289
290
291

292
202
292
293
294

294
295
297
298
299

300
301
302
302
304

305
306
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USRA
Line

Number
Terminals Page

L&HR
1700 Warwick to Maybrook 307

International

PC

New York to Canada (this line is discussed under Canada)

lOla Black Rock, N.Y. to Welland, Ont.

Interstate

New York to New Jersey (these lines are discussed under
New Jersey)

PC

117 Long Island City, N.Y. to Greenville, N.J
(float)

709 Kingston, N.Y. to Little Ferry, N.J.

EL
1215 Nanuet Junction, N.Y. to North Hackensack,

N.J.

L&HR

1701 Warwick, N.Y. to Belvidere, N.J.

New York to Pennsylvania

PC
249 Mayville, N.Y. to Corry, Pa.
260 Falconer, N.Y. to North Warren, Pa.

LV

307
308

1015 Owego, N.Y. to Sayre, Pa. 309
1016 Van Etten Junction, N.Y. to Sayre, Pa. 310

EL
1251 Carrollton, N.Y. to Lewis Bun, Pa. 311
1255 Niobe Junction, N.Y. to Corry (CM Junction), 311

Pa. (via Bear Lake)

PORTION OF HARLEM LINE

USRA tine No. 66

Penn Central

This portion of the Harlem Line, formerly part of
the New York Central RE, extends from Mount Kisco

To Poughkeepsie .
^ «

X

Towners

BREWSTER

Harlem Line to
• Chatham, PC

^ j— Ma/brook Branch,

EWSTERL\_f ^
I *-To New Haven

PORTION, HARLEM >T
LINE, PC / *

.AMOUNT KISCO MP 37.8
£>Mount Kisco

' *— PC to Mott Haven
Junction

(Milepost 37.8) to Brewster. N.T. (Milepost 52.1), a
distance of 14-3 miles, in Westchester and Putnam
Counties, N.Y. A continuation of this line extends
northward from Brewster to Chatham (see Line No.
66a). A southerly continuation of this line runs from
Mt. Kisco to Mott Haven Junction. Brewster is also
served by the Maybrook Branch of the PC.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Bedford Hills
Katonah -- - - -
Golden's Bridge
Purdy's
Croton Falls

4
0

20
0
1

Total carloads generated by the line 25
Average carloads per week 0.5
Average carloads per mile 1.7
Average carloads per train 0.5
1973 operating information:

Number of round trips per year 50
Estimated time per round trip (hours) 2.0
Locomotive horsepower 1,750
Train crew size 8

Public Comments on Preliminary System Plan

Consolidated Edison Corp. states that this line is
necessary for the shipment of overdimensional electrical
and mechanical equipment to its substations in the area.
The company noted that if a major piece of transformer,
equipment fails while in service, it must be returned to
the factory for repair.

New York State Electric and Gas Corporation re-
ceived two 50-ton transformers at Golden's Bridge team
track in 1974. No further shipments are planned. The
company stated that rail service is essential. It is the
only means of transportation which could carry the
transformers to the manufacturer for repair.

General Electric Company reported that it ships
large transformers over this line.

Grand Union stated that it needs the Harlem Line
for shipment of Plate C cars.

Alternate routes to this line have clearance problems.
The Hudson Division has a third rail below Croto-
Harmon. Plate C cars can neither move under low



bridges in the Bronx and southern Westchester County,
nor next to other moving equipment on the Hudson
Division.

Several witnesses noted that there is no connection
between the Harlem Line and the PC Maybrook Branch
at Brewster. It was estimated that a connection could be
built for $100,000.

The County Executive of Wcstche.stor County stated
that, according to TSTtA's statistics, this segment pro-
duces more revenue than Line 6Ga which was included
in the system.

The Westchester Planning Board reported that it has
adopted land-use planning concepts. These, recommend
that the most intensive, land uses he. clustered in centers
along transportation corridois. The Northern Saw Mill
River Valley and tile. Harlem Division are the most es-
sential of such corridors hi northern Westchester
County.

Much of the testimony was concerned with preserv-
ing the entire Harlem Valley Line. See other comments
under IT SKA Linos 66c and 67.

The estimated t ime per round trip appears very high.
Even though the line meets FRA Class I track stand-
ards. the estimated time per round trip is 12 hours, even
though thts distance involved is only J5.5 miles. (Note:
The time required to ncn<( the line includes thf time
spant in sidings holding for pnnnr-nycr trains.)

243 NEW YORK
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mately a twofold increase in traffic or a 45-percent rate
increase.

Disposition

Trackage, rights over this portion of the Harlem Line
shall be transferred to Consolidated Rail Corp. and is
available for subsidy pursuant <o section 304 of the Act.
MTA leases this line for commuter service; these pas-
senger services will lie continued.

Information for Line-Transfer Decision

Revenue rurcivpd by PC
rovi'nue iwr car loud

$12,801

Variable 'avoidable) cost (o I'ontLnui'd
service :

Cosr Incur port on tin- brunch l ine1 .. .. S. 187
(lost of Qivrmliu? l>ranc)i l i rv to FRA Class

I : f ] /10 of total upcradinpr <-'.ist. t _____ 0
Cost Incurred beyond tlie hrniicli Hiif.. -. 10,381

Total variable (avoidable) cost -------------- 18,578

Net contribution (loss) : total ________________ fo, 777)
Average per carload ---------------------- (231)

1 Excludes malntenanne and ownership costs due to commuter opera-
tion of MTA.

This line would requi re no upgrading to meet the re-
quirements of the Federal Railroud Administration's
minimum safety standards (Class T track, which has a
maximum safe, operating speed of 10 m.p.h.).

Testimony was received citing the, need to keep this
line, for oversized shipments to Mount Kisco. A con-
nection will bo built at Jirewstcr and Conliail will use,
this line (66) only for the movement of oral-sized loads
when required, providing the required agreement can
bo reached with MTA.

Freight service to this line generated a loss of 85,777
in 1973. Recovery of this loss would require approxi-

PORTION OF THE HARLEM LINE

USRA Line No. 660

Penn Central

This portion of the Harlem Line, extending from
Brew&tef (Milepost 52.1) io Dover Plains, N.Y. (Mile-
post 7G.I>). a distance of 24-5 miles^ in Putnam and
Ihitchoss Counties, N.Y., a line which was recommended
for inclusion on page 602 of the Preliminary System
Plan, shall be transferred to the Consolidated Rail
Corp.

PORTION OF THE HARLEM LINE

USRA Line No. 66b

Penn Central

This portion of the Harlem Line, extending from
Dover Plains (Milepost 7G.6) to Wassaic, N.Y. (Mile-
post 81.6), a distance of 5JO miles, in Dutchess County,
N.Y., a line which was recommended for inclusion on
page G02 of the Preliminary System Plan, shall ho
transferred to the Consolidated Rail Corp.

PORTION OF HARLEM LINE

USRA Line No. 66c

Penn Central

Harlem Line 1\
to Chatham, |
PC JMILLERTON MP 94.8

f jMillerton
13.2 miles|«.— PORTION HARLEM LINE,

4, PC
IWASSAIC

PC to I
Mott Haven »|
Junction .
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This portion of the Harlem Line, formerly part of
the New York Central ER, extends from Wassaic (Mile-
post 81.6) to Millerton, N.Y. (Milepost 94.8), a distance
of 13.2 miles, in Dutchess County, N.Y. This line ex-
tends northward to Chatham from Millerton (see Line
No. 67). A southerly continuation of this line extends
from Wassaic to Mott Haven Junction (see Line Nos.
66b,66aand66).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Amenta 214
Sharon Station 252
Millerton 804

Total carloads generated by the line 770
Average carloads per week 14.8
Average carloads per mile 58.3
Average carloads per train 6.2
1973 operating information:

Number of round trips per year 125
Estimated time per round trip (hours) 4.6
Locomotive horsepower 1,750
Train crew size 3

Public Comments on Preliminary System Plan

Agway reported that at Sharon Station it shipped
248 carloads in 1973 (New York DOT pointed out
these carloads were overlooked in USRA's calculations)
and 275 carloads in 1974. Agway stated that corrected
carload data would result in a revised average of 57.9
carloads per mile. With effective service, Agway pre-
dicted total shipments could reach 69.8 carloads per
mile. The Agway facility projects 450 carloads per year.

At Millerton, Agway received 78 carloads in 1973.
Kerr-McGee Chemical Corp., in Amenia, shipped 80

carloads in 1974, and expects to ship 84 carloads in
1975 and 90 carloads in 1976. The company reported
that its plant is operating at only 66 percent of
capacity.

According to the town of Northeast, the New York
DOT Rail Transportation Program planned for the
rehabilitation of this line from Millerton, Milepost 94.8,
to Dover Plains, Milepost 76.6. This was planned to
restore passenger service from Millerton to New York
City. The town pointed out that a passenger service con-
tract would reduce the branch costs of ownership and
maintenance.

Information for Line-Transfer Decision

Revenue received by PC $212,067
Average revenue per carload $276

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 129,738
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) _ 15,735
Cost incurred beyond the branch line 208,068

Total variable (avoidable) cost 353,541

Net contribution (loss) : total _______________ (141,474)
Average per carload _____________________ (184)

This line would require upgrading to meet the re-
quirements of the Federal Administration's minimum
safety standards (Class I track, which has a maximum
safe operating speed of 10 m.p.h.). Based on available
information, this upgrading would include the replace-
ment of a total of 1,179 crossties (an average of 89 cross-
ties per mile) .

According to RSPO testimony, Agway at Sharon
Station, N.Y. shipped 248 cars in 1973. These cars were
transited at Bordentown, N. J.

This line was reanalyzed including the cars gener-
ated by Agway.

Service to this line generated a loss of $141,474 in
1973. Recovery of this loss would require approximately
a thirty-fivefold increase in traffic or a 67-percent rate
increase. Although the shippers served by this line have
provided information indicating some traffic growth,
the projected traffic level is significantly less than that
required for viability.

Disposition

This portion of the Harlem Line is not designated
for transfer to Consolidated Rail Corp. and is avail-
able 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 discontinued. For line-specific recommenda-
tions, see section C of this appendix.

PORTION OF HARLEM LINE

USRA Line No. 67

Perm Central

Chatham

Boston-Albany _jS
l.ne,PC

Line to

Chatham, PC

gf GHENT

jj 14-PORTION HARLEM LINE, PC

i MILLERTON MP 94.8

A Millerton
I A4—PC to Mott Haven Junction



This portion of the Harlem Line, formerly part of
the New York Central RR, extends from Mitterton
(Milepost 94.8) to Ghent, N.Y. (Milepost 126.3). a dis-
tance of JlJ>milc*, in Dutchuss and Columbia Counties,
N.Y. A northerly conl inuation of this line extends from
Ghent to Chatham, where it connects with the- Boston-
Albany Lino, PC. A southerly continuation extends
from Millenon to Molt Haven Junction (sec Line NOP.
66c.G6h.66a and 66).

Traffic and Operating Information
Stations (with their .1973 carload*) served by <bls line:

Coimkf Falls 18
Hillsdale - .- 81
Philinont _ 28

Total carloads grnrratefl by the line 75
Average carloads per week 1.4
Average.curloiids IHT mile 2.4
Average rurloitd=! imr train .- 3.0
1073 operating information:

Number of ruuud IrifH jier year 2o
Estimated time per roiuiO trip (boiirsi. 12.0

1 Locomotive horseitowcr ._ 1,760
Train crew size .._ 3

Public Comments on Preliminary System Plan

According to th<< Columbia County Pomona Grange,
this segment serves a high-impact agricultural area with
550 commercial farm?. They are operated on 135.000
acres with the annual gross income of $30 million.

Consolidated Edison Corp. reported that this seg-
ment is necessary for shipment of overdimensional
electric equipment. It noted that, reduced maintenance
on this line, has already made it inaccessible to the com-
pany's shipments.

The Harlem Valley Transportation Association in-
troduced numerous letters from area private schools and
envi ronmental organizations which favored resumption
of pussenger sen-ice from. Pittsfield, Mass, to New York
City over this line.

Donald Walsh reported that the following companies
use rail service at Millertnn: Suburban Propane, Wayne
Feeds, BlorJvs Furniture. Inc.. and Samuel Deull Lum-
ber Co.

Information for Line-Transfer Decision
Revenue received by PC $2fl, 689
Average revenue per carload.. $381
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This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimuHi safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 7.426 crossties (an average
of 235 crossties per mile).

RSFO testimony pointed out the necessity to keep
this line as a clearance route. A connection will be built
at Brewster which would be less expensive than re-
building and operating this line.

Service to this line generated a loss of S238.271 in
1973. Recovery of this loss would require approximately
it thirty-fourfold increase in traffic or an 8'55-percent
rattt inoroas*'.

Disposition

This portion of the Harlem Line is not designated
for transfer to Consolidated Rail Corp. and is available
for subsidy pursuant to section 30i of the Act Public
officials have, recommended that certain rail rights-of-
way be used for other public purposes if rail service is
discontinued. For line-specific recommendations, see
section C of this appendix.

Variable (avoidable) cost of continued
servli'n:

Cost Incurred on the hranrh linn 213,182
Cuss, of upgrading lirnncb line ro FRA

Class I: (1/10 of total upgrnding cos^t). 32,132
Cost incurred beyond HIP brm-.rh line.. 21,496

Totul variable (iis-olrtablej cost 26«, 810

Net contribution f logq) : tot4il . (238.271)
Average per carload (3,177)

PORTION OF THE BAY RIDGE SECONDARY
TRACK

USRA Line No. 68

Penn Central

South Brooklyn Ry

Portion Bay Ridge
/ Secondary Track. PC

PARKV1LLE
* :

BAY RIDGE

PORTION BAY RIDGE
SECONDARY TRACK. PC

This portion of the Bay Ridge Secondary Track,
formerly part of the Pennsylvania RR. extends from
Bay Ridge (Milepost 0.0) to Pnrkvillf. N.Y. (Milepost
3.4), a distance of 3.4 milr.s, in Kings County, N.Y. A
continuation of this line runs in a northeasterly direc-
tion from Parkville to Fremont. At Parkville this line
connects with the South Brooklyn Ry.
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Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Bay Ridge 45
Parkville1 142

Total carloads generated by the line 187
Average carloads per week 3.6
Average carloads per mile 55.0
Average carloads per train 3.6
1973 operating information:

Number of round trips per year 52
Estimated time per round trip (hours) 0.8
Locomotive horsepower 1,500
Train crew size 4
1 Includes only traffic on segment.

Public Comments on Preliminary System Plan

According to the New York DOT, G&R Packing
Co., the only shipper on this line, generates 187 car-
loads annually. USRA attributed only 76 carloads to
G&R in 1973.

The following companies testified that continued
service by the New York Dock Railway is essential to
their operation: Prudential Lines, Inc.; Supreme Equip-
ment and System Corp.; Guide Systems Supply; Hel-
lenic Lines; Moore-McCormack; American Export
Lines; Universal Maritime Services and Warshaw Man-
ufacturing Co.

Several witnesses pointed out that discontinuing serv-
ice on this line, coupled with the surcharge on float op-
erations in New York Harbor, could ruin New York as
a port city.

Northeast Marine Terminal reported that it handled
568 cars in 1974. When fully developed, the terminal
will cover 280 acres and have facilities for 20 ships at
once.

Information for Line-Transfer Decision

Revenue received by PC $134,536
Average revenue per carload $719

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 29,613
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost).. 1,841
Cost incurred beyond the branch line 83,075

Total variable (avoidable) cost 114,529

Net contribution: total-
Average per carload

20,007
107

This line would require upgrading to meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class I track, which has/a maxi-
mum safe operating speed of 10 rn.p.h.) Based,bn avail-
able information, this upgrading would include the re-
placement of a total of 460 crossties (an average of 135
crossties per mile).

Most of the traffic on the Bay Ridge Secondary Track
is handled on the eastern portion (East of Parkville)
of the track. The G&R Packing Company, located in
Bay Ridge, is the only shipper using this segment. Its
product is foodstuffs, usually government contracted.

The above reanalysis indicates that the line is viable
based on 1973 traffic. However, it also has been shown
that the port development activities will result in im-
mediately increasing revenues.

Disposition

This portion of the Bay Ridge Secondary Track shall
be transferred to the Consolidated Rail Corp.

CLAVERACK SECONDARY TRACK

USRA Line No. 70

Penn Central

The Claverack Secondary Track, extending from
Hudson (Milepost 0.0) to Claverack, N.Y. (Milepost
4.2), a distance of 4-® miles, in Columbia County, N. Y.,
a line which was recommended for inclusion on page
606 of the Preliminary System Plan, shall be trans-
ferred to the Consolidated Rail Corp.

AQUEDUCT BRANCH

USRA Line No. 72

Penn Central

The Aqueduct Branch, extending from Sckenectady
(Milepost 0.0) to Aqueduct, N.Y. (Milepost 4.1), a dis-
tance of 4-1 miles, in Schenectady County, N. Y., a line
which was recommended for inclusion on page 606 of
the Preliminary System Plan, shall be transferred to
the Consolidated Rail Corp.

ALBANY SECONDARY TRACK

USRA Line No. 76

Penn Central

The Albany Secondary Track, extending from Sel-
kirk (Milepost 3.7) to Port of Albany, N.Y. (Milepost
10.8), a distance of 7.1 miles, in Albany County, N.Y., a
line which was recommended for inclusion on page 607
of the Preliminary System Plan, shall be transferred
to the Consolidated Rail Corp.



PORTION OF THE LYONS FALLS BRANCH

USRA Line No. 79

Penn Central

This portion of the Lyons Falls Branch, extending
from Boonoille (Milepost 35.0) to Lyons Falls, N.Y.
(Milepost 45.0), a distance of 10.0 miles, in Oneida and
Lewis Counties. N.Y., a line which was recommended
for inclusion on page 608 of the Preliminary System
Plan, shall be transferred to the Consolidated Rail
Corp.

PORTION OF THE CAMDEN SECONDARY TRACK

USRA Line No. 80

Penn Central

CAMDEN

\ /- PORTION, CAMDEN
^^ SECONDARY TRACK. PC

4.5miie*—>^MC CO^ELLSVILLE

\
\ '
\

PC to
PC to
Albany

This portion of the Camden Secondary Track, for-
merly part of the New York Central RR, extends from
Camden (Milepost 22.9) to McConneUsviUe, N.Y.
(Milepost 27.4), a distance of 4-.5 miles, in Oneida
County, N.Y. A continuation of the line runs to Rome
where it connects with the Buffalo-Albany Line of the
PC (see Line No. 670).

Traffic and Operating Information

Stations (with their 1973 carloads) served liy this line:
Camden 1T6

Total carloads generated by tbc line 176
Average carloads per week 8.4
Average carloads per mile 88.1
Average carloads per train 8.4
1973 operating information:

Number of round trips per year 52
Estimated time per round trip (hours) 2.5
Locomotive horsepower 1,600
Train crew size 4

Public Comments on Preliminary System Plan

Testimony pointed out that elimination of this line
would end all intermodal competition. There are no
air, water, or other rail facilities in the area.

247 NEW YORK
79, 80

Agway noted that its data submitted at RSPO hear-
ings in 1974 was not considered by USRA.

Agway reported that it received 85 carloads at Cam-
den in 1973. They suggested that if shippers on the
McConnellsville to Rome segment of the line (USRA
Line No. 670) could adjust to the frequency of service
on the McConnellsville to Camden segment—60 round-
trips per year—the cost of providing service would be
reduced. Average carloads per mile for the entire line
would be 48.6. Average carloads per train would be
13.8. (Note: Only 5g trips were made in 1973.)

Mohawk Valley Wholesale Grocers, Inc., shipped 25
carloads in 1974. The firm requests that line 80 and line
670 be considered as one segment.

Rochester Shoe Tree Co. received 14 carloads in 1974.
The company anticipates its inbound shipments of
lumber to increase at the rate of 10 to 15 percent per
year for the next 5 years. If the company were to lose
rail service, it would either greatly curtail or close its
operation,

The Rome Industrial Development Corp. reported
that Camden Agway shipped 68 carloads over this line
in 1974. It expects to ship 70 carloads in 1975. The
corporation also reported that Rowell Feed shipped 12
carloads in 1974.

Information for Line-Transfer Decision

Revenue received by PC $63,145
Average revenue per carload $359

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line 43,622
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost). 7,849
Cost incurred beyond the branch line 50, 560

Total variable (avoidable) cost 101,531

Net contribution (loss): total (88,886)
Average per carload (218)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 800 crossties (an average
of 178 crossties per mile).

RSPO testimony suggested that this line be combined
with Line No. 670 and analyzed as one line. This action
would involve cross-subsidization, and therefore was not
undertaken.

Service to this line generated a loss of $38,385 in 1973.
Recovery of this loss would require approximately a
threefold increase, in traffic or a 61-percent rate increase.
Although the shippers served by this line have provided
information indicating some traffic growth, the pro-
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jected traffic level is significantly less than that required
for viability.

Disposition

This portion of the Camden 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 discontinued. For line-specific recommenda-
tions, see section C of this appendix.

PORTION OF THE WEST SHORE SECONDARY
TRACK

USRA Line No. 81

Penn Central

Fonda. Johnstown &
Gloversville RR
to Johnstown^

PC to Buffalo •

* C£ - -

BAM to Mechanicville

~ Item... _./£PC to A'"""

~MP I65T

SOUTH FORT < _

PLAIN Canajoharie " t "^TTT '̂' - *"PC " MM*
PORTION OF THE MP "5-° BATTMKmir'»^
WEST SHORE SECONDARY ROJTE"D*M

TRACK. PC JUNCTION

This portion of the West Shore Secondary Track,
formerly part of the New York Central RR., extends
from Rotterdam Junction (Milepost 159.5) to South
Fort Plain, N.7. (Milepost 194.5), a distance of 55.0
miles, in Schenectady and Montgomery Counties, N.Y.
This line connects at Rotterdam Junction with
the Hoffmans Branch and the West Shore Branch of
the PC, and with the Boston & Maine RR.

Traffic and Operating Information

Stations (with their 19T3 carloads) served by this line:
South Amsterdam 145
Fultonvllle 29
Canajoharie 1,065
South Fort Plain 368

Total carloads generated by the line 1,607
Average carloads per week 30.9
Average carloads per mile 45.9
Average carloads per train 10.7
1973 operating information:

Number of round trips per year 150
Estimated time per round trip (hours) 12.0
Locomotive horsepower 2, 000
Train crew size i_ 4

Public Comments on Preliminary System Plan

Both Baker-Beechnut Corp. and Life Savers, Inc.
have major operations at Canajoharie which rely on
rail service.

Baker-Beechnut generates over 900 carloads an-
nually. The company is a leader in the highly com-
petitive baby food industry and could not absorb the
increased cost of trucking.

Wherever possible, Baker-Beechnut is transferring
its customers from truck to rail. As a result it now pre-
dicts that it will generate an additional 422 carloads in
1975.

Life Savers is considering expanding its confection
products line by adding manufacturing facilities at
Canajoharie before mid-1976.

Life Savers projects that it will receive 444 carloads
in 1976 and 572 in 1977. If the company's planned ex-
pansion takes place, it would generate an additional
2.400 tons outbound in 1976 and an additional 10,000
tpns outbound in 1977.

It was reported that Baker-Beechnut and Life Savers
together employ over 1,700 people. There is no other
industry in the Mohawk Valley that could absorb these
employees should the two firms restrict or discontinue
their operations.

A shift from rail service to truck would cost Baker-
Beechnut $1,797,000 per year. Additional costs to Life
Savers wouldajnouiit to $200,000.

Agway imported that it has made a down payment on
land, tracli, and an old freight house in South Amster-
dam which it intends to use for the storage of bag
fertilizer. A nitrogen storage tank would also be erected
on the premises. This facility would need rail service.

Agway has a new fertilizer plant in Fultonville which
received 6 carloads in 1973 and 26 in 1974. The facility
is expected to receive 84 carloads in 1975. Agway noted
that 30 percent of the cars received in Fultonville in
1973 and 1974 were tank or covered hopper cars owned
by Agway. This means that on-branch car-days and
car costs used by USRA for 1973 are overstated.

Texgas, a division of Allied Chemical, reported that
it has a distribution center for handling propane gas
at South Fort Plain. The facility received 24 privately
owned 30,000 gallon tank cars of propane gas in 1974.

Nathan's Waste and Paperstock Co., Inc. shipped
approximately 16 carloads over the line in 1974. The
company, which is in the recycling business, intends
to triple its use of rail service in the next few years.

New York DOT reported that the Penn Central
purchased 1,600 carloads of crushed stone from the
Gushing Crushed Stone Co. in South Amsterdam. These
carloads were carried over Line 81 but were not included
in USRA's analysis of the line.

Shaul Farms stated that, if it lost rail service, it



would discontinue growing a large part of its vege-
table tTOp. Consequently, it would lose over §100.000
per year in sales.

The Montgomery County Farm Bureau reported that
county farmers generated 320 carloads over the line in
1974.'

Information for Line-Transfer Decision

Revenue received by PC $806,352
Average revenue per carload $377

Variable (avoidable) cost of continued
service:

cost incurred on the branch line 372, 002
Cost of upgrading branch line to FRA

Class I: (1/U) of total upgrading cost). 26, 213
Cost incurred beyond the branch line 462,531

Total variable (avoidable) cost 860,836
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Milcpost 165.0 to Milcpost 104.5 shall be offered for sale
to the Boston & Maine RR. This sale would preserve
rail service to 1.607 carloads or 100 percent of the traffic
generated on this line. Tf this offer is not accepted, the
line 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 pur-
poses if rail service is discontinued. For line-specific
recommendations, see section C of this appendix.

PORTION OF WEST SHORE SECONDARY TRACK

USRA Line No. 83a

Penn Central

Net contribution (loss) : total. (254,484)
Average per carload (158)

This lino would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 3,000 crossties (an average
of 85 crossties per mile).

The USRA. Office of Facilities Evaluation has de-
termined that the crushed stonm at South Amsterdam
is required as a source of ballast for ConRail. Company
material is not reflected in the traffic tapes, thus is not
reported in the above carload figures and was not used
in coating the line. In 11)7-1. this line generated 1,222
carloads of trap rock.

Service to the remainder of the line (from Milcpost
16.").0 to Milepost 104.5) (serving shipper at South Am-
sterdam. Fultohville. Cauajoharie and South Fort-
Plain who generated 1,600 carloads in 1973) would
generate S605.23S in revenue and $811,5-16 in costs with
a resulting loss of $206,TO8. Recovery of costs would
require approximately a- twofold increase in traffic or a
3-1-peirent rate, increase over tlu» 1973 levels. Although
tlio shippers served by this line have provided infor-
mation indicating sonic traffic growth. tl»>. projected
traffic, level is significantly less than that required for
viability.

Disposition

The portion of the West Shorn Secondary Track from
Milepost i:>i).,") to Milepost H>f>.0 shall be offered for sale
to the Boston & Maine RR.. a profitable railroad oper-
ating in the Region. ConRiiil will retain trackage rights.
If this offer is not accepted, the Hue shall he transferred
to the Consolidated Rail Corp.

The portion of the West Shore Secondary Track from

PC to Buffalo

_ ir Utica

End of Track at
Milepost 234.3

MILEPOST

233.6

New York Mills

—o-—-0.9 miles-

PORTION . WEST SHORE

SECONDARY TRACK,

PC

PC u Albany

/4-EL (PC has Trackage Rights)

EAST NEW YORK MILLS

MILEPOST 232.7

#_ EL to Binghan,ton
/

This portion of the West Shore Secondary Track,
formerly part of the New York Central RR, extends
from bast New York Mills (Milcpost 232.7) to near
Nfiv. York Mills. N.Y. (Milepost 233.6) a distance of
0.9 miles, in Oneida County, X.Y. The continuation of
this line runs westward from Milepost 233.6 (see line
No. HI). The line connects at East New York Mills with
the Erie Lackawanna Ry. over which the PC has track-
age rights to Utica.

Traffic and Operating Information

Stations (with their 11173 carloads) snrvrrt by this line:
New York Mills ____________________________ ...... _._ 200

Total ciirlofirts generated by the line -------------- 200
Average curlouda per week ---------------------------- 8.8
Avcrnsf carloads per mile ----------------------------- 222. 2
Average carloads per train ---------------------------- 4. 4
1973 oj)orating information:

Number of round trips per year ---------------------- 45
Kgtiiuated lime ppr round trip (hours) --------------- 1.0
Iiooomolin1 horsepower ____ ________________________ 600
Train crow sizo ------------------------------------- 4

Public Comments on Preliminary System Plan

It was reported that the following companies are
users of this line: Vicks Lithograph and Printing
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Corp.; Westinghouse Electric Corp.; O. W. Hubbell &
Sons; S.C.I. Plywood Co.; Rich Plan of Utica; Bonide
Chemical Co.; Ailing and Cory; H. Waterbury & Sons;
and General Electric Co. (AED).

Ailing and Cory reported that these shippers have
an annual business.volume of over $31 -million and
employ over 540 people. The firm disputed USRA's
figures, contending that the viability analysis showed
1973 carloads as 199, not 176 as USRA reported. The
same analysis showed revenues for the line of $65,692,
which is $9,048 more than indicated by USRA.

Ailing and Cory, a paper distribution firm, con-
structed a new warehouse on the line in 1972 at a cost of
$1 million. The location was chosen because of its rail
service. Many of the firm's suppliers, such as Scott
Paper Co. of Chester, Pa., are oriented for rail shipment
only.

S. C. I. Plywood of New York Mills receives from
50 to 80 carloads of lumber per year from the West
Coast. If the firm lost rail service, it would be forced
to close or relocate, at an estimated cost of $300.000.

General Electric reported that a major portion of its
business is with the Department of Defense which re-
quires a secure means of trahsportaion.

D. W. Hubbell & Sons, Inc., guard railing contractors,
would ship more by rail if service were improved. The
company anticipates receiving increased shipments of
steel from Chicago. This could amount to 125 carloads
per year.

The Rich Plan of Utica uses the line to receive house-
hold freezers.

Bonide Chemical of Yorkville needs rail service to
expand its business. Its current location was chosen
because of rail availability. Bonide currently receives
raw materials by other means which could account for
23 to 25 carloads per year.

The De Lia Industrial site, located on this segment,
is a potential generator of new rail traffic.

H. Waterbury & Sons Co., a manufacturer of wet
felts for the paper making industry, has a warehouse
at New York Mills with a 144-foot dock for rail loading.

Vicks Lithograph and Printing Corp., of Yorkville
stated that over 80 percent of its printing paper is
shipped by rail. The firm's development was not com-
plete in 1973.

Several witnesses disputed USRA's allocation of costs
to this line. State Senator Donovan stated "Does any-
one believe that USRA would save $45,744 by eliminat-
ing this less than a mile of track ?"

Information for Line-Transfer Decision

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 18,923
Cost of upgrading branch line to FHA

Class I: (1/10 of total upgrading cost) 1,814
Cost incurred beyond the branch line__ 52,218

Total variable (avoidable) cost 72,955

Net contribution (loss): total..
Average per carload

(7,118)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 200 crossties (an average
of 222 crossties per mile).

All of the shippers who testified are on this line and
their traffic is reflected in the above data.

Service to this line generated a loss of $7,117 in 1973.
Recovery of this loss would require approximately a
52-percent increase in traffic or a 10-percent rate in-
crease.

This line currently is served by PC via trackage
rights over EL. The line will be served directly from
local service now provided to the EL line.

Disposition

This portion of the West Shore Secondary Track
shall be transferred to the Consolidated Rail Corp. It
is recommended that the Chessie System provide local
freight service to this line (see section 206 (g) of the
Act). If such service cannot be arranged, ConRail will
provide local service via trackage rights over the
Chessie System (EL tracks).

PORTION OF WEST SHORE SECONDARY
TRACK

USRA Line No. 84

Penn Central

PC la Buffalo

END OF TRACK _ V Utica j-PC to Albany
ATMILEPOST 234.3 O i

PORTION OF WEST SHORE -X
SECONDARY TRACK. PC

Revenue received by PC
Average revenue per carload-

MILEPOST 233.6 /
NEAR NEW /
YORK MILLS /

<*«-EL to Binghamton

/*—EL (PC has Trackage rights)

"9 East New York Mil Is

/
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This portion of the West Shore Secondary Track,
formerly part of the Now York Central KK, extends
from Miff pott 233.6 near A'cw York Millts, :VJ'.. to Knd
of trafk at Milepost 234.3, a distance of fl.7 m'dt.x. in
Oneida County, N.Y. A continuation of this line runs
eastward (see Line Xo.SSu).

Public Comments on Preliminary System Plan

The Delaware Otsego Corp. which operates 1hft Cen-
tral New York Short]ine Railroad, advised T'SRA that
it is willing to acquire the entire EL line, including the
I'enn Central branch to New York Mills in order to
protect its investment in the Central New York.

Information for Line-Transfer Decision

Highway construction now being undertaken by the
State of New York would necessitate substantial in-
vestment on the bridge on this lino. The state is pro-
pared to construct a Aiding between Niagara Mohawk
Power Co. (the only shipper on this line) and the Erie
Lackawanna in order to avoid interference with the
highway construction.

Disposition

This portion of the West Shore Secondary Track is
not designated for transfer to Consolidated Kail Corp.
and is available for acquisition by the shipper, or for
subsidy pursuant to section 30-1 of tin- Act. Public offi-
cials have recommended that certain rail rights-of-way
be used for other public purposes if mil sorvi.cc is dis-
continued. For line-specific recommendations, see sec-
tion C of this appendix.

PORTION OF VERNON INDUSTRIAL TRACK

USRA Line No. 85

Penn Central

CanastoU

PC to Syracuse

PC to Albany

6.1 miles jfr-

VERNON
ONEIDA ^ Oneida Castle NP 251.9
CASTLE
HP 252.5

t PORTION, VERNON
INDUSTRIAL TRACK. PC

This portion of the Vernon Industrial Track, for-
merly part of the Xew York Central RR. extends from
Vernon (Milopost :i40.3),to Ovridn Cwstle,N.Y. (Mile-
post afl^.S). a distance of C,.2 mtffis, in Oneida County,
N.Y. A continuation of this line extends westward from
Oneida Castle (see.Line No. 68«).

Traffic and Operating information

Stations (with their 1073 carloads) served by this line:
Vi-rnnn ______ ............... _____________________ 270
Oncirta Castle1 __________________________ ...... _____ 95

Totnl c-iirlonds griiwatert liy the line -------------- 365
Average rurlouilH i>or week ____________ ________________ 7.0
Average carloads per mile ____________________________ 58.9
AvrriiKP PurlniidH ix>r train ______________________ ______ 4.9
197K oponil Ing informal ion :

Number of round triiis per year --------------------- 75
Intimated time ]H>r round trip I'hours'i -------------- 2.0
Locomotive horseixiwt-r ______________________________ 1.000
Train crew size ___ _____ __________________________ 4
1 Includes only traffic on segment.

Public Comments on Preliminary System Plan

PohlV Agway ships grain mill products and special
machinery over the line. Fold's generated 219 carloads
in 197,'> and 185 in L974 and expects to ship -200 car-
loads per year in the future. Loss of service would mean
1'ohl's would Imve to truck from :t siding in Oneida or
Canastota at an additional cost of $4(1,000 which would
have to be1 passed along to farmers.

Vernon Hilling Co. received 100 carloads in 1973 and
105 carloads in 197-1. The. linn expects this volume to
continue.. It would go out of business if it lost rail
service.

Oneida, Ltd., the largest manufacturer of flatware
in the world, reported that it received 240 carloads of
coal per year until 1972. In that year Oneida changed
to oil und nutiiriil ga^ to meet environmental standards.
The firm noted that rising costs or new environmental
standards could force a reversion to coal, in which case
its need for rail service would be renewed.

Oneidu Container Corp. chose its present location
because of its mil service. The company shipped four
carloads in 1!)73 and four in 1974. It expects its ship-
ments 1o inc.rease dramatically after 1976. Expansion
plans include use of craft lincrboards which must be
shipped from (he. South.

Dairylea. Corp. had a large volume of railshipments
over the line in the past. It has discontinued use of the
line, beta u^e of poor service :md damage to its shipments.

Grant's Building Supply ships five carloads of lum-
ber and dimension stock hardware, per year.

Vornoii Telephone. Co. plans lo expand its operation
and will need rail service in the future for shipment of
telephone poles.

Eastern Crown, Inc. shipped 3i> carloads in 1973.

Information for Line-Transfer Decision

Revenue weired by IJ0
Average revenue per carload

$146,797



NEW YORK 252
86

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 63.937
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost). 6,239
Cost incurred beyond the branch line.. 98,910

Total variable (avoidable) cost 169,086
Net contribution (loss) : total (22,289)

Average per carload (61)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 900 crossties (an average
of 145 crossties per mile).

Although service to the entire lino generates a loss,
service to that portion of the line from Milepost 251.9
to Milepost 252.5 (serving shippers at Oneida Castle
who generated 95 carloads in 1973) would generate
$45,231 in revenue and $45,274 in costs with a resulting
loss of $43.

Service to the remainder of the line (from Milepost
246.3 to Milepost 251.9 serving shippers at Vernon who
generated 270 carloads in 1973) would generate $101,566
in revenue and $131.673 in costs with a resulting loss of
$30,107. Recovery of costs would require approximately
a 100-percent increase in traffic or a 30-percent rate in-
crease over the 1973 levels. The existence of an addi-
tional 35 cars on this line in 1973, as reported by the
N.Y. DOT, would reduce this loss to approximately
$18,000.

Disposition

The portion of the Vernon Industrial Track from
Milepost 251.9 to Milepost 252.5 shall be transferred to
the Consolidated Rail Corp.

The portion of the Vernon Industrial Track from
Milepost 246.3 to Milepost 251.9 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
discontinued. For line-specific recommendations, see
section C of this appendix.

FAYETTEVILLE BRANCH

USRA Line No. 86

Penn Central

The Fayettevillc Branch, formerly part of the New
York Central RR. extends from East Syracuse
(Milepost 5.8), to Fayetteville, N.Y. (Milepost 9.9), a

PC to Buffalo
Dewitt Yard

EAST
SYRACUSE

FAYETTEVILLE
BRANCH. PC

PC to Albany

FAYETTEVILLE

distance of 4.1 miles, in Onondaga County, N.Y. At East
Syracuse, this line connects with the Albany-Buffalo
line of the PC.

Traffic and Operating Information

Stations (witli their 1973 carloads) served by this line:
Fayetteville 117

Total carloads generated by the line 117
Average carloads per week 2.3
Avcrnge carloncli per mile 28. 5
Average carloads per train 2.3
1973 operating information:

Number of round trips per year 52
Estimated time per round trip (hours) 1. 5
Locomotive horsepower 1,000
Train crew size 4

Public Comments on Preliminary System Plan

The New York DOT reported that Penn Central's
DICCS Report shows 215 carloads for Fayettevillo in
1973. not 111 as reported by USRA. USRA stated that
recovery of costs would require approximately a two-
fold increase in traffic. Because USRA understated
traffic on the line by more than half, the line currently
carries sufficient traffic and should be included in the
system.

Figures submitted to RSPO indicated that the fol-
lowing 10 users of the line generated 935 carloads: 84
Lumber Co., Inc.. 67 carloads: Sears, Roebuck & Co.,
656 carloads: Mclntosh Box & Pallet Company, 35 car-
loads; Ceco, Inc., 9 carloads; Wallgcne Construction
Co.. 30 carloads; Energy Gases Co., 2 carloads; Dow
Lumber Co.. 34 carloads; Precision Castings Co., 23 car-
loads; Mclntyre Brothers Paper Co., 33 carloads; and
B. H. Tracy & Sons, Inc. 46 carloads. Lyndon Lawns
Furniture Co. and Branch Nursery Co. also received
carloads in 1973 at the Fayetteville team track.

Mclntyre Brothers Paper Co., Inc., manufactures
lightweight, chemically neutral kraft tissue. The prod-
uct is manufactured from selected grades of sulfate sec-
ondary fibers which are received on the team track of the
Fayetteville branch. The product cannot be shipped by
truck, and the company cannot relocate because the spe-
cialization of its product is directly related to the qual-
ity and characteristics of the water available from
Limestone Creek.
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The Town Board of Manlius states its concern that
loss of service over the line would adversely affect the
ability of its businesses to receive supplies.

B. H. Tracy & Sons would eventually have to close its
operation if it lost rail service.

The Daer Road Industrial Park, Mclntosh Box and
Pallet Co. and Precision Castings would be severely
affected by loss of service over the line.

According to the Central New York Regional Trans-
portation Authority, Champion International Corpora-
tion has a plant on the branch within the Syracuse
switching district.

Lumber Distributors, Inc., generated 50 carloads over
the line in 1973 and 80 carloads in 1974.

Information for Line-Transfer Decision

Revenue received by PC $43,386
Average revenue per carload $371

Variable (avoidable) cost of continued serv-
ice:

Cost Incurred on the branch line 36,475
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) 6,993
Coat incurred beyond the branch line 28,337

Total variable (avoidable) cost 70.806

Net contribution (loss): total (27,419)
Average per carload (284)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 1,200 crossties (an aver-
age of 292 crossties per mile).

Testimony presented at the RSPO hearings indicated
confusion over the limits of this line. Most of the ship-
pers who testified are within 5.8 miles of E. Syracuse
and would not be affected by the elimination of service
on this line.

It was also stated that the Penn Central DICCS re-
port showed 215 cars in 1973. The DICCS report is
not an accurate record for use in waybill accounting.

Service to this line generated a loss of $27,419 in 1973.
Recovery of this loss would require approximately a
twofold increase in traffic or a 63-percent rate increase.
Although the shippers served by this line have provided
information indicating some traffic growth, the pro-
jected traffic level is significantly less than that required
for viability.

Disposition

The Fayetteville Branch is not designated for trans-
fer to consolidated 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.

PORTION OF THE MALONE SECONDARY TRACK

USRA Line No. 87

Penn Central

Montreal Branch, PC

Montreal

I*-P(
CANADIAN BORDER

PORTION, MALONE
SECONDARY TRACK. PC

| *-PC to Huntingdon

13 miles

MALONE • —

This portion of the Malone Secondary Track, for-
merly part of the New York Central RR, extends from
Malone) N.7. (Milepost 0.0) to the Canadian Border
(Milepost 10.3). a distance of 10.3 males, in Franklin
County, N.Y. A continuation of this line extends
northward across the Canadian Border to Huntingdon,
Que. where it connects with the Canadian National
Railways and the Montreal Branch of the PC. The
PC also operates over the CN-GT from Huntingdon
to Masaena, N.Y.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Malone 482

Total carloads generated by the line: 482
Average carloads per week 9.3
Average carloads per mile 46- 8
Average carloads per train 9.6
1973 operating information:

Number of round trips per year BO
Estimated time per round trip (hours) 4.0
Locomotive horsepower 2,000
Train crew size *

Public Comments on Preliminary System Plan

Over 300 carloads of feed were shipped over this
line in 1973. Without rail service, this feed would have
to be tracked from the nearest rail terminal, a distance
of 17.5 miles, at greatly increased cost.

Franklin County has the highest unemployment
rate—16 percent—in the state of New York.

Malone Feed and Farm Supply, Inc. received 163 car-
loads in 1973.
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Clarence Collins & Son (dairy feeds), stated that
trucking would be too expensive and that roads in the
area were inadequate. The firm submitted over 225 let-
ters from its customers stating the need of area farmers
for continuing rail service.

Several witnesses disputed TJSRA's figures, especially
the 12 hours stated as the estimated time on the line per
round trip.

The Town Attorney for the Town of Malone reported
that train crews on the Malone run are taxied from Mas-
sena, N.Y. to Huntingdon, Que. Another crew is taxied
several times a week from Malone to Beauharnois, Que.
for switching.

It is noted that, although viability analysis was based
on 12 hours per trip, the USRA questionnaire showed
only 3 hours per round trip. If the latter figure is valid,
the crew and locomotive costs would be only 25 percent
of the amounts stated by USRA. It was also noted that
upgrading costs were assessed even though the ques-
tionnaire reflected that 50 percent of the line's ties are
good. The good ties already on the line plus the 500 new
ties recommended by USRA would result in 1,408 good
ties per mile, a figure substantially in excess of the 640
good ties per mile required by FRA for Class I track.

Information for Line-Transfer Decision

Revenue received by PC $211,275
Average revenue per carload $438

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 99, 597
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 7,514

Cost incurred beyond the branch line 168,682

Total variable (avoidable) cost 275,793

Net contribution (loss): total
Average per carload (134)

(64,518)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 500 crossties (an average
of 48 crossties per mile).

Testimony suggested that 12 hours was far higher
than that necessary to serve this branch. The time was
reduced to 4 hours per trip. The figure of 640 ties per
mile is a minimum tie requirement, thus the Associa-
tion's tie replacement figure is not in conflict with FRA
specifications.

Service to this line generated a loss of $64,518 in 1973.
Recovery of this loss would require approximately a
twofold increase in traffic or a 31-percent rate increase.

Disposition

This portion of the Malone 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 discontinued. For line-specific recom-
mendations, see section C of this appendix.

OGDENSBURG SECONDARY TRACK AND

OGDENSBURG BRANCH

USRA Line No. 89a

Perm Central

END OF
TRACK

OGDENSBURG
BRANCH. PC

OGDENSBURG

OGDENSBURG SECONDARY
TRACK. PC

.^F-PC to Massena

DE KALB JUNCTION

«" '— Massena Branch,
PC, to Syracuse

The Ogdensburg Secondary Track, formerly part of
the New York Central RR, extends from DeKalb
Junction (Milopost 0.0), to Ogdensburg, N.Y. (Mile-
post 19.0), and the Ogdensburg Branch, also formerly
part of the New York Central RR, extends from end-of-
track near Ogdensburg (Milepost 132.5) to Ogdens-
burg (Milepost 134.3), for a combined distance of W.8
miles, in St. Lawrence County, N.Y. At DeKalb
Junction this line connects with the Massena Branch
of the PC.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Ogdensburg 2,070
DeKalb Junction 0
Heuvelton 252

Total carloads generated by the line 2,322
Average carloads per week 44.7
Average carloads per mile 111. 6
Average carloads per train 9- 3
1973 operating information:

Number of round trips per year 250
Estimated time per round trip (hours) 5.0
Locomotive horsepower 2,000
Train crew size 3

Public Comments on Preliminary System Plan

The St. Lawrence County Board of Legislators re-
ported that abandonment of this line would force the
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closing of two manufacturing firms and would jeopard-
ize the employment of 1,238 people. Diamond Inter-
national Corporation, one of the two at Ogdensburg,
employs 374 and has an annual payroll of $6,672,486.
The company shipped 1,732 carloads in 197'5 and 2.065
carloads in 1974. It would cost Diamond International
$634,000 more per year to ship by truck.

The Standard Shade Division of Joanna Western
Mills Co., in Ogdensburg. has an outbound average of
106 plus carloads per year and an inbound average of
48 to 50 carloads per year.

Cooperative Marketing Agency (CMA) (Dairy Lea)
in Ogdcnsburg, estimated that between 800 and 1,200
primary and secondary jobs would be lost if the lino were
abandoned. Direct economic loss in the area would be
between $7.2 million and $10.8 million. CMA stated that
the cost of transporting milk powder from Ogdenphurg
to Sow York City is 68 cents per cwt by rail and $1 per
cwt by truck.

The Northeast Dairy Cooperative Federation, Inc.
supported CMA's plea for continued service.

SKF Mills, Inc. in Heuvelton stated that if it had a
siding constructed it would ship three to five carloads
of wood chips per week and on the average of two cars
of lumber per week.

Ogdensburg Bridge and Port Authority noted that
St. Lawrence County ranks 61st among New York's 62
counties with per capita income of 83.362. The only road
service to the area is two-lane, and it would be very hard
to attract new industry without, rail service.

Sperling's. Inc., with retail furniture stores in Og-
densburg, Masscna. and Potsdam, has a new warehouse
and distribution center in the urban renewal area of
Ogdensburg. The warehouse was built in November,
1974. The company receives much of its furniture, most
of its bedding, and some of its electrical appliances by
rail.

The United Paperworkers International Union sub-
mitted copies of a petition containing approximately
4.000 signatures. The petition requested Senators Javits
and Buckley and Representative McEwen to take every
available step to include the Ogclensburg-DeKalb Junc-
tion line in ConEail.

Other users of the line included ITeuvelton Agway,
which generated 60 carloads in 1973: MoAdnm Cheese
Co., Inc. with 43 carloads in 1973; and Heuvelton Lum-
ber Co., Inc. which generate? approximately 10 to 15
carloads per year.

Information for Line-Transfer Decision

Revenue received by PO
Average revenue per carload.

$760,865

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 250,857

Cost of upgrading branch line to FRA
Class I. (J/10 of total upgrading cost) - 23,654

Cost incurred beyond the branch line 634,939

Total variable (avoidable) cost 909,450

Net contribution (loss) : total (158,585)
Average per carload (68)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 2,000 crossties (an aver-
age of 96 crossties per mile).

The time spent on the line allows 4 hours running time.
(42 miles at 10 m.p.h.) plus 1 hour to switch the cars.

Reanalysis of this line based on 1974 traffic resulted in
a deficit and would require an 18-percent rate increase
for viability.

Service to this line generated a loss of $158,584 in
1973. Recovery of this loss would require approximately
a 68-percent increase in traffic or a 21-percent rate in-
crease. Although the shippers served by this line have
provided information indicating some traffic growth,
the projected traffic level is significantly less than that
required for viability.

Disposition

The Ogdensburg Secondary Track and Ogdensburg
Branch are not designated for transfer to Consolidated
Rail Corp. and are available for subsidy pursuant to
section 304 of the Act. Public officials have recom-
mended that eertHin rail rights-of-way be used for other
public purposes if rail service is discontinued. For line-
specific recommendations, sue section C of this appendix.

PORTION OF THE G&O SECONDARY TRACK

USRA line No. 90

Penn Central

Massena
Branch. PC

Junction

to G&O Junction

es

^K" !*• EDWARDS
S Batmat^'i 1

' FMFRVVILI F G&° SECONDARYEMERYVILLE TRACK_ pc

This portion of the G&O Secondary Track, formerly
part of the New York Cent ral RR, extends from Emery-
ville (Milepost 8.0) to Edwards. N.T. (Milepost 13.9),
a distance of J.3 miles, in St. Lawrence County, N.Y.
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A continuation of this line runs from Emeryville
to G&O Junction, near Gouverneur, N.Y. At Emery-
ville an industrial spur diverges.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Edwards SSI

Total carloads generated by the line 351
Average carloads per week 6.8
Average carloads per mile 50.9
Average carloads per train 3.4
1973 operating Information:

Number of round trips per year 104
Estimated time per round trip (hours) 3.0
Locomotive horsepower 1,500
Train crew size 4

Public Comments on Preliminary System Plan

The St. Lawrence County Board and County Cham-
ber of Commerce reported closing of the line would
jeopardize employment of 220 people of the St. Joe
Minerals Corp.'s Edwards mining operation character-
ized as a marginal operation by the company.

St. Joe stated that car costs attributed to the line by
USRA should be reduced since 61 percent of the cars
it used in 1973 were privately owned and maintained.

St. Joe Minerals also contended that crew costs
should be reduced since there would not be any saving
from eliminating the branch because the crew would
still be needed to serve the Gouverneur-to-Balmat seg-
ment. The company suggested that frequency of service
on the line could be reduced from 3 to 2 trips per week.

The town of Edwards reported that loss of service
would affect more than 50 basic and secondary jobs.
Per capita income was reported to be $2,226. Loss of
rail service would lead eventually to a tax increase from
$164.96 to $217.44 per $1,000 of assessment.

Niagara Mohawk Power Corp. has two power gen-
erating stations at Edwards and land holdings on the
Oswegatchie River that had been considered for
development.

The estimated cost for upgrading this line to FRA
Class I standards should be reviewed. The available
information on the line indicates that the tie replace-
ment estimate may be high.

Information for Line-Transfer Decision

Revenue received by PC $133,692
Average revenue per carload $381

Variable (avoidable) cost of continued
service :

Cost incurred on the branch line 61, 742
Cost of upgrading branch line to FRA

Class I: (1/10 of tolal upgrading cost). 6,353
Cost incurred beyond the branch line 96,743

Total variable (avoidable) cost 159.402

Net contribution (loss) : total (25, 711)
Average per carload (73)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of 250 crossties (an average of 36 cross-
ties per mile).

St. Joe Minerals suggested that the service frequency
be reduced from three to two times a week. In addition,
because St. Joe owns its own equipment, freight car
costs were reduced. These changes are reflected in the
above data.

Service to this line generated a loss of $25,711 in
1973. Recovery of this loss would require approximately
a 70-percent increase in traffic or a 19-percent rate
increase.

Disposition

This portion of the G&O 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 discontinued. For line-specific recommenda-
tions, see section C of this appendix.

LIMERICK INDUSTRIAL TRACK

USRA Line No. 92/93

Penn Central

LIMERICK
'PC to Massena

LIMERICK INDUSTRIAL TRACK. PC ^ ""ERTOWN (MAIN STREET)

\

Watertown Junctionp- -J^
/ Carthage Branch, PC

-/PC to Syracuse

The Limerick Industrial Track, formerly part of the
New York Central RR, extends from Watertou-n (Mile-
post 1.5) to Limerick, N.Y. (Milepost 8.8), a distance of
7.3 males in Jefferson County, N.Y. At Watertown,
this line connects with the Massena Secondary Track
of the Penn Central.
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Traffic and Operating Information

Stations (with their 1073 carloads) served by this line:
Brownvllle 240
Limerick 124
Watertown1 !—L 71

Total carloads generated by the line 485
Average carloads per week 8.4
Average carloads per mile 59.6
Average carloads per train 2.9
1973 operating Information:

Number of round trips per year 150
Estimated time per round trip (hours) 3
Locomotive horsepower 2,000
Train crew size 4
1 Includes only traffic on segment.

Public Comments on Preliminary System Plan

Pargas reported that it shipped 71 carloads over
this line in 1973 and 80 carloads in 1974. USRA only
attributed 57 carloads to Pargas.

The New York DOT contended that this line
should be evaluated as a 1.1-milc branch instead of a
7.3-mile branch. Pargas, the only rail user on the
branch, is located 1.1 miles from the main line and
generates sufficient traffic to warrant continued
service.

The estimated cost for upgrading this line to FRA
Class I standards should be reviewed. The available
information on the line indicates that the tie replace-
ment estimate may be high.

Information for Line-Transfer Decision
Revenue received-by PC 1 $178,678
Average revenue per carload $411

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line J__ 82,451
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 7,063
Cost incurred beyond the branch line 113,939

Total variable (avoidable) cost 203,453

Net contribution (loss): total (24,875)
Average per carload (57)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h,). Based on
available information, this upgrading would include
the replacement of a total of 125 crossties (an average
of 17 crossties per mile).

As a result of RSPO testimony from NY DOT and
consultation with Penn Central, it was concluded that
all of the 1973 traffic at Brownville and Limerick is
now being handled at Watertown. The line beyond
Milepost 2.6 is now out of service.

Although service to the entire line generates a loss,

service to that portion of the line from Milcpost 1.5 to
Milepost 2.6 (serving shippers at Watertown who
generated 71 carloads in 1973) would generate $32,467
in revenue and $26,992 in costs with a resulting con-
tribution of $5,475.

The remainder of the line (from Milepost 2.6 to Mile-
post 8.8 scrving'shippers at Brownville and Limerick)
is now out of service and the traffic is being handled at
Watertown.

Disposition

The portion of the Limerick Industrial Track from
Milepost 1.5 to Milepost 2.6 shall be transferred to the
Consolidated Rail Corp.
. The portion of the Limerick Industrial Track from

Milepost 2.6 to Milepost 8.8 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
discontinued. For line-specific recommendations, see
section C of this appendix.

PORTION OF AUBURN BRANCH

USRA Line No. 95

Penn Central

PC to Geneva
(LV has Trackage Rights) rPC to^Syracuse

x / AUBURN V-"**'
%**2^ MP 5A 9 f~*^^

CayugaU^«^»_^^ î̂ */ Auburn

CAYUGA » t £ . „ , . _ . . - ,
MP TA n / i •* LV Industrial Tracks

/*, '-, ^-at Auburn
PORTION.-/ '-lmil«
AUBURN
BRANCH. PC
(LV HAS TRACKAGE RIGHTS)

This portion of the Auburn Branch, formerly part of
the New York Central RR, extends from Auburn
(Milepost 26.9) to Cayuga, N.Y. (Milepost 36.0). a
distance of 9.1 miles* in Cayuga County, N.Y. Continu-
ations of this line extend eastward to Syracuse and
westward to Geneva (sec Line No. 671). The Lohigh
Valley RR also uses these tracks to reach industrial
trackage at Auburn.

Traffic and 'Operating Information
Stations (with their 1973 carloads) served by this line:

Relius
Auburn (LV) -

84
799

Total carloads generated by the line 838
Average carloads per week 16.0
Average carloads per mile 90.5
Average carloads per train 5.8
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1973 operating information:
Number of round trips per year 156
Estimated time per round trip (hours) 3.5
Locomotive horsepower 2,000
Train crew size 4

Public Comments on Preliminary System Plan

Several witnesses pointed out that the USRA did
not address the issue of the Lehigh Valley sidings at
Auburn which Lehigh Valley serves via trackage rights
over Line 95.

New York DOT pointed out that, while Auburn will
continue to receive service from the east, the Auburn
sidings are not strong enough to support the larger
Penn Central locomotives.

New York DOT stressed that USRA should credit
the Lehigh Valley traffic as "overhead" to Line 95 or
should state specifically that ConRail service will be
provided to all customers at Auburn.

Columbia Rope Co. reported that the Lehigh Valley
handled 734 carloads over the line in 1974. Although
the Preliminary System Plan would provide service to
Auburn from Syracuse, there is a 10 mile per hour limit
on that segment of track.

Columbia Rope stated that one half of Line 95 has
been completely renovated with New York DOT funds
at a cost of almost $500,000.

According to the Cayuga County Planning Board
the line is in good condition and requires no upgrading.

Rose State Custom Service, Inc. reported that it
shipped 32 carloads in 1973 from the Relius siding.
O'Hara Machinery, also at Relius, shipped 2 carloads
that year.

The Lehigh Valley handled the following cars be-
tween Cayuga and Auburn in 1974: Agway Feed, 253
carloads; Agway Soil, 36 carloads; P&R, 56 carloads;
Finger Lakes Bottling, 41 carloads; New York State
Electric and Gas Corp., 5 carloads; Lyod Eldren, 4 car-
loads; Bero Construction, 14 carloads; Alco Products,
42 carloads; Hemingway, 3 carloads; Auburn Prison, 2
carloads; Kruger Feed, 2 carloads; Consolidated Scrap,
26 carloads; Owasco Co. Club, 1 carload; and Columbia
Rope Co., 249 carloads.

Information for Line-Transfer Decision

Revenue received by PC $195,183
Average revenue per carload $234

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line 101,040
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) 0
Cost incurred beyond the branch line 123,554

Total variable (avoidable) cost 224,594

This line would require no upgrading to meet re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

This line was reanalyzed using PC traffic at Relius
and LV traffic at Auburn, and ConRail (merged) op-
erations, revenues, and cost. The result was a net con-
tribution of $9,071.

Disposition

This portion of the Auburn Branch shall be trans-
ferred to the Consolidated Rail Corp.

PITTSFORD RUNNING TRACK

USRA Line No. 96

Penn Central

The Pittsford Running Track, extending from Pitts-
ford (Milepost 93.9) to Brighton. N.T. (Milepost98.6),
a distance of 4.7 miles, in Monroe County, N.Y., a line
which was recommended for inclusion on page 616 of
the Preliminary System Plan, shall be transferred to
the Consolidated Rail Corp.

PORTION OF THE AUBURN BRANCH

USRA Line No. 98

Penn Central

LV to Buffalo
Victor (LV) LV to Geneva

VICTOR • £ __
* \ .^PORTION. AUBURN

"£» \" BRANCH. PC

% \ Canandaigua ^•*~*~

T-O—" ' 1.
CANANDAIGUA
MP 76.0

PC to Geneva

Net contribution (loss): total.
Average per carload

(29,411)
(35)

This portion of the Auburn Branch, formerly part of
the New York Central RR, extends from Canandaigua
(Milepost 76.0), to Victor, N.T. (Milepost 84.5), a dis-
tance of 5.5 miles, in Ontario County, N.Y. A continua-
tion of this line runs from Canandaigua to Syracuse.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Victor 241

Total carloads generated by the line 241
Average carloads per week 4.6
Average carloads per mile 28.4
Average carloads per train 4-8
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1973 operating information:
Number of round trips per year 50
Estimated time per round trip (hours) 2.0
Locomotive horsepower 2,000
Train crew size 4

Public Comments on Preliminary System Plan

Victor Insulators Division of ITE Imperial Corp.
(ITE) reported that its records show revenues for this
line in 1973 of $167,400.20 and in 1974 of $275,625.

ITE also pointed out that, traffic over the line could
be increased by the construction of a short connecting
track to USRA Line No. 1022 at Victor, allowing all
shippers in Victor and Farmington to retain service.

ITE estimated that the new line would move 103,430
tons per year and produce revenues of $2.797,870. No
upgrading would be required. Tho four shippers on.
Line 1022 that could be served by Line 98 and their
carloads per year are as follows: Agway, 31 carloads;
Iron City, 44 carloads; Victor Farm Home Center, 50
carloads; and Ryan Homes, 215 carloads. A potential
shipper on the Line No. 1022 segment would be Hart-
man Engineering, which could generate an additional
35 carloads per year.

ITE reported that it ships 239 carloads per year over
Line 98.

Georgia-Pacific Corp. recently purchased 17 acres of
property in Victor for the construction of a 100,000-
sqnare foot building products distribution center. The
company reported that the current recession has delayed
its construction plans but the facility should be com-
pleted in 1977. When operational, the facility will gen-
erate between 900 and 1.100 carloads per year.

ITE noted that it also ships 130 piggyback carloads
out of Rochester. If the ITE Victor plant loses rail
service, it will have to close and these piggyback ship-
ments will be lost to the rail system.

The Unitod Transportation Union noted that the line
is 10.5 miles long, not 8.5 us stated by USRA.

Information for Line-Transfer Decision

Revenue received by PC $86,190
Average revenue per carload $858

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 67,969
Cost of up;rii<lin? Itrrmrh line to FRA Class

T: (1/10 of total upgrndinK cost) 0
Cost Incurred beyond the branch line 71,156

Total variable (avoidable) cost 130,125

Net coutribution class: toral (,12,935)
Average per carload (220)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's

minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

This line is 8.5 miles long as was indicated in the
RSPO testimony.

It was suggested that the LV traffic at Victor be added
to this line. There is no physical connection now and the
construction of such a connection can be handled under
Title IV of the Act.

Georgia-Pacific has purchased property at Victor, but
construction has not begun, and there is no firm indica-
tion of when construction actually will be started.

Testimony concerning the status of shippers at Can-
andaigua was received. These shippers will continue to
receive service from ConRail.

Service to this line generated a loss of $52 934 in 1973.
Recovery of this loss would require approximately a
fourfold increase in traffic or a 61-percent rate increase.

Disposition

This portion of the Auburn Branch is not designated
for transfer to Consolidated Rail Corp. and is avail-
able 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 discontinued. For line-specific recommenda-
tions, sec section C of this appendix.

TRANSIT ROAD RUNNING TRACK

USRA Line No. 700/107

Penn Central

TRANSIT

TRANSIT ROAD
RUNN.NG TRACK. PC

8.6 mile*

r Oakfield Secondary
Track. PC
To Oakfield

to Buffalo

The Transit Road Running Track, formerly part of
the New York Central RR, extends from Akron Junc-
tion (Milepost 17.9) to Transit, N.Y. (Milepost 26.5),
a distance of 8.6 miles, in Erie County, N.Y. This line
connects at Akron Junction with the Oakfield Sec-
ondary Track of the PC.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Clarence Center ------------------------------------- 204
Transit -------------------------------------------- 1*

Total carloads generated by the line -------------- 818
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Average carloads per week 6.0
Average carloads per mile 36.4
Average carloads per train 3.0
1973 operating Information:

Number of round trips per year 104
Estimated time per round trip (hours) 4.0
Locomotive horsepower 1,600
Train crew size 4

Public Comments on Preliminary System Plan

The Niagara Frontier Transportation Committee
noted that the New York DOT's figures for this line
indicate that financial viability is possible. The line
could be profitable if the cost of rebuilding were as-
sumed by others.

Jurek Lumber Corp. identified the following users of
this line: Gold Bond Building Products and R. B.
Fogelsonger, Inc. at Clarence Center; Gary Pool Sales
and Service, Fanta-Sea Swim Center, Inc., and Yoder
Brothers, Inc. at Clarence; and Fence City, Inc., at East
Amherst.

Consideration could be given to reducing the fre-
quency of service and thereby reducing on-branch costs.

Information for Line-Transfer Decision

Revenue received by PC $162,211
Average revenue per carload $500

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line 85,117
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost). 23,565
Cost incurred beyond the branch line 77,152

Total variable (avoidable) cost 185,834

Net contribution (loss) : total (33,623)
Average per carload (107)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 4,300 crossties (an average
of 500 crossties per mile).

It was suggested that the number of trips be reduced
to lower on-branch costs. The line was reanalyzed us-
ing 104 trips per year. Even with the lower service level,
service to this line generated a loss of $33,623 in 1973.
Recovery of this loss would require approximately a 45-
percent increase in traffic or a 22-percent rate increase.
The assumption of the involved upgrading cost by the
shippers or a public body would reduce this loss to ap-
proximately $10,000 and as a consequence, the line
would bo viable with a 1% rate increase.

Disposition

The Transit Road Running 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
discontinued. For line-specific recommendations, see
section C of this appendix.

PORTION OF THE ONTARIO SECONDARY TRACK

USRA Line No. 102

Penn Central

PC to Scriba

OSWEGO
MP 24.6

WILLIAMSON

-"

PC to Suspension
Bridge PORTION. ONTARIO -* \

SECONDARY TRACK. PC
^- Syracuse Branch. EL

V. Sodus Bay
Secondary Track. PC

This portion of the Ontario Secondary Track, for-
merly part of the New York Central RR, extends from
Oswego (Milepost 26.6) to Williamson, N.T. (Mile-
post 72.0), a distance of 4-^4 miles, in Oswego, Cayuga
and Wayne Counties, N.Y. A continuation of this line
runs from Oswego to Scriba (see Line No. 102a). At
Oswego, this line connects with the Phoenix Branch of
the PC. The Sodus Bay Secondary Track of the PC
intersects at Wallington (see Line No. 108). A westerly
continuation of this line runs from Williamson to Sus-
pension Bridge (see Line No. 103/104). The Syracuse
Branch of the EL also serves Oswego (see Line No.

1233).
Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Furniss 4
Hannibal 103
Crocketts 30
Red Creek 223
Wolcott 330
North Rose 50
Alton 41
Sodus — 59
East Williamson 72
Williamson S48

Total carloads generated by the line 1, 460
Average carloads per week 28.1
Average carloads per mile 32. 2
Average carloads per train 6.6
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1973 operating information:
Number of round tri]>s per year 220
Estimated time per round trip (hours) 11.0
Locomotive horsepower 1,600
Train crew size 4

Public Comments on Preliminary System Plan

This line is a segment of the PC "Hojock Line" -which
consists of USRA Lines Nos. 102, 102a, 103/104, 105/
107 and 106. Considerable testimony was received rec-
ommending that all of these segments be evaluated as
ono lino.

The Rochpster-Gpnesee Regional Transportation Au-
thority recommends that an independent regional rail-
road should be set up to operate the entire Hojack Line
and six connecting branches.

Rochester Ga*> and Electric stated that this line and
Lino. No. 108 are crucial for the supplying of plant
components, equipment, aggregate and fuel to the com-
pany's planned generating site, at Sterling. Plans are
already far advanced for locating over 1.200 megawatts
of electrical generating capability on the site. It will
include both coal-burning and nuclear facilities, with
construction to begin in 1976.

Public testimony indicated that 11 shippers now use
Line No. 102.

Comstock Foods reported that shipments from its
Red Creek facility were low in 1973 because, of storm
damage. Comstock's seasonal packing facility shipped
157 carloads in 1972.128 in 1973. and 140 in 1974. Alter-
nate loading facilities arc not available.

Curtice-Burns. Inc. has a food processing plant and
warehouse at Alton. The company stated that the nearest
piggy-back loading facility is 35 miles away. Curtice-
Burns shipped 26 carloads in 1974.

Webster Lumber Co. received 12 carloads in 1973 and
11 in 1974. If it couM have gotten better service, the
company would have received 27 additional carloads in
1973 and shipped 15 carloads.

Duffy-Mott Co. at Williamson shipped 369 carloads
in 1073 and 287 carloads in 1974.

According to the Central New York Regional Trans-
portation Authority, the Hammermill Papers Group,
located at Oswcgo shipped 1,460 carloads over the Ho-
jack Line in 1973. If the line were abandoned, Hammer-
mill would incur an additional $1.5 million per year
in transportation costs and would have to spend $5 mil-
lion for new facilities. If Ilammermill moved, the loss
to the community of Oswego would be $115.000 in taxes
and $2.3 million in payroll.

Information for Line-Transfer Decision

Revenue received by PC 5046,576
Average revenue per carload $443

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 473,328
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 104,634

Cose incurred beyond the branch line— 451,676

Total variable (avoidable) cost 1,029,638

Net contribution (loss) : total (383,062)
Average per carload (282)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards {Class I track which has a
maximum safe operating speed of 10 m.p.h.). Based on
available, information, this upgrading would include
the replacement of a total of 22,700 crosstie>: (an aver-
age, of 500 crossties per mile).

Osweya xhi/>pt,r8 W/7 eotiJiwae to tvceift-. swice.
Rochester Gas and Electric indicated plans to build

a nuclear power plant at Sterling, with construction
beginning in 197(1. It is recommended that, if service to
Sterling is required over this line, it should be acquired
by the utility company. Carloadings in 1974 totaled
1.517 which were, not enough to make this line viable.

Service to this line generated a loss of $.183.061 in 1973.
Recovery of this loss would require approximately a
twofold increase in traffic or a RO-piTcent rate increase.

Disposition

This portion of the Ontario Secondary Track is nat
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 discontinued. For line-specific i ecommenda-
tions, see section C of this appendix.

PORTION OF THE ONTARIO SECONDARY
TRACK

USRA Line No. I02a

Perm Central

This portion of the Ontario Secondary Track, ex-
tending from Scr'iba, (Milcpost 22.2) to Onwego, N.T.
(Milepost 21.3). a distance of 2.1 miles, in Oswego
County, N.Y., a line which was recommended for inclu-
sion on page <i!9 of the Preliminary System Plan, shall
l>e transferred to the Consolidated Rail Corp.
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PORTION OF THE ONTARIO SECONDARY TRACK

USRA Line No. 103/104

Perm Central

PORTION OF ONTARIO SECONDARY TRACK. PC

PC to Suspension Bridie
I Charlotte BEACH

: j 11 Webster

f*"--.^. / / IF 21.0'miles
PC to Niagara Falls ^^-/.J JL Rochester (State St.)

•» — — -<-r.^ — — -O- — -V
/ ••••*, Rochester \

PC to Buffalo • I PC to Syracuse

PC to Oiwep

B&O to Eait Salamanca PC to Scottsville Road

This portion of the Ontario Secondary Track, for-
merly part of the New York Central RK, extends from
Wittiarraon (Milepost 72.0) to Windsor Beach, N.T.
(Milepost 93.0), a distance of 81.0 miles, in Wayne and
Monroe Counties, N.Y. An easterly continuation
of this line runs from Williamson to Scriba (see Line
Nos. 102 and 102a). At Windsor Beach, this line con-
nects with the Rochester Running Track of the PC (see
Line No. 111). A westerly continuation of this line ex-
tends from Windsor Beach to Charlotte.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Ontario
Union Hill
Webster
Sea Breeze

80
40

217
1

Total carloads generated by the line 338
Average carloads per week 6.5
Average carloads per mile 16.1
Average carloads per train 4.2
1973 operating information:

Number of round trips per year 80
Estimated time per round trip (hours) 8.0
Locomotive horsepower 1,600
Train crew size 4

Public Comments on Preliminary System Plan

See comment on USRA Line No. 102.
Rochester Gas and Electric has a nuclear power plant

at Ginna Station. Flans exist for the construction of two
600 megawatt coal-fired units. The company stated that
it is not planning to build such units presently, but
would like to keep its options open.

Xerox estimated it would ship 500 carloads per year
over the line by 1976 and 1,700 carloads per year by 1980. (
Xerox also reported the following annual carload proj-
ects for other users of the line: Pugsley Marine, 10 car-
loads; Sportsmen Village, 10 carloads; Union Hill
Lumber, 8 carloads; 84 Lumber, 85 carloads; Witmer
Brs., 8 carloads; Mason Lumber, 2 carloads.

Xerox stated that Webster shippers generated 260
carloads in 1973, not 217 as reported by USRA. Many
contained lumber shipments from the West Coast..

Gordon Beh Excavating Contractors is developing an
industrial park at Union Hill. 84 Lumber Co. is located
in that park.

1022 Land Development, Inc. has been developing
an industrial community at Webster for the past 7
years. This community needs rail service.

American Kitchen Products shipped 37 carloads in
1973 and 35 in 1974 from its plant at Ontario. If service
were lost the company would move its operation to New
Jersey. The local community would lose 85 jobs and
$600,000 in payroll.

Lumber Distributors, Inc. shipped 49 carloads in 1973
and 53 in 1974 and estimates it will ship 60 carloads in
1975. Lumber Distributors stated that extremely inade-
quate service by the PC has resulted in a reduction in
traffic on this line.

Spartan Beverage Corp., Webster, generated 151
carloads in 1974 and expects 220 carloads in 1975.

The Lawyers Co-operative Publishing Co. stated that
it received 99 carloads and 168 truckloads of paper in
1974. Due to a shortage of paper the company had to
expedite its deliveries by using truck as well as rail. In
1975, the company expects to receive the same amount of
paper but all delivered by rail. It is expected that this
will amount to 170 carloads. It would cost the company
an additional $60,602 per year to ship by truck.

Information for Line-Transfer Decision

Revenue received by PC $114,024
Average revenue per carload $337

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line 180,298
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 43,453

Cost incurred beyond the branch line 93,258

Total variable (avoidable) cost 317,009

Net contribution (loss): total (202,985)
Average per carload (601)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 9,600 crossties (an average of
457 crossties per mile).

Service to this line generated a loss of $202,985 in
1973. Recovery of this loss would require approximately
a tenfold increase in traffic or a 178-percent rate
increase. The existence of an additional 43 carloads on
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this line in 1973, as indicated in the RSPO testimony,
•would reduce this loss to approximately $200,400. Al-
though the shippers served by this line have provided
information indicating some traffic growth, the pro-
jected traffic level is significantly less than that required
for viability.

Reanalysis of the portion of the line from Windsor
Beach to Webster based on the 1974 traffic level at Sea
Breeze and Webster resulted in a loss of approximated
$66,000.

Disposition

This portion of the Ontario Secondary Track is not
designated for transfer to Consolidated Rail Corp. tind
is available for subsidy pursuant to section 304 of the
Art. Public officials have recommended that certain rail
rights-of-way be used for other public purposes if rail
service is discontinued. For line-specific recommenda-
tions, see section C of this appendix.

PORTION OF THE ONTARIO SECONDARY TRACK

USRA Line No. 705/107

Penn Central

PORTION, ONTARIO SECONDARY
TRACK. PC !

R.VERV.EW Chadon.

FCt»\

Ulinone j,
O—O-—
• I 'Windsor Boach

/ I j

ttrV*.M<»~r y \ £**-.
PCt»Nia(araF(lls ;"""~J PC to S»raoj«

PC to Buffalo /" I ""*

UO to East Salamalanca-
— PC to Seontvillt Road

This portion of the Ontario Secondary Track, for-
merly part of the New York Central RR, extends from
Charlotte (Milepost 95.6) to Kiooview, N.Y. (Mile-
post 172.2). a distance of 7(1.6 miles, in Monroe, Orleans
and Niagara Counties, N. Y. An easterly continuation of
this line runs from Charlotte to Windsor Beach. At
Charlotte, this line connects with the Charlotte Second-
ary Track of the PC and with the B&O RR.

Traffic and Operating Information
Stations (with their 1073 carload1;) served by this line:

Odenhach 0
Hilton 16
Walker _ 1
Hamlln 601
Morton - - 9
Carlton 3
Waterport 25
Ashwood 0

Tjyndonvillf 45
Miller* _ 0
Barber . 50
Appletou _.. 2
Burc 1
Wilson 100
Elberta — - - 8
RansomvLlle 196
Model City — 34

Total uarloads generated by the line 1, 091
Average carloads per week 21.0
Averago carlonda p«ir mile 14.2
Average carloads per train 10. 5
1&7S operating information:

Number of round trips per yeur 104
Estimated lime per round trip (hours) 12.0
Locomotive horsepower 1,600
Traiu crew size 4

Public Comments on Preliminary System Plan

See comment on USRA Line No. 102
Several witnesses noted that USRA shows a loss

on Line 105/107 of $r>OG,G43 and a profit on Line 106
of $1,138,2-1 .">. Originally these segments were joined,
however, a .6 mile segment is out of service at River-
view. Witnesses requested that the .6 mile segment
bo restored and that Lines 106 and 105/107 be eval-
uated as one line from Charlotte to Suspension Bridge.
It was estimated that it would cost $150.000 to restore
the segment and that, once restored, the Charlotte-to-
Suspension Bridge segment would generate 13.14:5 car-
loads per year and would operate at a profit.

Local residents of Riverview testified in opposition
to the reactivation of the .6 mile segment, reporting
that there, are 30 or 40 homes adjacent to the track,
many of which wore purchased on the assumption that
rail service would not be resumed. Several individuals
testified that the roadbed in this area was ideal for a
nature trail.

The Niagara Frontier Transportation Committee
stated that according to USRA figures, Line 105/107
would be profitable from Riverview to Wilson. The
Committee stated that service is essential from Sus-
pension Bridge to Lyndonville. The Committee's figures
show (587 cars between Riverview and Wilson, a distance
of 16 miles. Net contribution for this segment would be
SP.251.

The Alcan Co. reported that it is planning a plant at
Lewisport. near Milepost 170. The. plant will only be
constructed if rail service is assured. It is expected that
the Alcan facility will generate 160 carloads in its first
year of activity.

New York State Electric and Gas Corp.. is planning
one or more electric generating units at Somerset, near
Milepost 140. The company has already invested $12.8
million. The, facility will require coal deliveries by 100-
car unit trains, 5 days per week. The plant will be in
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operation by 1980. In the meantime, it is expected that
its construction will generate considerable traffic.

The Chessie is interested in acquiring that portion of
the line from Charlotte to Hamlin. (Note: The Chessie
System has disaffirmed their interest in this project.)

Rochester Gas & Electric reported that it has a coal-
fired electrical generating plant at Russell Station, west
of Charlotte, which generated 6,501 carloads in 1973
and 7.947 carloads in 1974. RG&E stated that there is no
substantial prospect any of the four units at Russell
Station will be converted from coal firing and the
facility should generate 8,500 carloads in 1975. (Nora:
This facility is not on the line segment as defined.)

Reported Traffic:
Carloads

lilt 1914
549 397
189 187
20 15
99 '102
24

65
45
BO
1
8

34

Company and location
Duffy-Mott Co., Hamlin
Allied Chemical, Elberta
Speas Co., Lyndonvllle
Pfelffer's Foods, Wilson
Grower's Cold Storage, Waterport
Water Cold Storage, Watorport
Lyndonvllle Canning. Lyndonrllle
Southland Foods, Barker
Noury Chemical, Hurt
Agwfly, Bansomvlllo
rhem-Tro].a Model City

1 Poor quality service caused decline.
2 Would expand and double or triple car shipments If service quality

were Improved and assured.
•If service is Improved will complete expansion with potential In

excess at 1,000 carloads per year.

New York DOT suggested that the following seg-
mentations of this line should be evaluated: River-
view to Wilson, including the replacement of the .6
mile of track now out of service at Riverview; Char-
lotte to Hamlin; Hamlin to Lyndonville; and Wilson
to Lyndonville.

Duffy-Mott Co. at Hamlin shipped 549 carloads in
1973 and 397 carloads in 1974.

Allied Chemical shipped 189 carloads in 1973 and
187 carloads in 1974. Some of the materials which it
ships cannot be shipped by any other mode.

Speas Co. in Lyndonville shipped 20 carloads in
1973 and 5 carloads in 1974. Speas stated that the-sole
reason for the decline in its shipments is the quality
of service received. If service were improved, the
company could return to what used to be its normal
average of 30 carloads per year.

Pfeiffer's Foods, located at Wilson, shipped 99 car-
loads in 1973 mid 102 carloads in 1974. If Pfeiffer
were assured of continued and improved rail service,
it would proceed with a planned plant expansion which
would double and perhaps triple its car usage.

Growers Cold Storage at Waterport. shipped 24
carloads in 1973. Water Cold Storage, at the same
location, shipped 55 carloads in 1974.

Lyndonville Canning, milepost 133, shipped 45
carloads in 1973, according to the Association of
Niagara County Shippers. The Association also re-

ported that Southland Foods at Barker shipped 50
carloads, Noury Chemical at Burt shipped 1 carload,
and Agway at Ransomville shipped 8 carloads, all in
1973.

The Association also reported that Chem-Trol Pol-
lution Service at Model City shipped 34 carloads in
1973. If service is assured and improved, Chem-Trol
plans to complete capital expansion plans that include
new rail loading and unloading facilities. Chem-Trol's
potential is in excess of 1,000 carloads per year.

Information for Line-Transfer Decision

Revenue received by PC $591, 278
Average revenue per carload $542

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 559, 717
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 175.729

Cost incurred beyond the branch line— 318.581

Total variable (avoidable) cost 1,054,027

Net contribution (loss) : total (462,749)
Average per carload f424)

This lino would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards. Based on available infor-
mation, this upgrading would include thp. replacement
of a total of 38.250 crossties (an average of 525 per
mile).

The portion of this line from Model City (Milepost
168.5) to Riverview (Milepost 172.2) has been-out of
service since 1961 and 0.6 mile of track is missing at
Riverview.

The New York DOT recommended the analysis of a
subsegment of this line from Riverview to Wilson. This
subsegment generated a substantial loss primarily due
to the need to completely rebuild a portion of the line.

The remaining subsequent analyses recommended by
New York DOT failed the viability criteria by sub-
stantial margins.

Service to this line generated a loss of $458,749 in
1973. Recovery of this loss would require approxi-
mately a twofold increase in traffic or a 78-percent rate
increase. It is recommended that New York State Elec-
tric & Gas Corp. acquire the facilities necessary to serve
its planned Somerset facility.

Disposition

This portion of the Ontario 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 discontinued. For line-specific recommenda-
tions, see section C of this appendix.

PORTION OF THE ONTARIO SECONDARY
TRACK

USRA Line No. 106

Penn Central

This portion of the OnUirio Secondary Trac.lt. ex-
tending from R-ivem'ew (Milepost 172.2) to Siapen-
xlon firidge. AM'. (Milepost 17.").4). a distance of J-?
nvlfa, in Niagara County, N.Y., a lino which WAS
recommended for inclusion on pup; 622 of the. Prelimi-
nary System Plan, shall be (runsfvmd to the Consol-
idated Rail Corp.

PORTION OF SODUS BAY SECONDARY TRACK

USRA Line No. 708

Penn Central

SODUS POINT

Wallington

— Ontario Secondary
Track. PC

PORTION OF

SODUS BAY SECONDARY
TRACK. PC

:t miles

4

NEWARK

r— Buffalo-Albany
* |
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1973 operating information:
Number of round trips per year 50
Estimated time per round trip (hours) 4
Locomotive horsepower 600
Triiin cruw size 4

Public Comments on Preliminary System Plan

Genesee Brewing Co.'s plant at Sodus received 47
cat-loads in 197:* and 243 carloads in 1974. Gcnesce esti-
mates that the plant will require 300 carloads in 1975,
400 in 1976, and 750 in 1979. Without rail service, the
plant would have to close.

Genesei'. Brewing pointed out that the USRA stated
recovery of costs would require a sixfold increase in
trsiflic over 1973 levels. Genesee Brewing would almost
mi-fit that requirement on its own hy 1976. The Com-
pany is also planning to alter its fucilities to make it
possible to ship outbound malt from Sodus to Rochester.
This traffic is presently carried by truck.

Although Line 108 crosses USRA Lino No. 102 at
WaLlitigion. Genesee pointed out that the two lines do
not connect as stated in the IISRA Plan.

Rochester Gas and Electric stated that this line, is
crucial for the supplying of plant components equip-
ment, aggregate, and fuel to its planned generating site
at Sterling on Line 102.

The Roctiester-Genesce Regional Transportation Au-
thority recommends that this line be included in an
independent regional railroad comprising the entire
Hojack Line and five other connecting branches.

Information for Line-Transfer Decision

Revenue received by PC $45,576
Average revenue per ear loud 9577

Line. PC

This portion of the Sodus hay Swondary Track,
formerly part of the Pennsylvania RR, extends from
Xfwark (Milepost. 1?.R) to Sodwi Point, X.Y. {Mile-
post M.4). :i distance of /.j.'/ «.//«*. in Wuyne County.
N.Y. At Wellington, this line intersects with the
Ontario Secondary Track of the PC (wo Line No. 102).
At Newark, this line connects with the Marion In-
dustrial Track of the IT (sen Line No. 100/110). and
with the Buffalo-Albany Lino nf the PC.

Traffic and Operating Information

Slntions (with their 197S carloads) servwl by this line:
Sodus Center. . „ 11
Wellington 21

Point. _ . ._ 47

Total c-urloads generated liy tLe line. 70
Average rarloads ]>er week . . ... 1.5

<Md'>mli iM>r mile -- -- .. 5.4
carloadN per train.. 1.0

Variable (avoidable) cost of continued serv-
ice:

Cost Incurred on the branch lint; 111. J84
Cost of upgrading brunch line to FBA

Class I: 11/10 of total upgrading cost).. 0
0<"<t incurred beyond the branch line 30,342

Total variable lavoirtabLe) cost 141.526

Net contribution (losn) : total... (95.H50)
Average per curload. (1,215)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has
a maximum safe operating speed of 10 m.p.h.).

This line was reanalyzed using 197-J traffic based on
the addition of Genesw: Brewing Company. It would
still require a 41-percenl. rat*1 in<ire.nse to become viable.
Rochester Gas & Electric stated the need for this line to
roiu-li Sterling on 10-2-NY. There, is no connection be-
tween these, two lines and no further analysis was
undertaken.
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Service to this line generated a loss of $95,950 in 1973.
Recovery of this loss would require approximately a
sevenfold increase in traffic or a 211-percent rate in-
crease. Although one shipper served by this line has
provided information indicating some traffic growth,
the projected traffic level is significantly less than that
required for viability.

Disposition

This portion of the Sodus Bay Secondary Track is
not designated for transfer to Consolidated Bail Corp.,
and is available for subsidy pursuant to section
304 of the Act. Public officials have recommended that
certain rail rights-of7way be used for other public pur-
poses if rail service is discontinued. For line-specific
recommendations, see section C of this appendix.

MARION INDUSTRIAL TRACK

USRA Line No. 709/770

Penn Central

MARION t \J

S^milesl |
\r JNEWARK

--- -— 3^-J ----

PC to Sodus Point

PC ID Buffalo

*— PC to Albany

MARION INDUSTRIAL TRACK. PC

The Marion Industrial Track, formerly part of the
Pennsylvania RR, extends from Newark (Hilepost 0.0)
to Marion, N.Y. (Milepost 8.9) , a distance of 8£ miles,
in Wayne County, N.Y. At Newark, this line connects
with the Buffalo-Albany line and the Sodus Bay Sec-
ondary Track of the PC (see Line No. 108) .

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Marion ____________________________________________ 488

Total carloads generated by the line 488
Average carloads per week 9.4
Average carloads per mile 54.8
Average carloads per train 3.9
1973 operating information:

Number of round trips per year 125
Estimated time per round trip (hours) 5.0
Locomotive horsepower 600
Train crew size 4

Public Comments on Preliminary System Plan

Howard Hance, representing shippers in Marion, pre-
sented the information contained in the following table:

Carloads

Shippers and commodity

Corenco Corp., Fertilizer ingredients
Marlon Foods
W. M. Storage, Frozen foods
Topping Ladder Co., Ladders
Peter Bllef & Sons, Potato and onion products.

197S 1874
231
201

SO
3

45

277
ISO
49
1

53

Totals.. 533 530

Marion shippers propose connecting this line to the
Penn Central main line west of Newark. This would
eliminate a weight limit now on the line and would also
eliminate several miles of track along Pearl Street in
Newark.

Corenco would be especially helped if it could receive
80-ton cars instead of 52-ton cars necessitated by the
weight limit. Loss of service would force Corenco to
close.

Marion shippers' estimates of costs on the 9.3-mile seg-
ment of the line show a $17,330 profit for the branch as
now operated as opposed to the loss of $102,996 shown by
USRA figures.

The Rochester-Genesee Regional Transportation Au-
thority recommends that this line be included in an in-
dependent regional railroad comprising the entire Ho~
jack Line and five other connecting branches.

Information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload. $404

$197,251

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 100,664
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 42,116

Cost incurred beyond the branch line— 140,816
I

Total variable (avoidable) cost 283,596

Net contribution (loss) : total-
Average per carload

(86,345)
(177)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 5,340 crossties (an average of
600 crossties per mile).

It was suggested by the Marion shippers that a con-
nection be built from the main line at milepost 2. Con-
struction at this point would involve a 25-foot elevation
difference between the two lines resulting in very high
construction costs which cannot be justified by the low
traffic volume.

Service to this line generated a loss of $86,344 in 1973.
Recovery of this loss would require approximately a
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twofold im-rense in truffle or a 44-perccnl rale increase.
Inclusion of the additional 4.> carloads in 1073, as re-
ported by the Rochestor-Genesce Regional Transporta-
tion Authority would reduce this Joss lo $81,140.

Disposition

The Marion Industrial Track is not designated for
transfer to Consolidated Rail Corp. and is available- for
subsidy pursuant to section 304 of the Act. Public offi-
cials have recommended that curtain rail righte-of-way
bo used for other public purposes if rail service is dis-
continued. For line-specific, recommendations, see sec-
tion C of this appendix.

ROCHESTER RUNNING TRACK

USRA Line No. II J

Penn Central

Charlotte
r Ontario

Secondary
BEACH \ Track. PC

ROCHESTER*-,-*!-?
RUNNING '. \ I 6

TRACK, PC ; » 15
7 L —i-1: »ROCHESTER(STATE STREET)

PC to Suspension Bridge ___• i. _ _Q. _ _

PC to Buffalo" "*" ;f Rochester "^PC to Albany

B&O to Pittsburgh -»; I pc to Scottsville Road

The Rochester Running Track, formerly part of the.
New York Central RR, extend? from Wimltor Bcatsk
(Milepost 0.0) to liochostter (Ktrtte Street). N.Y. (Mile-
post 7.3). n distance of 7.3 HH/PH* in Monroe County,
N.Y. At Windsor Beach this line connects with the
Ontario Secondary Track of the PC (see Line No. 103 •'
104).

Traffic and Operating Information

Stations: ( with their 1073 carloads ) served by this line :
Rochester1 ___________________________________ ..... 3,298

Total carloads generated by the line _____________ 3. !i!>8
Avwagf carloads per week _____________ ____ __________ 63.4
Average carloads pur mile ------------------------ — 451. S
Average carloads por 1 ruin.. . ----------------------- 13.7
1973 opprntinp information :

Number of round trips per ywir ---------------------- 240
Kstlmatpd time per round trip (hours 'i _________________ 8
Locomotive horsepower .._ ___ _________ _____ ____ 3.000
Train crew size _____________ _________ ____ ______ .. 4
1 Includes only traffic on

Public Comments on Preliminary System Plan

Rochester Gas and Electric Corp. (RG&E) reported
that its Bechee Station plant shipped 2,000 carloads of

coal over the line in 1973 and 2,712 carloads in 1974.
The decrease was due to a coal shortage, not to a de-
crease in coal consumption. RG&E pointed out that its
1973 carload figures alone were more than 7 times the
404 carloads attributed to the line by USRA.

The Preliminary System Plan noted that 5 out of 6 of
RG&E's boilers at Beebec Station were converted to oil-
firing in JOT.'J. RG&E stressed that it has no intention of
converting the. sixth boiler from coal-tiring to oil and
that it is more likely that the fivu oil-firing boilers might
eventually have to be reconverted to coal-firing. Tf such
a conversion look place. RG&E would generate 6,400
carloads per year.

Rochester Germicide Company reported that it gen-
erated 102 carloads over this line in 10713. The firm esti-
mated that its 1974 shipments were 132 carloads.

It was pointed out that costs for this line were
calculated on the. assumption that 2 locomotives were
required.

It was suggested that round trips on the line could
be reduced to one per week.

The Rochester-Genesec Regional Transportation Au-
thority recommends that this line be included in an
independent regional railroad comprising the entire
Ilojack Line and five other connecting branches.

Information for Line-Transfer Decision

Revenue received by PC $787,330
Average revenue por carload

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 282,1G1
Class I: (1/10 of total upgrading cost) _ 24, 719

Cost of upgrading branch line to FRA
Oosl ini'urrw] U-yond t he branch line 350, 212

Total variable (avoidable) coat 643,092

Xel contribution: total 144,238
Average per carload 44

This line would require upgradi ng to meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class 1 track, which has a maxi-
mum safe operating speed of 10 in.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 3,650 cro«sties (an average of
500 crossties per mile).

The original analysis of this line excluded the traffic
generated by the Rochester Gas and Electric Beebee
Station.

Disposition

The Rochester Running Track shall be transferred to
the Consolidated Rail Corp.
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PORTION OF THE CALEDONIA SECONDARY
TRACK

USRA Line 772

Penn Central

PC to Syracuse PORTION OF CALEDONIA
" jX

X SECONDARY TRACK. PC MO to Rochester

BATAVUi,'"" /^.^""-^r£"r*
• — . LeRoy ?PC ^ G»W Junction

M ''PC to Buffalo j l^x*

x7*1< 16.3 miles

268

v'̂ BO «*^ *T^T "
••"MP3SO "**•/. /C*LEDONIA Geneva
. ni- ».v .**. J

* ^^.
>.

LVto
Buffalo EL to Attica

y ^.: j-^
MO to East / ' /

Salamanca Genesee ft Wyommi
RR to Retiof Rochester

This portion of the Caledonia Secondary Track, for-
merly part of the New York Central RR, extends from
Caledonia (Milepost 32.7) to Batavia, N.T. (Milepost
49.0), a distance of 16'.5 miles, in Genesee and Livingston
Counties, N.Y. At Batavia, this line connects with the
Buffalo-Albany line of the PC and the Eric Lacka-
wanna Attica Branch (sec Line No. 1240). At LeRoy,
this line connects with the B&O RR and the Erie
Lackawanna Attica Branch (see Line No. 1240). At
G&W Junction, this line connects with the Genesee &
Wyoming RR.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Caledonia 8,104
LeRoy 307
Stafford 10

Total carloads generated by the line 8,421
Average carloads per week 161. 9
Average carloads per mile 516.6
Average carloads per train 24.1
1973 operating information:

Number of round trips per year 350
Estimated time per round trip (hours) __: 5
Locomotive horsepower 1,600
Train crew size 4

Public Comments on Preliminary System Plan

Jones Chemicals received 374 cars in 1974 at its
Caledonia facility.

Information from Jones Chemicals stated that USRA
Line 112-NY is de facto abandoned as of February 1,
1975 with service now provided over the B&O track.

Information for Line-Transfer Decision

Revenues received by VC $3,344,226
Average revenue per carload $397

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 27,125

Cost incurred beyond the branch line— 2,335, 242

Total variable (avoidable) cost 2,649,236

Xet contribution: total..
Average per carload

604,990

This line would require upgrading to meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 5,600 crossties (an average of
392 crossties per mile).

This line, which was recommended for continued rail
service in the PSP, was reanalyzed as part of it is out of
service (from Milepost 35.0 to Milepost 40.3). Shippers
at Caledonia now arc served via trackage rights over the
B&O. A subsegment analysis was undertaken for the
portion of the line from the B&O connection to Cale-
donia. A second analysis was undertaken for the portion
of the line from Batavia to LeRoy.

Although service to the entire line generates a con-
tribution, service to that portion of the line from
Milepost 32.7 to Milepost 35.0 (serving shippers at
Caledonia who generated 8,104 carloads in 1973) would
generate 83,231,152 in revenue and $2,386,131 in costs
with a resulting contribution of $845,018. This line will
also be used to serve shippers on the LV at Caledonia.

Service to the remainder of the line (from Milepost
35.0 to Milepost 49.0 serving shippers at LeRoy and
Stafford who generated 317 carloads in 1973) would gen-
erate $113,074 in revenue and $222,838 in costs with a
resulting loss of $109.764. Recovery of costs would re-
quire approximately a threefold increase in traffic or a
97-percent rate increase over the 1973 levels. It is recom-
mended that the Chessie system consider acquiring that
portion of the PC track necessary to serve the traffic
generated at LeRoy.

Disposition
The portion of the Caledonia Secondary Track from

Milepost 32.7 to Milepost 35.0 shall be transferred to
the Consolidated Rail Corp.

The portion of the Caledonia Secondary Track from
Milepost 35.0 to Milepost -49.0 is not designated for
transfer to Consolidated Rail Corp. and is available for
subsidy pursuant to section 304 of the Act. Public offi-
cials have recommended that certain rail rights-of-way
be used for other public purposes if rail service is dis-
continued. For line-specific recommendations, see
section C of this appendix.
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PORTION OF THE ROCHESTER BRANCH

USRA Line No. 114a

Penn Central

BftOB Charlotte..

'«— PC to Charlotte

7" ^ I
PC to Niaiara Falls T^J

Rochester (Lincoln Park)./ \
PC to Syracuse

'7 /j'̂ l ROCHESTER MP0.0 Rodla$tw (PC>
PC la Buffalo _.»•' E

/ ' A\Roche«terMP 0.9

SCOTTSVILLE YARD-/ •ĵ lT" ' PORTION. ROCHESTER BRANCH. PC

PC to Oiurdiville / / \ 0B

^^ / /

Genesee 1 unction -JlOf PC to PurportMortimer J\

! \
•^ ! Xj— LV to Rochester Junction
PC to Wadsmrdi ! \
Junction «v^ \

B»0 to East Salamanca EL to Ann

This portion of the Rochester Brunch, formerly part
of the. Pennsylvania RR, extends from Roche/tier (Mile-
post 0.0) to Scott willi* Turd. \'.Y. (Milepost 3.1), a
distance of 3.1 miles, in Monroe County. N.Y.

Public Comments on Preliminary System Plan

Specialized Warehouse Corp., presented the in forma-
tion contained in the. following table :

Carloads

Shipper
M. K«an Co., Inc.
Kxson Co., TT.S.A
(Jenoral Hrtilway I
Kolko Pupcr Co., :
J. Kozcl & Sons, [no.
I'faudli-r Co..
Sperializcd W
Ktitndii nl
Sun Oil Co.
ITnirod States Plywood
Wlllifs Lumber Co., Iric
(ieuesce Scraj) 'J'in UfiLlnj: C<ir[<
American KxrelsUir. ..
MirfiiL Oil C.i—_

TdtaN .

IMS

Signnl Co. ...
Inc
[no

house Curp
•N Sii])i)ly_. . .

IflU
19!)

33
17i5
.1*51
114

21
191

M
25

18!)

140
1-1

S31

42
1O3
31

Geni'sw Si.-1-ap Tin Killing Corp. anticipates a re-
cycling operation which would be operational in lS>7fi.
The facility would ship about 50 carloads per month.

NEW YORK
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1'faudlei1 Co. stated that it must have direct access
to the 1'win Central to enable it to move large, dimen-
sional loads, many of which comprise a large part of
the company's substantial order backlog.

Eastman Kodak received 55 carloads in 1973 and 199
carloads in 1074. All of Kodak's shipments must be re-
hundled and transferred by truck or rail for outbound
shipment,. Kodak estimates an annual 5 percent increase
in its traffic.

Kodak stilted that the Lincoln Park Industrial Com-
plex is served by the Penn Central and the Chcssie
under an operating switching agreement that has been
in effect for over 25 years.

,T. Ko7,e.l & Son. Inc. is presently making an invest-
ment of approximately $150,000 in an overhead crane
to unload rail cars;.

Specialized Warehouse Corp. expects its traffic to
increase by 17 percent in lS)7f>.

A consultant for the Rochester-Genesee Regional
Transportation Authority reported that this line fails
to meet FKA. Class I standards. USRA reported that
the line would require no upgrading. According to the
same source, Exxon traffic was credited by USRA *°
Lino 1000 instead of Line 1J ia.

The Chessie is interested in providing service to cus-
tomers in Rochester only.

Information for Line-Transfer Decision

This line was described incorrectly in the map in The
Preliminary System Plan and is correctly described
above.

The sh ippers on this line (Specialized Warehouse and
Kolko Paper) are located between Milepost. 0.8 and 0.0
which also is the location of the connection with the Erie
Lnckawanna (Line No. 12'12). These shippers will con-
t-inuf, to rereirft ttervice via this EL line from ConRatt.

The remainder of this line does not directly serve
any shippers. From Milepost 0.0 to Milepost 0.8 the
line, is out of service. The portion of the line from Mile-
post 0.0 to Milepost 3.1 ib used only to serve Kolko
Paper and Specialized Warehouse (Milepost 0.8 to
Milepost 0.0) which generated 201 carloads in 1973.

Disposition

The. portion of the Rochester Branch from Milepost
O.R to Milepost 0.0 shall be transferred to the Consoli-
dated Rail Corp.

The portion of the. Rochester Branch from Milepost
().() to Milepost 0.* and from Milepor-t 0.0 to Milepost 3.1
is -not designated for t ransfor to Consolidated Rail Corp.
and is available for subsidy pursuant to section 304 of
the Ac*. Public officials have recommended that certain
rail rights-of-way bo used for other public purposes if
rail sen ice is discontinued. For Hne-ppecih'c recom-
mendations, see section C of this appendix.
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WALLKILL VALLEY BRANCH

USRA Line No. 736

Penn Central

The Wallkill Valley Branch, extending from Kings-
ton (Milepost 0.0) to Montgomery, N.Y. (Milepost
33.0), a distance of 33.0 miles, in Ulster and Orange
Counties, N.Y., a line which was recommended for in-
clusion on page 626 of the Preliminary System Plan,
shall be transferred to the Consolidated Rail Corp.

CATSKILL MOUNTAIN BRANCH

USRA Line No. 137

Penn Central

BLOOM VILLE
CATSKILL MOUNTAIN
BRANCH. PC

I

I«- River Line, PC

KINGSTON

^Kingston Point

The Catskill Mountain Branch, formerly part of the
New York Central RR, extends from Kingston (Mile-
post 2.9) to Bloomwlle. N.T. (Milepost 86.6), a dis-
tance of 83.7 miles, in Ulster, Delaware and Schohario
Counties, N.Y. At Kingston, this branch connects
with the River Line and the Wallkill Valley Branch of
the PC (see Line No. 136).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
West Hurley 0
Phoenicia 3
Grand Hotel Station 0
Fleischmann's 42
Arkville 7
Halcottvilte 1
Roxbury 346
Grand Gorge 23
Stamford 334
Hobart 3
South Kortright 87
Bloomvillo 6

Total carloads generated by the line 852

Average carloads per week 16.4
Average carloads per mile 10.2
Average carloads per train 9.5
1973 operating information:

Number of round trips per year 90
Estimated time per round trip (hours) 23.0
Locomotive horsepower 1,800
Train crew size 4

Public Comments on Preliminary System Plan

The Catskill Mountain Transportation Corp.
(CMTC), said this line could show a profit of $90,701
on the assumption that the line would produce $100,429
in additional revenues with assurance of improved and
expanded service. Included was a surcharge of $2 per
ton which shippers on the line would be willing to pay
on all freight shipped or received on the line. Lutz Feed
and Briggs Lumber Co. stated that they offered PC
such a surcharge 3 years ago but have never received a
reply.

CMTC reported it had three qualified men thor-
oughly check "every inch" of roadbed on the Catskill
branch and submitted a 200-page, mile-for-mile report
describing the condition of the roadbed. The report
concluded that total rehabilitation costs for the branch
would be $467,000 or $47,000 per year.

CMTC also pointed out the following errors in
USRA's analysis of the line:

—USRA stated there were 180 round trips, but there
were not more than 90.

—The average number of cars per train was 10, not 4.7.
—The line has only one turnout every 5 miles instead

of one every 2 miles as estimated by USRA's average.
—The line has only one crossing every 3 miles instead

of one per mile as estimated by USRA's average.

Lutz Feed and Briggs Lumber account for 50 percent
of the traffic on the line. These companies stated that
the line now meets FRA Class I standards and could be
brought to Class II standards with a minimum of work.
Lutz predicts that its traffic would grow 25 percent if
the line remains in service.

Lutz Feed receives 20,000 tons of feed per year. Lutz,
Briggs and Wadler Lumber stated that loss of service
would have a serious effect upon their competitive
positions.

Williamson Veneer has reopened a plant at Fleisch-
mann's which will generate at least 35 carloads per
year.

Husky Industries of Grand Gorge and Stamford
would build a new plant with a rail siding if assured
of continued service. The plant would produce 90 car-
loads per year.

The New York DOT noted the following station er-
rors: Roxbury generated 445 carloads and Stamford
generated 449 carloads. New York DOT recommended

oboyleb
Highlight
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that the line be evaluated as the Kingston to Stamford
branch since service is not warranted beyond Stamford.

Information for Line-Transfer Decision

Revenue received by PC 1404,358
Average revenue per carload $473

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line 6(59, 730
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost). 97,579
Cost Incurred beyond the branch line— 328,175

Total variable (avoidable) cost 1,085,493

Net contribution (loss): total.
Average per carload (799)

(681,135)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available, information, thi:- upgrading would include the
replacement of a total of 18,000 crossties (an average of
215 crossties per mile).

This line was reanalyzed using 90 round trips per
year and ^3 hours per round trip.

Service to this line generated a loss of $081,11)5 in
1973. Recovery of this loss would require approximately
a ninefold increase in traffic or a 168-percent rate in-
crease. The inclusion of «n additional 214 carloads on
this line, as reported by New York DOT, would reduce
this loss to 86(12,000. Tn addition, with the reduced re-
habilitation reported in the. testimony presented to the
RSPO, the loss would still be 8612,000. The surcharge
of 82 per ton offered by the shippers would further
reduce the loss to 8534.102.

Disposition

The CatRkill Mountain Branch is not designated for
transfer to Consolidated Rail Corp. and is available for
subsidy pursuant to section 304 of the Act. Public offi-
cials huve recommended that, certain rail rights-of-way
be used for other public purposed if rail service is dis-
continued. For line-specilic recommendations, see sec-
t ion C of this appendix.

PORTION OF THE ELMIRA SECONDARY
TRACK

USRA Line No. 230o

Perm Central

This portion of the Elmira Secondary Track, form-
erly part of the Pennsylvania RR, extends from South-

NEW YORK
230a

PC to Watkins Glen
(EL has Trackage Rights)

•EL to Chicago . .

EL (PC has Trackage Rights)

\ QHoneheads(LV)
HorseheadsV y

-Cj> • LV to Horseheadi
. /*/

/ UEImiw
s) T

PORTION OF ELMIRA
SECONDARY TRACK.

J
A

PC

/SOU

ELMIRA (SOUTHPORT
JUNCTION)

EL to Hoboken (LV

ha$ Traekage ̂  Elmira
\toWaverly)

!. 5 miles

SOUTHPORT

Williamsport

port (Milepost 74.0) to Elmira (Sowthport Junction),
AM7. (Milepost 75.5), a distance of 1.5 miles in Che-
mung County. N.Y. At Elmira, this line connects with
the Jersey City-to-Chicago line of the EL over which
PC has trackage rights to Horseheads (see Line No.
231a). From Southport. this line continues to Williams-
port (See Line No. 230). LV also serves Elmira and
Horseheads via trackage rights over the EL from
Waverly to Elmira.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Klmira (Southport) ' -------- ...................... — 114

Total carloads generated by the line -------------- 114
Average carloads per week ---------------------------- 2.2
Average carloads per mile ---------------------------- 78. 0
Average carloads per train ---------------------------- 2.2
1973 operating information :

Number of round trips per year ---------------------- 52
Estimated time per round trip (hours) --------------- 1.0
Locomotive horsepower ______________________ •. ------ 2, 000
Train crew size _____________________________________ 4
1 Includes only traffic on segment.

Public Comments on Preliminary System Plan

Thatcher Glass Manufacturing Co. has a S30 million
plant at Elmira which uses this lino and Line No. 231a.
The plant consumes 120.000 tons of sand and 43,000
tons of soda ash per year.

Linn S. Chapel Co., Inc. of Elmira reported that it
shipped 114 carloads over this line in 1973 and 142 car-
loads in 1974 and contended that the line would meet
USRA's criteria for inclusion in ConRail. USRA at-
tributed only 48 carloads to the entire line.

The data available indicates that the USRA analysis
included two locomotives per trip. The traffic involved
does not appear to warrant a second unit.

oboyleb
Highlight
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Information for Line-Transfer Decision

Revenue received by PC $47,510
Average revenue per carload $417

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line 25,666
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) 2,849
Cost incurred beyond the branch line 24,639

Total variable (avoidable) cost 53,154

Net contribution (loss): total (6,644)
Average per carload (50)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 800 crossties (an average of
320 crossties per mile).

This line was reanalyzed using 114 cars for Linn S.
Chapel in 1973. Service to this line (with the additional
traffic) generated a loss amounting to $5,644 based on
1973 PC operations. Analysis based on ConEail
(merged) operations and 1974 traffic resulted in a loss
of $1.271. Recovery of costs would require approxi-
mately a 5-percent increase in traffic or a 2-pcrcent rate
increase over the 1973 levels. This revenue-cost relation-
ship is valid only if service is provided from, the present
EL line at Elmwra,

Disposition

This portion of the Elmira Secondary Track is desig-
nated for transfer to Consolidated Rail Corp. It is
recommended that the Chessie system provide the local
freight service to this line (see section 206 (g) of the
Act). If such service cannot be arranged, ConRail will
serve the line via trackage rights over the Chessie sys-
tem (EL tracks).

PORTION OF THE WATKINS GLEN
SECONDARY TRACK

USRA Line No. 231

Penn Central

This portion of the Watkins Glen Secondary Track,
formerly part of the Pennsylvania RR, extends from
Horseheads (Milepost 3.5) to Montour FaRs, N.T.
(Milepost 14.2), a distance of 10.7 miles, in Chemung
and Schuyler Counties, N.Y. The EL has trackage

To Himrods
Junction >NV

PC to Starker
and Himrods Junction

WatkinsGlJ """
"oAwatkms Glen PORTION OF

Coming /fMONTOUR FALLS WATKINS GLEN
Branch, PC' ¥< SECONDARY

^ ' I- -10.7 miles TRACK. PC
(EL HAS TRACKAGE

_, _. .HORSEHEADSMP3.5 RIGHTS)

EL to Chicago

inch,

\,

PC hai Trackage
Rights Horaeheads-
Soiidipoit Junction

/
A—PC la Soudiport Van)

rights over this line. A northerly continuation of this
line runs from Montour Falls to Starkey (see Line No.
231b). At Horseheads the line continues south to El-
mira (see Line No. 231a).

Public Comments on Preliminary System Plan

International Salt Co. testified their annual out-
bound salt tonnage from the Watkins Glen facility
approximated 2,200 cars with approximately 750 cars
of coal inbound. They also commented on track dam-
age caused by Hurricane Agnes. They pointed out that
abandonment of this segment will necessitate rerouting
Penn Central traffic to New England and the West.

Watkins Salt Co. testified that they and Interna-
tional Salt Co. handled in excess of 4,000 cars annually,
and this would bring 8,000 additional motor trucks into
Watkins Glen. Watkins Salt suggested this segment
be included and adopted as part of the D&H package.

Information for Line-Transfer Decision

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). This line,
which was recommended for continued rail service in the
PSP, was redefined to facilitate the flow of traffic gen-
erated at Horseheads, Watkins Glen and Seneca Lake,
and now serves no shippers directly (sec Line Nos. 231a
and231b).

Disposition

This portion of the Watkins Glen 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 pur-
poses if rail service is discontinued. For line-specific
recommendations, see section C of this appendix.
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TRACKAGE RIGHTS OVER EL AND PORTION OF

THE WATKINS GLEN SECONDARY TRACK

USRA Line No. 231 a

Penn Central

PC to Watfcins Glen

(EL has Trackage

Rights)

HORSEHEADS MP 15

PORTION, WATKIMS GLEN
SECONDARY TRACK, PC

Horseheads (HO)

•;-- •-
EL to Chicago

PC TRACKAGE

RIGHTS OVER EL

(LV also has Trackage
Rights from
Elffira south)

'

PC to ffiljiamsport
Pa-

Horseheads (LV)

I
LV to Horseheads

1
8.4 miles

ELMIRA (SOUTHPORT

JUNCTION) —*-

K
E[_ to Hoboken (LV has Trackage

Rights to Waverly)

These, trackage rights over the EL and this portion
of the Walking Glen Secondary Track, formerly part
of the Pennsylvania RR, comprise 4.9 miles of trackage
rights over the EL from Elmira (Southport Junction)
(EL Milepost 27L.9) to Horseheads (EL Milepost
276.8), and a portion of PC line from that point (PC
Milepost 0.0) to Horseheads, N.T. (PC Milepost 3.5),
a distance of 84 miles, in Chemung County. N.Y. The
line continues north from Horse.heads to Montour Falls
(ace Line ?fo. 231). The line connects with the EL Jer-
sey City-Chicago line at Elmira and Horseheads. The
EL has trackage rights over the northerly 3.5 miles of
PC track en route to Watkins Glen. The LV also hag
trackage right? over the EL from Elmira (Southport
Junction) to Elmira. en route from Waverly. At Elmira
(Southport Junction), this line connects with the El-
mira Secondary Track of the. PC to Williamsport, Pa.
( sec Line Xos. 23()a and 230) .

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line :
Elmira ___________________________________________ 2.48]
tflmira Heights ___________ ....... __________________ 240
Horseheads --------------------------------------- 882

NEW YORK
231o, 231 b

Average carloads per week 68.4
Average airloads per mile 423.7
Average carloads per train 14.8
1973 operating Information:

Number of round trips per year 240
Estimated time per'round trip (hours) 4.0
Locomotive horsepower 4,000
Train crew size 4

Public Comments on Preliminary System Plan

The Lehigh Valley Railroad pointed out that it also
has trackage rights over this segment of the EL. The
Plan did not mention these rights. Shippers located
on this line generated 1,808 carloads over the LV. The
LV wants to retain this traffic and its trackage rights
over this segment.

Information for Line-Transfer Decision

Revenue received by PC— $1,439,199
Average revenue per carload $404

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 159, 524
Cost of upgrading branch line to FRA

Class I: (.1/10 of total upgrading cost) 0
Cost Incurred beyond the branch line 750,144

Total variable (avoidable) cost. 909,668

Total carloads generated by the line 3,559

Net contribution : total 829,531
Average per carload 149

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

This line was redefined to include Horseheads and
Elmira traffic, and it will be served via EL trackage.

The LV has trackage rights over part of this line and
LV shippers will continue to receive service.

Disposition

These trackage rights over the EL and this portion
of the Wutkins Glen Secondary Track are designated
for transfer to Consolidated Rail Corp. It is recom-
mended that the. Chessie System provide the local
freight service to this line (see section 206(g) of the
Act). If such service cannot be arranged, ConRail will
serve (he line via trackage rights over the Chessie Sys-
tem (EL tracks).

PORTION OF THE WATKINS GLEN SECONDARY
TRACK

USRA Line No. 231 b

Penn Central

This portion of the Watkins Glen Secondary Track,
formerly part of the Pennsylvania RR, extends from
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PC to Penn Yan i
x i

I 4-PC to Geneva
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/ \

Himrods Junction

i \\ i
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153 WATKINS GLEN
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( 1 TRACK. PC
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Coming Branch, i

i
PC to
Horseheads (EL has Trackage Rights)

To Corning

Montour Fatts (Milepost 14.2) to Starkey, N.7. (Mile-
post 29.5) , a distance of 15.3 miles, in Yates and Schuy-
ler Counties, N.Y. Continuations of this line run from
Starkey to Himrods Junction and from Montour Falls
to Horsehcads (sec Line No. 231). The Corning Branch
of the PC also runs through Watkins Glen, but it does
not connect with this portion of the Watkins Glen Sec-
ondary Track.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line :
Watkins Glen ______________________________________ 3,316
Montour Falls -------------------------------------- 73

Total carloads generated by the line 3,389
Average carloads per week 65.2
Average carloads per mile 221.5
Average carloads per train 14.1
1973 operating information:

Number of round trips per year 240
Estimated time per round trip (hours) 4.0
Locomotive horsepower 4,000
Train crew size 4

Public Comments on Preliminary System Plan

Watkins Salt Co. wants continued service over this
line to enable it to have a northbound connection for its
shipments.

International Salt Co. noted that, if this line is aban-
doned, to reach ConEail east-west main line service be-
tween Syracuse and Buffalo, it would be necessary to
ship south to Horseheads, then west to Corning, and
then north through Himrods Junction and Geneva.

Shippers have informed USBA of their concern about
adequate service for southbound traffic and their desire
that such traffic be switched at Himrods Junction.

Information for Line-Transfer Decision

Revenue received by PC
Average revenue per carload-

$1,217,947

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 220,245
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 0

Cost incurred beyond the branch line— 776,491

Total variable (avoidable) cost 996,736

Net contribution: total.
Average per carload

221,211

This line would require no upgrading to meet the re-
quirements of the Federal Bailroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

This line was redefined to include Watkins Glen
traffic and to allow service from Himrods Junction.

Disposition

This portion of the Watkins Glen Secondary Track
shall be transferred to the Consolidated Bail Corp.

It is recommended that ConBail insure expedited
service to the south by switching cars at Himrods
Junction.

PORTION OF THE SODUS BAY SECONDARY

TRACK

USRA Line No. 233/234

Penn Central

Canandaigua-i
Track, PC \

Naples Branch, ^
LV * .X*

PORTION OF
SODUS BAY
SECONDARY
TRACK, PC

PC to '•
Himrods !
Junction I

SENECA
CASTLE x

,xV- LV to Geneva

Stanley

16.6 miles

BellonaMP46.3

1
PENN YAN

This portion of the Sodus Bay Secondary Track,
formerly part of the Pennsylvania BR, extends from
Seneca Castle (Milepost 4.9) to Penn Yan. N.Y. (Mile-
post 40.5), a distance of 16.6 miles, in Yates and Ontario
Counties, N.Y. (The mileposts are drawn from two



different milepost scries; 16.6 miles is the actual dis-
tance.) A continuation of this line runs south from Penn
Yan to Himroils Junction. At. Stanley, this lino con-
nects with the Naples Branch of the LV and the
Canandaigua Track of tlie PC (see Line Xos. 1001 and
238).

Traffic and Operating Information

Stations (with their 1974 * carloads) served liv this line:
Bellona 335
Hall __ 70
Seneca Castlo 80
Stanley 51

Total carloads generated by the lino 541!
Average carloads per week _ 10.4
Average carloads per mile 31.7
Average carloads IHT train ... 3.5
1073 Operuling information:

Number of round trips per ypar 156
Estimated time per round trip (hours). 4.1
Locomotive horsepower 2,000
Train crew size- . 4
11074 traffic was used an line was out of service most of 1973.

Public Comments on Preliminary System Plan
Reported traffic:

Company and location
Olln Corp., Bellona _ __.
HI-X Corp., Stanley... _.
C. R. Zornow, In<'., Seneca Castle ..
Seedway, Inc., Hall _.
Hall Fertilizer Corp., Hall
Bloch & Guggenhelmer, Inc., Senera Cattle—
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New York DOT stated that Line 1001 could generate
300 carloads per year.

The available data on the line indicates that thcUSRA
analysis included two locomotives. This data should be
reviewed as Ihc number of cars per trip docs not appear
to warrant the second unit.

Information for Line-Transfer Decision

Revenue received by PC $290, 707
Average revenue per carload

1973
.">2
21)
81
7
47
9

1974
311
31
87
0
60
2

Totals 225 487

The Agricultural Division of Olin Corporation has a
plant at Bellona, 6 miles north of Penn Yan. Olin's
warehouse was out of commission for 6 months in 1973
as a result of damage from Hurricane Agnes. Comstock
Foods reported that flooding from spring rains at Bcl-
lona caused the shutdown of the line for 6 months in
1973.

Olin stated that 1973 was the poorest year in the his-
tory of its Bellona facility.

A representative of interested shippers on the line
stated that, using 1974 carload figures for shippers listed
und assuming Prnn Yan shippers will ship the same
volume as in 197.'}. tlu>. adjusted net contribution for the
line would be $124,060.7:> or $l.r>3.r>4 per carload.

It was also recommended thut this line be joined at
Stanley to Line No. 1001. the LV line between Geneva
and Rushville, which is now out of service. Projections
indicated that such a connection could be operated at a
prou't if service over Line 1001 was limited to the seg-
ment from Stanley to Kushville.

New York DOT recommends that this line und Lines
No. 238 and 1001 should be evaluated as one. segment.

Variable (avoidable) cost of continued serv-
ice :

Cost Incurred on the branch line 134, 049
Cost of upgrading branch line to FRA

Clasul: (1/10 of total upgrading cost) __ 0
Cost incurred beyond the branch line 138,196

Total vurlnble (avoidable) uost 293.845

Net contributions (loss) : total... (3,138)
Avcragu per airload (0)

This lino would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

This line was out of service during most of 1973 and
therefore hus IK>CJI reanalyzed using 1974 traffic volumes.
In addition, the line originally was analyzed with two
locomotives and the above data reflects only one unit.

The New York DOT suggested that the Association
investigate the possibility of serving Comstock Foods
at RushviLle (Line No. 1001) from this line at Stanley.
The traffic level on the involved 8 miles of Line No. 1001
in 1971 (the latest full year of operation) was 255 car-
loads or 32 carloads per mile. Due to the low traffic level
und tlu>. loss on this line, from Bellona to Stanley, this
analysis was not undertaken. Line No. 238 has no direct
relationship to Line Xos. 233 and 1001.

Although service to the entire line generates a loss,
services to that portion of the line from Milepost 40.5 to
MiK'po.st -10.3 (serving shippers at Bellona who gen-
crated 335 carloads in 1973) would generate $173,150 in
revenue and Si 38,203 in costs with a resulting contribu-
tion of $34.947.

Service to the remainder of the line (from Milepost
46.3 to Milepost 4.9 serving shippers at Hall, Seneca
Castle, and Stanley who gnu-rated 207 carloads in 1973)
would generate. 8117,337 in revenue and $145.324 in costs
with u resulting loss of $27,767. Recovery of costs would
require approximately a 46-percent increase in traffic
or a 24-percent rata increase over the 1974 levels.

Disposition

The portion of the Sodus Bay Secondary Track from
Milnpost 40.5 to Milepost 46.3 shall be transferred to the
Consolidated Rail Corp.
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The portion of the Sodus Bay Secondary Track from
Milepost 46.3 to Milepost 4.9 is not designated for trans-
fer to Consolidated Kail Corp. and is available for sub-
sidy pursuant to section 304 of the Act. Public officials
huvc recommended that certain rail rights-of-way be
used for other public purposes if rail service is discon-
tinued. For line-specific recommendations, sec section
C of this appendix.

PORTION OF THE CANANDAIGUA TRACK

USRA Line No. 238

Penn Central

PC to Seneca Castle
4

0.6 miles

PORTION. OF
CANANDAIGUA
TRACK. PC —"

Naples Branch,
LV

vjV-L,»
.^STANLEY

1 t4LI r**ŝ ^

Geneva

Sodus Bay
Secondary Track,
PC.to Penn Van

This portion of the Canandiiigua Track, formerly
part of the Pennsylvania RR. extends from Milepost
52.2 to Milepost 52.8. a distance of O.G mile, at Stanley*
Ontario County, N.Y. At Stanley, this line connects
n-ith the Sodus Bay Secondary Track of the PC and
the Naples Branch of the LV (see Line Nos. 233/234
and 1001).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Stanley1 34

Total carloads genera led by the line 34
Average carloads per week 0. 7
Average carloads per mile 5C. 7
Average carloads per train 0. 7
1973 operating information:

Number of round trips per year 50
Estimated time per round trip (hours) 0.5
Locomotive horsepower 2,000
Train crew size 4
1 Includes only truffle on segment.

Public Comments on Preliminary System Plan

The New York DOT recommended that this line and
Lines 233/234 and 1001 be evaluated as one segment
New York DOT stated that Line 1001 could generate
300 carloads per year.

The Rochcster-Genesee Regional Transportation Au-
thority recommends that this line be included in an
independent regional railroad, comprising the entire
Hojack Line and five connecting branches.

The available data on the line indicates that two
diescl units are used. This data should be reviewed as
the number of cars per trip does not appear to warrant
I he second unit.

Information for Line-Transfer Decision

Revenue received by PC §27,231
Average n-veiiue per carload ?801

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line 7, 795
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) 1,084
Cosr incurred beyond the branch line 11, 749

Total variable (avoidable) cost

Nei contribution (loss'i : total-
Average per carload

20. 628

6,603
194

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 150 crossties (an average
of 2oO crossties per mile).

NY DOT recommended combining this line with
Line Nos. 233 and 1001. This proposal is discussed as
part of the analysis of Line No. 233. The line was
reanalyzed using one locomotive. This line is served
via Line No. 233 which generated a loss of $26,379.

Disposition

This portion of the Canandaigua Track is not des-
ignated 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 discontinued. For line-specific recommenda-
tions, see section C of this appendix.

16TH STREET TRACK

USRA Line No. 246

Penn Central

The 16th Street Track, formerly part of the Pennsyl-
vania RR, extends for a distance of /./ miles at Clean,
N.Y., has been approved for abandonment under sec-
tion 304(f) of the Act. (See section D of this
appendix.)
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PORTION OF THE CHAUTAUQUA BRANCH

USRA Line No. 246

Penn Central

Chicajo-Buffalo _ X .•"
Line, PC Brocton, .

\ X ̂ rffcBROCTOH

Chicajo-Buffalo
Line. N&W

MAYVILLE

f— PORTION OF
CHAUTAUQUA
BRANCH. PC

«:

to Corry, Pa.

This portion of the Chautauqua Branch, formerly
part of the Pennsylvania RR, extends from Brocton
(Milepost 51.0) to Muye'dU, N.Y. (Milepost 65.1), a
distance of 1̂ .1 miles, in Chautauqua County. N.Y.
At Brocton this line connects wit.h the Chicago-Buffalo
line of the N&W. Brocton is also served by the PC's
Chicago-Buffalo line. A continuation of this line runs
south from Mayville to Corny, Pa. (see Line No. 240).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Brocton1 14

Total carloads generated liy the lino 14
Average rarloads per week 0. 3
Average oar loads per mile 1.0
Average carloads per Imin 0.5
1973 operating information:

No. of round trips per year 28
Estimated time per round trip fl i<ii irs) ._ 5.0
Tjocomotive horsepower 2,000
Train crew size 4
1 Includes only traffic on segment.

Public Comments on Preliminary System Plan

Since 1961 as a result of the construction by the Army
Corps of Engineers of the Kinxua Dam in Pennsyl-
vania, $20 million had been spent to rebuild this line,
from Brocton to Oil City, Pa.

A Chautanqua County official reported that in 1974
Mundane Corporation received 100 carloads and "Welch
received 35 carloads at Brocton.

Joseph Gerace. Chautauqua County Executive, re-
ported that the USRA analysis was based on -250 hours
when the actual total hours of service on the line was
140.

The New York DOT staled that there is no connec-
tion at Brooton with either t.h<1 Norfolk & Western or
the Penn Central BuiTiilo-to-Chicngo main lines. (Note:
This line, dotis connect with the X&W at

Ethnn Allen. Inc. is located .54 mile south of the
southern terminus of this segment at Mayville on Line
2ID. If Line 249 is abandoned. Ethan Allen requests that
Line 248 be included in ConKail a« well as the .54 mile
of truck necessary for connection to its plant. The. Com-
pany stated that its traflic would add <>00 carloads per
year to Line 21S and should make it viable.

Most witnesses believed that Lines 248 and 249 should
have been analyzed as one segment.

Loss of service to these lines would result in a loss
of 894 jobs in Chuutnuqua County.

The estimated cost for upgrading this line to FRA
Class I standards should be reviewed. The available in-
formation on the line indicates that the tic replace-
ment estimate, may be high. (Note: No upgrading cost*
were wcludt d in the PS P.)

Information for Line-Transfer Decision

Kewmie rwolvecl l>y PC— — . ... So, «SO
Avcragv rc-ipnue IHT enrluiid

Viiriablp (iivoiiliil)lei cost of continued
sen-ice:

I'osl incurred on the brunch line . 97,363
Cost uf ii[i(,rr;uHtiR lirnnoh lim1 to FRA

Oliifs I: (1/10 of totnl npjrr.ulliieru.Ntt-. 0
Cost Incurred beyond the branch line 1,610

Total variable (avoidable) rorf _. 08,970

\et contribution flossl : total (93,299)

Avoraci- per cur load _ ... (0,6*14)
This line would require no upgrading to meet the re-

quirements of the Federal Rnilroiid Administration's
minimum safety standards (Glass I track, which has a
maximum safe operating speed of 10 tn.p.h.).

Service to this line generated a loss of $93,299 in
1P73. Recovery of this IO.-P would require approximately
a twenty-threefold increase in traffic or a 1.043-percent
nite increase.

It was suggested in RSPO testimony that Mayvilln
traflic be placed on this line to see whether it could be
miidt1 viable. Kven with the inclusion of this traffic, the
service would require a <14-]iercen1 rate increase to re-
cover the involved costs.

Although there was testimony indicating some traffic
growth, the projected truffle level is significantly less
than that required for viability.

Disposition

This portion of the Chnutuugnii Branch is tint desig-
nated 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 right =-of-way be used for other public purposes if
rnil service is discotitinued. For line -specific recommen-
dations, see section C of this appendix.
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PORTION OF THE VALLEY BRANCH

(JSRA Line No. 258

Penn Central

This portion of the Valley Branch, extending from
Dunkirk (Milepost 0.0) to Fredonia, N.Y. (Milepost
3.6). a distance of 3.6 miles, in Chautauqua County,
N.Y., a line which was recommended for inclusion on
page 634 of the Preliminary System Plan, shall be
transferred to the Consolidated Eail Corp.

TROY SECONDARY TRACK

USRA Line No. 666

Penn Central

The Troy Secondary Track, extending from Rens-
selaer (Milepost 0.0) to Troy. N.Y. (Milepost 5.7), a
distance of 5.7 miles, in Eensselaer County, Jf.Y., a line
which was recommended for inclusion on page 634- of
the Preliminary System Plan, shall be transferred to
the Consolidated Rail Corp.

CRESCENT INDUSTRIAL TRACK

USRA Line No. 6660

Penn Central

D&H to Mechanicville

CRESCENT

CRESCENT INDUSTRIAL

TRACK. PC

GREEN ISLAND

has Trackage
Rights over
D&H to Albany

The Crescent Industrial Track, formerly part of the
New York Central RR. extends from Crescent (Mile-
post 15.4) to Green Island. N.Y. (Milepost 20.5), a
distance of 5.1 miles, in Albany County. KY. At
Green Island, this line connects with the D&H Ry.
running in a northerly direction to Mechanicville and
with the PC line to Albany via trackage rights over the
D&H.

Traffic and Operating Information

Stations (wirh their 1973 carloads) served by this line:
Colioes 60
Crescent 223
Troy * 119
Green Island1 .: 12

Total carloads generated by the line 414
Average carloads per week 8. 0
Average carloads per mile 81. 2
Average carloads per train 4.1
1973 operating information:

Number of round trips per year 100
Estimated time per round trip (hours) 6.0
Locomotive horsepower 600
Train crew size 4
1 Includes only traffic on segment.

Public Comments on Preliminary System Plan •

Ford Motor Co. reported that service to its Crescent
facility could be continued without upgrading the
track. Ford would favor having the Delaware & Hud-
son Ry. acquire the line or trackage rights over it.

Ford ships 124 carloads per year to its Crescent fa-
cility. Continued rail service is necessary for the com-
pany to keep the Crescent facility in operation.

The estimated time per round trip should be reviewed.
The estimate appears higli considering the traffic and
length of the line. (Note: The estimated time per round
trip on this line includes running time over the D&H
trackage.)

Information for Line-Transfer Decision

Revenue received by PC $120,299
Average revenue per carload $291

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 76,606
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) — 3, 756
Cost incurred beyond the branch line 93,864

Total variable (avoidable) cost 174,226

Xet contribution (loss) : total (53,927)
Average per carload (130)

This line would require upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information this upgrading would include the
replacement of a total 500 crossties (an average of 98
crossties per mile).

Service to this line generated a loss of $53,927 in 1973.
Recovery of this loss would require approximately a
twofold increase in traffic or a 45-percent rate increase.

The Delaware & Hudson has expressed an interest in
acquiring this line.
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Disposition

The Crescent Industrial Track shall be offered for
sale to the Delaware & Hudson Ry.. a profitable rail-
road operating in the Region.

This sale would preserve rail service to 414 carloads
or 100 percent of the traffic generated on this line. If
this1 offer is not accepted, the line is -not designated for
transfer to Consolidated Rail Corp. and is available for
subsidy pursuant to section 304 of the Act. Public offi-
cials have recommended that curtain rail rights-of-way
be used for other public purposes if rail service is dis-
continued. For line-specific recommendations, see sec-
tion C of this appendix.

PORTION OF THE MAYBROOK BRANCH

USRA Line No. 667

Perm Central

This portion of the Maybrook Branch, extending
front Campbell Hull (Milepost 0.0) to lligJi/atuf, AM7.
(Milepost :J8.0). a distance of „'#/» au'/cx. in Ulster and
Orange Counties. N.Y., n line which was recommended
for inclusion on page 636 of the Preliminary System
Plan, shall be t ransf erred to 1110 Consol idated Rail Corp.

PORTION OP THE MAYBROOK BRANCH

USRA Line No. 668

Penn Central

Thiti portion of the Maybrook Branch, extending
from Highlu-nd (Mik'.post i^.O) to ljoughkee.pnlc ff.Y.
(Milrposl 29.5), a distance of /.5 miles, in Ulster and
Dutrhess Counties. N.Y.. a line which was recommend-
ed for inclusion on page <>M of the Preliminary System
Plan, .shall be transferred to the Consolidated Rail
Corp.

PORTION OF THE LYONS FALLS BRANCH

USRA Line No. 669

Penn Central

This portion of the Lyons Falls Branch, extending
from Utl'-,i (MilepostL'.O) to /ttto-/>vitte.i\'.Y. (Milupost
35.0), a distance of 3-W miles, in Oneidu County, N.Y..

a line which was recommended for inclusion on page
637 of the Preliminary System Plan, shall he transferred
to the Consolidated Rail Corp.

PORTION OF THE CAM DEN SECONDARY TRACK

USRA Line No. 670

Penn Central

MC CONNELLSVILLF.

PORTION. CAMDEN
SECONDARY TRACK, PC

ROME HP 38.8

.̂-o
.j* Rome _"""~ —

X—Ruffaln. Alhsnw..^

Rome
• Buffalo- Albany
Line, PC

This portion of the Cumden Secondary Track,
formerly part of the. New 1 ork Central RR, extends
from 3/c(,'oiitiellm<ille (Mik-jjoi-t '27.4), to Itom-e, i\'.Y.
(Milepost 3S.8). a, distance of 11.̂  tnilts, in Oneida
County, X. Y. A continuation of this line, runs in a north-
westerly direction from McConnellsville to Camdcn (see
Lino .No. 80). At Rouje. this li)ie connects with the Buf-
falo-Albany line of the PC.

Traffic and Operating Information

Stations (with their 1073 carloads) served by this line:

McConnellsville
1

631

Total carloads generated liy tlie line 052
Average carload-* -per wwk . 12.5
Average ctirLnad.t per nillo 57.2
Average carloads per train 8. 2
1!)73 operating information:

Number of round trips per year 80
Estimated timp PIT round trip t hours'i 6
Locomotive horsepower 1,600
Train crew size 4

Public Comments on Preliminary System Plan

Line (570 connects Line SO with the Penn Central main
line at Rome. Many winu-.xses suggested that the two
segments should have been considered as one line.

Line 670 borders the West Rome Industrial Park,
which has Ixien financed through a S20K.OOO Economic
Development Administration frrant. The park was in
ilsincipicncy in 11>73.

Rito Aid Corp. has n IH-V -J 10,000 -.(piare foot dis-
tribution center in the park. Rite Aid employs 150 and
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has a payroll of $1 million. In 1974 it shipped 148 car-
loads, and it expects to ship 175 in 1975. Bite Aid chose
its present location because of its rail service; its plant
was built to accommodate expansion.

G. W. Bryant Core Sands, Inc. in McConnellsville,
reported that it shipped 303 carloads in 1974 and in
addition shipped the equivalent of 60 carloads of sand
by truck in 1974 because rail cars were not available.
They could ship up to 415 carloads in 1975 if cars are
available.

Harden Furniture abandoned shipping by rail be-
cause of bad service.

Whitehead Bros, ships industrial sand over the line
and estimates that it would take over 1,000 truckloads
per year to ship its sand, if it lost rail service. White-
head shipped 280 carloads in both 1973 and 1974 and ex-
pects to ship the same volume in 1975.

Carl's Drugs shipped 96 carloads in 1974 and expects
to ship 100 carloads in 1975.

Information for Line-Transfer Decision

Revenue received by PC $245,001
Average revenue per carload $376

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line 126,016
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost) „ 10,815
Cost incurred beyond the branch line 133,050

Total variable (avoidable) cost 269, 881

Net contribution (loss) : total (24, 880)
Average per carload (38)

This line would require upgrading to meet the re-
quirements of the Federal Eailroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 1,650 crossties (an average
of 139 crossties per mile).

It was suggested that the number of trips per year
should be reduced. A review indicated that the number
of trips was already very conservative.

Service to this line generated a loss of $24,880 in 1973.
Recovery of this loss would require approximately a
22-percent increase in traffic or a 10-percent rate
increase.

Disposition

This portion of the Camden Secondary Track shall
be transferred to the Consolidated Rail Corp.

PORTION OF THE AUBURN BRANCH

USRA Line No. 677

Penn Central

PC to Cinandaipai PC to Lyons/

LV to Buffi '

AN)

PORTION. AUBURN BRANCH. PC
(LV HAS TRACKAGE RIGHTS)

CAYUGA HP 34.0

Naplei Branch. LV/ TUGenl

V / \
' \LVIoSayre.Pa.

I PC to Cormni •

I

This portion of the Auburn Branch, formerly part of
the New York Central RR, extends from Cayuga (Mile-
post 36.0) to Geneva, N.Y. (Milepost 50.0), a distance
of J4-0 miles, in Ontario, Seneca and Cayuga Counties,
N.Y. Continuations of this line run from Cayuga to
Syracuse (see Line No. 95) and from Geneva to Victor.
At Geneva this line connects with the Naples Branch
of the LV (see Line No. 1001), with the Corning
Branch of the PC and with the Buffalo-Jersey City line
of the LV (see Line Nos. 1021 and 1022).

The Lehigh Valley RR operates over this line under
a trackage-rights agreement.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Cayuga* 1,892
Seneca Falls 219
Waterloo 872
Geneva1 229

Total carloads generated by the line 2,712
Average carloads per week 52.2
Average carloads per mile 193. 7
Average carloads per train 10. 8
1973 operating information:

Number of round trips per year 250
Estimated time per round trip (hours) 7. 2
Locomotive horsepower 2,000
Train crew size 4
1 Includes only traffic on segment.
•LV traffic served by trackage rights.

Public Comments on Preliminary System Plan

Several witnesses pointed out that the LV has track-
age rights over this line and Line 95. Beacon Milling Co.
in Cayuga pointed out that its plant at Cayuga shipped
1,892 carloads in 1973. The LV noted that 1,119 of those
carloads were handled by it. USRA credited only the
PC traffic of Beacon Milling to Cayuga Station. Beacon
Milling stated that if all of its traffic were credited to



the segment, total carload' for tins cn1 ire segment would
be. 2.712 and total revenue would be S91L2&2. The. line
would show a proiit of $310.196.

The Seneca Counly Chamber of Commerce stated
that 10 films in Senccn Tails. Waterloo, and Geneva
shipped 731 carload* in 197o and 80(5 carloads in lf>74.

Coins!<K-k Food« (Uvi^ion of Jiorden. Inc., stated that
24 percent of its busines- is deju'iident upon rail service.
Comstpck has a facility at Waterloo which shipped 69
carloads in 1972. 44 iii 1973. and <>•! in 1S74. The low
carload1 figure for 1973 was a result of damage from
Hurricane Agnes. Comstock would be willing to accept
a 50-percent reduction in service.

Wickes Corp. receive^ 100 carloads per year over this
line.

Agway lia« facilities at Geneva and at Seneca Falls.
Its bulk feed plant al. Geneva i« wi thin the switching
limits of Geneva and open !o i-criproi-ul switching. The
plant is served by a yard crew in Geneva but is located
on Line No. 071 segmen!. Agway stressed that 1he in-
tegrity of local switching districts must, be preserved.
In 1978 Agway received 'AH carloads at Geneva. 2K2
of which were routed via the LV with PC performing
only final switch ing. Agway questioned whether non-
revenue cars were included in the data supplied to
l\SRA by PC.

It was pointed out that the average carloads per mile
over the line, usinc USBA'n figures, should have been
113.8, not 11.4.

Information for Line-Transfer Decision

Revenue received by PC 5720,947
Average revenue per carload $2fi6

Variable (avoidable1! ciit-t of continued
service:

Cost Incurred on the branch line 243,908
Cost of upgrading branch line to FRA

Class I: (1/10 of totnl upgrading
cost i 19,395

'Cost incurred beyond the branch lino 532, tfffS

Total variable ?'».f ______________ 796,049

Net contribution (loss): tidal
Average per carload ___________ . ..

(75,102)

This line would require upgrading to moot the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class \ track, which has a
maximum safe optrating spend of 10 m.p.h.). Based on
available informnl.'on. this upgrading would include.
the replacement of a tola! of 1,401 1 crosslies (an average
of 100 erossties per mile) .

It was pointed out in RSPO testimony that LV traffic
on this line was not included. Reannlysis. including the
LV traffic indicated that service to this lim1 'generated
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a losh of S'.'UOQ in 107:5. Kecovery of this lo«s would
require approximately a 1C percent increase iji traffic or
u 10-percent rate increase.

Disposition

Tliis portion of the Auburn Branch shall be trans-
ferred to-rho Consolidated Kail Corp.

30TH STREET BRANCH

USRA Line No. 681

Penn Central

This portion of the. :joth Street Branch, extending
from Sfmytcn Duyi'il (Milepost 0.0) to Bank Street
(Ni-iP York). .V.)'. iMilcpost lii.l) a distance, of ljg.1
in Hex. in New York and Hron.\ Counties, N.Y., si line
which was rccDmmended for inclusion on page 630 of
the Pivliminan System Plan, shall be transferred to
the Consolidated .Kail Cor p.

PORTION OF THE VERN'ON INDUSTRIAL TRACK

USRA line No. 686

Penn Central

This portion of the Vernon Industrial Track, extend-
ing from Oneidn Castle i Milepost 252.5) to Canattota.
N.Y. i Milepo.-t -2Z7.7). a distance of '>£ ml fay, in Afadi-
son and Oneidrv C'ounties. >". V.. a line which was recom-
mended for LiicliiMon on jjage 040 of lhe Preliminary
System Plan, shall be transferred to Hit- Consolidated
Rail Corp.

LOWVILLE SECONDARY TRACK

USRA Line No. 687

Penn Central

The Lowvillp Secondary Track, extending from Low-
i-nifi (ATilepost 38.1) to Carthage, N.Y. (Mile-post 73.7),
a distance of li>.fi miles, in Jefferson and Lewis Coun-
ties. X.Y., i> l ine which was recommended for inclusion
on .page G41 of the Preliminary System Plan, shall bo
Iransferred »to the Consolidated Rail Corp.
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PORTION OF THE MAYBROOK BRANCH

USRA Line No. 708

Penn Central

This portion of the Maybrook Branch, extending
from Poughkeepsie (Milcpost 29.5) to Hopewell Junc-
tion, N.7. (Milepost 42.6), a distance of 13.1 miles, in
Diitchess County, N.Y., a line which was recommended
for inclusion on page 641 of the Preliminary System
Plan, shall be transferred to the Consolidated Eail
Corp.

Traffic and Operating Information

Stations (with their 1D73 carloads) served by this line:
Lima 658
Honeoye Falls 80
Henrietta 294
Rochester 716

Total carloads generated by the line ------------- 1, 748
Average carloads per week ---------------------------- 33. 6
Average carloads per mile _____________________________ 101. 0
Average carloads per train ---------------------------- 6. 7
11)73 operating information :

Number of round trips per year ______________________ 260
Estimated time per round trip (hours) ______________ 3
Locomotive horsepower ______________________________ 1, 200
Train crew size ____________________________________ 4

ROCHESTER BRANCH

USRA Line No. 7000

Lehigh Valley

B&O to Charlotte
PC t. Niagara Fall, \. lpctoch,r,.,te

PC to Buffalo

""•".>•' IRochester (Lincoln Park)-'.* f .
\/ C^-'

•7^5—i —
Roehetteppc

B&O to East Salainanca-> / jORochester (EL)

•; Ay ^ROCHESTER (RIVER JUNCTION)

PC to Fairport

PC to Syracuse

PC to Wads worth Junction'

PC to Churchville>'$

A
EL to Attica

LV to Buffalo

LIMA

Mortimer MP 388.0

-17 3 miles

4—ROCHESTER BRANCH. LV

Rochester junction

t
LV to Jersey City

The Rochester Branch extends from Rochester Junc-
tion (Milepost 379.5) to Rochester, N.Y. (Milepost
390.8), a distance of 11.3 miles, and from Rochester
Junction (Milepost 379.5) to Lima. N.Y. (Milepost
385.5), a distance of 6.0 miles. This is a combined dis-
tance of 17.3 miles, in Monroe and Livingston Counties.
N.Y. Rochester is also served by the Buffalo-Albany
line of the PC, the Falls Road Branch of the PC, the
Attica Branch of the EL (see Line No. 1241), the B&O
RR. the Charlotte Secondary Track and the Rochester
Branch of the PC (see Line No. 114a). At Rochester
Junction this line connects with the Buffalo-Jersey City
line of the LV (see Line Nos. 1022 and 1025). Mortimer
is also served by the West Shore Branch of the PC and
the Attica Branch of EL (see Line No. 1241).

Public Comments on Preliminary System Plan

Several witnesses pointed out that the number of
round trips attributed to the line by USRA was er-
roneous. There were 260 round trips over the line per
year, as USRA states, but none of these round trips
operated over the entire line. The segment from
Rochester to Rochester Junction received service three
times a week, and the segment from Rochester Junc-
tion to Lima received service two times a week.

The Rochester-Gencsee Regional Transportation Au-
thority stated that it is studying Line Nos. 1000 and
114a and Erie Lackawanna's Rochester branch for pos-
sible operation as a stort-line railroad.

Shippers on this line have agreed to reroute their
traffic to give ConRail the long haul to gateways in
the West and South.

If the line were abandoned, the area would sustain
the loss of 112 jobs and $1,114,120 in payroll.

Reported traffic :
Carloads

Company

Joslyn Manufacturing & Supplv Co___.
Beam Milling Co., Inc - ___.
Swift Chemical Co

High Point Mills

Mathew & Fields Lumber -- — —

rinkol Co

1913

319
55

349
30
3 .

42
0

231

462
319

314
65

349
20

49
•t

240
15
47

468
314

1975

332
65

410
25

55
50

240
15
65

602
332

1918

365
65

435
30

60
150
250
15
80

786
365

II was pointed out that Line No. 1000 does not con-
nect with the Penn Central West Shore line at Mortimer
or the Penn Central main line at Rochester as stated
in the USRA plan, except via trackage rights over the
Eric Lacka wanna.

The line is essential to the University of Rochester
which depends upon deep-mined coal from West Vir-
ginia to heat its campus and its hospital. If the Uni-
versity had to truck its coal it would cost an extra
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$3.i50 per ton and would result in 2.358 truekloads
moving over local streets and highways.

Joslyn Manufacturing reported that it has n multi-
inillioii dollar expansion program under way at its
Lima plant. Joslyn conld not absorb the 50 to 150 per-
cent increase in costs which would result from shipping
by truck.

Swift Chemical has a major fertilizer nmnufaotur-
ing plant in Lima which could not continue in operation
without rail service. Swift stated thut elimination of
the plant would hurt the total farm economy of New
York and Pennsylvania.

Swift estimated that the cost of transfer and truck-
ing from a rail terminal over a 20-mile length of haul
would be closer to $7 per ton than to the $3.66 per ton
estimated by TJSRA.

Consideration must also be given to the total revenue
which would be lost to ConRail if this line is not in-
cluded in the Final System Plan. In 1973. 1.748 cars
on this line generated a total revenue of $1,273.704.
Only the LV share of $321,244 was attributed to this
line.

Information for Line-Transfer Decision

Revenue received by LV $321,244
Average revenue per carload $184

Variable (avoidable) coat of continued
service:

Cost incurred on the branch line 222, 216
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 20,796

Coat Incurred beyond the lirunch line— 198,540

Total variable (avoidable) cost 441,552

Net contribution (loss) : total.- __ (120,308)
Average per carload (8ft)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 in.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 1,000 crossties (an average
of 58 crossties per mile).

Although service to this line generated a loss amount-
ing to $120,308 based on 1973 operations, analysis based
on ConRail (merged) operations insulted in a loss of
$41.053. Recovery of costs would require approximately
a 20-percent increase in traffic or an 8-percent rate in-
crease over the 1973 levels.

Disposition

The Rochester Branch shall be transferred to the
Consolidated Rail Corp.
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CORTLAND SECONDARY TRACK AND EAST
ITHACA RUNNING TRACK

USRA Line No. 1002

Lehigh Valley

Mead
Secondary
Track. LV

CORTLAND
SECONDARY
TRACK LV |«.ELteSyraeuse

J \ X!*V CORTLAND MP 71.8

-Syracuse
'Freeville! Branch, EL

Cortland

EAST ITHACA —i

RUNNING
TRACK. LV

|4- EL to Binghamton
i

Freeville Secondary
Track. LV, to Owego

The Cortland Secondary Track and the East Ithaca
Running Track extend from Kust Ithaca (Milepost
fiO.4) to Cortland, X.Y. (Milepost 71.8), a distance of
214 miles, in Cortland and Tompkins Counties, X.Y. At
Freeville (Milepost 53.4), this line connects with the
Mead Secondary Track and the Freeville Secondary
Track (see Line No. 1003). At Cortland, this line con-
nects with the Syracuse Branch of the EL.

Traffic and Operating Information

Stations (with their 1973carloads) served by this line :
Etna
Mcl>nn
Cortland

21
14

193

Total carloads generated by the Une 228
Avernge carloads per week 4.4
Average carloads per mile 14.4
Average carloads per train 4.4
1973 operating information:

Number of round trips per year (32
Estimated time per round trip (hours) 4.0
Locomotive horsepower 1,200
Train crew size 4

Public Comments on Preliminary System Plan

New York DOT stated this line is out of service from
Etna to East. Ithaca and recommended that traffic from
Etna to Free-ville be evaluated separately. Traffic from
East Ithaca was not included in TJSRA's evaluation.

The State of New York has spent $18,000 to have the
line upgraded to FRA Class I standards.

Cornell University used between 250 and 300 carloads
of coal in the last year the line was in use and stated it
would cost from ?fi.OOO to $8.000 to repair the washed-
out bridge. The University intends to upgrade its coal-
burning central heating facilities at a cost of $3,100,000,
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has agreed to help fund line rehabilitation and will need
400 carloads of coal per year when the plant is in full
operation. A study has shown that rail service would
facilitate delivery of waste materials to the heating
plant, which would dispose of 500 carloads of solid
waste per year.

Overhead Door Co., in operation in Cortland for 46
years, stated it must have rail service.

New York Electric & Gas Corp. needs continued rail
service to its substation at Etna.

The Central New York Regional Transportation Au-
thority reported that R. H. Miller shipped 157 carloads
of metal working compounds over the line in 1973. The
company would have to relocate if it lost rail service.
Several witnesses noted that roads between Cortland
and Ithaca are especially bad. New York DOT shows
Route 13 is overloaded on several stretches.

Cortland Standard Printing Co. Inc., received 16 car-
loads of newsprint in 1974.

Barton & Robeson reportedly ships 94 carloads per
year.

The Cortland County Chamber of Commerce esti-
mated that loss of service would lead to the closing of
2 plants and loss of employment for 300 people.

Brewer-Titchener Corp. estimated its shipping costs
would increase by $40,000 if it lost rail service.

Consideration must be given to the total revenue that
would be lost to ConRail if this line is not included in
the Final System Plan. In 1973, 228 cars on this line
generated total revenues of $154,512; only $41,565 was
attributed to the line.

Information for Line-Transfer Decision

Revenue received by LV S41, 565
Average revenue per carload $182

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 145,105
Cost of upgrading branch line to FRA

Cost I: (1/10 of total upgrading cost). 0
Cost incurred beyond the branch line 28,291

Total variable (avoidable) cost 173,890

Net contribution (loss): total (131,831)
Average per airload fo78)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

The portion of this line from Etna to East Ithaca
(Milcpost 50.4 to Milepost 56.0) is out of service due to
track damage.

Service to the active portion of this line generated a
loss of $131,831 in 1973. Recover}' of this loss would

require approximately a tenfold increase in traffic or a
318-percent rate increase.

Although the shippers served by this line have pro-
vided information indicating some traffic growth, the
projected traffic level is significantly less than that re-
quired for viability.

Disposition

The Cortland Secondary Track and the East Ithaca
Running Track are not designated for transfer to Con-
solidated Rail Corp. and are available for subsidy pur-
suant 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 discontinued.
For line-specific recommendations, see section C of this
appendix.

FREEVILLE SECONDARY TRACK AND MEAD
SECONDARY TRACK

USRA Line No. 7003

Lehigh Valley

MEAD
SECONDARY MEAD

TRACK. LV

Cortland
Secondary
Track. LV

East Ithaca
Running
Track.

^ FREEVILLE
SECONDARY

Auburn I \ TRACK. LV

££»" Al—

EL to Hoboken

The Freeville Secondary Track and Mead Secondary
Track extend from Owego (Milepost 289.6) to Mead,
N.T. (Milepost 339.3), a distance of 49.7 miles, in Ca-
yuga, Tompkins, Cortland and Tioga Counties, N.Y. At
Freeville (Milepost 323.7), this line connects with the
East Ithaca Running Track and the Cortland Second-
ary Track (see Line No. 1002). At Owego this line
connects with the Auburn Branch of the LV (see Line
No. 1015) and the Chicago-Jersey City line of the Erie
Lacka wanna.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Newark Valley
Berkshire
Mills

202
15

822



Dryden 100
Freeville 12
Groton 20
Locke — 182
Moravia 1»4

Total carloads generated by the line 1, 527
Average carloads pep week 29.4
Average carloads per mile 30.2
Average carloads per train 5.1
1973 operating information:

Number of round trips per year 300
Estimated time per round trip (hours) 9. 0
Locomotive horsepower 1,200
Train crew size 4

Public Comments on Preliminary System Plan

The New York DOT has invested $832,000 in upgrad-
ing this line, which meets FRA Class I standards and
will be up to FRA Class II standards by September.
DOT noted that upgrading costs should, therefore, not
be included"in the viability analysis of the line. In-
creased speeds possible over the line should reduce op-
erating costs.

Atlantic JRichiield's Harford Mills storage facility
serves the entire northeastern United States and dur-
ing summer and early fall receives approximately 570
tank carloads of propane, with a like number dispatched
in the winter. Arco does not believe it has an alterna-
tive to continued operation at Harford Mills. If liar-
ford Mills' rail service is lost, the company estimates
that it would have to ship 3.000 truckloads per year.
Many of its distributors and consumers are not equipped
to accept truck shipments'. Arco stated that loss of serv-
ice to Harford Mills would almost certainly result in an
imbalance in the market for fuels in the whole of the
region.

It was suggested that an alternative to abandonment
of the entire segment would be to retain Line No. 1002
from Cortland to Freeville and Line No. 1003 from
Freeville to Harford Mills, assuming that the EL line
at Cortland remains in service.

Agway has facilities at Qwego, Dryden and Mora-
via. It pointed out that tank cars used in transporta-
tion of propane gas over the line are privately owned
and suggested that the revenue figures attributed to
the line by TJSRA should make no provision for transit
charges for these propane gas movements.

Baker-Miller Lumber, Inc., reported it received 23
carloads of lumber and plywood products in 1974, most
of which originated in California, Oregon, Washing-
ton and Idaho. Assuming its shipments were unloaded
at Ithaca, the company estimated that it would incur
an additional cost of $400 per car.

Honey Butter Products Co.. Inc., received eight car-
loads, largely bulk honey, in 1973, from the Midwest.

Consideration must be given to the total revenue
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that would be lost to ConRail if this line, is not included
in the Final System Plan, in 1973, 2.001 cars on this
line, generated a total revenue of $1J09,1S3: only $261,-
736 was attributed to the line.

Information for Line-Transfer Decision

Revenue received by I.V
Average revenue per carliuid --------------

$241 .051)

Variable i avoidable) mst of eon t inn Ml
service:

Cost incurred on the branch lino fi54,4."2
Cost of upgrading branch line to FRA

Class I: (1/10) of total upgrading
cost) 0

dust incurred beyond the branch line 174.2;W

Total variable (avoidable) PI at 72SI, 710

Xet contribution (low) : total (48S. (>,T1)
AAC-rupe per carload (320.1

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 ni.p.h.).

This line was reanalyzed excluding upgrading costs
and excluding traffic generated at Owego which is lo-
cated on Line No. 1015. The reanalysis reflects the tran-
sit revenue and the use of privately owned tank cars
used to transport the propane gas traffic at Mills.

Service to this line generated a loss of $488,051 in
1973. Recovery of this loss would require approximately
an eightfold increase in traffic or a 205-percent rate
increase. This line was reanalyzed based on ConRail
operations, costs and revenues and the portion of the
line from Mills to Owego was analyzed on the same
basis. Neither analysis significantly reduced the involved
loss. This line currently is served via Line No. 1015
which also generated a loss.

Disposition

• The Freeville and Mead Secondary Tracks are not
designated for transfer to Consolidated Rail Corp. and
are 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 discontinued. For line-specific recommenda-
tions, see section C of this appendix.

ITHACA BRANCH

USRA Line No. 7017

Lehigh Valley

The Ithaca Branch extends from Van Etten Junction
(Mik>posti>85.8) tt>Lvd!owi}ff2e,N.J\ (Milepost 321.0),
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LUDLOWVILLE

35.2 miles

ETTEN JUNCTION

a distance of 85$ miles, in Chemung, Tioga and Tomp-
kins Counties, N.Y. At Van Etten Junction, this line
connects with the Lehigh Valley Jersey City-to-Buffalo
line (see Line Nos. 1016 and 1020).

Traffic and Operating Information

Stations (with their 1978 carloads) served by this line:
Spencer — — 61
Ithaca 486
Ludlowvllle 18,222

Total carloads generated by the line 13,719
Average carloads per week 263.8
Average carloads per mile 389.7
Average carloads per train 45.7
1973 operating Information:

Number of round trips per year 800
Estimated time per round trip (hours) 10.0
Locomotive horsepower 1,800
Train crew size 4

Public Comments on Preliminary System Plan

Revaluation of this line has led to its being recom-
mended for inclusion in ConRail, per "USRA News"
of March 14,1975.

Information for Line-Transfer Decision

Bevenne received by LV $2,364,296
Average revenue per carload $172

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line 623,906
Cost of upgrading branch line to

FRA Class I: (1/10 of total up-
grading cost). 0

Cost Incurred beyond the branch
line 1,225,994

Total variable (avoidable) cost

Net contribution (loss) : total.
Average per carload

604,398

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

This line was reanalyzed to include unit coal trains
to the powder plant at Milliken Station.

Disposition

The Ithaca Branch shall be transferred to the Con-
solidated Rail Corp.

PORTION OF THE JERSEY CITY-TO-BUFFALO LINE

USRA Line No. 1020

Lehigh Valley

LV to Buffalo

Naples Bran
LV

PC to Canandaigua

\A

^\

^

to Lyons

•\\
•
I

/
/ .̂ -<-_PC to Auburn (LV operates

via Trackage Rights)

j
PC to Coining—>J

Vx GENEVA JUNCTION

1 \ LV to Ludlowville

56.3 miles \ V
I Q 1

Kendaia MP 332.01 f

PORTION OF JERSEY QTY-4 \ /
BUFFALO LINE. LV I 1 /

~* ^VAN ETTEN JUNCTION

\
L
f*~ LV to Sayre, Pa.

This portion of the Jersey City-to-Buffalo Line ex-
tends from Van Etten Junction (Milepost 285.8) to
Geneva Junction, N.Y. (Milepost 342.1), a distance of
563 miles, in Chemung, Schuyler and Seneca Counties,
N.Y. Continuations of this line extend southward from
Van Etten Junction and northward from Geneva Junc-
tion (see Line Nos. 1016 and 1021). There is a connection
at Van Etten Junction to the LV Ithaca Branch (see
Line No. 1017).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Van Etten
Cayuta

Burdett
Caywood
Lodl
Gilbert
Kendaia -_

8
177
209
17
80
2

20
1,018

Total carloads generated by the line 1,471
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Average carloads per week 28.3
Average ciirioads per mile -. 26.1
Average carloads per train.. 5.7
1!)73 operating Information:

Number of round trips per year 260
Estimated time per round trip (hours) 10.0
Locomotive horsepower 1,COO
Train crew size 4

Public Comments on Preliminary System Plan

In a news release dated March 28, 1975, TJSRA an-
nounced that the portion of Line No. 1020 from Geneva
Junction to Kcndaia would he included in the CouRail
system.

The New York DOT stated that this line should have
been evaluated from Geneva Junction to Kendaia, from
Van Etten Junction to Cayuta, ;uid from Cayuta to
Odessa.

Agway, which has a facility at Odessa, stated that
tho segment from Van Etten Junction to Odessa pro-
duces 385 revenue carloads and should be granted sepa-
rate analysis.

The Department of Defense reported that Seneca
Army Depot. (SEAD) needs rail service from Geneva
Junction to Kendaia. SEAD receives stores and issues
ammunition, including propcllants and explosive com-
ponents of guided missiles. SEAD also receives supplies
for the General Services Administration and the Office
of Civil Defense and industrial production equipment
for the Product Equipment Agency and the Defense
Industrial Plant Equipment Center.

E. E. Miller & Son of Geneva requested that if its
service via the LV is eliminated a short, connecting line
be constructed between the Miller plant and the PC line.

The United Transportation Union stated that by ox-
tending Line No. 1020 to include Line No. 1021 and the.
2,48-1 curs handled by Geneva station over Line No.
1022, a 200-percent increase in traffic could be achieved.

It wsis reported that this segment of the LV main line,
has a traffic control system which cost S2 million. Also,
50 miles of the track l>etween Van Etten Junction and
Buffalo has welded rail.

Cotton-Hanlon, Inc.. stated that it shipped 156 car-
loads in 1074. If the company lost rail service. 20 to 30
of its employees would lose their jobs. The. payroll loss
to the coinmunily would be $!Rr5,000. and the state, and
local area would lose $91,000 in tax revenues.

Consideration must be given to the total revenue that
would lie lost to ConRail if this line is not included in
the Final System Plan. In 1973, the 1,471 c,ars on this
line generated a total revenue of 92,042,277; only
S50B.538 was attributed to the line.

Information for Line-Transfer Decision

Revenue received by LV ."5303, 538
Average revenue per carload $342

Variable (avoidable) cost of continued
servicf:

C'o'-t Incurred on the branch line.. $597.810
Cost of upgrading branch linn to FRA

(Hass I: (1/10 of total upgrading
cost) 0

Cost inr-nrred bevond the branch line 141. S19

Total variable I avoidable) cost. $739,629

Ni't contribution (lines): total (236,001)
Average i*r carload (160)

Tliis line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class T track, which has a
maximum operating speed of LO m.p.h.).

Although service to the entire line generates a loss,
service to that portion of the line from Milcpost ,'532.0
to Milopost 344.5 (serving shippers at Kendaia who
generated 1.016 carloads in 1973) would generate
$425.071 in revenue and $260.977 in costs with a result-
ing contribution of $158,094.

Service to the remainder of the line (from Milepost
285.8 to Milepost 332.0 .serving shippers at Van Etten,
Cayntu. Odessa. Burdett. Cay wood. Lodi, and Gilbert
who generated 463 carloads in 1973) would generate
$81,207 in revenue and $4-14,281 in costs with a result-
ing los,x of $303.074. Recovery of costs would require
approximately a tenfold increase, in traffic or a 447-
percont rate increase over the 1973 levels. Service to
the poil'mn of this segment from Van Etten Junction
to Odessa failed to meet the viability criteria by a sub-
stantial margin.

Disposition

The portion of the Jersey City-to-Buffalo line from
Milepost 33-2.0 to Milepost 342.1 shall be transferred to
the Consolidated Kail Corp.

The. portion of the Jersey City-to-Buft'alo line from
Milepost 285.8 to Milepost 332.0* is not designated for
transfer to Consolidated Rail Corp. and is available
for sulxiidy pursuant to section 304 of the Act. Public
officials have recommended that certain rail rights-of-
way bo used for other public purposes if rail service is
discontinued. For line-specific recommendations, see

C of this appendix.

PORTION OF JERSEY CITY-BUFFALO LINE

USRA Line No. 1021

Lehigh Valley

This portion of the Jersey City-Huffulo line extends
from Geneva Ju-nrtion (Milepost 342.1). to Geneva,
X.Y. ('.\filopost '{44.,rO, J» distance of 3.4 mMex, in Seneca
and Ontario Counties. N".Y. Continuations of this line
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PC to Canandaifua

LV to Buffalo—*\ \

\ \

Naplei Branch,
LV

I PC to Lyons |LV to Rocheiur

PCtoComin,-"! LV to $ay». Pa. »

PC to Auburn
(LV operates via
Trackage Rights)

PORTION OF JERSEY CITY-
BUFFALO LINE. LV

GENEVA JUNCTION

extend southward from Geneva Junction and westward
from Geneva (see Line Nos. 1020 and 1022). Connec-
tions with other lines at Geneva are: the LV Naples
Branch, the PC Auburn Branch (see Line Nos. 1001 and
671) and the PC Corning Branch!

Public Comments on Preliminary System Plan

The United Transportation Union stated that this
line along with traffic generated by Geneva should
be considered as part of Line No. 1020.

Nabisco, Inc., has a major distribution center at
Geneva which handled 2,140 carloads in 1974. Nabisco
stated that its grocery product line at Geneva has been
expanded this year, and it expects to handle 2,800
carloads in 1975 with continued growth in the future.

Information for Line-Transfer Decision

This line does not directly serve any shippers but is
used to serve USRA Segment Nos. 1020 and 1022. The
portion of Line No. 1020 from Geneva Junction to
Kendaia was reanalyzed and will be included in Con-
Rail. Therefore, this line must be retained.

Disposition

This portion of the Jersey City-Buffalo line shall be
transferred to the Consolidated Rail Corp.

PORTION OF JERSEY CITY-BUFFALO LINE

USRA line No. 7022

Lehigh Valley

This portion of the Jersey City-Buffalo line extends
from Geneva (Milepost' 344.5) -to Rochester Jwnction,
N.Y. (Milepost 379.5), a distance of 35.0 miles, in On-
tario and Monroe Counties, N.Y. Continuations of this
line extend southward from Geneva (see Line No. 1021)

PORTION OF JERSEY CITY-BUFFALO LINE. LV

jPCtoLron.

/ PC to Auburn

\LV to Saw. Pa.

and westward from Rochester Junction (see Line No.
1025). Connections at Geneva are: the LV Naples
Branch (see Line No. 1001) and the PC Auburn (see
Line No. 671) and Corning Branches (the LV operates
via trackage rights over the PC Auburn Branch). This
line also connects with the LV Rochester Branch at
Rochester Junction (see Line No. 1000).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Manchester 335
Farmington 2
Victor 342

Total carloads generated by the line 670
Average carloads per week 13.1
Average carloads per mile 19.4
Average carloads per train 4.4
1973 operating information:

Number of round trips per year 156
Estimated time per round trip (hours) 9.0
Locomotive horsepower 1,200
Train crew size 4

Public Comments on Preliminary System Plan

The Texgas Corp. (division of Allied Chemical
Corp.), propane gas distribution center at Manchester,
received 58 privately owned 38,000-gallon tank carloads
of propane gas in 1974.

Iron City Sash & Door Co. stated that it has 32 em-
ployees whose jobs are dependent upon continued rail
service. Most of Iron City's suppliers do not have facili-
ties to ship by truck.

R. B. Crowell & Son, Inc., at Manchester shipped 34
carloads, in 1972, 22 carloads in 1973 and 49 carloads in
1974, all of which were grain shipments to Baltimore.
They would have cost $15,600 more if shipped by truck.
R. B. Crowell suggested that its section of Line No. 1022
could be -made a spur of the PC line from Geneva to
Canandaigua.



TTK Imperial Corp. recommended that a connecting
track be constructed to link shippers in Farmington and
Victor 1o Line. No. 5)8, the PC line from Victor to CaJian-
daigua.. 1TE stated that the Karmington and Victor
traffic would make Line No. t'8 viable.

Ryans Homes reported it ship|)ed 175 carloads in
1073. "215 in 1974. and expects to ship SWO carloads in
1977.

Consideration must also be given to the total revenue
that would be lost to ConRail if this line is not included
in the Final System Plan. In 11)73. the 3,163 cars on this
line generated u total revenue (if §1,230.445; only $403,-
853 was attributed to the line.

Information for Line-Transfer Decision

Revenue rweived by LV. ._ $«*> 701
Average revenue per carload $131
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Art. Public officials have recommended that certain rail
rights-of-way be used for other public purposes if rail
service is discontinued. For line-specific recommenda-
tions, sco section C of this appendix.

Variable t.iivoUluble) cost of coDtlnnod Nerv-
iro:

Tost incurred on the branch llnr 334,713
Cost of intruding branch line Co FRA

Cln-w 1: (1/10 of total upgrading
cost) —. 0

Cost incurred beyond the brun<-h Line 50,058

TotuL variuWe (avoidable cost 384,771

Xet contribution (loss) : total. . ' (25MJ,070)
Average per i:urloa<i._ .. (436)

This lino would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating! speed of 10 m.p.li.).

Geneva traffic, was erroneously credited to this seg-
ment in the PSP. None of the Geneva shippers is within
the miU'post limits. These, shippers will continue to
receive service.

It was suggested that ihc LV t rnffu- at Victor be added
to the PC traffic at. Victor (Line No. 98). There is no
connection between the two lines and construction of
such a connection would require, more than 2 miles of
track. The. level of the involved traffic docs not justify
the required expenditure.

Service to this line generated n lo^s of $296.070 in
lf)7:J. Recovery of this loss would require approximately
an eightfold increase in traffic or a 334-percent rate,
increase. Although, the shippers served by this line have
provided information imlicatiiijr some traffic growth,
the projected traffic level is significantly less than that
required for viability.

Disposition

This portion of the Jersey City-to-Buffalo line is not
designated for transfer to Consolidated Rail Corp. and
is available for subsidy pursuant to section 304 of the,

PORTION OF THE JERSEY CITY-BUFFALO LINE

USRA Line No. 7023

Lehigh Valley

PC to SyruuM
PORTION JERSEY
CITY-BUFFALO
LME LV PAL JUNCTION

jBATtVIAlLlf l Gtltac'ni'*: /N..1-"

CMMIM i «r«niiif RR
.» •'

. . -
*•

This portion of the Jersey City-Buffalo line extends
from P. & L. Junction, (Milepost 394.1) to Batcwia,
N.Y. (Milopost 411.0), a distance of 16.9 miles, in
Genesee. Monroe, and Livingston Counties, N.Y. At
P. & L. .Function the line continues eastward to Geneva
(sec Line Nos. 1025 and 1022), and at Batavia it con-
tinues westward to Buffalo (see Line No. 1021). At
P. & L. Junction thu line connects with the G&nesee &
Wyoming IIR and the Rochester Branch of the Balti-
more & Ohio. Batavia is also served by the PC and EL.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Batavia 312

Total carloads generated by the line 312
Average carloads per week 6.0
Average carloads per mile 18.6
Average carloads per train 3.0
107.3 operating Information:

NumbiT of round trips iier year 104
Es.11iuu.ted time per round trip (hours) "7.0
Locomotive horsepower — It500
Train crew size 4

Public Comments on Preliminary System Plan

International Salt Co. is located on the Genesee and
Wyoming Railroad (G&W) at Retsof. The G&W con-
nects with the EL at Greigsville, with the PC (Line
112) at G&W Junction, and with the LV (Line 1023)
at P&L Junction. International Salt noted that if EL
becomes a part of ConRail, G&W customers will no
longer have, a choice of connecting lines.

The LV noted that 4,096 carloads of International
Salt's traffic were interchanged at P&L Junction in
1973 and 6,799 carloads in 1974. With the exception
of 182 carloads in 1973, this traffic moved east over
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Line Nos. 1023 and 1025. LV noted that the Interna-
tional Salt traffic interchange with the PC influenced
TJSRA's decision to retain Line 112 in ConRail, even
though it requires upgrading. LV questioned the logic
of eliminating two of its mainline segments, both of
which require no upgrading, and retaining the PC
segment which does. Use of the PC line would mean
that International Salt's eastern traffic would have to be
backhauled.

Caledonia Lumber & Coal Co., Inc. received 180 car-
loads of forest products in 1974.

Batavia Waste Material Co. ships 173 carloads per
year. If improvements in service were made, the com-
pany would ship 268 carloads per year.

Northern Propane Gas generates 80 carloads per year.
If service were lost, the firm would have to absorb a
$10,000 increase in transportation costs or transfer to
another location.

GTE-Sylvania moves 183 carloads per year. If service
were improved the company would ship an additional
75 carloads. If service ceased, the company would have
to absorb a $40,000 increase in transportation costs.

Consideration must be given to the total revenue
that would be lost to ConRail if this line is not included
in the Final System Plan. In 1973, the 451 cars on this
lino generated a total revenue of $305,555; only $90,805
was attributed to the line.

Information for Line-Transfer Decision

Revenue received by LV $78,577
Average revenue per carload $252

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line 164, 513
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 0

Cost incurred beyond the branch line— 33,603

Total variable (avoidable) cost 198,116

Net contribution (loss) : total (119,539)
Average per carload (383)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

A further review of this line indicated that Caledonia
was erroneously credited to this line in the PSP (see
Line No. 1025). The salt traffic from the G&W can move
to Rochester via ConRail over Chessie trackage rights
rather than via Line No. 114.

Service to this line generated a loss of $119,539 in
1973. Recovery of this loss would require approximately
a threefold increase in traffic or a 152-percent rate
increase.

Shippers at Batavia can continue to recei/oe service
provided the State of New York builds a connection
from the PC line to the LV lime.

Disposition

The portion of the Jersey City-to-Buffalo line between
Milcpost 409.5 and Milepost 411.0 shall be transferred
to Consolidated Rail Corp. if the State of New York
builds a connection from the PC line to the LV line.
The remainder of the line from Milepost 394.1 to Mile-
post 409.5 is not designated for transfer to Consolidated
Rail Corp. and is available for subsidy pursuant to sec-
tion 304 of the Act. Public officials have recommended
that certain rail rights-of-way be used for other public
purposes if rail service is discontinued. For line-specific
recommendations, see section C of this appendix.

PORTION OF BUFFALO-TO-JERSEY CITY LINE

USRA Line No. 1024

Lehigh Valley

EL to Nia(ara Falls PC to Black Rock

\ \ LV 10 Niajara Falls

PC to Buffalo. Cleveland.'. \ rS™' . , *
and N.agara Falls-. \ •'"""«'. 1-• -

* PC t» Syrian.
and N.agara Falls-. \ \"™lt«). J,- - \^

EL "•""»'• ̂  IT'^v I NIAGARA JUNCTION ~P~"*—
andNSKRy ^^o P- X, »>.—-̂ ™ii—™J«_

Buffalo /Tifft JunctionN T * BATAVIA(LV)- i \
I f^ \ I ! LV to Jersey

LV to Tifft Street PORTION OF JERSEY
CITY-BUFFALO LINE LV

— 270 miles

This portion of the BufYalo-to-Jersey City Line ex-
tends from Batavia (Milepost 411.0) to Niagara Junc-
tion, N.Y. (Milepost 438.0), a distance of 27.0 miles, in
Genesee and Erie Counties, N.Y. The line continues east-
ward from Bataviu to P&L Junction (see Line No.
1023). At Niagara Junction it connects with LV branch
to Niagara, Falls. Batavia is also served by the PC and
EL. Presently this line serves as a segment of the Lehigh
Valley Buffalo-to-Jerscy City line.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Depew 8

Total carloads generated by the line-
Average carloads per week
Average carloads per mile
Average carloads per train

8
0.2
0.3
0.5



1973 operating information:
Number of round trips per year 16
Estimated time per round trip (hours) 10.0
Locomotive horsepower 1,500
Train crew size 4

Public Comments on Preliminary System Plan

New York State Railroad Task Force corrected the
Plan by pointing out that Williamsville is not on this
line, instead being legated on the LV Suspension Bridge
Branch.

New York State Department of Commerce said that
if service on this line is discontinued, five finns have
indicated they would go out of business and four olhers
would have to relocate, "adding more than 900 to the
jobless rolls."

N.Y. DOT does not oppose the abandonment of Line
No. 1015 as long as a switch is installed at Smithboro to
serve the only rail user on this line.
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rail service is discontinued. For line-specific recom-
mendations, see section C of this appendix.

Information for Line-Transfer Decision

Revenue received by LV
Average revenue per carload

$840
$105

Variable (avoidable) cost of continued
service:

Coat Incurred on the branch line 190,176
Cost of upgrading branch line to ERA

Class J : (1/10 of Iota! upgrading cost) _ 0
Cost Incurred beyond the branch line 261

Total variable (avoidable) cost 196,427

Net contribution (loss) : total (193,587)
Average per carload f24,448)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

This line was reanalyzed to exclude all Buffalo traf-
fic which would continue to receive service by ConKail
(as stated in the PSP). The Buffalo milcpost was
moved eastward to Niagara Junction.

Service to this line generated a loss of $195.587 in
1973. Recovery of this loss would require approximately
a three hundred thi rtyfold increase in traffic or a 23,284-
percent rate increase.

Disposition

This portion of the. Buffalo-to-Jersey City line is not
designated for transfer to Consolidated liail Corp. and
is available for subsidy pursuant to section .'504 of the
Act. Public officials have recommended that certain
rail rights-of-way be used for other public purposes if

PORTION OF JERSEY CITY-TO-BUFFALO LINE

USRA Line No. 7025

Lehigh Valley

P&L Unction

\ ELtoRoehoitor L¥ „ R.d,.,ur
LV to Bufhle '( BtO to Rodiutn ^7 1 x

u».» H^-5 1 .'•'"' ! HOmita (ROCHESTER
no-̂  ^**^-' CALEOOHl* | ^ JUNCTION

r-._._._._ . _ .. :-OCi1**nii
— — — — ~&U* Hmaim

PC.B.U... 1 : 'V-N
E.LJ^

EL to Atoct emnl 4 ̂ .̂j,,,

RR to R**wf

.-̂ i I U LVtt,J.™,0«)r
Avon' . | ^x^

j LV U Lima

PORTION. 'JERSEY CITY
•TO-BUFFALO LINE. LV

This portion of the Jersey City-io-Bufhilo Line ex-
tends from Rocltc&t.Ki' J-u-nftion (Milepost H79.o) to
Caledonia, N.Y. (Milepost 392.5), a distance of 13.0
miles, in Livingston and Monroe Counties, N.Y. This
line continues westward from Caledonia to Buffalo and
eastward from Rochester Junction to .lersey City, N.J.
(sees Line Nos. 10215 and 1022). At Rochester Junction
the line connects with the Rochester Branch of the LV
to Rochester and Lima (see Line No. 1000).

Public Comments on Preliminary System Plan

The LV stated that this line i? an important carrier
of overhead traffic from the International Salt Co.,
which is located on the Genesee & Wyoming RR at
Retsof. See the discussion under Line No. 1023.

Information for Line-Transfer Decision

This line does not directly serve any shippers and
is not planned to be used for through service. All LV
shippers at Caledonia will continue, to receive service
from Conltail. The salt traffic will be handled by PC
crews from Rochester over B&O trackage into the yard
at P&L Junction.

Disposition

This portion of the Jersey City-lo-Buffalo Line 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 discontinued. For line-specific recommenda-
tions, soc sect ion C of this appendix.
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PORTION OF PIERMONT BRANCH

USRA Line No. 7213

Erie Lackawanna

This portion of the Piermont Branch, extending
from Nanuet Jwnation (Milepost 9.0) to Spring Valley,
ff.Y. (Milepost 11.5), a distance of 0.5 miles, in Rock-
land County, N.Y., a line which was recommended for
inclusion on page 23 of the Supplement, to the Prelim-
inary System Plan, shall be transferred to Consoli-
dated Eail Corp. The Chessie System will provide the
local freight service.

PORTION OF PIERMONT BRANCH

USRA Line No. 7214

Erie Lackawanna

This portion of the Piermont Branch, extending from
Spring Valley (Milepost 11.5) to Tollman*, N.T.
(Milepost 16.5), a distance of 5.0 miles, in Rockland
County, N.Y., a line which was recommended for in-
clusion on page 24 of the Supplement to the Preliminary
System Plan, shall be transferred to Consolidated Rail
Corp. The Chessie System will provide the local freight
service.

NEWBURGH BRANCH

USRA Line No. 7277

Erie Lackawanna

EL to Montgomery

i
Campbell Hall JunctionA-'

EL toPortJfervii

GREYCOURT/

EL to Port Jervii

PC to Poufhkeepiie

PC to Selkirk

NEWBURGH

I
•

/ NEWBURGH •
\ I BRANCH. EL M-PC to Weehawken. N.J.

\ I I

LftHRto
Phillipibur*. N.J.

Nawburgh Junction

I EL to Surfem. N.Y.
I and Hoboken.N.J.

The Newburgh Branch extends from Greycourt
(Milepost 0.0) to Newburgh, N.T. (Milepost 19.1), a dis-
tance of 19.1 miles, in Orange County, N.Y. At New-

burgh, this line connects with the River Line of the PC
(see Line No. 709). At Greycourt, it connects with the
EL Hoboken-Port Jervis line and the Lehigh & Hudson
River Ry (see Line No. 1700).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Blooming Grove 8
Washingtonvllle 14
Salisbury Mills 1
Vail's Gate 406
Vail's Gate Junction 0
New Windsor 275
West Newburgh 7
Newburgh 630

Total carloads generated by the line 1,336
Average carloads per week 26.7
Average carloads per mile 69.9
Average carloads per train 8.6
1973 operating information:

Number of round trips per year 156
Estimated time per round trip (hours) 12.0
Locomotive horsepower 1,000
Train crew size 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" revealed that
this area has been classified as economically depressed
with an unemployment rate of 9 percent. If rail service
were discontinued only 2 of the 16 shippers would be
able to use piggy-back service, 1 company would be
forced to relocate, 10 companies would switch to truck
transport, and there could be a loss of 1,500 jobs.

The Railway Committee of the Greater Newburgh
Chamber of Commerce complained of the poor Erie-
Lackawanna service, and the reduction in pick-up and
deliveries from 5 days per week to only 3 days per week.

At the most recent RSPO hearings held in March
1975, it was reported that Brotherhood Winery received
10 carloads in 1973 at Washingtonville.

Information for UneTTransfer Decision

Revenue received by EL $656,230
Average revenue per carload $492

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line 249,047
Cost of upgrading branch line to FRA

'Class I: (1/10 of total upgrading
cost) 0

Cost Incurred beyond the branch line 455,323

Total variable (avoidable) cost 704,370

Net contribution (loss): total (48,140)
Average per carload (36)
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This lino would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Although service to the entire line generates a loss,
service- by Con Rail from Ncwburgh to that port ion of
the line from Milnpost 13.0 to Milepost lft.1 (serving
shippers at Xewburjrh. West. Xowburgli, New Windsor
and Vail's Gate, who generated 1.316 carloads in 1973)
would generate $(ii5 1.611 in revenue and Sn47.211 in
costs with a resulting contribution of $104,400.

Service to the remainder of the line (from Milepost
0.0 to Milepost 13.0 serving shippers at Blooming Grove,
Washingtonville and Salisbury Mills who generated 18
carloads in 1!>73) would generate $o,633 in revenue and
$90,160 in costs with a resulting loss of $93.533. Re-
covery of costs would require approximately a seventy-
fivefold increase in traffic or a l.GGO-pcrcent rate in-
crease over the 1 973 levels.

Disposition

The Newburgh Branch shall be offered for sale to the.
Cliessie System, a profitable carrier operating in the
Region.

If this offer is not accepted, the portion of the New-
burgh Brunch from Milepost 13.0 to Milepost !!>.! shall
be transferred to Ihe Consolidated Hail Corp. and the
portion of the \ewburgh Branch from Milepost 0.0 to
Milepost 13.0 is not designated for transfer to Con-
solidated Rail Corp. and is available for subsidy pur-
suant to section 304 of the -'Act. Public officials have
recommended that certain rait rights-of-way be used for
other public purposes if rail ?e.rvice is discontinued. For
line-specific recommendations, see section 0 of this
appendix.

PORTION OF MONTGOMERY BRANCH

USRA Line No. 7219

Erie Lacka wanna

This portion of the Montgomery Branch extends from
Campbell Hall Junction (Milepost 5.8) lo Montgomery,
N.Y, (Milepost 10.5) , a distance of 4.7 miles, in Orange
County, N.Y. At Campbell Hall Junction, the line con-
tinues south to MQ Junction. It connects at Campbell
Hall Junction with the PCs Maybrook Branch and at
Montgomery with the PC's Wallkill Valley Branch (see
Lines 136a and 136).

Traffic and Operating Information
Stations (with their 197S carloads) served by this line :

Montgomery
Campbell Hall Junction

80
0

/4—PC to Kingston

MONTGOMERY PC to Poughkeepsie

PORTION OF MONTGOMERY f \ X
BRANCH. EL \.f 4.7 mjles -X

/

\ MQ Junction

EL to Port Jervis /

Total carloads generated by the line 30

"~~.~^ EL Graham Line

V
I

L&HR to Phillipsburg, N.J /

EL to Suffem, N.Y. and Hoboken. N.J

Average carloads per week 0.6
Average carloads per mile 6.4
Average carloads per train 0.6
1973 operating information:

Number of round trips per year 52
Estimated time per round trip (hours) 1.3
Locomotive horsepower 1,000
Train crew size 4

Public Comment on Preliminary System Plan

The Orange County Planning Board proposed that a
2.0-mile connection be constructed between the PC May-
brook Branch (USRA Line 667), immediately north of
the N.Y. Route 17K railroad overpass, and the PC Wall-
kill Branch (USRA Line 136), immediately south of its
crossing of Coldenham Road in the Village of Walden.
This connection would concentrate north-south service
along the Wallkill Valley corridor, improve service in
the area, strengthen the Maybrook Yard, and give the
MTA a viable alternative rail link to Stewart Airport.

The Board urged that no decision be made on the
termination of service on Line 1219 until this connection
is put into operation.

The Interstate Bag Co., Inc. and other users, pointed
out the apparent inconsistency between the USRA rec-
ommendations for Lines 1219 and 136. The company
quoted USRA as stating that Line 136 is required for
through freight service, but this would be impossible if
Line 1219 were abandoned.

Users of this branch stated that the USRA figure of
$33,420.00 annual operating costs is too high.

The Town of Montgomery pointed out that it requires
railroad service to continue to attract industrial cus-
tomers and maintain a t&x balance.

Breda Lumber Co., the largest shipper on the seg-
ment, shipped 26 cars in 197*. It estimated that the other
users on the line shipped 30 cars.
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Information for Line-Transfer Decision

Revenue received by EL $11,510
Average revenue per carload $884

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 33, 772
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) 0
Cost Incurred beyond the branch line— 11,071

Total variable (avoidable) cost 44,843

Net contribution (loss) : total (33,333)
Average per carload (1, 111)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

A review of this line determined that it is required for
through freight traffic.

Disposition

This portion of the Montgomery Branch shall be
offered for sale to the Chessie System, a profitable rail-
road operating in the Region. ConRail will retain the
present PC trackage rights. If this offer is not accepted,
the line shall be transferred to the Consolidated Rail
Corp.

PORTION OF CRAWFORD BRANCH,

NYO&W BRANCH

USRA Line No. 7220

Erie Lackawanna

This portion of the Crawford Branch and the
XYO&W Branch, extending from Middletmon (Mile-
post 0.0) to Fair Oaks, N.7. (Milepost 4.9), a distance
of 4J9 mifas, in Orange County. N.Y., a line which was
recommended for inclusion on page 26 of the Supple-
ment to the Preliminary System Plan, shall be offered
for sale to the Chessie System, a profitable carrier
operating in the Region. If this offer is not accepted, the
line shall be transferred to Consolidated Rail Corp.

PORTION OF CRAWFORD BRANCH

USRA Line No. 1227

Erie Lackawanna

This portion of the Crawford Branch extends from
Crawford Junction (Milepost 0.0) to Pine Bush, N.Y.
(Milepost 10.0), a distance of 10.0 miles, in Orange

PINE BUSH

10.0 miles

CRAWFORD JUNCTION

EL to Suffem, N.Y...
-O-_.__ JL_ and Hoboken. N.J.

" " "

PORTION OF CRAWFORD.
BRANCH. EL

Fair Oaks £»

NYO&W Branch. EL x

EL Graham Line

EL to Port Jervis

-I
Ho wells Junction

/\
.* Middletown & New Jersey Ry

•* to M&U Junction

County, N.Y. At Crawford Junction, the line continues
southward to Middletown. The EL's NYO&W Branch
diverges at Crawford Junction (see Line No. 1220).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Crawford Junction
Circleville
Bullville
Thompson Ridge
Van Keuren's
Pine Bush

0
0

55
0
0

263

Total carloads generated by the line 318
Average carloads per week 6.1
Average carloads per mile 31.8
Average carloads per train 3.1
1973 operating information:

Number of round trips per year 104
Estimated time per round trip (hours) 5.0
Locomotive horsepower 1,000
Train crew size 4

Public Comment on Preliminary System Plan

The Orange County Chamber of Commerce agreed
with the USRA figure of 318 carloads for the branch
in 1973.

The Chamber reported that the largest user of the
branch, VAW of America, expects its receipt of 216
cars in 1973 should triple by 1990.

The Chamber stated that Modern Milling Co. gen-
erates 12 to 15 carloads per year presently but formerly
utilized 40 care per year. If service were improved the
company would return to the higher level of use.

VAW of America is located in Ellenville. N.Y.,
which has no direct rail service. In 1974 the company
received 255 cars at Pine Bush, representing approxi-
mately 30 percent of the company's incoming metal
shipments.


