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September 28, 1982 352 -~ So00 Acguisition of
Rock Island Trackage

J. T. Hartnett
Ray H. Smith/l;;)

Access to Rock Island industries at Des Moines and
other competitive Rock Island stations.

I would appreciate your help in working with Joe Darling to firm
up our plans for access to industries at competitive points.

Each competitive station should be analyzed with information devel-
oped as to Rock Island industries, industries on competitive lines,
the potential of each, including hard numbers for their productivity
via Rock Island or Soo Line from the 1978 revenue tapes.

Concurrently, with the identification of this potential, arrange-
ments will have to be made for interchanges at each terminal in
order to reach those industries served by other lines but open to
reciprocal switching.

I would suggest that you and Joe put together several itineraries
to accommodate "across the table" discussions with industries
served by competing lines and to make an on-the-ground physical
inspection of facilities available for accessing such industries
through reciprocal switching. From such. travel you should develop
an inventory of potential business for the Soco, if it requires

Rock Island, for each industry. I would think you would want to
develop some sort of a fact sheet for each industry included in the
survey.

I expect that the revenue projection which you developed from 1978
data, both Rock Island and Soo, and forming the base for our offer
to the Rock Island Trustee, includes participation in traffic to
and from industries not directly served by Rock Island, and in
order to solidify those revenue prcjections, it is essential that
we capitalize on those opportunities.

In addition to competitive stations on the main line, you should
also review competitive stations on the branch lines, including
Belmond, Garner, Emmetsburg and Goldfield, etc.

Alsco, in anticipation of our working something out with the Trust-=e,
I don't think it is too early to commence an inventory or tabula-
tion of the value of each station, identifying from the 1978 data,

by station, the number of cars forwarded and received, and commodity.
In other words, we now need, anticipating a sales blitz against the
potential, the traffic as identified from 1978 data susceptible to
Soo penetration. This is the base on which our revenue projection
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in turn, our offer to the Trustee is based. These opportuni-
must be identified and set up for a sales campaign to be sure
the revenue projection is, as a minimum, completely fulfilled.

to:w




KANSAS CITY TRIP

Week of September 27, 1982

The MKT Glen Park Yard, located at Figure No, 30 on the map, is a small
vard located in the vicinity of 7th Street. 7th Street passes over the
west end of the Glen Park Yard. There's a very large Bunge grain elevator
located immediately east of 7th Street and just on the south side of the
Glen Park Yard. This appears to be the main yard of the MKT inasmuch as
there is a one-stall engine house and fueling station as well as a turntable
and a sand tower. The yard tracks appear to be only about 20 car lengths
long, possibly 30 on the longest tracks., It appears to be about two groups
of ten tracks each. A switch tender located near the west end of the yard
indicated that during normal times they work two engines at each end of the
yard on each shift, making a total of six assignments for the day. However,
at the moment, the engines are not working at the east end of the yard, so
they have a total of three engines per day.

Frisco (Burlington Northern) Rosedale Yard, Figure 28 on the map. This yard
is full of what appears to be bad order cars or stored cars. Most of the
tracks are rusty--there does not appear to be activity of any kind at this
time. The east end of the Rosedale Yard is located under the 7th Street
Viaduct and extends east of the 7th Street Viaduct with a few of the tracks

a distance of about a % of a mile. There is an old switch tender's shanty
near the east end of the yard with the windows broken out of it, indicating
it is not in service. There appears to be one clear track through the yard
used as a running track currently. This yard consists of really about three
or possibly even four yards from what we can see near the east end. There
appears to be about three switching leads near the east end and there must
ten to twelve tracks on each lead. The tracks in this yard appear to be
about 30 to 40 car lengths long, some are possibly longer. The rail appears
to be very good, heavy steel for yard tracks. The rail appears to be
between 90 pounds in some places and 112 ‘pounds in others. It appears

there could even be some 115 pounds. The main line appears to be two main
tracks in good condition, both being used--well tied and ballasted, running
along the south side of the yard and just north and parallel to the MKT
tracks. At the west end of the Frisco Yard is a nice two-story brick
building with a blacktop paved parking lot. We note there is one light on,
it's now about 6 p.m, Although the building is apparently in service with
someone, there appears to be a car shop building with four tracks through

the car shop, however quite a little grass has grown up in the lead area, so
it appears this car repair facility is not in service at this time. Adjacent
to the car shop building is a brick one-story structure which was, no doubt,
the welfare facilities and so on for the car department. This brick building
was also, no doubt, the materials and stores building to support the car shop.
The building appears to be in the final stages of cleaning out of material
from the building. There do not appear to be tools or parts of any extent

in the car shop building itself, and we note there is a pile of steel cabinets
which formerly held parts outside. I suspect the material has been moved or
is being moved to another location in Kansas City. The only use being made
of this yard at the present is for the storage of cars. There is a very
large grain elevator located on the south side of the yard near the west end
and right near the car shop area. The car repair shop is long, it has only
four tracks, but each of the tracks will hold about 10 to 15 cars. The car
shop office area is obviously being vacated. There are towers at each end

of the yard, one at each end of the yard, having lights which appear to be
adequate to light the leads only.




Frisco-Rosedale Yard (continued)

Near the west end of the yard and just east of the two-story brick building
are four steel buildings which appear to be sectionmen's shanties, all in
good condition from the outside.

MKT Yard. We next drove down to the east end of the MKT Yard, and we noticed
a piggyback terminal. I see a portable ramp--there's an MKT yard office
which is a one-story brick building, and really quite a number of trailers
stored around. I notice MKT tractors for pulling the trailers. It appears
the business end of the MKT Yard is the east end. The yardmaster is on duty
at the yard office in the area of the piggyback operation, and as we stand
here now, the Burlington Northern is pulling in with a switch engine which
appears to be an interchange to the MKT. We note that it's not all trailers
in the TOFC area, there are a large number of containers on chassis. The
initials on some of the containers are: TOLU, CONU, CTI, LYKU, UFCU, and

I see chassis with the initials LYKZ, TSHI, and one ZIM.

There's another huge grain elevator just east of the Glen Park Yard, apparently
on the MKT main line., I'm unable to note a name on the elevator. There is an
elevated track that appears to be a hew track--the steel appears new and it's
on concrete pillars which start ascending from a short ways east of the east
end of the MKT Yard and curves up and on to the elevated track of the Kansas
City Terminal Railroad. This new track appears to be Kansas City Terminal
also. At the time, we are in the vicinity of the Kansas City Terminal
Roundhouse--we note six wooden cabooses and three switch engine type locomotives.
Also, there are about 30 or more small covered hoppers which are Morrison-
Knutson cars apparently stored on the property of the Kansas City Terminal.
There is a maze of tracks in all directions under the elevated Kansas City
Terminal line. I note about four main lines which come from the vicinity of
the Frisco Yard and the MKT Yard that curve around and it appears that two
tracks go towards the west, a couple of them split, and I note three main
tracks going north. Also, there are four main tracks running east and west
under the bridge. There appears to be about a dozen power switches which
appear to be Kansas City Terminal switches. The tracks are all heavy rail,
mostly 115 pounds, and are in good condition. Some of them have been recently
ballasted. T note a sign on the bridge with a name "State Line Interlocking.™
A short ways west of this, we find a three-story brick building having a name
"Santa Fe Junction Interlocking.” This is located a short ways east of the
west end of the bridge over the river. We notice a Kansas City Southern
engine with a drag of cars coming from the north and going across the bridge
at the lower level. The KC engine with the drag of cars has quite a few
covered hoppers of Cotton Belt ownership. I suspect it might be -a transfer
going over to the SP Yard. I note it does not have a caboose. There does

not appear to be lights on in the Santa Fe Junction Interlocking Building,
Although it appears to be in good condition, I suspect the signals are being
operated from some other location. A short ways west of the tower, we note
the two main tracks of the Kansas City Terminal lower line going west and
crossing them are two main tracks of the Santa Fe in very good condition. It
appears to be CTC territory. The rail on both the Kansas City Terminal and

on the Santa Te is 132 pound rail at the diamond. There's another diamond
about 100 feet west of the first one, which is a track leading into another
vard which parallels the Santa Fe main line and which appears to be used for
the storage of cars only. There are a few cars in the yard__the tracks are
rusty and somewhat grown over with weeds.




There are two main tracks that come from the south on the Santa Fe and

curve around to the lower level of the bridge. So, apparently the Santa Fe
can cross under the Kansas City Terminal Bridge at the lower level. While
we're at the crossing, we note a CNW switch engine with a drag of cars coming
from the north and heading south toward the Santa Fe. It's a pretty good
drag, and T note several cars of British Columbia Railway lumber. It appears
the CNW is headed for the Santa Fe with their interchange. They have about
35 cars--some of it is lumber, there are some CNW box, some GATX tanks, a few
ADM covered hoppers, some Winchester and Western hoppers, a Halliburton
covered hopper which is a short car (HWCX 40990), the caboose is a very
freshly painted, good looking CNW caboose of recent vintage. A short ways
north of Santa Fe tower and just a short ways north of the high-line bridge,
we have the two main lines of the Santa Fe and also what appears to be two
main lines of the Kansas City Terminal coming from the east and swinging
north. There's an absolute maze of power switches, and as I look north I

see four main tracks going north and south and there are two main tracks
which curve starting from the north moving southwest toward the lower level
of the bridge over the river. So, it appears then, that there are probably
two main tracks of the Kansas City Terminal plus the two main tracks of the
Santa Fe with connections from the Kansas City Terminal tracks which are on
the east, crossing the Santa Fe mains, and over to the lower level of the
bridge as I described earlier. These are all equipped with power switches.
Just to the east of this and also running north and south are two more tracks
which have not been used for a long time. The easterly of these two mains
has a spur into the Jorgensen Steel Company which appears to be a small steel
fabricator of some kind. The two main tracks mentioned above are found to
stub end along the Kansas City Terminal main line in the viecinity of the
State Line Interlocking. Obviously there have been some track changes here
in recent years which took these two tracks out of service at the east end.

As we again approach the interlocking at State Line, we note a Santa Fe
movement of two locomotives and about a dozen cars coming from the east over
what we believe to be the Kansas City Terminal trackage. Included in the
drag were three (?) cars of wire in Missouri Pacific gons, so they may be
making a pull from the MoPac somewhere north of here. In describing the
movements which can be made on the upper level, we note there are two tracks
that go towards the east towards the Union Station and one track that swings
to the south toward the old Frisco Yard and the MKT Yard.

As we return to near the east end of the bridge at the location called

"Frisco Crossing Interlocker™ where the upper level splits and we have three
main tracks going north, we notice a Burlington Northern movement with three
big locomotives coming north--apparently from the area of the Frisco Yard

and probably going north to the BN Yard. They have three Burlington Northern
locomotives and one Frisco locomotive--two SD 40s, one GP 38, and I didn't
catch what the Frisco was. Most of this drag of cars seems to be loads--they're
weighing heavy on the springs. There is quite a conglomeration of cars on

the train. We note a number of Southerns, we note quite a number of mechanical
refrigerators which appear to be loaded (some of which are running), some PFE
insulated cars, some piggybacks, some Frisco cars, (We note one hobo got off
the train with his traveling bag. He's actually carrying a suitcase which
seems rather unusual for a died-in-the-wool hobo typel) Here are more cars

off the L&N--its a rather long train. We think the train had about 160 cars.
Burlington Northern caboose.




As we review the map, the small yard immediately south of the Santa TFe
Junction Tower is called Rex Mill Yard on the Santa Fe. The map shows a
crossing on the Santa Fe just west of that, but right along the edge of
the river and that crossing is no longer there.

KCT Mill Street Yard, Figure 1 on the map.

The KCT Mill Street Yard appears to be an active yard, there is a cement
block yard office or shanty at the east end of the yard. There appears to

be a split lead with about 10 to 15 tracks on each lead and two main tracks
or running tracks around the north end of the yard. This is light rail

and is currently being used. The tracks extend from about 7th Street on the
east end to near 12th Street at the west end, and we have only one main track
from a point just west of 12th Street to the west. This yard does not appear
to be a classification yard but rather an industry car holding yard. We note
there are quite a few tank cars in the yard, a few empty box, and that's
about it. There is a North American Car shop just to the south of the yard,
and we note some gondolas with wheels in them. It would be difficult to
bring a big train into this yard from what we can see, due to the number of
short tracks.

Kansas City Southern-Armourdale Yard. It appears some tracks have been
removed from between the KCT Mill Street Yard and the KCS Armourdale Yard,

as there is a roadway down between them and only a few tracks in the KCS
Armourdale Yard. It appears to be only three tracks and a main line and the
three tracks are probably 20 car lengths long. Here again, this appears to
be simply a holding point for industry cars. It appears there were additional
tracks to the south of the existing three tracks, and probably an additional
main line or running track south of that. There are a few pieces of rail and
so on to the south and also what appears to be an old grade. I'm not sure,
however, I believe Earl Hare mentioned the Cotton Belt interchanges with the
Kansas City Terminal at the KCT Mill Street Yard and it appears on the map
that it would also be possible for the Cotton Belt to interchange with the

KCS at the Armourdale Yard, however, due to the few tracks and the location,
it is probably not done.

The yards in the vicinity of the Fairfax Bridge across the Missouri River,
namely the UP DOP Yard and the UP West Yard are heavy industry with the UP DOP
Yard being an automobile plant (we understand to be General Motors). The

UP West Yard--we note some grain elevators plus a big iron and metal company.
The entire area from Quindaro Yard north appears to be warehousing for a
number of industries--General Electric, Goodyear Tire, etc. There appears to
be a large bakery called Sunshine Biscuits, an International Harvester Parts
Distribution Center, there's an Owen's Corning Fiberglass Warehouse,
International Paper Warehouse, a large lumber warehouse, a large coal-burning
municipal electric plant. The grain elevator is huge, we did notice some
barges on the river just to the north of the grain elevator. The coal for
power plant is brought in by rail. The car initials are WAFX.

As we move over to the east of 7th Street, or Hallock Road, we note a Union
Pacific drag with a train of auto rack cars coming from the south going north
to the UP BOP Yard. We note a Westvaco Container Division Plant, National
Fire Sprinkler Corporation, Kendell Motor Oils, A.E., West Petroleum Company,
Olin Water Treatment for Industry, an RCI plant (which I believe is a chemical

company), a large Owens-Corning Fiberglass Plant, a Simmons Company Plant,
a General Motors Assembly Plant.




This complex.is an extremely large industrial park area. This area must
generate a great deal of rail traffic as well as a great deal of truck
traffic. There's a large Phillips Petroleum Company 0il Refinery served by
the Union Pacific in the south end of the airport area. There's a Williams
Pipeline either storage facility or refinery--I can't tell if it's one
refinery or two. There's a large plant called Midwest Conveyor, another one
called Union Asphalt. The entire area is served by the Union Pacific Railroad.

From Polo, Missouri, to Birmingham are two main tracks--the west of which
belongs to the Rock Island, the east of which belongs to the Milwaukee Road.
When we: reach Birmingham, then the two tracks continue but under joint
ownership. As we proceed farther south, we reach Freight Line Junction which
is located south of the Missouri River Bridge (Harry S. Truman Bridge); and
at Freight Line Junction, we have three tracks diverging to the right or
southwest. At this time, the most westerly track is obviously in service

and in relatively good condition. The middle track is not in service at this
time, the dual-control switch being spiked. The easterly of the three main
tracks is in service, If all tracks are in service and all dual-control
switches operative, movement can be made to diverge from the southbound track
to the KCS Yard on the most westerly track, from the northbound main to the
KCS Yard via the middle track, and from the northbound main to the KCS Yard
via the most easterly of the three tracks. In other words, the two easterly
of the three tracks going into the KCS Yard have crossovers extending to the
northbound main or the most easterly of the two main tracks. The Harry S.
Truman Bridge is single track across the bridge. There's a tower located at
the west end of the wye tracks called West Wye Tower. A two-story brick
building which is, of course, at the KCS Yard. The easterly of the three
tracks goes into the KCS Yard itself south of the tower. The westerly two
tracks go into the two running tracks or main tracks on the north side of the
West Wye.Tower which appears to be main tracks along the north side of the KCS
Yard. From all indications, this would be the most handy arrangement for us.
It would be a direct forward movement into the KCS Yard and similarly a
direct movement out of the yard. 1In addition, as we reflect upon the zone
charges which will be assessed for taking our cars anywhere west of this
location and then the prospect of again paying zone charges to bring them
back to various roads which are this side of, for example, the Cotton Belt.




Kansas City Yard Review

The double track of the Milwaukee Rock Island ends at Airline Junction, If
for some reason we were unable to gain access to the KCS Yard or if it were
too expensive, it seems a possible alternative would be to obtain operating
rights from the KCS to enter their running tracks at the north end of their
yard, then make a reverse movement in a south easterly direction toward Air-
line Junction continuing the reverse movement on the KCS Railway as indicated
on the map until the engine was clear of the KCS main line, Then move forward
into the Missouri Pacific Yard and turn the train over to them. This would
require upgrading of the KCS track which is east of the main line as according
to Joe Darling the track is in poor condition and it would require construction
of a crossover from the KCS line to Independence to the Missouri Pacific Rail-
road at some point east of the KCS North-South lines. The assumption here is
that we would be able to make a deal with the Missouri Pacific for them to
handle our cars, It seems highly advantagous for us to guard our train at the
KCS yard or at the Missouri Pacific yard from a time standpoint and also from
the standpoint of the lease possible cost in moving cars to connections across
the city of Kansas City. A variation of the above would be to a pull-in to the
KCS running tracks then back through the Kansas City Southern line to Indepen-
dence which apparently needs upgrading for only a short ways and then cross
over to the Missouri Pacific main line for continued reverse movement and the
subsequent westward movement into the yard,

A third variation would be to construct a connection from the southbound

Rock Island track to the eastbound Missouri Pacific track and then the movement
would be to pull through that connection and then eastward and then make a
reverse movement into the Missouri Pacific yard. The curve is quite tight but
it seems as though it might be possible to do, There is a small switch shanty
and some poles which might require relocation. A survey would be required by
the Engineering Department. Another possible alternative would be to pull
across the KCS diamond and then on over the Mo Pac diamond and then diverge on
a crossover which exists over to the Mo Pac main line, Then once clear on the
Mo Pac main you could back into the Mo Pac Yard making a reverse movement to
the north. It appears this would be a rather hard shove on this reverse move-
ment as it appears to be descending eastward or southward,

Another possible alternative would be to pull across the KCS diamond, then
across the Mo Pac diamond to a connecting track which is located in the south-
east quadrant and connect the KCS main to the Mo Pac main in the southeast
quadrant. Here again it appears it would be a hard shove from the south to
the east to make this reverse movement., From the looks of the rail on this
connecting track it appears as though someone is making some heavy reverse
movement through this connection at this time, because the outside rail of the
cuwe is very badly curve worn and there are metal chips and filings all along
the high side of the curve indicating something is pressing very hard against
that curve and has been for some time, The rail is very shiny, This Mo Pac -
KCS diamond is a very busy location. While we were there watching a Mo Pac
train went east, a Santa Fe train went east and a C&NW train went north, The
C&NW train was delayed for some time waiting while the Mo Pac train was stopped
with the crossing blocked. With the North Western stopped waiting for the Mo
Pac crossing they also had the Kansas City Terminal crossing blocked which is
located just south of the southwest junction and is called Big Blue Crossing
Interlocking. It is evident there would be difficulty at times in making the
movement to get down on to the Kansas City Terminal main track if we wish to
go toward the west side of Kansas City via this route,




Blue River Yard

The Blue River Yard of the Kansas City Terminal No. 2 on the map is a small
yard adjacent to a large Armco Steel Plant, On this date the yard was about
empty and appeared to be five or six track of about 15 or 20 cars long, maybe
longer. If we wanted to give our train to the Kansas City Terminal Railroad
it would be physically possible to pull into the Blue River Yard., Joe looked
at this on a prior trip and found that the wide connections are not in so it
would become necessary to install the connections again and in addition place
diamonds over the Armco Steel Company tracks. It might not be worthwhile due
to the size of the yard. We did not have time to figure out a way to get down
into the yard to get a close look at it,

Lawson, Missouri

At Lawson, Missouri we have the Milwaukee Road main line only. This segment
was a Milwaukee Road Station. At this station we see a siding which is in
place but has not been used for some time with the exception of serving a
small fertilizer plant on the west side of the siding off a spur, On the
east side of the main line there is a house track and grain elevator having
about six round bins which are about 20 feet across and 40 feet high, It is
signal territory, either CTC or automatic block., The siding has not had ties
or ballast for some time, The main line is 115 pound jointed rail with fair
ballast. The Rock Island main line is at the west end of town approximately

3/4 of a mile west of and parallel to this track, We did not get over to
Lawson on the Rock Island but it appears that at Lawson Junction about a mile
and a half north of Lawson where the Milwaukee Road amnd Rock Island mains
come close together there is a siding on the Rock Island.

Polo, Missouri

The Milwaukee Road swings in toward the Rock Island at Polo, Missouri which

is the beginning of the double track between the two roads. As we come in to
Polo, Missouri on the Rock Island there is a siding on the left hand side or
east side and the east switch or south switch of the siding would be at the
junction of the Milwaukee Road as it comes in from the left, There is a cross-
over from the Rock Island main to the siding about a hundred feet north of the
junction so that you could cross from the Rock Island main on a southbound
movement over to the siding and then continue on the Milwaukee Road or the left
hand main on toward Kansas City, I cannot see the west switch or north switch
of the siding so am unable to determine at this point how long it is, Just
after reaching the junction switch we find another crossover from the Milwaukee
Road main or the left hand main to the Rock Island main. So, Milwaukee Road
trains or Rock Island trains could operate on either track in either direction
through Polo. The switches are all power switches. It does not appear they
can be operated by hand. There are two old section shacks on the Rock Island
and one old section shack on the Milwaukee Road and all of this is out of the
little town of Polo by about 3/4 of a mile. I note one Spur Track leaving the
Rock Island to the west, It extends westward about 20 car lengths or so to
what appears to be an old gasoline storage tank facility and could now possibly
take anhydrous ammonia. I noticed some anhydrous ammonia distribution tanks

on trailers. It appears there is probably little business,




Trenton, Missouri

At Trenton the siding extends a long distance south of town, The siding is

on a high fill and is full of box cars at the present time, The main track

is in good condition and is 115 pound jointed rail, Ballast is slag ballast
in good condition, At present the siding is being used only for the storage

of cars., West of the stored cars the rail is very rusty. The main line is

in a cut siding about 15 car lengths south of the raod crossing near the

south end of town right near the location of the signals. As we stand at

the south end of the classification yard just south of the first crossing

we have a dual control switch from the main to the siding, another dual

control switch at the siding end of that crossover, another dual control

switch from the south end of the crossover on the siding to what I will call
No, 1 track and then hand throw switches from there on. No. 1 track appears

to be the running lead for switching or could be and stub ends at a point
about 8 car lengths south of the street crossing. Diverging from the No, 1
track to the south and east is a track going to an industry which appears to
be a rather large fertilizer plant., There is a large round storage tank and

a rather large building that looks to be 50 or 60 feet high, The switch to
this track is right at the south edge of the street crossing. There is
another spur going to the same industry and the switch to that spur is about

a car length north of the street crossing, There is a small wooden telephone
booth near the south end of the yard and a small solid concrete structure
which appears to contain signal equipment, It is locked with a master lock,
has a small horn like device and a light attached to the side of the building
which could possibly be some kind of detector equipment although I see nothing
at track side at this location, There are yard lights along the lead at the
south end of the classification yard. I note about six lights on wooden poles.
At the south end we have the main line, the siding and four yard tracks, The
yard is obviously not being used a great deal at present as the tracks are
quite rusty, Some tie renewal is necessary on the lead as well as some ballast.
We find 90 pound, 100 pound and 120 pound rail in the yard, Other than the
crossing at the extreme east end which I mentioned there are no other crossings
in the yard as near as I can see from the south end. A street does pass over-
head on a bridge. It appears to be at least 50 to 60 car lengths from the south
end to a signal near the north end. The fertilizer operation is the Grace
Agricultural Products., The area south of town and east of town appears to be

a flat, low area, not marsh but it could be during wet times.and apparently the
railroad siding was build on this high fill to get up out of the low area, As
we go down to the east end of this extremely long siding we see a station sign
called Lake, There is a dual control switch, a telephone booth, metal bungalow
with signal equipment and three headed signal for movement to the north and
high mast two headed signals for movement to the south. The area to the west
of the right of way extends for a half mile or 3/4 of a mile and is extremely
flat., It appears it could have been a lake at some time in the far distant past,
About a half mile south of the east switch at Lake is a large bridge., It is a
four span steel girder over a shallow river about three hundred feet wide, In
checking the timetable we note the distance is 3.4 miles from Trenton to Lake
and it is shown as two main tracks Lake to Trenton.

As we proceed further 'into the yard we note an additional classification track
and an additional track to the outside of the yard making a total of six when
they pass under the overhead bridge. Also there are several spur tracks leading
to various small industries. Additionally it is evident there would be room to
add two or three more tracks for classification purposes for a portion of the
distance, There are several crossovers in the yard some of which have had the
frogs or switch points removed. As we stand on the bridge looking north there
appears to be a grain storage facility near the north end of the yard and also




a combination fertilizer and grain storage facility at another location. I
also see an older type grain elevator off to the right and I am not sure
whether that is on track or not. Just to the south of the bridge on the

east side of the yard we notice a Farmers Elevator, They have some grain
storage and it looks like a grain and feed operation. There is an under

track unloading device which extends away from the track a ways and trucks

are unloading grain at this location now, There is an old roundhouse but

no tracks leading to it from the turntable side. There is also an old turn-
table which has not been used for a long time but could conceivably be returned
to service, Up near the west end of the yard we notice a steel building which
is an engine shed having two tracks into the building. At this time there is

a North Western locomotive in front of the building and a caboose at one side.
There is also a cement block yard office building which seems to be in good
repair and we notice a North Western crew apparently waiting to go on duty

in front of the building., They also have a radio based station antenna on a
pole at the yard office building. To the east of the north end of the yard

is a very large factory, apparently the Carnation Milk Company, We noticed
leased cars in the yard leased to the Carnation Company and stenciled to return
to Trenton, Missouri. As we look at the plant we note there are two tracks
going in to one side of the plant, apparently the loading dock area on the
north side of the plant and also two tracks on the south side of the building.
On the extreme south side of the building there are two loading tracks, The
north track has four spots for loading or unloading and the south track has

two spots. That is a total of six tracks in to the plant itself, The two at
the north end of the building appear to be for loading, the two at the south
end for loading and the two in the middle are for unloading of mill supplies,
etc, There are also numerous truck loading docks, The North Western switch
engine has just started to move apparently going on duty at 10:30 AM, There

is an old brick Rock Island freight house building which appears to be in
fairly good repair north of the yard office near the north end of the classifi-
cation yard., Judging by the looks of the rail at most of the industries it
appears we are not getting a lot of rail business from the miscellaneous small
elevators and fertilizer plants at this time however, we could be getting
considerable business from the Carnation Company which is a very large plant.
It appears, however, that there is not enough work to fill the day of a switch
engine at this location alone, The engine has pulled one car presumably a load
from one of the elevators then picked up ten covered hoppers, doubled to his
caboose and shoved the caboose and hoppers back into the yard. Possibly this
assignment could be a road switcher although at this point we don't know where
he would be going to. Looking north from the overhead bridge at the north end
of the yard we see a crossover from the siding or northbound main to the east-
bound main having dual control switches at each end of the crossiver and there
appears to be a third overhead bridge up about 3/4 of a mile north of the
middle one. Both tracks extend beyond it. We note the double track extends
north of Trenton and the timetable indicates the track extends to Cobb so this
would mean we have a total of about 5.6 miles of double track from Lake extending
through to Cobb, Just north of Trenton there appears to be an industrial park
having a number of industries including the Modine Plant, a grain elevator with
about four large steel tanks and a couple of other miscellaneous small manufac-
turing concerns. However, the trackage leading out to the industrial park
appears to be very rusty indicating they have not been doing rail business.
Tindall, Missouri is a very small town and there is one spur track leading to

a small fertilizer facility operated by MFA,

At the town of Spickard which is a very small town we have a spur track with
a switch at the south end., Track is about 440 feet long and there is a rather
small grain elevator having two steel bins about 10 feet in diameter and 20 feet




tall and two small steels bins about 10 feet in diameter and 10 feet tall,
Actually it looks as though it hasn't been used for awhile inasmuch as the
piping is all rather rusty. There is a street crossing over the spur track
and the crossing is full of gravel and and black top.

Mill Grove

The timetable shows a station of Mill Grove having a siding 7,031 feet long.
There is a little village of Mill Grove and a grade crossing over the track
however, there is no siding evident as we view from the crossing. So,

evidently the siding is somewhere outside of town., The town is only about
a half dozen houses,

Princeton

Near the south end of the city of Princeton is an elevator. There are about
eight steel bins being about 20 feet in diameter and probably 30 feet tall

plus one larger steel bin being probably 30 feet in diameter and 10 feet tall.
We note several covered hoppers spotted at the facility as we viewed it from

a distance of about a mile. As we view the track from an overhead bridge we
note main track, a siding and a spur track off the main track having a switch
at the north end serving the elevator mentioned above and also a second track
which serves a fertilizer facility, The first track is a house track as
opposed to a spur inasmuch as it has a switch into the main track again at

the south end of the facility, Most of the siding, and the main line of course,
is in a cut. Princeton is located at the top of a hill in a rather hilly
general area, There is obviously some station switching to be performed here.
At Mercer, which is a small town of probably three or four hundred people there
is a siding, the south end of which is right in the town and the timetable
indicates the siding is 6,069 feet long., - There is an old broken down depot
with a "For Sale" sign on it. The spur track i1s apparently off the siding and

serves a little feed store which doesn't appear to require a great deal of
service,

At a point north of Mercer which appears to be milepost 379.8 we note a ribbon
rail along side the main line of which was apparently going to be installed

and was not. As we look at the rail on the main line we see that the rail on
the east side is 131,28,Illinois 1947; while the rail on the west side is
115,25, Illinois 1948, So, apparently they were removing the jointed 1948

115 pound and going to relay with the ribbon 131.28, 1947 rail. It is ribbon
rail as far as I can see from this location on the east side and jointed rail

as far as I can see on the west side., The ribbon which has not yet been
installed is the 131,28, 1In checking at milepost 379 we note the ribbon rail
has been installed on both rails, At Lineville, Iowa we find a spur track with
a switch at the south end and a second spur leading off of it, There is a large
concrete elevator which looks relatively new having about 4 or 5 concrete silos
plus a large steel bin and device for loading hopper cars. Also on the spur is
a fertilizer facility and apparently they do a big business in anhydrous ammonia
inasmuch as there are many small anhydrous tanks on trailers. Apparently this
facility which is an MFA plant does a considerable fertilizer and grain business,
It appears we would have some local business from this station. At the small
town of Clio there is a spur track 545 feet long which leads to a very small
anhydrous ammonia fertilizer facility. It doesn't appear they do a great deal




of business at this location and the town seems very quiet, There is a grain
elevator in the town, steel bin type and apparently all the business is done
by truck,

Allerton

At Allerton we have a siding which is 15,600 feet long. At the moment it
appears the siding is not being used, however. At the town of Allerton we
find a depot structure which appears to be in quite good condition., It is a
wood frame building with a relatively new roof, We note there is a pole with
an antenna so apparently there is a radio base station in this building., We
see a few vehicles alongside the building so perhaps it is a section head-
quarters, Also at this location we find some containers on flat cars and
there is a company called the Allerton Manufacturing Company which is apparently
doing some export business. We note nine old Rock Island cars which presumably
still belong to the trustee on one of the tracks in Allerton. At this point
the Rock Island line turns north after having been running east for a ways and
the old line of the Rock Island towards Chicago goes straight east, The line
to Chicago is being torn up and we find a huge pile of tie plates, spikes, angle
bars and some rail near the east end of town at Allerton. There are dual
control switches governing movement through the crossover from one line to
another. The CTC ends at this location, The rail line to the east towards
Chicago has been torn up and removed including most of the ties., There is a
dual control switch machine at the location of what was once the east end of
the connection. There is also a signal at that location, apparently the L, B.
Foster Company who performed the salvage was not to take any of the CTC equip-
ment. We took a look at the Milwaukee Road main line a few miles west of
Seymour and found at least at one crossing the weight of rail was 115,25,
There had been some ballast placed in the recent past . and there had been a

tie renewal program, it appeared that about every other tie had been replaced
with creosoted ties, The first crossing of the Milwaukee that we looked at
was just south of a point called Kniffin, Next we stopped at a crossing about
a mile east of that location and found the tie condition was not as good as it
was at the first location. There were a few ties that had been placed new
within the last few years but not very many.and we found quite a few ties that
require replacement, We found the rail the same, 115 pound and the surface
appeared quite good. There was mud pumping at the crossings and the ballast
conditions were generally good, however, The ballast being a sort of porous

limestone material, The first crossing west of Seymour is just about the same
as indicated above,

Corydon

At Corydon we see a spur into an elevator which has a couple of steel type
bins and there is also a small fertilizer storage warehouse, The rail looks
pretty rusty to indicate they have not been doing any great amount of shipping.
This track extends out to the main track with a switch on the south end,

There is a very large grain elevator of steel bins and buildings having about
a dozen steel bins about 20 feet in diameter and 30 feet high plus about a
dozen steel buildings other than bins but the track does not extend to these




buildings. There is a location on the house track, however, which appears
to be a spot where they do drive to the track for possible loading at that
point. There is a small concrete platform at that location and there is
some indication they probably unloaded fertilizer at that spot also. It
appears this is the only track in town that has a switch on each end,

Millerton

At Millerton we have a siding which appears to be out of service, The rail
is rusty, it is overgrown with weeds, the ties are completely shot and there
hasn't been ballast on it for years. The rail, however, is in place as near
as we can see. There is a house track having a switch at each end and the
only industry on it is a fertilizer warehouse which is a wood frame building
about 40 by 60 square feet, one story high. There appears toc be a section
shanty., The little town looks to have died some time ago but has not yet
been buried.

Chariton

At Chariton the Rock Island passes under the Burlington Northern. There is

no track connection. The BN is double main track in very excellent condition,
There is a house track at Chariton to the west of the main and off of the
south end of the house track there is a switch back to an old gas plant but
the switch and frog has been removed and there has not been service on that
switch back for a very long time. As a matter of fact there does not appear
to have been any service anywhere on the house track for a very long time.
There is another spur with a south facing point to an LP gas tank location

but this is all grown up with weeds and it appears there has not been a car
spotted in here in a very long time. The tie condition on the house track is
very poor, It appears there were probably other tracks parallel to the house
track at some time in the past, The city streets pass under the Rock Island
tracks at a couple of locations., There is a very nice old brick building which
was the Rock Island Depot. It is a red brick building with red clay tile roof.
There is a wood platform or dock adjacent to the station platform which is in
relatively good condition, It appears the sectionmen use this building for a

shelter. We note still another underpass for a street crossing just north of
the depot.

Williamson

At this location we have a long siding which is east of the main track and it
does not appear to have been used for some time except possibly to run a
maintenance of way machine or something through it. It has grown up with grass
but something has been over it rather recently and knocked some of the grass
down, On the west side of the main there is a house track having a switch on
the south end only and it has not been used for a long time, There is a ramp
built of very heavy timbers and in good condition which appears to be designed
so that trucks could back up the ramp and dump material into gondola cars.
There are some coal screenings under the dock to indicate that possibly at




some time or other coal screenings were loaded at this location,

Melcher

At Melcher we have a siding a little over 4,000 feet long and it is entirely
grown up with weeds and has not been used for a long time. I am unable to

see what the tie condition or the ballast condition is at the siding because
it is completely covered with weeds. There is a nice neat brick depot building
which is boarded up, roof is in good condition. There is a grain elevator
having about four huge concrete silos and another under construction. The
switch at the north end of the house track has been removed but the switch at
the south end is in place. There is a lot of bridge material piled between
the house track and the main line, some creosoted wood bridge timbers and some
concrete, It appears there is enough material here for bridge renewal of a
complete bridge including piling, so there must be a bridge near here that
needs renewal, Near the north end of the house track is one ammonia tank and
an unloading facility so anhydrous ammonia could be received by rail. It
appears this could be a good loading station and if some additional track were
provided he could probably load 25 car units., It would require extension of
the house track north, The name of the industry appears to be the Coop Feed
Service Center. The town of Melcher appears to be a rather nice small town
and very much alive,

Beech

This is a very small town and all there is here on the railroad is a siding
which is quite long and appears to receive very little use. I note tie condi-
tions is extremely poor in some locations, As a matter of fact, it locks like
it is not even safe to run a train over it because the ties are all rotten in
at least one spot. There is a house track off the siding and there is an
anhydrous ammonia facility on the house track, There is only one storage tank
but I note he does have 15 or 20 portable tanks on wagons so he does do some
business, I am not sure it is rail business however, as there is not a stand
pipe near the track, It is possible he might be able to reach the track side
with hose, however. The house track has a switch on the east end also, A
group of about 20 homes.

Indianola

At the end of the line at Indianola is a very large elevator. It is the

Laverty Elevator, Inc, There are about 10 or more large concrete silo type
elevators reaching about 75 feet into the air. In addition they have a large
open storage area in which they presently have filled and covered with tarpaulin.
The Laverty Elevator is actually located on a looped spur track which leads from
a small yard area. There is also another long spur from this same area that
leads to an area which could be used for team track unloading, It is a rather
long track but there are no industries located on it at the present time, The
little yard I mentioned above is really only the main line plus a siding or run
around track having a crossover between them. The Laverty Elevator Company has




a track mobile so it can perform some of their own switching, Indianola is

a nice clean small town., I would guess the population is probably 7 or 8,000
people, '

Carlisle

There is an elevator at Carlisle that consists of about four steel silos about
30 feet in diameter and 50 feet high and one steel bin about 50 feet in
diameter and 50 feet high. There is an old wooden depot in very poor condition
but it appears to be used by the sectionmen for tools and supplies. There is
a short spur track about three car lengths long near the depot, The elevator
is served by a spur track having a switch on the west end off the branch., The
north end of the branch at the junction with the main is used as a siding. In
other words you diverge from the main track onto the branch and then after you
get in on the branch about 20 car lengths there is a switch off the branch
diverging to a track that goes back toward the main line and this forms the
siding at Carlisle.

Avon

At Avon we have a main track and on the east side of the main a siding and

two tracks on the west side of the main., There is a spur to Agri Industries
which leads from the first track west of the main into the industry, This

is a huge grain elevator similar to those found in Duluth, It is a concrete
structure and in addition there are several large metal bins., The track into
this industry is about 40 car lengths long, There are actually four tracks
leading into the plant and some additional track which leads to a car shop
area which they operate. We understand they own a large fleet of private cars,
I note markings on the cars of ALEX. We note they have a track mobile and on
this date we also note a locomotive, The locomotive is an old Algoma Central
No. 151. Algoma Central has been painted out and the initials are DAWX, The
car shop is a large metal building and I presume they can make most any car
repair there. We note some wrecked cars returned to them on flat cars awaiting
unloading. I also note a fifth long track, the switch to which is inside the
yard, All tracks are nearly full of cars except one,

Also at Avon is a second industry which is a very large concrete elevator
structure, We understand this is a General Mills Flour Mill., There are two
tracks serving what appears to be the grain storage elevator, that is one spur
leading off the westerly most track of the yard into the fenced in elevator
property area and then a second track off the first one just inside the fence,
Then about 200 feet to the north of this is another spur track which leads off
the westerly most yard track into the plant area and proceeds a distance of
about 40 car lengths to the area which appears to be the flour loading area.
There appears to be at least three tracks in the vicinity of the plant itself,
In going through the yard at Avon I find that the siding is full of empty hoppers
with various private markings. There are also about 15 or 20 covered hoppers

on No. 1 track all empty. No. 2 track has about 20 or 25 loads, nearly all of
which -are the Agri Industries markings ALEX and up toward the north end of No. 2

track are a few empties and then about 5 C&NW covered hoppers loaded, The car
movement appears to be from the south end of the yard inasmuch as the west end




of tracks 2 and 3 are somewhat rusty, it appears there might have been a
recent derailment up near the west end and quite a little local gravel has
been dumped. The ties appear to be in very poor condition.on these two
tracks near the north end. Most of them are covered with this new gravel
but I see broken ties sticking up in a few places and I can see the ends of
some ties which look somewhat skewed., There are also tie plates scattered
about, a few truck springs, etc. This track should be repaired before it
receilves extensive use, As I near the north end of the yard I note the

tie condition on the main track is very poor., It appears we have had a
derailment with cars off between the main line and No, 1 track and it is
torn up tie ends and broken ties for about 3 car lengths with some damage
for a distance of about 5 car lengths, It appears the car went off at the
crossing.at the north end of the yard, As I near the north end I see that
No. 1 track and No, 2 track stub end just south of the crossing., The north
30 to 35 cars of each of these tracks is not being used a great deal, and
the north 15 car lengths or so of each of these tracks has not been used
for at least this past year, There would be room to extend tracks 1 and 2
another 3 or 4 car lengths to the crossing and also beyond if desired,
There is this grade crossing at the north end of the yard and it is evident
the tracks 1 and 2 did tie back into the main just north of this grade
crossing, The switch ties, etc, remain in place., There is a bridge just
about 3 car lengths north of the grade crossing so if yard tracks were to
be extended north of the crossing it would be necessary to build a bridge
to accommodate them. -Also, a great deal of fill would be required. The
bridge is a wooden tressle and appears to have been renewed within the last
year or so, It has new creosoted piling and concrete caps. As we drive
around to the back side of the General Mills plant we note there are 3 tracks
which go through a brick building, presumably a loading area, and there are
2 tracks which go through a brick building adjacent to the concrete silos
which is apparently the unloading area then next door at Agri Industries we
note a locomotive painted their colors buried down in the yard and there are
5 tracks at the back side of Agri Industrles so in total thus far we have
seen three forms of motive power.




with head room and doubling in unless the DM has operating rights with the'BN
to provide this head room. The Rock Island Yard at the east of the north-south
line is a very large yard, having at least 30 tracks, has a roundhouse, nice
yard office and tower facility. It has an elevated foot walk over the width

of the entire yard. We note a great many C&NW locomotives stored. There are
quite a few cabooses in the yard all freshly painted. It appears to be a well
layed out flat yard, very straight forward in design, and there is a great deal
more facility than they appear to require at this time. The tracks appear to

be at least 50 car lengths long. With some receiving tracks, which are longer.

The Fort Dodge in Des Moines has a yard the south end of which is a ways north

of Washington Street and extends northward from there. This is a pretty good
sized yard which appears to be used for the storage of cars and for cars for
industry north of the yard. The A. E. Staley Company has a huge soy bean
facility at about Ovid Street. It appears it would be possible to use this
FDDM Yard as a base of operations if a crossover were built from the CRIP main
to the FDDM main at some desirable location near the north end of town, or
north of town and come in to town on the FDDMS main. At this particular point
in time, it appears there is no local switching to be performed in the City ot
Des Moines other than the interchange with the other carriers and with the

A. E. Staley Company. About a mile north of town, there is a spur into a
fertilizer plant. The spur is about a half mile long and, near the south end
of it which is about a half mile away from our track, is a rather large ferti-
lizer storage building, and there are two tracks right at the building for
loading. There is no activity at this time, although this date there are some
empty hoppers shoved in on that track, either for loading or for storage.
There is another spur track a short ways west of that fertilizer warehouse
which is completely buried in weeds but, conceivably, some day there might

be business there. Just north of




we go past a small yard of the DMU with very short tracks, which is located

between the fertilizer warehouse and a large elevator of Agri Industries, both
being located west of the north-south route of the Rock Island and a point
just west of 18th Street. We passed the east switch of the Y, then the west
switch of the yard, then the west switch of the Y, then a switch to a connec-
tion to a yard of the Iowa Terminal Transfer Railway Company, then we cross a
diamond which is the main line of the Keokuk and Des Moines Railway, then we
cross another diamond which is the main line of the old Chicago CGreat Western,
then in 100 feet or so another diamond which is a crossing with the original
Rock Island main line, and we note that that main line is rusty and is not
being used at all at this point in time. We will then walk over toward the
yard of the Iowa Terminal Transfer Railway which Joe informs me is not an
operating company but simply owns the track used for interchange between the
various roads at this time. The Towa Terminal Railway Company is owned by

the C&NW, the Burlington Northern, the Rock Island, the Des Moines Union and
Carl Hussey. We understand Carl is sort of an owner in Trust, or something

of that nature. There are about 14 or_lS tracks in the main yard; all are
short - and there are 3 or 4 more tracks which appear to be stub-end tracks
just to the north of the main yard. There are only two cars in the yard at
this time; however, it is evident that the tracks are being used on a current
basis. All the rails are shiney, the yard appears to be in quite good con-
dition, very clean and entirely serviceable. The old DMW, Des Moines and
Western, which was a subsidiary of the Fort Dodge, Des Moines and Southern,

is still in place but is covered with weeds, has not been used for many,

many years and, as a matter of fact, it is hard to find a rail in some places.
At the west end of the D&M yard, the lead runs into what appears to be the
Burlington Northern;from the extreme west switch of the yard through the con-
nection with the BN looks like about two car lengths, so about all you could

do would be get your engine out from the top end. There could be a problem




this time, and there is a sign on the side of the building indicating it is

for rent. There are connections in all four quadrants at Shortline Junction
where the two main tracks of the Rock Island, that is the north-south line

and the east-west line cross at grade. This is controlled by an interlocking,
presumably manual control from a tower located at Shortline Junction. We noted
a C&NW train operating from the south, traveled northward and then took the Y
connection from the Rock Island main into the yard to the east. We also noted
that the piece of railroad between the Y connections on the north-south line

did not appear to be used a great deal, indicating the movement by the North-
western is generally into the Rock Island Yard and then we presume when the
northward trip continues, the movement would be through the Y connection in

the northeast quadrant. Therefore, the segment between the Y connections is

not used a great deal. This is just the impression we received as we view the
top of the rail. The east-west line consists of two main tracks. The southerly
track is the old Keokuk and Des Moines Railway Company which is now owned by

the Rock Island, and the second main is the old Rock Island's main line between
Chicago and points west of Des Moines.v The C&NW is currently operating the
east-west line only a short ways out of town to the east, and similarly to the
west serving industries in the Des Moines metropolitan area, The old Rock Island
line between Des Moines and Chicago is being operated by the Iowa Railroads, a
private organization struggling along with minimal crews, etc. The old Keokuk
and Des Moines is currently operated only as far as Pella which Joe feels is
approximately 50 miles east of Des Moines. Joe feels that the C&NW is operating
their northbound trains on the Rock Island line from Kansas City to Des Moines,
and on the old Great Western, on the movement southward from Des Moines to
Kansas City, there is a Y located just west of 18th Street on the Des Moines
Union Railway, and the track extends back to the vicinity of the Swift Company
which is a large active packing plant. As a matter of a point of reference,

as we proceed westward from the Rock Island north-south route on the DMU Railway,




Avon - continued:

Thus far we have seen three forms of motive power, those being the track
mobile in the repair shop area, another larger track mobile in what appears

to be the grain unloading area, and a full size switching locomotive in the
yard near the west end of the plant. Then also there is the full sized GP-9
locomotive which was formerly an Algoma Central engine, and now has the pri-
vate markings on which I mentioned earlier. With all this power, it is obvious

they are capable of performing their own switching.

Des Moines.

As we come into Des Moines from the south, there is a spur leading to a brick
yvyard which is south of the river.' We did not get to see this, but Joe indicates
the brick yard is not active at this time. We crossed the Des Moines River at
which location we were also unable to get to because of time constraints. Then
as we proceed northward, we cross the Burlington Northern which is the old CB&Q
line to Ottumwa. This is simply a crossing - there is no connection between

the two lines. As we proceed north, there is a track diverging to the north-
west in the vicinity of Scott Street, and this track ends short of Scott Street.
At one time, it did extend through to a connection near l4th Street but apparently
the building construction Intermediate caused the trackage to be removed. As

we proceed north still further, we encounter a crossing with the Des Moines

Union Railway. It is owned jointly by N&W and Milwaukee Road. The Des Moines

Union is a switching line within the City of Des Moines. The Milwaukee Road
nowoperates into Des Moines, but the Des Moines Union performs the terminal
switching for the N&W. There is a big Armstrong Rubber Company tire plant
just to the east of this diamond, and the Des Moines Union Railway has access
and the C&NW has access also. There is a fertilizer warehouse located on a
spur track in the northwest quadrant between the DMU main line and the north-

south line of the Rock Island. The fertilizer plant appears to be inactive at




We find the LeRoy L. Wade & Sons automotive distributorship. There are about

five tracks into the plant, and although .there is very little activity right
now, apparently there are times he does receive inbound automobiles in auto-—
rack cars. This would require switching if he was doing any business. This
is in the area known as Swanwood. There is also a plant which does something
with corncobs. Joe indicates it was formerly owned by General Mills, but is
no longer. We note a very large pile of corncobs piled outside, and there

are three hoppers at the plant, one being loaded with some substance at this
time. There is a short run-around track of about ten car lengths, or possibly

longer - we can't really see the other end of the .track.

At Enterprise, we find a siding 5,987 feet long and a spur track with a
switch at the south end serving an elevator of very good size. It has steel
bins; there are at least a dozen steel bins of various sizes - the largest

being probably 40 feet across and 60 feet high. This should be a very good

loading station.

Elkhart is a small town and a house track 1,050 feet long with a rather small
elevator located on the house track. He has one steel bin about 20 feet in
diameter and 40 feet high, plus a couple Quonset buildings and one old, pro-
bably wood elevator with steel siding. It does not look like a very large
operation. There is a small town at this location; I would guess it's perhaps
300 to 400 people and, getting back to Enterprise, there was no town at all

at Enterprise - just the elevator operation.

At Cambridge we see an east-west line of railroad, and a very large elevator
located on a spur track or house track of that railroad. The main line is on
a fill; there were many NAHX covered hoppers spotted on the elevator track.
The elevator is a concrete structure 50 or 60 feet in the air, having about

six silos. We drove up on the fill and found that the line of railroad has




been abandoned. Joe says this is the old Milwaukee Road. Ties, ballast and

rail have been removed and, as we look south on the Rock Island property, we

note the north end of the siding which is 4,492 feet long is just south of the
switch to the east-west track which swings over to the elevator we just mentioned.
The time table indicates there are 3,100 feet of track other than the siding,

and as we look to the north from the overhead bridge on the fill, we see addi-
tional trackage. The switch to the big elevator is facing point south and the
switch north of us is facing point north. The tracks mentioned before are

two spur tracks - one extends to a small brick building that is apparently

loading something in a mechanical reefer. The other extends to a grain ele-

vator that has about a half dozen steel storage bins and then beyond it to a

small anhydrous ammonia unloading facility. It appears Cambridge has the po-

tential to give us considerable business.

The town is quite small; I would guess 400 or 500 people.
Shipley.

There is a house track at Shipley which is all grown full of weeds and appears
has not been used for a long time. There is a wrecked car loaded on a flat

car spotted near the east end of the house track at Shipley. There is a small
elevator which is of the small North Dakota variety. He does have four Quonset
steel buildings which appear to be for grain storage, plus three or four round
bins and some of them are relatively new. It does not appear, however, that

he has been doing any rail business. There is no town; simply a wide spot in
the road. There are three residences and an old schoolhouse, or what appears
to be an old brick schoolhouse about three stories high and pretty good size

has apparently been converted to offices for some company named Illis Company.

Nevada. This appears to be a rather modern small town. There are many new




homes. The streets are paved. There is a substantial bridge at the south end

of town. We note an old depot building. The depot is a big old wood frame
building which is in need of repair. There is a siding 2,826 feet long, and
a house track off the siding, and also another track off the main line. The
track off the main line serves an old elevator, and the one off the siding
appears to serve another old elevator which has some additional storage and
possibly an anhydrous ammonia plant. In the vicinity of the depot, we have a
track which has a fertilizer warehouse and we note there is fertilizer on the
ground and about three cars spotted for unloading. The elevator along the
main line is the Dawson Elevator Company, and we now see that they have a
couple more silo type buildings and two large steel buildings which are pre-
sumably used for grain storage as well. So they do have quite a little capac-
ity. The one on the siding side doesn't really appear to be in service for
grain, but is being used for fertilizer. The anhydrous ammonia plant is the
Gerlach Supply Company. We note there is a sizable pile of steel pipe about
six inch in diameter and twenty feet long, as well as other iron and steel

articles, and we note there is a company called the Nevada Distributing Com-

pany which apparently manufactures or distributes. We suspect this supply

company does not require rail service. But the other companies in town have

the potential of providing substantial business.

There is a hybrid seed corn company called Crows Hybrids located near the
north edge of Nevada, which appears to do quite a little business. It is not
on track. Just north of Nevada, we see the east-west line of the C&NW Rail-
road. A short ways north of Nevada, we find three wrecked cars laying on
their side along a right-of-way, just south of where the Rock Island goes

under the C&NW. There is no track connection, only a grade separation.

Fernald. We see an elevator called Fernald Grain Company on a house track

and they have one building which is rather old and small, but they have




another building which consists of several silos, steel silo structures, and
one of them is very good size, being about 40 feet in diameter and 40 or 50
feet high. There is also a Quonset type building that is apparently used for
grain storage, and near the north end of town we see what appears to be an
anhydrous ammonia facility having two horizontal tanks, and it appears to be
an Amoco concern so he also has some gasoline storage tanks. The town is

rather small, probably 100 people.

McCallsburg. This appears to be a rather neat little town of probably 400

to 500 people. We have a siding 4,492 feet long according to the time table
and other trackage amounting to 3,100 feet. We see a grain elevator having
one older structure, probably woo@ construction with steel siding, and one
rather large steel round building about 50 feet in diameter and 50 feet high,

and another steel structure 50 feet high and 20 feet wide. There is also an

anhydrous ammonia facility and a fertilizer warehouse, medium size, located on

the house track.

Garden City. At Garden City we have a siding 3,012 feet long, and other

tracks of 1,250 feet according to our time table., As we approach, we see a
very large structure that appears to be a very recent construction - concrete
silos - there are about a dozen large concrete silos. This appears to be the
Felco (Farmers Elevator Company) facility. They also have a rather large out-
side storage facility which still in the stages of construction. There is also
an older structure which is pretty good size also. There is also a fertilizer
storage warehouse and also an anhydrous ammonia unloading facility. There
were approximately a dozen PLCX cars spotted near the elevators. It appears
they realigned the center of the siding so that it would be near the newly con-
structed elevator facility so he will have the capability of loading multiple

loads and moving them down the siding. The village has about 50 homes,




Sherman. There is not a siding, but there is 1,100 feet of other track at

Sherman. It appears part of the trackage has been removed, and we have re-

maining a spur track with the switch on the south end. There is not a village

at Sherman. There is just a spur track and a small elevator.




Sherman - continued:

There is also a small fertilizer storage facility at Sherman, and there are

about three homes near the elevator but no other village or town.

Buckeye. At Buckeye we have a siding of 6,171 feet, and we have 6,511 feet

of other track according to the time table. As we approach Buckeye, we see

a rather large elevator having about 10 large concrete silo type storage

bins, about 50 feet high, and a couple of steel storage bins in addition.

This elevator is a big operation. We have the main line, then west of that
the siding, and west of that three tracks serving the elevator. They are off
a lead which is off the siding, and then it appears the house track continues
south of the elevators for a ways. 1In addition to the elevator operation

he has a feed service center which is a small feed elevator, and also a ferti-
lizer operation. He can load trucks on one side of the cement silos and rail
cars on the other. As we get closer, we note that we have the main line, the
siding, the house track and one of the elevator tracks which extends south of
the elevator. So we have the house track and the elevator running track which
extends south of the elevator, probably 30 car lengths, so empties can be
spotted south of the elevator on both tracks and then run by the elevator for
loading and into the three tracks north of the elevator after they have been
loaded. This operation could give us quite a little business, The six silos
appear to be relatively new. We note he has about a dozen of the Agri Indus-

tries' covered hoppers here. The initials are ALEX. This is a small town of

about 30 homes.
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September 27, 1982

Mr. Norman Burns

Iowa Department of
Transportation-Railroad
Division

800 Lincoln Way

Ames, Towa 50010

Dear Mr. Burns:
Per our conversation of this date, enclosed
is the information which we discussed.

Sincerely,

{
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| A LY % /
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o7 /

LARRY D. STROMBERG
Manager Budgets & Costs
Operations




Soo Line Railroad Company negm———— Soo Line Building
; g Box 530
Minneapolis, Minnesota 55440
(612) 332-1261

September 24, 1982

®

Mr. Michael C. Burkart
Buchanan Hall-Room 6169

Iowa State University
Ames, Iowa 50012

Dear Mr. Burkart:

I have received your letter of September 21, 1982.

The efforts of you and Mr. Stoffer have been of considerable
value to us in our studies. I also appreciate your offer of
further assistance. Should negotiations proceed favorably,
we may very well call on you to assist us in formulating

detailed operating plans.

For the time being, I will ask that you be added to our

mailing list for news releases concerning this project, so
that you may be kept up-to-date directly.

Thanks again for your assistance.

Sincerely,

oL R \ % !
i '-‘r\ ) G \} \

JOE D. DARLING \
Director, Special Projects”




September 24, 1982

TO: g T ‘Hartnett

FROM: J. D. Darlin tﬁj\mﬁ%z

RE: Rock Island Study

The attached letter from Mr. Michael C. Burkart mentions a
decline in traffic for Winnebago Industries at Forest City.

While this may have resulted from factors other than service,

you may wish to determine their requirements should our operation
become eminent.




September 24, 1982

TO: D. M. Cavanaugh
FROM: J. D. Darling

RE:

nother apparently well
sked for




Buchanan Hall - Room 6169
Towa State University
Ames, Towa 50012

Mr. Joe Darling

Soco Line Railroad

Soo Line Building

Box 530

Minneapolis, Minnesota 55440

Dear Mr. Darling:

Tt was with great pleasure that I heard of your offer to purchase
portions of the former Rock Island Railrocad. It is my sincere hope
that your are sucessful in this endeavor,

I was recently approached by C. J. Stoffer to assist in compiling
some information on the former Rock Island. I was able to furnish C. J.
with information on train operations, speed restrictions and unit grain
train operations which he has forwarded to you. It would be my pleasure
to assist you with any other information that would simplify the start
up of operations over this trackage.

I am sure you have made traffic studies to determine the-volume of
traffic available. I feel you should know that there is potential for
additional traffic that the Chicago & Northwestern is not handling. A4s
an example, there was sufficient traffic volume in the Forest City, Towa
vicinity for the Rock Island to maintain a road switcher. The CNW chose
not to furnish this service and as a result most traffic for Forest City
and primarily Winnebago Industries has shifted to truck. The Rock Island
had a large volume of motor home chassis which are now being handled by
truck. This is not an isolated case as there are many more horror stories
of lack of service,

You may be interested in motive power requirements, deployment of
mechanical personnel, winter operations and items of this nature., I feel
qualified to discuss these items as I have served as Trainmaster at
Manly and Estherville, JTowa and as Assistant Division Superintendent for
the former Rock Islands In these capacities I was responsible for the
operations of all the trackage north of Des Moines that you are interested
in, Vhile never directly sunervising the territory from Des Moines to Kansas
City I am fully aware of the:operations of this segment through positions
as a Transportation Supervisor and later as Assistant Manager Train Opsrations
in the Operations Control Center of the Rock Island located in Kansas City.

I am currently a student at Iowa State University working toward a
BBA degree with a major in Transportation. Until returning to school full
time I worked as an extra train dispatcher for the CNW in Mason City, Iowa
which enabled me to stay current with operations and track conditions of
the former Rock Island.

Should I be able to assist you in any way please feel free to contact
me at the above address or by telephone at 515-29,-6755 during the week or
at 238 Bosworth, Manly, Iowa 50456 phone 515=454~211k on weekends.

Sincerely, g L
P N S e
/%/ 2L (’;}ég,..%@?(

Michael C. Burkart




September 24, 1982

TO: R. H. Smith

FROM: J. T. Hartnett *¢ /¥

Re Access to Rock Island Industries at Des Moines and other competitive
points.

\
Our present plan for servina Des Moines does not provide for the acquisition of
terminal trackage at Des Moines and other competitive points unless there is
access from the main line. I am concerned that we may be missing the oppor-
tunity of serving some valuable industries with this approach. In my opinion,
a survey should be made to evaluate the potential of Rock Island industries at
these points so that we will know the economics of acquiring selected pieces
of Rock Island track.

I would be glad to work on such a survey with Joe Darling or, if you prefer,

this could be handled by Bob Anderson or someone else but it should be done
to be sure we are not missing any opportunities.










DIRECT DIAL (412) 273-4004

R. D. BIRT
MANAGER, FIELD INSTALLATIONS

UNION SWITCH & SIGNAL DIVISION
¢ AMERICAN STANDARD INC.
¢ SWISSVALE, PA 15218 (412) 273-4000

Form F-36
Soo Line Railroad Company

O

Date Ci’

From:m

Please note and return.

For your information.

Please reply directly to attached.
Please give me your recommendations.

_ Please draft reply for my signature.

Please handle.

Would like to discuss with you.

Proposed draft attached for your review
and suggestions.

Comments?

IOWA NORTHERN RAILROAD COMPANY

C. J. STOFFER
GENL, FREIGHT AGENT
NORTHERN DIVISION
P. O. BOX 640
GREENE, IOWA 50636

OFFICE

1.515.823.5870 1.515-454-2118

low A

HoME 800 Lincoln Way
Ames, lowa 50010

Railroad Division

Harvey E. Sims

Rail Operations Manager

515/239-1064
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Manly, Iowa
Sept. ‘20, 1982

Mr. Joe Darling
Operations Consultant
Data Systems Dept.

Soo Line Building Box 530
Minneapolis, Minn. 55440

Dear Joe,

Attached please find some of the information you requested.
I tried to get this information as accurate as possible.

If you should need any additional information please feel
free to contact me at any time.

As I stated in our telephone conversation on Friday, both CTC
boards for the trackage you have offered to buy are located in
the old Rock Island depot at 4th & Vine Streets in Des Moines.

If you are not going to use this building in Des Moines the

south CTC board could be located in the former dispatchers office
in Trenton. The North board could be located either at Manly

or in the Rock Island office building in Mason City. The north
end could handle the track from Short Line Jct to Minneapolis and
the Iowa Falls branch lines. Also there is a standby board located
in the tower building in Albert Lea. This board is used in case
of CTC failure and will operate all signals and switches from
West Yard Manly to North switch at Faribault.

I would like to have the opportunity to become an employee of the
Soo Line. I feel my knowledge of the railroad, employees and shippers

would help me become an asset to your company.

Again if I can be of futher assistance to you please give me a call
at any time.

Singerely

“C J Stoffer




PERMANENT SPEED RESTICTIONS

SHORT LINE JCT TO MANLY

20 MPH MP 147 Pole 11 to MP 147 Pole 35 at Iowa Falls

10 MPH MP 191 Pole 1 at Iowa Terminal Crossing

MANLY TO INVER GROVE

20 MPH MP 252 to MP 252 Pole 22

15 MPH Over street Crossings at Northfield
20 MPH Over main street Crossing Farmington

TURNOUT SPEEDS

25 MPH Curtis
25 MPH Comus
25 MPH Rosemount

SIDING TURNOUT SPEEDS

10 MPH North and South end Kensett

10 MPH North and South end Gordon

10 MPH North and South end Albert Lea
10 MPH North and South end Clarks Grove
25 MPH North and South end Ellendale

25 MPH North and South end Owatonna

25 MPH North and South end Kasper

TONNAGE RATINGS MANLY TO INVER GROVE 1500 HP ENGINES

Northward

Manly to Albert Lea 3000 Tons
Albert Lea to Inver Grove 2770 Tons
Southward

Inver Grove to Northfield 2000 Tons
Northfield to Albert Lea 2500 Tons
Albert Lea to Manly 2850 Tons




‘ TOﬁNAGE RATINGS SHORT LINE®JCT TO MANLY 1500 HP ENGINES

Nor thward

Short Line Jct to Argon 2200
Argon to Mason City 2400
Mason City to Manly 4000
Southward

Manly to Mason City 4500
Mason City to Argon 2370
Argon to Short Line Jct 2500

A Rule of Thumb

Add 200 Tons for 2000 HP Engines
Add 400 Tons for 3000 HP 4-Axle Engines
Add 1000 Tons for 3000 HP 6-Axel Engines

CAPACITY OF SIDINGS

Manly to Inver Grove

Manly Yard 750 Car Capacity no road crossings

Kensett 4084 feet 1 Road crossing

Gordon 6076 feet 1 Road crossing

Albert Lea 4888 feet 1 Road Crossing

Clarks Grove 7109 feet No Road crossings

Ellendale 6155 feet 1 Road crossing

Owatonna 6210 feet 2 Road crossings

Kasper 5988 feet 1 Road crossing

Comus 4363 feet No Road crossings Located on MILW RR
Northfield 4701 feet:No Road crossings Located on MILW RR
Castle Rock 2618 feet No Road crossings Located on MILW RR
Farmington 4282 feet No Road crossings Located on MILW RR
Rosemount 3263 feet 1 Road crossing Located on MILW RR

Short Line Jct to Manly

Enterprise 5967 feet No Road crossings
Cambridge 4492 feet No Road crossings
Nevada 2826 feet 1 Road crossing
McCallsburg 4438 feet 1 Road crossing
Garden City 3012 feet 1 Road crossing
Buckeye 6171 feet 1 Road Crossing
Purina 4103 feet 1 Road crossing
Argon 4191 feet 1 Road Crossing
Bradford 4007 feet No Road crossings
Hampton 2660 feet No Road crossings
Sheffield 6111 feet 1 Road crossing

. Flint 4780 feet No Road crossing
Manly Siding 10,000 feet 1 Road crossing Located on CNW RR




O £ .TIOHS AND SPs<D RESTRICTIONS ROCK ISLAND THaCKAGE

Kansas City to Des loines

Two main tracks from West Wye Tower to Fole which are operated by the Milwaukee
Railroads WHorth or /lumber 1 track owned by the idock Island. This is a distance

of 41,6 miles., oSpeed restrictions are not immediately available but they are
believed to be overall speed of 25 MPH with various 10 MPH restrictions. This

is a CTC operation controlled by Milwaukee operators at West Wye ~1d Drawbridge
under direction of Milwaukee train dispatcher. CNW currently operates between

3 and 4 Northward trains betwzen Kinsas City and les ifoines daily. Southward
trains are operated over Cll¥ trackare Des iloines to Kansas City. In addition,

the CNW maintains a switch enpgine at Trenton. The CNW takes over train operations
at Polo M.P. L}50.); an! handles trains to Allerton, Jowa M.P. 365.0 on the old
Kansas City to Chicago line, then from Allerton M.P. 0.0 to Des Moines M.P. 13.5,
Their are 2 main tracks in the Trenton area from M.P, }13.7 at Cobb to M.P, L17.L
at Lake with Track Number 1 being the North track and Track Humber 2 being the
South track. Track from Polo to Allerton is CTC crntrolled by CHW train dispatchers
located in the former Rock Island train dispatcher's facility in Des Moines. Track
from Allerton to Carlisle, Iowa is 4BS. Track from Carlisle to Des Moines is GTC
controlled by train order operator at les loines under supervision of train dispatcher
at Jes Hoines, In addition to through trains, the C™W operates a switch run daily
to service AGRI Industries and General Mills at Avon and the Indianola branch line.
This operation for the Kansas City to Des loines segment is almost identical to the
operatdion of the ilock Island.

The CNW has a maximum speed of LO MPH from Polo to Dss Moines. This is a distance
- of 169.6 miles compriwed of the following speed restrictions.

10 MPH -~ 20.9 miles

30 MPH - 109.0 miles

LO MPH =~ 39,7 miles

Following is an individual listing of recent C'W speed restrictions
Location Miles
30 MPH MP 38L;.B to MP 38l.0 9.2
30 MFH MP L0L.1 to MP LOL.?
30 MPH MP L413.7 to MP L15.7
10 MPH MP L415.2 to MP k17.lL
30 MPH MP 413.7 to ¥P L1L.7
10 MPH MP 415.2 to MP 415.7
30 MPH MP N15.7 to MP L17.L
30 MPH HMP L17.h4 to iMF L21.7
30 MPH MP [31.0 to MP L455.2
- 10 MPH MP U455.2 to 1P L460.5
10 MPH MP 0.0 - to ¥
30 MPH MP 2.0 to MP
10 MPH MP 3l.4 to MP
30 MPH MP 32.8 +to MP
10 MFH MP 52,0 to MP
30 MPH MP 84,0 to MP
10 MPH MP 72.9 to MP
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' The Hock Island used a crew change point at Trenton, Missouri. The CNW utilizes
this only when necessary preferring to operate with one crew from Kansas City
thraugh to Des ioines. The C!J is sucessful all but about 25% of the time. The
trains that do tie up on the hours of service between Kansas City and Des “oines
have normally been delayed on the Kansas City Terminal leaving Kansas City.




Des Moines to llanly

This section is ABS for 116.9 miles from Des Moines to Flint (south edge of Mason
City) then over CNW owned trackage to Manly. The CNy operates one through train
each direction daily plus a local which operates twice a week on the following
cycle. Des Moines to Iowa Falls, tie up; Iowa Falls to Mason City to Iowa Falls,
tie up; then Towa Falls to Des Moines, One switch engine is utilized at Iowa falls
for industrial switching. The CNW has for the last six months been striving to
dry up Towa Falls. Traffic for the Rock Island Northwest Branchhs is handled on
CNW trackage Des Moines-Ames~-Eagle Grove instead of through the Iowa Falls gateway,
Likewise, loaded grain moves either in reverse of this route or from Eagle Grove
to Fort Dodge. For the Hock Island, Iowa Falls was a major point handling all
traffic for the Northwest Branches.

The track segment from Des Moines to Flint has a maximum speed of L0 MPH comprised
of the following speed restrictions.

10 MPH 2.l miles

30 MPH 76,1 miles

LO MPH 16.L miles

Following is an individual listing of recent CHW speed restrictions.
Location Miles

10 MFH MP 73.6 to MP 75,0
30 MPH MP 75.0 to MP 79.8
30 MPH MP 82.8 to MP 86.)
" 30 MPH MP 92.0 to MP 95.5
10 MPH MP 103,3 to MP 107.6
30 MPH MP 107.6 to MP 140.0
10 MPH MP 140.0 to MP 150,0
30 ¥PH MP 150,0 to MP 156.)
10 MPH MP 156.4 to MP 158.)
30 MPH MP 158.)4 to MP 170.3
10 MPH MP 170.3 to MP 1756.0
30 MPH MP 176.0 to MP 179.8
10 MPH MP 179.8 to MP 180.8
30 MPH MP 180.8 to MP 190.5
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After leaving the yard limits of Mason City, the speed is L5 MPH 4o Manly. The
CNW utilizes Manly as a crew change point mueh as the ‘ock Island did.

Manly to Inver Grove

This section is CTC controlled by the former Rock Island dispatcher in Des Moines
from Manly to Comus, then CTC over Mjlwaukee from Comus to Rosemount handled by
Milwaukee dispatcher, then CTC from llosemount to Inver Grove handled by the CNW
operator at South St. Paul under the supervison of the dispatcher at Des Moines.
The CNW operates one train each direction daily plus a local twice a week on the
following cycle. South St. Paul to Ywatonna, tie up; Owatonna to Albert Lea to
Owatonna, tie up; Owatonna to South St. Pawl. The Rock Island operated 2 trains
each way with an ocassional loecal.




The Manly to Inver Grove ségment has a maximun speed of [0 MPH comprised of the
following speed restrictions.

10 MPH 18,8 miles
30 MPH 3641 miles
35 MPH 11,2 miles
LO MPH 35.9 miles

25 MPH  27.0 miles over the Milwaukee from Comus to fdosemount,
An individual listing of speed restrictions on this 119 mile segment is as follows.
Ilocation Miles

35 MPH MP 225.l to 236.6
30 MPH MP 250,0 to MP 251.1
10 MPH MP 251.1 to MP 251.7
10 MPH MP 253.8 to MP 267.2
10 MPH MP 283.7 to MP 288.0
30 MPH MP 288.0 to P 306.5
25 MPH MP 306.5 to !P 333.5
10 MPH MP 333.5 to MP 334.0
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(Milwaukee Railroad)
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The CNW has been working in the (watonna area and recentlv removed some 10 MPH orders,
Since then, they have been putting in some ties and have wunloaded LO cars of ballast
within the last week. They are working in the area of MP 283.7 to MP 288 presumably
to remove this 10 MPH order before winter,

Northwest Branches

Individual speed restrictions for trackage in the Northwest Branches is not immediately
available, however, the timetable maximum speeds are as follows.,

Iowa ralls to Estharville LO !IPH

Dows to “orest City . 30 MPH

Estherville to Ocheyedan 30 MPH

Estherville to Rake . 30 MPH

Palmer to Royal 30 MPH

The CNW' is very conservative on speed in grain territory and as such imposes 10 MPH
speed restrictions on trains handling 25 or more cars of grain in these territories
with only a few minor exceptions. For all practical purposes since this is grain
train terrttory, the CNW operates at 10 MPH, All of this track has been retied

under the Towa branch line program. Some ballast has been dumped and'some rail laid,
Hore ballast and resurfacing would hold this track until rail relays could be done.
Under the Rock Island operstion, trains were run on an as needed basis on all segments
except the Towa Falls-Tows to forest City line. This was handled by a tri-weekly local
originating at Jowa Falls. The CNW operates this territory with crews headquartered
at Eagle Grove whereas the fock Island operated crews from Estherville. The CNW
operates a tri-weekly local Eagle Grove to Coldfield on the CNW then Goldfield to
Estherville on the Rock Island. There is a local that operates twice per week from
Eagle Grove to Belmond on the CNW then Belmond to Forest Citys This same loe~l also
operates twice per week from Eagle Grove to Goldfield on the CNW then Goldfield to
Towa alls and return on the Rock Island. This Iowa Falls local will make sidetrips
as necessary from Dowa to Rowdn on the Dows to Forest City line. The CNW built a
transfer from the CHNW to the dock island at Belmond and the CNW does not now operate
between Rowan and Belmond utilizing ek Island trackage.

3o




The CNW utilizes a switch-road crew at Estherville to handle all traffic on the
lines from dstherville to Ocheyedan and from Estherville to Bricelyn, Almost all
of the grain from the vicinity of Lstherville moves from Rstherville to Bricelyn
then on CNW from Bricelyn to Mason City, The fock Island either moved the grain
through the Towa Falls gateway or to Albert Lea utilizing the line segment from
Bricelyn to Albert lLea which is not now being operated by any carrier.

The CNW operates the Palmer to Royal line with a switcher based at Laurens and
works these lines as needed. The Rock Island operated over Milwaukee track to
reach this line segment, however, it is my understanding that this line of the
Milwaukee has been torn up. The only alternative for the Soo Line to handle this
track is to operate over the I1linois Central Gulf from Iowa Falls to Manson and
then on former lock Island track from Manson to Palmer. The 7 plus miles of track
from Manson to Palmer has been abandoned but at last report, the track is still
in place.
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REGISTEK MAP BY STEVE PEGLOW/

Soo Line lacks i .
Horth Weslern'’s | = e & me

B sko0ta

-4 MY .
5 ol it Graettinger Forest City
R BN ipre ka0 erg

ﬂ!Northwood

Ermmetsburg @ Garn A Mason City

West Bend & Klemme
the segments in Superior, West Bend _ g e

and Rake. Livermare Hardy
The amount of its bid has not been ; Goldfield Hampton

diaclosed, but a number of reports Clarion Bradford
have put it in the range of $75 million Dows
to $109 million. 9 lowa Falls

The North Western, fowa’s largest R@g_jk [giand Lings [{P,uckeye

railroad, has been operating the

Rock’s main line and the branch lines “acks SOO Liﬁle Railromd L Garden City

under a lease arrangement with the
railroad’s bankruptcy trustee. The 2

North Western has had its eye on has bld on
acquiring those tracks, too, but two ,
years of negotiations with the trustee Cambridge

have not been fruitiul. 2T T
Transportation analysts in lowa EO%A
believe the Soo Line stands a better

chance of succeeding because it goes . 'z Des Moines
into the negstiations 'in better = AvOn
financial health than the North
Western. . Indianola &

Analysts said the Soo Line's debt
ratio is about ona-third of the North
Western's, and the Soo Line turned 2 . . :
$6 million profit during the first E1 Denotes major grain tran
quarter of this year while the MNerth loading tacilities
Western posted a less of more than g7
million. :

And that financial strength is cne ® Corydon
of the attractions the Soo Line holds
to people like Summa, Matheszon, S ——————_ ) AR
McKim, and officials of the lowa De-
partment of Transportation, which
has been working since the Rock's
demise in 1979 to find a buyer for the

Nevada

@ Chariton

able to afford its rates, so maybe you  North Western and Soo Line.

would ba better off with a tin-plated “The thing we are looking for is

railroad that you could afford and access to grain markets,” he said.

so-called “‘spine line.” that ."W"m n_a‘ake you '“03“_33"" said  “J'z no secret; I don’t think, that the
“Our goal is to get a strong carvier McKim, the West Bgnd busmesﬂma.n oo Line doesn't offer the access that

who has the financial resourees (o end one of the shippers who are  the North Western does.”

upgrade the line, keep it maintained, publicly reman?.mg neutr_al for now. He added, however: “At this stage

and provide an adequate amount of Thomas Williamson, vice president  of the game, they both offer some

equipment,”’ said Les Holland, for transportation at AGRI Industries  pluses and minuses.”

director of the DOT’s rail division. Inc., the West Des Moines-based firtn Put back in Superior, Ivan Summa
“We don’t want to have to go that is Jowa’s biggest grain marketer, remained adamant: “I think this is a

through this again in five or 10 was another of those not willing to  tremendous opportucity for lowa to

years.” express a preference yet between the  have competitive rail service.”

HBeétween $10 million and $20

, million probably will have to be spent

on rehabilitating the Rock’s branch

lines northwest of lowr Falls,
aceording to DOY estiznates,

In spite of the S500 Line's resoarcees
and reputation, some siuppers were
cautious last week about expressing
support for its bid because they knew
little about the company's rates or
how committed it would be to

* carrying their grain.

“In reality, you can have a gold-

plated railroad out here and pot be
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500 Line i
sheers fe
graii doalers

Rail firm offers to buy
north-south ‘Rock’ artery

By RANDY EVANS
Bogirter $af Wrikes

This year has not produced a
bumper crop of good news for Ivan
summa, the man who presides over
tire huge grain elevator that is the
skyline of the Dickinson County town
of Superior.

‘The sickly economy and bargain-
basement grain prices have sant
business reeling at the Superier Coop-
erative Elevator Co,, which Summa
manages, and at the dozens of other |
grain-marketing facilities that dot the |
rich farming country of northwest |
Towa. !

Dut last week, Summa said he had
causz to jump for joay: The Soo Line
Railroad oifered to buy the tracls
beside his elcvator. And if the sale
comes to pass, he said, a worrisome
headache for him arnd his counter-
part3 in the grain business will be
removed.

Those tracks are a lifeline for the
grain elevators, and the ling's future
bas been of considerable concern to
Summa for 10 vears, he szid. He
watched the present owner, the Reck
Island Liaes, fail ill and slowly die; he
watched the tracks deteriorate while
negotiations with one prospective
buyer scemed to go nowhere; and he
did not want to watch that prospect,
the Morth Western Railway, buy the
line because he fezred that the freight
rates he pays might rise out of
control.

“The way it is now, we don’t have
competition,” Summa said last week.
“We've just got the North Westera.
We're at the mercy of the North
Western on rates, and we're at the
mercy of the North Western on
aervice.”

But Summa added: "We're
overjoyed to have a compeling
railroad coming in with a bona fide
bid and cash to spend. We'll welcome
them with open arms.”

Ralph Matheson, manager of the
Farmers Cooperative Elevator Co. at
Rea?, agreed, if pot quice so 2ffusive
iy: “Some 7§ pereent of te grain in
Iewa already meves on the North
Western, 1 think we peod compatition,
As long as it's a reputable railrosad, 1
den't care wha it is.”

“Regardless of what the railvoad’s
name is, we need two railroads in
rorthern Towa (o handle the grain
business,” added Fred McKim, wiose
VWest Bend Elzv.tor Co. ran up a 27
rmilion rail freight tab last year,

The Soo Line, an American arm of
Canada’s largeet corporation,
Cunadian Pacific Ltd,, ofiered {0 buy
the Rock Island’s north-south main
line. through lowa, between
Minneapolis and Kansas City, Mo.,
and 200 miles of branch lines in
central and nerthern lowa, including

RAILROAD
Please turn to Page 68
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Offer by See
for Rock track

The Sso Line has offered to bmy:
the defanct Raock Isisnd Lines
maip trackage and seme
branch lines through Iowa.

Details: 5B.

ions, price 25 cents

YT S Y TS
Mostly clondy through Thersday .
Highs both deys in mid-50s o low qas‘
Lows topight mostly ia 40s. Sm;f'lse
6:54; sunset: 7:24. Dotails: Page 3C.

W ¥ N

spyrieh? 1787 (LUSP5 154160 -
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Dow Jones Indusirials
closed Tuesday at 923,01

B eyin A

Sos Line offers
to buy Roek
trackage in fows

By LARRY FRUHLING
Redisier Businats Edttor i .
So0 Line Railroad Co. said Tuesday
that it has offered to buy one of the
main remnants of the defunct Hock
Island Lines — the porth-south main
line from Minneapolis to Kansas City
and 212 miles of branch lines in
northern and certral lowa.
Sco officials refused io disclone

how much the railroad oftored for te

old Rock Island trackage, which now
is being operated. under a leass: ax-
rangement by the North Western
Railway. ;

The North Western also is trying
buy the Minneapolis-Kansas City
main line, which cuts through the
middle of Iowa, and the lowa brapch
lines included in Sco’s bid.

William Gibbens, the Rock Island's
bankrupicy trustee, said in Chicago
he would not reveal the amount
oifered for thc properties by citker
railroad. Gibbhons also declined ta &5y
which bid appeared to be the'tett:
deal for the Rock Islaud’s creditors

He did say, however, thai the Sou's
bid will further extend his negotia-
tions for disposing of the Rock Isiand
properties in Iowa. The Fiock
collapsed in January 1989.

The principal owner of Soo Line is
Canadian Pacific Ltd., a major trans
portation company. So0 Lire is une of
the inast profitable railvcads iv the
Uniled States.

more than 4,400 miles of Line, mostly
in Minnesota, Wizconsin, Ilinois and
North Dalota. Soo now has no
trackage in lowa.

Some slate officials aud shippers
have repeatedly cipressed concein

* {rabout the growing stremgih of the

North Western in lowa, saying the
railroad, alveady with more (o ackage
than any other in the staté, could be
moving toward a virtual 1nenopoly in
much of Iowa that could result in
much higher shipping rates.

For its part, North Westera is
.operating an intensive public-rela-
tions campaign for the suppori of
Iowa shippers.

In addition to the Minncapsohs to
Kanzas City main line, Soo alsn
offered to buy northern fowa brapch
lines fram lowa Fallz throuph Esther-
viliz to Ocheyedan and Rak», and
from Dows {0 Forest City. It alse
made av offer for the branch linc
from Carlisle to ludianola in central
lowa.

lowa Department of Transports-
tion cfficials said the Soo also s
seeking trackage rights to operate
over the Milwaukee Road’s branch
line from Hartley to Emmetsburg.

Thomas Beckley, president of Suo,
said in a statement that the ailiuad
has tha ability to absorb the additi
al traffic demands the acouisiticn
would bring 2s well as “a service
recerd that I believe wonld make Soo
ani asset to shippers whe were serqed
ia the past by the Reck Tsland.”

Beckley said Seo alse would cany
out an “accelerated” program (o
overhaul the tracks &8 soon as
pussible after the propgsed purchase
was approved by Gibbons.

Beckley also szid: “Soo service
would be strengthened by a Kansas
City gateway which would open rew
divect and shorter routis for cur
customners and give Soo the ability to
interchange traliic with several
railreads prt presuntly raached,

“Eeo's aceess Lo corn and sovbean
growing areas of lowa would
preserve and strengthen comipetifion
for roversent of these farm
produacts,” saent s2id

Un2 majoi Soo segmiert pew geos
fram Minueapeis (o the Great Lakes
ports of Chicago, The cowpray alw
has connections with Canadinn

ravironde at foor painds




Two ratlrva: - vivw
fowans for Rock lne .

By RANDY EVANS
Register Siaff Writer

WEST BEND, IA. — The top brass
from two railroads that are vying for
an important lowa grain-hauling line
came to this S
northwest Iowa ZWE: o K
farming town |
Monday afterncon t6 1} (s viomnes
win the support of T
the officials who run ¢ M/ 2%
the area’s grain elevators,

Representatives of each of the
companies made it clear that they
think their railroad can do the best —
and cheapest — job of hauling the
some 70 million bushels of corn and
soyheans that move ount of the region
by rail each ycar. That bounty hoids
considerable value to the ratiroads
because it represents tens of millions
of dollars in annual business.

At day's end, however, most of the
elevator operators siill remained
neutral, at least publicly, in the
biddirg war that developad last week
whan the Soo Line Railroad
submitted an offer for the same
tracks the North Western Railway
has been trying to buy, too. The
tracks belong to the defuneli Rock
Island Lines railroad and include its
north-south main line through central
Iowa and 212 miles of branch lines
northwest of lowa Falls,

Neither railroad’s offer for the
trackage has been disclosed.

The gathering of rail shippers at
the offices of the West Bend Elevator
Co. was unusual because it included
the president and three vice pres-
idents of one railroad and later the
assistant to the president, a vice
president, and a rates manager for
the other. ;

Officialz of both companies laid out
their plans for the lines and for reha-
bilitating them, and ausveted a
variety of questions from {lie clevator
officials who were coucerncd ahout
such matters as the availability of lo-
comotives and plans for certain
sidings. i

North Western Presideat James

with tue glant Cusadian Pacific Ftd.
give !5 commpary a stebility that
olbar pailre Wi envy and that hepefits
chippers wuoe depend on good rail
service,

Fhe Nerth Western is the largest
railroad m lewa, and some elevator
aperators have expreseed concern:
about 2 virtwal Nerth Western
moaopsly on grain haaling if the
flock Islard purchase pgoes through
The So0 Line would be a newcomer to
Iowa and would be expanding into the
Kansaz City, Mo., market for the first
time with the Rock purchase.

It is uncertain when both
companies’ oegotiations with the
Paok Islond's hankroptey trustee will
be concluded, tui Wolle predicled
thai a gale could be consummated by
vear's end. :

o s

¢

| 3 ?mi'h V!C" i :
| o o, Semith, © president of
0 e, responded :‘udireclly ”:;

i Waolfe's .
fe’s comments during hig appeay

Wolfe pulled no punches during his
hour-long presentation to the 100
elevator officials: “I think it's
important to realize that if the Merib

Western becomes the owner of your
tracks, you are geing to have acecess
to every market this country can
offer: the Gulf, the Gieal Lales, the
Mississippi Biver, the Pacific Coast. I
don’t helieve you are going to have
the diversity of markets, the diversity
of opparlunity, If the Soo Line
becomes the owner.”

Wolfe said his railroad had the hest
chance for making money operating
the old Rock tracks, and that should
be an important consideration to the
elevator operators, he said.

“You have the best chance of
getting a revitalized railvoad that can
move your graia with the [lorth
Western, and that's vibat you want,”
he said. “If avvbody other thinn the
North Western comes in here, thel
economics are going to b just life
the Rock Island’s.”

Smith
Lire's ¢

SUVE Lgvore the grou
08 e P later. A;
‘ried to aliay concerns &:atﬁ:ig

railrod would of
irozd v offer shj
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 INSIDE THE nmnm‘

Horth Western, |
Soo woo lowans

Representatives of the North
- Western and Soo Line railroads
present their cases to fowans in
an attempt to take over Rock
Island trackage. Details: §B.

New offer for ‘Rock’ lines

Iowa farmers and shippers
who worry about a near-monopo-
ly of rail transportation in
northern Iowa if the Chicago &
North Western acquires tracks of
the bankrupt Rock Island Lines
had cause for cheer last week,
‘The Soo Line announced that it
wants to buy the Rock’s Kansas
City-Des Moines-Minneapolis
mainline and 200 miles of
northern Iowa branches.

The “who” line? a lot of
Jowans may ask. The Soo, which
operales mainly in Wisconsin,
Minnesota and North Dakota, is a
prosperous, well-maintained
member of the giant Canadian
Pacific family. Its purchase of
Rock Island track probably
would ensure a first-class
operation, and the competition
could have a moderating effect
on grain freight rates.

Like the North Western, the
Soo could carry Gulf-bound grain
only as far as Kansas City and
would have to turn it over to one

of several other railroads there.
However, it has access to the °
Great Lakes and, through its '
Canadian Pacific affiliation, to
Pacific and Atlantic coast ports.
The Rock' Island’s trustee is

‘obliged to accept the best offer

for the property, without regard

for which arrangement would be |

the better for Towa or anyplace
else. The best offer might not be
the highest dollar amount; terms
of payment and possibility of
default could be factored into his
decision and that of the federal
judge who must approve auy

' deal.

When  the courts and reg-
ulatory agencies approve the sale:

~of the Milwaukee Road to the
~ Grand Trunk Western (a US.
affiliate’ of the Canadian

National), and if the Soo Line
gets some of the Rock Island, |
Iowa would be in a situation few
could have imagined a decade
ago: extensively served by

Canadian railroads,
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September 23, 1982

TO: T. M. Beckley
D. M. Eavanaugh -

FROM: J. D. Darlingl \>yre

In a phone conversation today, Les Holland, Director,

Rail Division, Iowa DOT, stated that a former member of the
Iowa Rail Finance Authorit i had a
conversation wit i

hi i

llwaukee to abandon over
line from Seymour to Polo.










Lakeview Motor Inn

HIGHWAY 6 EAST
TRENTON, MISSOURI 64683
(816) 359-2235

ep

25 1Q8°%
tember 22,1982

200 Line Railroad

Box 530
Minneapolis, Minnisota
55440

Dear Sirs:

are writing you in regard to the availability of our motel
you in the future.

N~ ve 46 ground floor units, an indoor heated swinm;ng pool,

ct dial phones, color TV, and central air conditioni ng. We

re
So have a restaurant and lounge on grounds open daily.

di
al

We feel our motel would be able to serve you and your company's
needs. We handled Milwaukee Railroad crews for 2 1/2 years, until
the Laredo depoct was no longer used for crew change

If we can be of any service to you or your company please let us
know,

We wish you much success if you take over the Rock Island line
for the benefit of this town.

We are enclosing a buisness card for your future reference.

rely Yours

%Ma_/

John Hong
owner

Enclosure
JH/ jrl




September 20, 1982

T T. M. Beckley
"~ D. M. Cavanaughv’

FROM: J. D. Darling (%%,

RE :

g on

There will also be a
tion Commission the p

A written invitation and an agenda for these meetings should
be received early during the week of September 20, 1982.

- bave indicated 11 48 will entatively accept] his
in

il atlion.







46 Ground Floor Units—Indoor Pool—Color-TV—Central Air-condition

Lakeview Moton Lodge & FRestawnant

TRENTON, MO.

1 Mile East P.O. Box 280
Trenton, Mo. 64683 Trenton, Mo. 84683
Phone 816-359-2235 Phone 816-358-2235




September 20, 1982

TO: D. M. Cavanaugh

FROM: J. D. Darling '@Fﬁb

Attached

eneral Freight Agent,
r. Stoffer is a former Ro and
t Des Moines and Rock Island. While

he represents no labor organizations directly, he is one of
the spokesmen for a group of former Rock Island employees
interested in the re-establishment of railroad operations based
at Manly. Mr. Stoffer has also furnished information concerning
dispatching, signaling, slow orders, Rock Island and CNW
operating practices, carloadings on the Iowa Falls Gateway
branch lines, labor agreements, legislation, etc.

Mr, Stoffer has i me by phone to P
father is a distrd ourt

€ possi
some of oEr operatlng people on the ground to help us formulate
our operating plans. I anticipate they will be disappointed
when it becomes apparent we cannot return to levels of crewing
of the p i y does not figure prominently in our plans.

d was that

would not have been given
to serious consideration. The principle CNW yard at Mason City
is on a branch angling off from the main line to the northwest.
However, there are tracks along the former CGW where main line
trains could set out, pick up, change crews, or meet. Moving

point. Anyway, it was a tidbit of information that
may have some future value.
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In the early 1960's the Chicage & Nerth Western Rallread merged

with the Minneapells & St. Leuls Rallwzy. At the time of the

merger, the Minneapolis & St. Louls Rallway censlsted ef appreximately
1385.5 miles. A breukdewn of mileslby each state and the

percentage ef the system trackage in each state fellows.

state Mliles Percentage of system tetal mileg

Ieva 641 46.3 %
Minneseta 501.1 36.2
Seuth Daketa 154%,8 o5 %
Illineis 88.6 6.k

1385.5 100 £
By early 1981, the Chicage and Nerth Western Railread had

elther abandened, filed for abandenment, or qult eperating
~appreximately 747.7 miles, or 54 % of the former Minneapelis
and 8t, Leuis Rallway. A breakdewn of the npmber ef miles in
each state and the psrcentage ef track within seach state
7. that hus been abandened, or filed fer abandenment fellews.

State ercent tata!

3, ' Wi,2 %
6. 49,2 ¢
. 100.0 %
. 71.2 %

Towa . 28
Minneseta L
g8auth Daketa

Illinels 6

The lines, er pertlons ¢f lines used in these figures ares:

lewa: Oskaleesa te Illinels state line (Oskalesesa te Menmouth,
I1l. line)j3 Minneseta state line te Humbeldt (Albert Lea, Mn. te
Fert Dedge line); Terril te Minneseta state line (Spencer te
Winthrep, Mn line); Denhart te Xanawha and Belmend te Hampten
(Denhart te Hampten line); Minerva Jet te Rsland, Newten te
New ?haren; Manly te Masen City (Albert Lea, Mn te Marshalltewn
line):




Minneseta: Albert Lea to Iewa State line (Albert Lea, Mn. te
Fert Dodge, Ia. line); TIowa State line te Winthrep, Mn (Spencer,
Ia. te Winthrep, Mn line); Madisen, Mn. te Seuth Daketa State
line (Merten te Watertown, S.D. line); Hepkins, Mn., te Nerweed
(Hepkins te Morton line); Gelden Valley te Wesota (Minneapelis te
Waseta line ef the Minneapelis Industrial Railway ce.)j

Seuth Daketa: Watertewn te Minneseta State line (Merten, Mn te
Watertewn line); Watertewn te Leola (Watertewn teo Leela line);

I1lineis: Iewa State line te Monmeuth (Oskaleesa te Menmouth iine);
Menmeuth te Middle Greve (Menmouth te Peeria line):




In 1968 the Chicago & North Western Railroad merged with the Chicago

Great Western Railway, At the time of the merger, the Chicago Great

Western consisted of 140846 miles. A breakdown of miles by cach state

and the percentags of the systenm trackage in each state follows.

State Miles Percentage of system total miles
Bt o9 o'y N . [RCREPRRFY azighe i e bt b

fova 752.6 53.5 %

IMinnesota 8.5 bl %

Ilinois 178,1 : 12.8 %

Iissouri 1062.3 Ted 2

ikansas 27.1 1.9.5

11,0846 100 4 a
By early 1981, the Chicajo & North Western Railroad had eithior abandoned,
[iled for abandonment, or quit onerating approximately 647,7 miles, or
L 4 of the former Chicazo Greal Western Railway. A breakdown of the
nuwaber of miles in each state and the percentage of track within each

state that has been abandoned or filed for abandonment follows,.

State . Miles Percentage of state's miles

Towa 2041 104
Minnesota 202,08

Lllinela s oun oo 10L8 .

The lines, or portions of lines used in these figures are:

lowa: Dubuque to Oelwein; Oeclwein to Minnesota state line (Celwein to
Randolph line); Tripoli Branch; Coulter to Clarion; Somers to
Carroll; Harlan to Council Bluffs; Manly to Minneseta state line
(Manly to Austan line); and Osage to Minnesota state 1ines (Csare
to Pine Island line). -

Minnesotat Randolph to Iowa state line (Randolph to @elwein line);
Towa state line to Austin (Manly to Austin line); Austin
to Waltham; Towa state line to Pine Island (Osage to Fine
Island line); Faribault to Mankato (ited Wing to Mankato line).

Illincis: Chicago to Sycamore and B yron to Dubuque,
& Y J q
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Beckley
Cavanaugh
Olsen
Boyer

R
Darling SRR

Vice President-Sales
my office on Th
is of course the
Emons or as an intermediary Ners . ELNICY

was mentioned specifically.

However, Mr. Teruggi was, at one time, a member of the
Board of Directors of the Oklahoma, Kansas, and Texas Shippers

Assoc1atlon and is still aec w1th Ehis or

(617)861 - B6HEO" 3 awyer, an actitioner,
and a former Vice President Operations of the D&H. He is

still involved in the OKT transaction, but Mr. Teruggi suggested
Mr. Faye might be available to consult for a fee.

Other than learning that Mr. Gibbons also employs his daughter

in public relation ri Gibbons
famil
there may be questions at cou be

y these sources I have not anticipated.




September 20, 1982

TO: D. M. Cavanaugh

FROM: J. D. Darling <R

1s means that the Trustee would have
owa approximately $4 million in back
taxes and $1 million in unrepaid State contribution to
rehabilitation projects.

that under the Iowa Rail Finance

ere is also a political
problem spending it all in a small area.

I have al that

Disregarding the outcome of such issues, since it is currently
i i i roperty free of these obligations

had in mind

Forest City to Thompson, 10.6 miles

The 1,125,000 bushel Farmers Coop Elevator Company
at Thompson was a participant in the rehabilitation
programs. Some work was done between Forest City and
Thompson. Three hundred four (304) carloads in 1978.
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Ocheyedan to Allendorf, 5.8 miles

1,189,000 bushel N, W. Iowa Coop, 54 carloads in 1978

Allendorf to Sibley, 5.6 miles

952,000 bushel Farmers Coop Elevator Company, 872
carloads inbound, as well as outbound in 1978. Sibley
is also served by the CNW.

Hayfield Jct. to Woden, 18.1 miles

950,000 bushel Farmers Coop Elevator at Woden, 277
carloads in 1978.

250,000 bushel Farmers Coop Elevator Association
at Crystal Lake, 19 carloads in 1978.

210,000 bushel Formanek Elevator at Hayfield, 192
carloads in 1978.

Woden to Titonka, 6.6 miles

750,000 bushel Farmers Coop Elevator Company, 40 cars
in 1978. Abandoned by Rock Island prior to cessation
of operations.

Thompson to Buffalo Center, 9.0 miles

Farmers Coop Elevator Company associated with and shipping
out of facilities at Lakota on the Estherville-Rake
segment. 92 cars, all inbound, in 1978.

Sibley to Little Rock, 7.6 miles

Kruse Brothers Elevator Company. 390,000 bushel
Langel's Inc.

215,000 bushel Little Rock Farmers Exchange.

206 cars in 1978.

Little Rock to Rock Rapids, 19.5 miles

Abandoned by Rock Island prior to cessation of operations.
Some trackage in Minnesota. Connection with ICG to
within 13 miles of the BN to the west.
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Iowa Falls to Vinton, 73.7 miles

Connection with the Iowa Northern Railroad.

Cedar Rapids to West Liberty, 36.7 miles

Connect Iowa Northern Railroad to Iowa Railroad.

West Liberty to Burlington, 61.4 miles

Reach the Mississippi.

attached
1f
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TO: D. M. Cavanaughv”
C. C. Leary

FROM: J. D. Darling <oy

RE: Rock Island Study

Six (6) pool crews, Manly to Inver Grove, home at
Manly

Six (6) pool crews, Des Moines to Manly, home at
Des Moines

Four (4) pool crews, Cedar Rapids to Manly, home (7?)

The above-mentioned pool crews were on a common seniority
district.

Yard assignments:
2--Iowa Falls
1--Mason City

3--Manly, all cut off before Rock Island ceased opera-
tions

2--Albert Lea
3--Inver Grove
2--Inver Gove transfers
Iowa Falls and Albert Lea around-the-clock when busy.
Iowa Falls Gateway branch lines home at Estherville.
Dows to Forest City line outlying assignment off Estherville

board home at Forest City.

JDD/ jmz
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TO : T. M. Beckley
" D. M. Cavanaughv”

FROM: J. D. Darling « 5% %=

's the opinion o : owa DOT that the
wants reak the east-west line of the Rock Island,
well as serve the additional industries
the Soo Line to have this segment
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T. M. Beckley
D. M. CavanaughV
B. D. Olsen

o

> e
‘(*\\"\J-: 5

FROM: D. Darling

ity terminal area are included.




EXHIBIT B

JOINT FACILITIES
A. Iowa Transfer Railway Company, Des Moines, IA

B. Milwaukee, Polo to Air Line Jct. and West Wye
Tower and at KCS Jct. at Kansas City, MO

NW, Birmingham, MO Interlocker

Kansas City Terminal Railway Company

TRACKAGE RIGHTS OF TENNANT

A, Milwaukee, Northfield to Comas, MN

B. CNW, Northwood to Manly, IA

i@ CNW, Manly to Clear Lake Jct. (Mason City, IA)

D. Milwaukee, Ememtsburg to Hartley, IA

TRACKAGE RIGHTS AS HOST
A CNW, Albert Lea, MN to Northwood, IA

B. ICG, Albert Lea to Glenville, MN

RAILROAD GRADE CROSSINGS
A. Milwaukee, Albert Lea, MN
Bl CNW, Hampton, IA

ICG, Mills (Iowa Falls), IA

CNW, Des Moines, IA (formef CGW, 0.3 miles north of
Short Line Jct.)

DMU, Des Moines, TIA (0.6 miles west of Short Line Jct.)

CNW, Des Moines, TIA (former CNW, 0.6 miles west of
Short Line Jct.)

CNW, Des Moines, IA (former FDDM, 0.6 miles west of
short Line Jet.)

DMU, Des Moines, (0.2 miles south of Short Line Jct.)




EXHIBIT B

BM, Des Moines, TIA (0.7 miles south of Short Line Jct.)
Nw; Lock Springs, MO

NW, Birmingham, MO

CNW. Clarion -~ TA

CNW, Goldfield, IA

Milwaukee, Emmetsburg, IA

CNW, Belmond, TIA (former MSTL)

CNW, Blemond, IA (former CGW)

Milwaukee, Garner, IA

INTERCHANGE

A.

Albert Lea, MN

{3 CNW

2 ICG

3 Milwaukee

Manly, IA

4 CNW

2. Iowa Northern Railway (IANR)
Mason City, IA

1. CNW

-Iowa Terminal Railroad Company (TAT)

Milwaukee
Falls, IA
CNW

ICG

Keota Washington Transportation Company (KWTR)

ha




EXHIBIT B

Des Moines, IA
. BN
2. CNW

Des Moines and Central Iowa Railroad Company
(DCI)

Des Moines Union Railway Company (DMU)
Iowa Railroad Company (IRRC)
Towa Transfer Railway Company
NW
Springs, MO

% NW

Nettleton, MO

s BN

Kansas City, MO
ATSF
BN

CNW

Kansas City Connecting Railroad Company

1
2
3
4. ICG
5
6

Kansas City Public Service Freight Operation
KCS
Kansas City Terminal Railway Company (KCT)

Kansas City & Westport Belt Railroad Company
(KCWB)

Kansas and Missouri Railway and Terminal
Company (KM)

Milwaukee

MKT




3
14,
e o
16.

EXHIBIT B

UP

Clarion, IA-CNW

Goldfield, TIA-CNW

Emmetsburg, IA-Milwaukee

Belmond, TA-CNW

INTERCHANGE AT JOINT INDUSTRIES

A.

H

FRn Ly e N e e o

CNW,
CNW,
CNW,
CNW,
CNW,
CNW,
CNW,

CNW,

Milwaukee, MNS, Northfield, MN
Milwaukee, Dundas, MN

Albert Lea, MN

Glenville, MN

Northwood, IA

Kensett, IA

Manly, IA

Mason City, IA

Milwaukee, Polo, MO

Milwaukee, Elmira, MO

Milwaukee, Lawson, MO

Milwaukee, Moseby, MO

Milwaukee, Stockdale, MO

Milwaukee, Liberty, MO

Milwaukee, Emmetsburg, IA

Milwaukee, Hartley, IA

CNW,

West Des Moines, IA

A




September 20, 1982

D . Cavanaughv’
C. C. Leary

W. B. Peterson
J

Darlingwig§§;3>

Freight Agent, Iowa Northern Railroad

Polo to Des Moines--169.6 miles

40 mph, except
10 mph, 20.9 miles (five locations)
30 mph, 10.9 miles
40 mph, 39.7 miles

Short Line Jct. to Clear Lake Ject.--130.0 miles

40 mph, except
10 mph, 24.4 miles (six locatioms)
30 mph, 76.1 miles
40 mph, 16.4 miles

Manly to Inver Grove

40 mph, except

10 mph, 18.8 miles (three locations)
30 mph, 36.1 miles
35 mph, 11.2 miles
40 mph, 25.9 miles

Mr. Stoffer did not know why the orders were included at 40 mph,
but I suspect it is because the CNW time table lists 49 mph as the
maximum speed in many areas.

Mr. Stoffer also said 40 cars of ballast and seven cars of ties
were recently unloaded in the Owatonna vicinity.

JDD/ jmz




September 20, 1982

D . Cavanaughvl
C. C. Leary

W. B. Peterson
J

Darling—¥§§§iﬁ

Reference my letter of September 15, 1982.

I have been

JDD/ jmz




September 20, 1982

TO: b. M. Cavanaughhf/
C. C. Leary

FROM: J. D. Darling coeSes

Attached is a copy of a

" r is
1spatcher and 1s currently General Freight Agent,
Iowa Northern Railroad Company.




Manly, Iowa
April 12, 1982

Mr: Lies Holland

Dixeector Towa BOT

lowa Department of Transportation
Railroad 1‘1_"111"1 ortation Division
00 Lincoln Was

Ames, lowa DL,'UL‘\)

PDear M, Holland,

I would like to provide you with some information on the
railroad facilities located at M Manly, Iowa on the Spine Line
of the former Rock Island Railroad, I have attached some
information on the City of Manly, Iowa that would be of
interest to a new railroad operating the Spine Linec,

I am sure you are aware, Manly Y

Y an ideal switching

S WERTERENA e L slope
rs Lo Interfere with switching,

west of the present yard
125 eayr tCracks:

the west of the railroad

] X
yhpd.  Loibhas a v capheiy of I)O cars
i1

and without any public road cross
The railroad owns 13 acres to the that
could accommodate three additional
an additional 40 acres of farm land U

propexty that would make expansion of Manly Yard vclatcively CASY
Manly Yard has one of the best Diescel

house faeilities on the
Lormer Roek Island,

and a very pgood yard office build Frigr o - B
feel Manly Yard.could be very useful as a majdy classification
yard,

Manly Yard is located 125 miles from Des Mo ines, 124 miles Crom
8 : : )
Minneapolis, 127 miles {rom Cedar Rapids and 110

miles from
Es therville, Considering the

condition of the track at the
resent time, trains could be opervated [rom connections with the
I )

LN, Sooline, and MLW railrvoads at the Mwin Cities

as they are
recireved and then switched and blocked

at Manly, Connections
could be worked out with the MN&S at Nor thfield, Mn, so a

Northficeld turn could be operated out of Manly Lo handle some
of the local work between Albert Lea and Northfield.




L

This Northfield turn could move the tradfic out of Northlield

and set out Albert Lea traffic on return trip and still

arrive
at Manly Yard within the hours. of service law,

Manly Yanrd could then make up 2 Eastbound train with: the
Ceday Rapids, Silvis and Chicago traffic and the Towa Falls,
Des -Moines, Omaha and Kans City traffic could be switehed in blocl:,
A rvoad switcher could be operated from Manly Yard to Mason City
to handle the industril switeching in Mason CREV and refurntito

MHanly Yard with outbound traffic to move in block to Deg Moines,
This would make only ore sét out and one pick up at Jowa lalls,
for southbound traing between Manly and Dos Moines

» This should
climinate the problem with the hours of

service and still maintain
a trafflic pattern that would accomodate the shippers and avoid
delayed car movements, A local could operiate out of Des MHoiunes
to fowa Falls to handle short work, Waterloo and Cedar Rapids

’
1

traffic couldibe moved out of “'mly Y ravers

8 the Towa Northern
Railroad connection at Manly,

Also traffic coming off the former
Manly to Cedar Rapids Lince of the Rock Island now operated by the
Towa Horthern could be interchanzed at Manly,

Manly Yard is in the center of operations on the North end of
S Xvied! DS
bad oders e iasn 50 hiles ading , elimlantingeg Gl problen

the
Car Pupt. at Manly could handle derajlments and

cll1LCl

(@
carpen, from bes PloLno: rotwin Cities Jdyiving. over 100 miles Fo
cover piroblems arca, Also beecause of beiwg a
cenfral localbionm, a' Roaduastor and’ €wo Tradk supcrvisors could be
ackage f[rom Des Moines to Minuncapolis

e

Loeatode at :"‘thll_\' R o .01 0 Gl i
I also feel: it would be beneficent to have Trainmaster'ts

locuted
at Manly to-handle Yanrd oper

ations and road operations

from llanly
Lo Minncapolis and Manly to bes Moines, Again because of it's
central location and reputation for being a problem spot during
the winter months, a Dispatchers office could be located at Manly
to handle the track between Des Moines and Minncapolis

:
g And

1
Esthervil e shranch Lines

o

9

Thicre, s oa Slago ot tilding dirvectly across the stroeet Frrom
, sale and eould be tarmed into
an office buildinge to accouwmnlate additiona L personal, Il
[eel here fs deweed For a Rowmcdhiouse  force at Manly, We
cncounter many problemys during cold weather

machinist could save not only

Chie Depot bt Manls 1 SRl e e

Ly
-0 Q

wvhere eleetrician's

valuable Cime but also cquipment,

L i




. | N i e Frr= VEBY . 1
and I hope I have expresscd .Some

For Yoy attention
i lroad operating

Thank you

of the valuable agsels
of the Rock [gLlands

Manly Yaid would give a ral

the Spine Line

Sineere

/




September 20, 1982

. Cavanaughv"
. Leary
Peterson

Darling
sccacic oc i« (RS
on e Rock Island lines being considered
Oor acquisition.




SPEED RESTRICTIONS

CNW Timetable No. 5, May 1, 1981

Main Line

South St. Paul-M.P. 253.8 (89.8)
M.P. 253.8-Curtis (2.1)
Curtis-Manly Jct. (26.3)

Manly Jct.-Mason City (9.2)
Mason City-Des Moines (119.0)
Des Moines-M.P. 73.1 (0.5)

M.P. 73.1-Carlisle (8.4)
Carlisle-M.P. 43.3 (21.4)

M.P. 43.3-M.P. 43.2 (0.1)

M.P. 43.2-Air Line Ject. (181.1)

Branch Lines

Carlisle-Indianola (11.3)
Iowa Falls-West Bend (71.3)
M.P. 126.8 CNW Crossing
M.P. 135.8 CNW Crossing
West Bend-Estherville (38.2)

Bricelyn-Rake (6.6)
Rake-Estherville (50.6)

M.P. 16.35-Bridge 164
Estherville-M.P. 209.1 (2.2)
M.P. 209.1-Ocheyedan (36.9)

When handling unit trains
Dows-M.P. 114.0 (0.8)

M.P. 114.0-M.P. 122.0 (8.0)
M.P. 122.0-M.P. 150.0 (28.0)
M.P. 127.8 CNW Crossing
M.P. 128.8 CNW Crossing
M.P. 150.0-Forest City (7.5)




SPEED RESTRICTIONS

Milwaukee Road

Northern Division and Southern Division

Timetable No. 1, November 8, 1981

Main Line

Northfield, all street crossings
Northfield-Comas (6.9)

Pole-Birmingham (36.7)
Birmingham-Air Line Jct. (4.4)
Drawbridge




September 20, 1982

TO: C. J.. Chotkowski

FROM: J. D. Darling@DDlWY%‘

RE: Rock Island Study

Attached is some further information regarding labor relations
furnished by Mr. C. J. Stoffer, General Freight Agent,
Iowa Northern Railroad Company, Greene, Iowa 50636, (515)823-5870.

Mr. Stoffer has been most helpful in this regard, as well as

many other respects. He is a former Rock Island dispatcher having
worked at Des Moines and Rock Island. He does not represent any
labor organizations directly, but is one of the spokesmen

for an informal group of Rock Island employees particularly
interested in the restoration of train operations based

at Manly Yard.

Mr. Stoffer has also put me in contact with Mr. John Stone,
a former Rock Island engineer whose father is a district court
judge in northern Iowa.




September 20, 1982

TO: J eI HarEnett

FROM: J. D. Darling <~ N>

RE: Rock Island Study

Attached is a copy of a letter and some data regarding grain
shipments from the Iowa Falls Gateway branch lines furnished

by Mr. C. J. Stoffer, General Freight Agent, Iowa Northern
Railroad Company, Greene, Iowa 50636, (515)823-5870.

Mr. Stoffer is a former Rock Island dispatcher who is interested
in our potential acquisition both for his present employer

and for the possible re-employment of former Rock Island

employees on a major carrier. These figures confirm those
we had obtained from other sources. '




September 20, 1982

TO: B. D. Olsen

FROM: J. D. Darling ~S%S-,

RE: Rock Island Study

Attached is a draft of the Iowa Rail Fuel Tax, furnished by
Mr. C. J. Stoffer, General Freight Agent, Iowa Northern
Railroad Company.
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Form F-36

Soo Line Railroad Company @)

Date(ﬂ"?g S u s

o ‘Eﬁ \ \C\
Wb e
From: f‘\;&é\}}:ﬂ

Please note and return.

For your information.

Please reply directly to attached.

Please give me your recommendations.

Please draft reply for my signature.

Please handle.

Would like to discuss with you.

Proposed draft attached for your review
and suggestions.

Comments?

o
‘_( DAsAY ‘Q 4>Y O G G VNN
N /

oltendh QISIEEETS e
- S

7,
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Milwaukee Road Negotiations

Grant Saunders Connection Across SO0 between DMIR and BN

Grant Milwaukee Trackage Rigtsh on SO0 from Waukesha to
" Burlington

Grant Milwaukee Trackage Rights on Rock Island, Comas to
Nor thwood, or Owatonna to Northwood

The Milwaukee Trustee has proposed Milwaukee trackage rights on
the Rock Island from Comas to Northwood and Manly to

Plymouth Jct. The latter segment is currently operated by the
Iowa Northern under lease from the Rock Island. Together with
trackage rights on CNW from Northwood to Manly and
reinstitution of operations on an idle stretch of the Milwaukee
between Plymouth Jct. and Mason City, these trackage rights
would allow the Milwaukee to abandon their lines from Comas to
Ramsey, north of Austin, Austin to Calmar, and South Jct.,
south of Austin to Plymouth Jct. '

Request Trackage Rights on the Milwaukee from Comas to Owatonna

The Milwaukee route may be shorter, have less bridges, a better
profile, and serve more shippers than the Rock Island line.

The Milwaukee line would require more rehabilitation, is not
signaled, and a 5,988 foot siding on the Rock Island at Kapser
would be last.

The Milwaukee Trustee has proposed trackage rights on the Rock
Island from Comas to Northwood and Manly to Plymouth Jct.

The Milwaukee would benefit from rehabilitation and joint
operation.

Purchase the Milwaukee Interest in the Des Moines Union Railway

The Milwaukee has withdrawn from Des Moines, but retains a half
interest in the DMU with the NW. The DMU is second only to the
CNW in directly serving industries in Des Moines. The DMU also
has an interest in the Iowa Transfer Railway.

Grant the Milwaukee Trackage Rights from Seymour via Allerton
to Polo

This has been studied by the Milwakee in the past. "FRA maps
from 1975 indicate the Milwaukee lines subject to abanondment
application within three years.




This would require acquiring right-of-way and relaying track
over 13 miles between Seymour and Allerton, which we would not
otherwise require. The additional trackage right from Allerton
to Polo would be 95.9 miles, for a total of 108.9 miles. The
parallel Milwaukee route is 106 miles.

Pool Milwaukee and SOO Opertions into Kansas City

Combine SO0 and Milwaukee volumes at Trenton, MO permitting
more run throughs with connecting lines at Kansas City with
increased frequency. :

Grant the Milwaukee Trackage Rights from Albert Lea, Mason
City, Garner and/or Emmetsburg to Polo for Unit Grain Irains
Originating Only on Milwaukee Lines between Marquette and
Sheldon, Calmar and Jackson, and Blooming Prairie and Minnesota
Lake

Relinguish Any Claim to Trackage Rights on the Milwaukee from
Emmetsburg to Hartley to Serve Elevators at Hartley

Purchase One-Half of the Milwaukee Interst in Kansas City
Terminal Railroad

Bylaws of the KCT permitting, this might be a means of making a
cash settlement with the Milwaukee for acquiescence to our
entry to the KCS-MILW Joint Agency and acquiring rights on the
KCT while protecting the Milwaukee interests on KCT.

Purchase One-Half of the Milwaukee Interest in KCS-MILW Joint
Agencz

Offer to Purchase the Milwaukee Lines

Marquette to Sheldon .6 miles
Calmar to Jackson .4 miles
Wells to Minnesota Lake miles
South Jct. to Mason City Jct. .5 miles
Northfield to Ramsey miles

Total .3 miles

Acquire the Milwaukee Interest in the St. Paul Union Depot

Acquire the Milwaukee Interest in the Minnesota Transfer




Acquire the Milwaukee Interest in the Indiana Harbor Belt

Acquire an Interest in the Belt Railway Company of Chicago for
the Milwaukee

This could be the Rock Island interest and could be offered to
the Milwaukee for ‘all or one-half of their interst in the IHB.

SO0 Withdrawal from City of Milwaukee Market

S00 Withdraw from Washington Avenue Bridge Acquisition

Establish S00-Milwaukee interchange at Minnesota Transfer.




Manly, Iowa
Sept. 20, 1982

Mr. Joe Darling
Operations Consultant
Data Systems Dept.

Soo Line Building Box 530
Minneapolis, Minn. 55440

Dear Joe,

Attached please find some of the information you requested.
I tried to get this information as accurate as possible.

If you should need any additional information please feel
free to contact me at any time.

As I stated in our telephone conversation on Friday, both CTC
boards for the trackage you have offered to buy are located in

the 0ld Rock Island depot at 4th & Vine Streets in Des Moines.

If you are not going to use this building in Des Moines the

south CTC board could be located in the former dispatchers office
in Trenton. The North board could be located either at Manly

or in the Rock Island office building in Mason City. The north

end could handle the track from Short Line Ject to Minneapolis and
the Iowa Falls branch lines. Also there is a standby board located
in the tower building in Albert Lea. This board is used in case

of CTC failure and will operate all signals and switches from

West Yard Manly to North switch at Faribault.

I would like to have the opportunity to become an employee of the
Soo Line. I feel my knowledge of the railroad, employees and shippers
would help me become an asset to your company.

Again if I can be of futher assistance to you please give me a call
at any time.




PERMANENT SPEED RESTICTIONS

SHORT LINE JCT TO MANLY

20 MPH MP 147 Pole 11 to MP 147 Pole 35 at Iowa Falls

10 MPH MP 191 Pole 1 at Iowa Terminal Cros8ing

MANLY TO INVER GROVE

20 MPH MP 252 to MP 252 Pole 22
15 MPH Over street Crossings at Northfield
20 MPH Over main street Crossing Farmington

TURNOUT SPEEDS

25 MPH Curtis
25 MPH Comus
25 MPH Rosemount

SIDING TURNOUT SPEEDS

10 MPH North and South end Kensett

10 MPH North and South end Gordon

10 MPH North and South end Albert Lea
10 MPH North and South end Clarks Grove
25 MPH North and South end Ellendale

25 MPH North and South end Owatonna

25 MPH North and South end Kasper

TONNAGE RATINGS MANLY TO INVER GROVE 1500 HP ENGINES

Nor thward

Manly to Albert Lea 3000 Tons
Albert Lea to Inver Grove 2770 Tons
Southward

Inver Grove to Northfield 2000 Tons
Northfield to Albert Lea 2500 Tons
Albert Lea to Manly 2850 Toms




TONNAGE RATINGS SHORT LINE-JCT TO MANLY 1500 HPIENGINES

Northward

Short Line Jct to Argon 2200 Tomns
Argon to Mason City 2400 Tons
Mason City to Manly 4000 Tons
Southward

Manly to Mason City 4500 Tons
Mason City to Argon 2370 Tons
Argon to Short Line Jct 2500 Toms

A Rule of Thumb

Add 200 Tons for 2000 HP Engines
Add 400 Tons for 3000 HP 4-Axle Engines
Add 1000 Tons for 3000 HP 6-Axel Engines

CAPACITY OF SIDINGS

Manly to Inver Grove

Manly Yard 750 Car Capacity no road crossings

Kensett 4084 feet 1 Road crossing

Gordon 6076 feet 1 Road crossing

Albert Lea 4888 feet 1 Road Crossing

Clarks Grove 7109 feet No Road crossings

Ellendale 6155 feet 1 Road crossing

Owatonna 6210 feet 2 Road crossings

Kasper 5988 feet 1 Road crossing

Comus 4363 feet No Road crossings Located on MILW RR
Northfield 4701 feet No Road crossings Located on MILW RR
Castle Rock 2618 feet No Road crossings Located on MILW RR
Farmington 4282 feet No Road crossings Located on MILW RR
Rosemount 3263 feet 1 Road crossing Located on MILW RR

Short Line Jct to Manly

Enterprise 5967 feet No Road crossings
Cambridge 4492 feet No Road crossings
Nevada 2826 feet 1 Road crossing
McCallsburg 4438 feet 1 Road crossing
Garden City 3012 feet 1 Road crossing
Buckeye 6171 feet 1 Road Crossing
Purina 4103 feet 1 Road crossing
Argon 4191 feet 1 Road Crossing
Bradford 4007 feet No Road crossings
Hampton 2660 feet No Road crossings
Sheffield 6111 feet 1 Road crossing
Flint 4780 feet No Road crossing
Manly Siding 10,000 feet 1 Road crossing Located on CNW RR




O-ERATIONS AND SPEZD RESTRICTIONS ROCK ISLAND TRACKAGE

Kansas City to Des Moines

Two main tracks from West Wye Tower to Polo which are operated by the Milwaukee
Railroads North or Number 1 track owned by the Rock Island. This is a distance

of L1.6 miles. Speed restrictions are not immediately available but they are
believed to be overall speed of 25 MPH with various 10 MPH restrictions. This

is a CTC operation controlled by Milwaukee operators at West Wye ~md Drawbridge
under direction of Milwaukee train dispatcher. CNW currently operates between

3 and L Northward trains between Kansas City and Des Moines daily. Southward
trains are operated over CNW trackage Des Moines to Kansas City. In addition,

the CNW maintains a switch engine at Trenton. The CNW takes over train operations
at Polo M,P. L60.l and handles trains to Allerton, Jowa M.P. 365.0 on the old
Kansas City to Chicago line, then from Allerton M.P. 0.0 to Des Moines M.P. 73.6.
Their are 2 main tracks in the Trenton area from M.P. 413.7 at Cobb to M.P. L17.L
at Lake with Track Number 1 being the North track and Track Number 2 being the
South tracke Track from Polo to Allerton is CTC controlled by CNW train dispatchers
located in the former Rock Island train dispatcher's facility in Des Moines. Track
from Allerton to Carlisle, Iowa is ABS., Track from Carlisle to Des Moines is CTC
controlled by train order operator at Des Moines under supervision of train dispatcher
at Des Moines. In addition to through trains, the C"“W operates a switch run daily
to service AGRI Industries and General Mills at Avon and the Indianola branch 1ine,
This operation for the Kansas City to Des Moines segment is almost identical to the
operation of the Rock Island.

The CNW has a maximum speed of LO MPH from Polo to Des Moines. This is a distance
- of 169.6 miles compriwed of the following speed restrictions.

10 MPH = 20.9 miles

30 MPH = 109.,0 miles

LO MPH -~ 39.7 miles

Following is an individual listing of recent CNW speed restrictions
Location Miles
30 MPH MP 36;.8 to MP 38L.0 1IV.2"
30 MPH MP LOL.l to MP LOL.2
30 MPH MP L13.7 to MP L415.7
10 MPH MP J15.2 to MP L17.L
30 MPH MP }13.7 to MP L1L.7
10 MPH MP 415.2 to MP L15.7
30 MPH MP 415.7 to MP L1T7.L
30 MPH MP 417.L to MP L21.7
30 MPH MP L431.0 to MP L56.2
10 MPH MP L456.2 to MP L60.5
10 MPH MP 0.0 * to-MP 2.0
30 MPH MP 2,0 +to MP 31.4
10 MPH MP 31l.4 to MP 32.8
30 MPH MP 32.8 to MF 52,0
10 MPH MP 52.0 to MP 64.0
30 MPH MP 64.0 to MP 72.9
10 MPH MP 72.9 to MP 73.6

The Rock Island used a crew change point at Trenton, Missouri. The CNW utilizes
this only when necessary preferring to’operate with one crew from Kansas City
thraugh to Des Moines. The CNW is sucessfuliall but about 25% of the time., The
trains that do tie up on the hours of service between Kansas City and Des “oines
have normally been delayed on the Kansas City Terminal leaving Kansas City.

n N
NN

o L] L * L ] - L ] L ] L ]

VO OoONEFEFOWNWITVMION O

=
P00 N e
L ]




Des Moines to lManly

This section is ABS for 116.9 miles from Des Moines to Flint (south edge of Mason
City) then over CNW owned trackage to Manly. The CNW operates one through train
each direction daily plus a local which operates twice a week on the following
cycles Des Moines to Iowa Falls, tie up; Iowa Falls to Mason City to Iowa Falls,
tie up; then Towa Falls to Des Moines., One switch engine is utilized at Towa Falls
for industrial switching. The GNW has for the last six months been striving to
dry up Towa Falls. Traffic for the Rock Island Northwest Branchhs is handled on
CNW trackage Des Moines-Ames-Eagle Grove instead of through the Iowa Falls gateway.
Likewise, loaded grain moves either in reverse of this route or from Eagle Grove
to Fort Dodge. For the Rock Island, Iowa Falls was a major point handling all
traffic for the Northwest Branches.

The track segment from Des Moines to Flint,has a maximum speed of LO MPH comprised
of the following speed restrictions,

10 MPH 24.U4 miles

30 MPH 76.1 miles

LO MPH 16.4 miles

Following is an individual listing of recent CNW speed restrictions.
Location Miles

10 MPH MP 73,6 to MP 75,0
30 MPH MP 75.0 to MP 79.8
30 MPH MP 82.8 to MP 86.)
30 MPH MP 92.0 to MP 95.%
10 MPH MP 103.3 to MP 107.6
30 MPH MP 107.6 to MP 140.0
10 MPH MP 140.0 to MP 150,0
30 MPH  MP 150.0 to MP 156.)
10 MPH MP 156.) to MP 158.)
30 MPH MP 158.) to MP 170.3
10 MPH MP 170.3 to MP 176,0
30 MPH MP 176.0 to MP 179.8
10 MPH MP 179.8 to MP 180.8
30 MPH MP 180.8 to MP 190.5
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After leaving the yard limits of Mason City, the speed is L5 MPH to Manly. The
CNW utilizes Manly as a crew change point mueh as the Rock Island did.

Manly to Inver Grove

This section is CTC controlled by the former Rock Island dispatcher in Des Moines
from Manly to Comus, then CTC over Mjlwaukee from Comus to Rosemount handled by
Milwaukee dispatcher, then CTC from Rosemount to Inver Grove handled by the CNW
operator at South St. Paul under the supervison of the dispatcher at Des Moines,
The CNW operates one train each direction daily plus a local twice a week on the
following cycle. South St. Paul to Uwatonna, tie up; Owatonna to Albert Lea to
Owatonna, tie up; Owatonna to South St. Pauls The Rock Island operated 2 trains
each way with an ocassional local.




The Manly to Inver Grove ségment has a maximum speed of hOAMPH comprised of the
following speed restrictions.

10 MPH 18,8 miles
30 MPH 36,1 miles
35 MPH 11,2 miles
LO MPH 35.9 miles
25 MPH 27,0 miles over the Milwaukee from Comus to fosemount.

individual listing of speed restrictions on this 119 mile segment is as follows,

Location “Miles

MPH 225,14 to MP 236.6 13.8

MPH 25040 to MP 251,1 1.1

MPH 251-1 to MP 251.7 06

MPH 253.8 to MP 267.2 13.4

MPH 26T7.2 to MP 283,7 16.5

MPH 283.7 to MP 288.0 L3

MPH 288.0 to MP 306.5 18.5 :

MPH 306.5 to MP 333.5 27.0 (Milwaukee Railroad)
MPH 333.5 to MP 334.0 o5

The CNW has been working in the Owatonna area and recently removed some 10 MPH orders.
Since then, they have been putting in some ties and have unloaded L0 cars of ballast
within the last week. They are working in the area of MP 283.7 to MP 288 presumably
to remove this 10 MPH order before winter.

Northwest Branches

Individual speed restrictions for trackage in the Northwest Branches is not immediately
available, however, the timetable maximum speeds are as follows.

Towa Falls to Estherville L0 MPH

Dows to “orest City 30 MPH

Estherville to Ocheyedan 30 MPH

Estherville to Rake 30 MPH

Palmer to Hoyal 30 MPH

The CNW is very conservative on speed in grain territory and as such imposes 10 MPH
speed restrictions on trains handling 25 or more cars of grain in these territories
with only a few minor exceptions. For all practical purposes since this is grain
train territtory, the CNW operates at 10 MPH. All of this track has been retied

under the Iowa branch line program. Some ballast has been dumped and‘’some rail laid,
More ballast and resurfacing would hold this track until rail relays could be done.
Under the Rock Island operation, trains were run on an as needed basis on all segments
except the lowa Falls-Dows to forest City line. This was handled by a tri-weekly local
originating at Iowa Falls. The CNW operates this territory with crews headquartered
at Eagle Grove whereas the fock Island operated crews from Estherville. The CNW
operates a tri-weekly local Eagle Grove to Goldfield on the CNW then Goldfield to
Estherville on the Rock Island. There is a local that operates twice per week from
Eagle Grove to Belmond on the CNW then Belmond to Forest City. This same locnl also
operates twice per week from Eagle Grove to Goldfield on the CNW then Goldfield to
Towa Falls and return on the Rock Island. This Iowa Falls local will make sidetrips
as necessary from Dowm to Rowdn on the Dows to Forest City line. The CNW built a
transfer from the CNW to the Rock Island at Belmond and the CNW does not now operate
between Rowan and Belmond utilizing Rock Island trackage.

3




The CNW utilizes a switch-road crew at Estherville to handle all traffic on the
lines from HEstherville to Ocheyedan and from Estherville to Bricelyn, Almost all
of the grain from the vicinity of Estherville moves from Estherville to Bricelyn
then on CNW from Bricelyn to Mason City. The Hock Island either moved the grain
through the Towa Falls gateway or,to Albert Lea utilizing the line segment from
Bricelyn to Albert Lea which is not now being operated by any carrier.

The CNW operates the Palmer to Royal line with a switcher based at Laurens and
works these lines as needed. The Rock Island operated over Milwaukee track to
reach this line segment, however, it is my understanding that this line of the
Milwaukee has been torn up. The only alternative for the Soo Line to handle this
track is to operate over the Illinois Central Gulf from Iowa Falls to Manson and
then on former Rock Island track from Manson to Palmer. The 7 plus miles of track
from Manson to Palmer has been abandoned but at last report, the track is still
in place.




BRANCH LINE SUBDIV11A  DES MOINES DIV|| _ ' SUBDIV 11

Foolage
Capacity Of

i ol ' v

SOUTH STATIONS NORTH ‘ 7 SOUTH STATIONS NORTH

MINNEAPQOLIS
11.8

Burlington

31
C & NW Crossing

£ froddor

: g 32

8 QICT ... .
2.0

INVER GROVE
4k ROSEMOUNT .................. .. YP 3335
7.0

MAXIMUM SPEED: 30 MPH MP 2.0 to MP 5.2 FARMINGTON
FLAG PROTECTION DISTANCE 1% MILE (See Rule 83) 68
SPECIAL INSTRUCTIONS: CASTLE ROCK

Operation MP 0.0 to MP 2.0 and MP 5.2 to MP 8.5 per Rule 105 (Rev). 6.1

Main track switches and pole phone boxes MP 2.0 to MP 5.2 equipped with toggle bar and | NORTHFIELD
locked with both CRI&P and C&NW switch locks.

C&NW crossing MP 5 Pale 15 protected by STOP signs. |

Train orders except Form Q and Form Z ara not required. Clearance not required. {

Authority to enter main track at and between MP 2.0 (Q Jct) and MP 5.2 (Rock Jet) by signal |
indication or when verbal authority is obtained from Control Opr.

Pole phone box with phone located at MP 5 Pole 7 and MP 2 Pole 0 to communicate with
Contro!l Operator at Inver Grove.

CTC movement betwean absolute signals at MP 2.0 and MP 5.2 (Q Jet. and Rock Jet.) will be
supervised by the Train Dispatcher who will Issue instructions to the Control Operator at Inver| 5.2
Grove. H MEDFORD

Two electric-locked hand-operated switches No. 8 turnouts located at MP 2 Pole 3 and one| 6.0
electric-locked hand-operated switch No. 10 turnout located at MP 4 Pole 22, Operation these;
three switches as follows: i

On main track, stop movement within 200 feet of switch. Unlock switch and mechanism will|
unlock immediately. Line switch for route to be used. For movement to the main track through
these switches, communicate with Control Operator for authority to enter main track. When
authority granted, unlock switch and if circuit is not occupled, mechanism will uniock im-

mediately. If switch doas not unlock immediately, LEAVE SWITCH LOCK OUT to start time re-|
lease mechanism which will require five (5) minutes for switch to unlock. When unlocked, ling;
switch for route to be used.

Northward absolute signal at Rock Jet. located to the left of main track.

Six (6) axle diesel-electric units prohibited between MP 5.2 and AH&D MP 8.5,
Maximum Wt:
Loads (gross weight of car and lading) 263,000 Ibs,

1.9
INVER GROVE BCFATWY *TO(N) 344.4
10.8

MP 333.5 MP 346.0
Rules 400 to 406

Automatic Block System

7.8

CLARKS GROVE
7.6

ALBERT LEA-CRI&P. .. . BCTW ‘TO(N) | “ 2527
03

CMSIP&P Crossing 252.4
0.7

ALBERT LEA-CaNw ., -BCRWY Yd TO 252.6
04 .

Automatic Block System Rules 400-408
MP 226-5 to MP 306.5
\;

1750

Yard

1.4
Yard 57225 BCRTW Yd. *TO(N) 225‘4J
—— ———— e e eee— ——

FLAG PROTECTION DISTANCE 1%
MAXIMUM SPEED: 40 MPH. i b i
Dispatchers Phones between Stations locate
MP 250 Pole 4 o
MP 250 Pole 27
MP.303

SPEED RESTRICTIONS

SUBDIVISION 11

Curtis and C&ANW Albert LeaSta .....
MP 252 Pole 0 to MP 252 Pole 22

MP 344 Pole 1 to MP 345 Pole 28
Bridge 3450 Mississippi River . .

TIMETABLE NO. 1

TR w;..@aﬁ.tru—’.,w_w O < m—————————
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SPECIAL INSTRUCTIONS
SUBDIVISION 11

Rule 83: Inver Grove, Manly and Albert Lea for trains originating or terminating

Trains between Minneapolis and St. Paul will be governed by CMStP&P timetable and
operating rules.

Trains between Robert Street and Division Street, St. Paul, will be governed by St. Paul
Union Depot operating rules.

White oscillating headlight must be extinguished between east yard limits South Min-
neapolis and passenger depot Minneapolis and between Chestnut Street and Division Street,
St. Paul.

Trains between Rosemont and Comus will be governed by CMStP&P timetable and operat-
ing rules.

Southward trains may leave Newport without clearance.

Inver Grove is initial station for southward trains.

Northward trains originating at Inver Grove must obtain clearance.

Inver Grove drawbridge 3450 protected by interlocking. Authority to pass STOP indication
this interlocking may be given by bridge tender.

Trains between Rosemont and Comus will be governed by CMStP&P 1vmelable and cperat-

*ing rules.

Northward IC trains may leave Glenville without clearance.

It an IC train is delayed at Glenville, doing station work, crew member will push button locat-
ed in iron box east of highway crossing near absolute signal to indicate train is ready to enter
the control section.

Interchange track with ICG at Glenville, Minnesota, established on the ICG siding.

Trains and engines using ICG main track between CRI&P main track and interchange track
(siding) switch, proceed per Rule 83 of the Operating Rules of lllinois Central Gulf Railroad.
Trains and engines using interchange track (siding) ICG, proceed per Rule 105 of the Operat-
ing Rules of lllinois Central Gulf Railroad.

Yard limits are indicated by yard limit signs and special instructions

\llinois Central Guif Rule 105 reads as follows: "Trains or engines using any track other than
a main track must proceed at YARD SPEED."

lllinois Central Gulf definition of YARD SPEED reads as follows: A speed preparcd to stop
within one-half the range of vision."

Yard limit signs have been installed on ICG main track.

The length of the ICG interchange track (siding) Glenville, Minnesota is 1,300 eet, derail to
derail.

Uniform Code of Operating Rule 343(a) is authorized at the following locations:

Subdivision 11 —CMStP&P Crossing
Albert Lea, Minnesota
Subdivision 11-B — CRI&P Crossing
Albert Lea, Minnesota
NOTE: Eastward absolute signal, Subdivision
11-B, 136 feet from crossing.

Six (6) axle locomotives are prohibited from oparating over the industrial trackage at Jobs,
Inc., Albert Lea, Minnesota,

Railroad crossings at grade are protected by interlocking except:

Normal Light

Position Arrangement
Operated Gates
we Crossing Remarks By Against Stop

Proceed

252.3 CMStP&P Stop Signs

Industrial or spur tracks are located at:

MP Name Foutage Capacity

2865 Wickes Lumber Co. 1365

Overhead or side restricted clearance as follows:

St. Paul, Minn.—Burlington Northern trackage, East Side Line at Tunnel No. 1 between Third
St. and Mississippi St.

Owatonna, Minn.—C&NW overhead bridge MP 284 Pole 23 verticle clearance 20 ft. 4Vz ins.
and horizontal clearance 8 ft. 3'a ins. on main track; 18 ft. vertical clearance on siding.

SUBDIVISION 11 and 12

Manly, between Signal 2250, MP 224 Pole 36 and West Yard, MP 226 Pole 19, movements of
trains on main track are governed by signal indication. Signal 2250 is a two unit signal, lower
unit is an “open the switch indicator" controlled by operator, Manly train order office, under
direction of the train dispatcher. Rule 93 is in effect in this territory. If Signal 2250 indicates
STOP then proceed at low speed per Rule 291 and the Open The Switch Indicator is not il-
luminated, a member of tha crew stopped by Signal 2250 must contact operator, Manly, before
proceedings and be governed by verbal instructions.

When Open The Switch Indicator is illuminated be governed by Rule 36(2) regardiess of the
indication given by Signal 2250,

Within these limits trains or engines must not enter or foul main track or re-enter main track
after having cleared it excep! by authority of Operator and then be governed by Rules 104(15)
and 353.

At Manly CANW trains may register by Form 1339,

Drawbridges are located as follows:

Inver Grove—Mississippi River
MAXIMUM WT:

Loads (gross weight of car and lading) 263,000 Lbs.

MAIN LINE

Footage
Capacity of

SUBDIV 12

=]
m
(7]
=
=
=
m
)
S

M.P. rom
Allerlon

SOUTH stations  NORTH

R . BCRTW Yd *TO(N) |

n
<
N
-

9.5

MASON CITY BCYdTO

w
N
@

CMS!P&P Crossing
0.9

ITCrossing ....... N e O O P M
0.0
CLEAR LAKE JCT

MP73 to MP191

e R T W A et R
0.0

CRIP Crossing
0.3

IOWA FALLS

45
SHERMAN
76
GARDENCITY
5.6

Automatic Block System

74
ELKHART

42
ENTERPRISE

6.7
SWANWOOD

4.7
C&NW Crossing

SHORT LINE JCT

(CRI&P Crossing
128.5

MAXIMUM SPEED: 30 MPH,
FLAG PROCTECTION DISTANCE 12 MILES. (See Rule 99)
L]

SPEED RESTRICTIONS
SUBDIVISION 12
MP 147 Pole 11 to MP 147 Pole 35
MP 191.1(IT Crossing) ............ :
Manly—C&NW Connecting Tracks
SPECIAL INSTRUCTIONS
SUBDIVISION 12
Trains between Manly and Clear Lake Jct. will be governed by CANW (Central Division|
timetable and operating rules.

TIMETABLE NO. 1

TIMETABLE NO. 1




MAIN LINE SUBDIV16  MISSOURI-KANSAS DIV

WEST STATIONS EAST |

SHORT LINE JCT ... WTY YdBFR*TO(N)
CRI&P (Crossing)

Footage
Capacity Of

M.P. from West
Wye Sw. Allerton

r 8.9
CARLISLE. ...
6.1
50060

50053

MELCHER ¢ ovioiiniiimsaiin
96
WILLIAMSON
65

CHARITON
12.2
800 50010 MILLERTON
6.7
920 50008 CORYDON
48
1400 07365 \ALLERTON
740

50040

50030

50023

Automatic Block System

FLAG PROTECTION DISTANCE 1% MILES (See Rule 99)
MAXIMUM SPEED: 30 MPH
SPEED RESTRICTIONS:
Allerton-through No. 20 turnouts, both ends crossover MP 364 Pole 35. . . .
Allerton-junction switch to Subdivisian 16 MP 364 Pole 30
MP 43 Pole 9toMP 43 Pole 13 ....... SISO Do G AR e N
SPECIAL INSTRUCTIONS:
Southward trains Subdivision 16 for movement to
Subdivision 15 at Allerton be governed by signal indications and need not obtain clearance,
Dispatchers Phone MP 57,1 and MP 17.9
Between Short Line Jct. and Carlisle, see
Subdivision 16 DES MOINES DIVISION
MAXIMUM WT:
Loads (gross waight of car and lading) 263,000 Ibs.

BRANCH LINE SUBDIV17A MISSOURI-KANSAS DIV
Footage b

Capaclty Of

WEST STATIONS

4.9
JAMESPORT
49

FLAG PROTECTION DISTANCE 1 MILE (See Rule 88)
TRAINS AND ENGINES WILL OPERATE PER RULE 93 RULE 10(i)2) AUTHORIZED
MAXIMUM SPEED: 20 MPH
SPECIAL INSTRUCTIONS
Eastward Trains arriving Coburn must secure permission from Train Dispatcher bafore en-
tering Coburn siding.
MAXIMUM WT:
Loads (gross weight of car and lading) 263,000 ib.

TIMETABLE NO. 1




MAIN LINE SUBDIV15 MISSOURI-KANSAS DIV

Footage
Capacity Of

WEST STATIONS EAST

[ ELDON, IoWA
0.8

ELDON YARD
11.8
BELKNAP
0.0

a8
CENTERVILLE
12.9
SEYMOUR
0.3
CMSIP&P Crossing
13.0
ALLERTION
72

43
MERCER, MO
2.3
PRINCETON 3924
59
MILL GROVE . 3998
4.5
SPICKARDS 404.3
6.0
TINDALL e 410.3

Automatic Block Sy§tem and CTC Rules 40&%6 /

4137

Yard 08416 TRENTON CBFRTW*TO(N) 415.8
\ 113.9 =

ALL TRAINS TO SUBDIVISION 18 AT ALLERTON MUST SECURE CLEARANCE
FLAG PROTECTION DISTANCE 1% MILES (See Rule 99)
MAXIMUM SPEED: 40 MPH — EXCEPT AET Trains
AET (Authorized Expedited Train) SPEED
To be authorized by traln order only.

SPEED RESTRICTIONS

SUBDIVISION 15

MP 290 Pole 31 to MP 291 Pole28(eng.only)................

MP 291 Pole 29to MP 299 P0le 39 ........ ..

MP 351 Pole 34 to MP 352 Pole 3 .

MP 352 Pole 4 CMStP&P Crossing

MP 364 Pole 0 to MP 365 Pole 35
(except as shown below)

MP 364 Pole 30 through No. 20 turnout, junction
switch to Subdivision 16 , .

MP 364 Pole 35 through No. 20 turnouts, both
ends crossover . 3 ;

MP 415 Pole 12 to MP 416 Pole 0 (Both Tracks)

SPECIAL INSTRUCTIONS
SUBDIVISION 15
Southward trains Subdivision 16 for movement to Subdivision 15 be governed by signal in-
dications at Allerton and need not obtain clearance
Engines must not be turned on wye Centerville
Old main track Centerville must not be switched with more than one diesel unit.
MAXIMUM WT:
Loads (gross weight of car and lading) 263,000 Ibs

b igess

SRR TS

i it

TIMETABLE NO. 1




T e

iy
%
Between Polo and Air Line Jct., the speed through curved switch leads of turnouts are
DISPATCHERS PHONES LOCATED SUEDIVISION 16: . restricted to 10 MPH except at following locations:
ms %g:go ::: gg?ﬁ‘? ; :'A‘g g‘;;’.gs End of two main tracks west end Drawbridge, MP 302 Pole 28 ....30
MP 326-17 MP 37216 MP 404-13 End of two main tracks east end Drawbridge, MP 302 Pole 8 ..30
MP 343-26 MP 3755 MP 410-7 4 Waest crossover Mosaby Jct, MP 486 Pole 32 [P ' |
MP 345-25 MP 378-2 MP 41328 vt asttoat i DA = i R
= est crossaover Lawso . ole - . . oy
MP 358-3 MP 306-20 MP 413-32 I Eastcrossover Lawson Jct. MP 471 Pole 27 N .. 25
" Crossover Polo, MP 460 Pole 10 g 40
Milwaukee Jct, Polo MP 460 Pole 10......... RIS ..40

MAIN LINE SUBDIV17 MISSOURI-KANSAS DIV||  Enoof womainiracks oiop 460 s’ NG e~

___Jf SPECIAL INSTRUCTIONS

k SUBDIVISION 17
¥ Trains from Subdivision 17-A arriving Coburn must secure permission from Train Dispatcher
\  before entering Coburn siding.

I CMStP&P trains 25 MPH through turnout at Polo.

At Liberty, eastward and westward movements trom the siding are governed by signals
located at clearance points. These signals will not display a proceed indication until the
switches have been lined, nor until the block is clear. They will display a proceed indication on-
WEST STATIONS EAST ly when the switches are lined to correspond with the satting of the levers at Drawbridge. The

— - operator at Drawbridge will notify the trainman or the engineer how these switches are to be
[TRENTON e fined.
34 ! Dragging equipment indicator MP 300.8 Both Tracks.
R Trains between Air Line Jct. and KCS Jct. will be governed by KCS Rules.
4.2 i Westward N&W trains to Subdivision 17 at Birmingham must secure Rock island clearance
at Moberly, Mo. Eastward N&\Y trains to Subdivision 17 at Air Line Jct, or Freight Line Jct. must
saecure Rock Island clearance at North Kansas City KN office or West Wye Tower.

N&W trains must obtain authority from the train dispatcher at Des Moines before entering or
fouling main tracks at Birmingham. Such information may be relayed through operator *'KN"'
LOCK SPRINGS .. ’ ......|} orDrawbridge

0.1 Westward Milwaukee Road trains to Subdivision 17 at Polo must secure Rock Island
N&W Crossing vis .|§ ‘clearance at Ottumwa, except those trains to Subdivision 17 which originate at Laredo must

86 ! secure Rock Island clearance at Laredo. Eastward Milwaukee Road trains to Subdivision 17 at
NETTLETON ....... Air Line Jct. or Freight Line Jet. must secure Rock island clearance at West Wye Tower.

Greater Kansas City Area Operating Rules, a supplement to the Uniform Code of Operating
Rules, for all trainmen and enginemen (See Rule T) operating in or through the area defined
bounded as follows: .

On the West ~— MP 8.41 on the Union Pacific AR
—MP 8onthe ATSF AR
— Rosedale (Southwest Blvd ) on the SL&SF and MKT
On the South — Coburg Yard (12th St.) on KCS
- Big Blue Jet. on MoPac and KCS
i — Congo MP 283.8 (Leeds Jct.) on MoPac and SL&SF
EXCELSIOR SPRINGS |. . On the East — Rock Creek Jct. on KCT, MoPac and ICG
53 c 8 — Freight Line Jet. on Rl and Milw
MOSEBY ..........c00 £ On the North — North KC Yards on BN and N&W to and including
0.1 Block 222
MOSEBY JCT ks :- p i - Fairfax
33 Except for the rules contained therein, employees will be governed by the operating rules,
STOCIQDALE g air brake rules. and safety rules of the railroad by which they are employed
LIBERTY - Industrial and spur tracks located at MP 473.0 Mud Spur 11 car capacity.
55 SIS o e Westward indicator located on siding Coburn at ,MP 425 pole 4 when displaying lunar light
N&W Crrossrn indicates that switch and signal at west end of siding Coburn are lined for movement to the
9 . main track AT THAT TIME. If indicator displays a red light, switch and signal at west end of sid-
BIAMINGHAM ... ~ o ” ing Coburn are not lined for movement to the main track. Trains and engines may pass this in-
25 dicator without stopping if displaying red light to continue to signal at west end of siding. This
DR“V‘;E;“'DGE ------- - e : indicator IS NOT AN AUTOMATIC BLOCK SIGNAL.
: _ MAXIMUM WT:
FREI%H&T EINEJOT. .. ¥ Loads (gross weight of car and lading) 263,000 |bs
2 ;
WS TR TOWER « : DISPATCHERS PHONES LOCATED:
et MPp 44522
06
ICG & MoPac Crossings MP 450-33
KCS JCT. Mo } MP 454-13
8.2

Footage
Capacity Ot

i

CRI& P Mile '
Posts From Chicago
Milw. Mile Posts
Fram Davenport

&
g
=]

LAKE

&
~
S

Automatic Biock System and CTC Rules 400-406

KANSAS CITY, KAN .
96.0

EASTWARD ROCK ISLAND TRAINS MUST SECURE CLEARANCE AT KANSAS CITY,
KANSAS AND DRAWBRIDGE.
FLAG PROTECTION DISTANCE 1% MILES (See Rule 99)
MAXIMUM SPEED: 40 MPH — EXCEPT AET TRAINS
AET (Authorized Expedited Train) speed to be authorized by train order only.

SPEED RESTRICTIONS

SUBDIVISION 17

MP 414 Pole 4 to MP 416 Pole 18 (Both Tracks)

MP 419 Pole 20 to MP 419 Pole 33

MP 434 Pole 37 to MP 434 Pole 38 (N&W Crossing)
Excelsior Springs, across Dunbar Avenue, (Engine only) ..
Birmingham to Airline Jct. (Both Tracks) .

Do not exceed 25 MPH through siding at Coburn

64 TIMETABLE NO. 1 TIMETABLE NO. 1




f
B Clear Lake Jct. and north switch of siding Flint southward trains will operat H
, Batwoon Cloa Lake et and north swich ofscing Pt southwaea vains wit operate s | |BRANCH LINE SUBDIVIGA DES MOINES DIV
Movement of northward trains to CANW main track at Clear Lake Jct. and over lowa Terminal e

crossing will be governed by northward signal located 350 feet $buth of Clear Lake Jct, switch Footage

Northward trains advanced on main track by calling—on signal 221 (A) may proceed on main Capacity Ot

track to C&NW northward interlocking signal and be governed accordingly.
Clear Lake Jct. is designated as initial station for southward trains *

Southward trains will not require clearance at Clear Lake Jct.
Crews will obtain permission from dispatcher before entering main track from Industry Spur é 5

atMP 77 Pole 32.
Rule 83: Manly, Short Line Jct. WEST STATIONS

Industrial or spur tracks are located at:
P 50011 CARUIBLER Do . foinias onasns i onss vsvini

M.P. from Chicago
via Des Moines

Footage Capacl 11.3
MP . feplwwily | § | 50006 | INDIANOLA

86.8 Cen(ral lowa F.S. 150 ¢ 11.3

159.8 Federated Powaer Plant 1000
TRAINS AND ENGINES WILL OPERATE PER RULE 83
Overhead or side restricted clearances as follows: RULE 10(I1}2) AUTHORIZED
Cambridge, lowa—Milw RR overhead bridge 966 MP 96 Pole 18 vertical clearance 20 1t. 3ins. MAXIMUM SPEED: 10 MPH
and horizontal clearance 8 f1. 6 ins. FLAG PROTECTION DISTANCE Y2 MILE (Sse Rule 09)
Des Moines, lowa—Maximum vertical clearance overhead spout east spur track serving Bulk | Six (6) axle diesel electric units prohibited
Service, north of Broadway Avenue, is 15 feet ATR. MAXIMUM WT:
C&NW Railroad will operate their yard and transfer trains and engines over the trackage of | Loads (gross weight of car and lading) 263,000 Ibs.
the CRI&P Railroad between West Des Moines and switch to their yard located at MP 74 Pols

23 near Easton Blvd., Subdivision 12; to make moves to and from West Des Moines, includi ; S |
moves in and out of lowa Transfer Yard. z ; R i hRANcH LINE SUBDW 11 B DES MO'NES Dlv

Trains will be governed by CRI&P Railroad Timetable and Operating Rules.

Before occupying main track at switch at Easton Blvd. and at lowa Transfer Yard, crew
member will communicate with towerman in Short Line Tower and receive instructions.

Bulletin Boards and General Order Books are located at the Weltare Room in the CANW
Railroad, Des Moines Yard Office. Pole box telephones connected with Short Line Tower are
located opposite switch at Easton Blvd. and near "K' switch south of the eastward main track I *

Footage
Capacity of

at the east end of lowa Transfer Yard.
Trains and engines using yard tracks over East 34th Street, Des Moines, lowa must know that
gates are down and crossing protected before moving over crossing. .
Yard Limits between opposing Yard Limit signs as follows: WEST STATIONS EAST
Flint— Southward MP 191 Pole 3 I
Northward MP 189 Pole 3 "LBE:; LEA BCATW Yd"TO(N)
lowa Falls— Southward MP 150 Pole 2 d
Northward MP 145 Pole 1 % S Ry
Swanwood }
(Short Line Jety—Southward MP 79 Pole 3 ‘ cmu; g"’”‘"g
Northward MP 73 Pole 30

MAXIMUM WT:
Loads (g_r.oss weight of car and lading) 263,000 Ibs WALTERS

8.3
C&NW Crossing

IMAIN LINE SUBDIV16  DES MOINES DIV | sy

Footage 57033
Capacity O1 L o,

57083 SWEA CITY
8.8
57092 ARMSTRONG

SOUTH  swnows  NORTH | * | _ 61

57098

SHORT LINE JCT BCF*TO(N)
(CRI&P Crossing) RTWYYd M ? 57103
02

56184 i BCFRTW Yd'TO(N)

MP 63 Pole 34 . .. 3 o S IS |
To BN FLAG PROTECTION DISTANCE 1 MILE (See Rule W)
Xing Rules .... 6 MAXIMUM SPEED: 25 MPH
SPEED RESTRICTIONS
C—ARLISLE
8.9

5700

Automatic Block System

MAXIMUM SPEED: 25 MPH A Uniform Code of Operating Rule 343(a) is authorized at the following locations:

FLAG PROTECTION DISTANCE 1 MILE (See Rule 89) Subdivil —CMSIP&P Crossing
. Albert Lea
SPAND PRNTRACTIOES Subdiv 11-B —CRI&P Crossing

MP 73 Pole 14 to MP 73 Pole 15 | st
i nd Bulk Material Service switch
Ftoaihanng o ; VIE® awitch) NOTE: Eastward absolute signal, Subdiv.

SPECIAL INSTRUCTIONS: 11-B located 136 feat from crossing.
Engines must not be operated over car dump FGDA elevator Avon, | Yard Limits between opposing Yard Limit signs as follows:
Rule 83: Short Line Jct. for trains originating or terminating. t Estherville — Westward MP 1 Pole 20
Rule 343(a) authorized at following locations: Albert Lea — Eastward MP 81 Pole 15
DMU Crossing MP 73.4 — Westward MP 82 Pole 27
BN Crossing MP 729 MAXIMUM WT:
Trains and engines using tracks over East 34th Street, Des Moines, lowa must know that Loads (gross weight of car and lading) 263,000 Ibs
gates are down and crossing protected before moving over crossing : .
MAXIMUM WT:
Loads (gross weight of car and lading) 263,000 Ibs.

38 TIMETABLE NO. 1 4 TIMETABLE NO. 1




BRANCH LINE

SUBDIV 12A

DES MOINES DIV

R T

Footage g
Capacity of

WEST STATIONS

IOWA FALLS YARD
10.0

EAST

BCFRTW Yd*

i Cedar Rapids

< | MP.tom
-

o
=
&

C&NWCrossing ........... .
48

HOBMEBR . oo paiasmmcsssmsse s
41

CANWCrossing ......c.cvvuiuiinunniinin,
0.2

GOLDFIELD

LIVERMORE
03
C&NWCrossing .........covuvininn...

55167

55172 | GRAETTINGER
6.2
55170 | WALLINGFORD
6.3
58184 | ESTHERVILLE
109.5

BCFAW Yd *TO(N)

Indus'~ ! or spur tracks are located at:

" Mile Post Name Footage Capacity

1211 First Miss Spur 450
139.1 Moorman's Spur 500
139.1 Merriam Spur 200

FLAG PROTECTION DISTANCE 1 MILE (See Rule 89)
MAXIMUM SPEED: lowa Falls Yard to West Bend 40 MPH
West Bend to Estherville 10 MPH
SPEED RESTRICTIONS
MP 126 Pole 28 CANW Crossing .......ccvviviviiiiiineinaninssassenans ;
MP 135 Pole 28 CANW Crossing
Do not exceed 5 MPH on South leg of Wye Argon, Subdivision 12
Do not exceed 5 MPH on siding Clarion.
SPECIAL INSTRUCTIONS
Rule 83: lowa Falls Yard and Dows for trains originating or terminating
Trains originating lowa Falls Yard obtain clearance at Mills Subdivision 12.
Dows — When grain train or portion of grain train is loading and using main street crossing,
flag protection must be provided by member of crew on ground
When making a movement from Clarion station to transfer track and it is desired to return to
Clarion station, a key switch controlier is provided and located on mast of Eastward Absolute
Signal. To operate, insert switch key and turn to the right. If no train approaching on C&ANW
tracks, Eastward Absolute Signal will clear. In case a CANW Railroad approach has become
occupied, it will be necessary 10 operate release at crossing
Railroad crossing at grade are protected by interlocking except as follows:

 Normal Light
Positicn Arrangement
Gates

Crossing Remarks Againgt

CBNW StopSigns |  — —
CMStPaP Stop Signs -_—

166.8 Custom Farm Sve. 35(¥

Yard Limits batween opposing Yard Limit signs as follows:

lowa Falls Eastward MP 99 Pole 5

Dows Eastward MP 113 Pole 30
Westward MP 112 Pole 16
Eastward MP 129 Pole 0
Waestward MP 125 Pole 0
Eastward MP 186 Pole 0 _
Westward MP 183 Pole 0
Westward MP 204 Pole 28

Clarion
Emmetsburg

Estherville

MAXIMUM WT:
Loads (gross weight of car and lading) 263,000 1bs.

BRANCH LINE SUBDIV 128

Foolage
Capacity

DES MOINES DIV

A

EAST

RWYdTO

M.P. flom
sdar Rapids

c

WEST

STATIONS

0.2
BELMOND
08

CMSItP&P Crossing
20
HAYFIELD JCT

5.8
FOREET OITY St s casiiisiihveniveiiinns
10.6
THOMPSON ......... B I PRSP
2.0
55064 BUFFALO CENTER
63

FLAG PROTECTION DISTANCE 1 MILE (See Rule §9)
MAXIMUM SPEED: 25 MPH
SPEED RESTRICTIONS
MP 114 Pole 0 to MP 122 Pole 0 o )
MP 150 Pole 0 to MP 177 Pole 5 & o i P (1]
SPECIAL INSTRUCTIONS

Dows — When grain train or portion of grain train is loading and using main street crossing,
flag protection must be provided by member of crew on ground.

Klemme -- Building erected over house track located 225 feet north of north cross-over
switch. Building has two (2) overhead roll-up doors which will be closed and locked. Contact
elevator personnel before making switch movements in this area.

Garner — All trains must obtain clearance.

Main track temporarily out of service Thompson to Buffalo Center.

Railroad crossing at grade are protected by interlocking except as follows:

- Normal Light

¢ Position Arrangement
Operated Gates
Crossing Remarks By Against Stop

CaANW Stop Sign - -

CaNW Stop Sign -_ -

Ca&NW Stop Sign -— -
CMStP&P Gate Trainmen CRI&P

L

TIMETABLE NO. 1

TIMETABLE NO. 1




SPECIAL INSTRUCTIONS: SUBDIV 128 (Cont.)

MAXIMUM WT;

Loads (gross weight of car and lading) 263,000 Lbs.
(Except as shown below) ¥
Garner to Forest City 221,000 Lbs.

Forest City to Buffalo Center 180,00 0 Lbs.

Foolage
Capacity

¥

WEST STATIONS

RANCH LINE SUBDIV12C  DES MOINES DIV

ar Rapids

g

- P TETT

B i o

Overhead or side restricted clearances as follows:
Superior — Elevator spout
Yard Limits between opposing Yard Limit signs as follows:
Estherville — Eastward MP 207 Pole 26
Lake Park — Eastward MP 236 Pole 6
-—Wastward MP 234 Pole 4
Sibley — Eastward MP 258 Pole 12
— Westward MP 256 Pole 8

Railroad Crossing at Grade are protected by interlocking except as follows:

Normai Light
Position Arrangement
Operated Gates For

MP Crossing Remarks By Against Stop. | Proceed

257.6 CaANW Electric \
Lock Gate Trainmen CRI&P Red

Industrial or spur tracks are located at:

HAYFIELD JCT .
58
HAYFIELD
05
C&NW Crossing
55
CRYSTAL LAKE
3

TRAINS AND ENGINES WILL OPERATE PER RULE 93
RULE 10(I{2) AUTHORIZED
FLAG PROTECTION DISTANCE % MILE (See Rule 99)
MAXIMUM SPEED: 10 MPH
MAXIMUM WT:
Loads (grods weight of car and lading) 190,000 Ibs

Footage
Capacity

Y A

WEST STATIONS EAST

ESTHERVILLE BCFRTW Yd*TO(N)
69
SUPERIOR
08
SPIRITLAKE .........0000000s
48
MONTGOMERY
6.3
LAKE PARK

+ 02
C&NW Crossing
74

LITTLE ROCK
58.1

BRANCH LINE SUBDIV13  DES MOINES DIV

—y

M.P. from
Cedar Rapids

d

N

FLAG PROTECTION DISTANCE 1 MILE (See Rule 99)
MAXIMUM SPEED: 25 MPH
SPEED RESTRICTIONS
MP 207 POle 4 tOMP 209POI@3 .. ......ovvivneninnieninnnnnnn..
MP 257 Pole 6 C&NW Crossing
Do not exceed 5 MPH over track scale on elevator track Superior.
SPECIAL INSTRUCTIONS

SUBDIVISION 13
Rule 83: Lake Park for trains originating or terminating.

TIMETABLE NO. 1

T S R T T R T e R IR T T e ST T

Mile Post Name Footage Capacity

256.5 Sibley Concrete 300

MAXIMUM WT:
Loads (gross weight of car and lading) 263,000 1bs.
Cars weighing from 221,000 pounds to 263,000 pounds (gross weight) are restricted as
follows:
Br. No. Town speed
2583 Sibley 20 MPH

BRANCH LINE SUBDIV13A  DES MOINES DIV

Footage
Capacity

M.P. from
Cedar Rapids

1
i WEST STATIONS EAST

58212 LAKE PARK, IOWA CRWYdA'TO
96

58410 ROUND LAKE

9.7

58420 WORTHINGTON, MINN
79

58427 READING

72

58434 WILMONT

6.2

58441 LISMORE

40.6

TRAINS AND ENGINES WILL OPERATE PER RULE 93
RULE 10(i)2) AUTHORIZED
FLAG PROTECTION DISTANCE V2 MILE (See® Rule 89)
MAXIMUM SPEED: 10 MPH
SPECIAL INSTRUCTIONS
Rule 83: Lake Park for trains originating or terminating. Overhead or side restricted clearances
as follows:
Worthington C&NW Overpass MP 253.2
Yard Limits between opposing Yard Limit signs as follows:
Lake Park — Eastward MP 236 Pole 8
MAXIMUM WT:
Loads (gross weight of car and loading)
Lake Park 1o Lismore 220,000 Ibs
Cars weighing from 220,000 pounds to 263,000 pounds (gross weight) may be handled
between Lake Park and Lismore at speeds not exceeding 10 MPH at the following locations:
M.P. 244.6 to M.P. 253.10
M.P.264.3 10 Lismore

TIMETABLE NO. 1




BRANCHLINE  SUBDIV13C  DES MOINES DIV]

Footage
Capacity

7WES¢T‘ STATIONS

PALMER
78
POCAHONTAS .

LAURENS ......0........ 1
05
C&NW Crossing . ...

FLAG PROTECTION DISTANCE 1 MILE (See Rule 99)

MAXIMUM SPEED: 25 MPH
SPEED RESTRICTIONS
MP 475 Pole 6 C&NW Crossing
MP 484 Pole 10 CMStP&P Crossing .. R R A 1L
MP 490 Pole 0toMP 502 POIR0 ......vvvvniirirenersinnnnsennnns R IS ;
SPECIAL INSTRUCTIONS .

Between Emmetsburg (Subdivision 12-A) and Webb, Trains and Engirfes will be governed by
CMStP&P Railroad Timetables and Operating Rules.

Eastward Trains and Engines will obtain CMStP&P train orders and clearances tor operation|
over CMStP&P tracks Webb to Emmetsburg

Trains and engines operating to Hartley, formerly located on Subdivision 13-C will operaty
over CMStP&P RR Emmetsburg to Hartley and will be governed by CMStP&P Timetable anc
Operating Rules.

Railroad crossing at grade are protected by interlocking except:

iy —_— —

Normal Light

Position Arrangament
Operated Gates For |
MP Crossing Remarks By Against Stop Proceed 1

4843 ] “CMStP&P Stop Sign — — — pu

Industrial or spur tracks are |ocated at:

" MilePost Name [ Foolage Capacity

=1 ‘456 t:I\ g Arco Chemweﬁc‘, L

MAXIMUM WT:
Loads (gross weight of car and lading) 263,000 Ibs

TIMETABLE NO. 1
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Soo Line bid
cheers lowa :
grain dealers
Rail firm offers tobuy -

north-south ‘Rock’ artery °

By RANDY EVANS
Mperstar Siush Wiy .

Superior. .

The sickly economy and bargain-
basement grain prices have seat
business reeling at the Superior Coop-
erative Klevator Co., which Summa

But.Summa added: ‘“‘We're
overjoyed to have a competing

ly: “Some 70 percent of the grain in
Iowa already moves on the North
Western. | think we noed competition.
As long a3 it's a reputable railroad, I
don't care who it Is.”

“Regardiess of what the railroad’s
name is, we need two rallroads in

West Bend Elevator Co. ran wp & §7
million rail freight tab Last year.

The Soo Line, an American arm of
Canada’s largest corporation,
Canadian Pacific Lid., offered to buy
the Rock Island’s northeouth main
line through JIowa, between
Minneapolis and Kamsas City, Mo.,
and 300 miles of branch' lines in
central and northern lowa, lncluding

‘ RAILROAD
Please turn to Page 6B
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Soo Line lacks
North Western's
accessz-shippar

RAILROAD " 7o
Continued from Page One

the segments In Superior, West Bend
and Rake.

The amount of ita bid has not been
disclosed, but a bumber of reports
have put it in the range of $75 milllon
to §100 miilion.

The North Western, lowa's largest
railroad, has beem operating the
Rock’s main line and the branch lines
under a lease arrangement with the
railroad’s bankruptcy trustee. The
North Western has bad its eye on
acquiring those tracks, too, but two
years of pegotiations with the trustes
have not been fruitful.

Transportation analysts in lowa
believe the Soo Line stands a better
chance of because it goes
into the negotiations In better
financial health than the North
Western.

Analysts said the Soo Line's debt
ratio is about one-third of the North
Western's, and the Soo Line turned a
$6 million profit during the first
quarter of this year while the North
Western posted & ioas of mors than 37
million. :

And that financial strength is one’

of the atltractions the Soo Line holds
to people like Summa, Matheson,
McKim, and officials of the Iowa De-
partment of Transportation, which
has been working since the Rock's
demise in 1979 Lo find a buyer for the
so-called “spine line "

“Our goal is to get a strong carrier
who has the financial resources.to
upgrade the line, keep It malntained,
and provide an adequate amount of
equipment,” said Les Holland,
director of the DOT"s rail division,

“We don't want to have to go
through this agaim in five or 10
years.”

Between $10 million and §20
million probably will bave to be spent
on rehabilitating the Rock's braach
lines northwest of lowa Falls,
according to DOT estimates.

In spite of the Soo Line's resources
and reputation, some shippers were
cautious last week about exp,
support for its bid because they knew
little about the company's rates or

" how committed it would be to

carrying their grain.
“In reality, you can have a goid-
plated railroad out here and not be

REGITER MAP BY STEVE PEGLOW

IOWA

loading facilities

that would make

publicly remalning peutral for now.
Thomas Willlamson, vice president
for transportation at AGRI Industries
Inc., the West Des Moines-based firm
that is lowa's biggest graln marketer,
was another of those not willing Lo
express 8 preference yei between the

" Rock Island Lines tracks
on which bids were made
by the See Line Railroad

B Denotes major grain train

Northwood
‘ Mason City

Hampton
Bradford -
lowa Falls

Cambridge

Des Moines

Indianola

Chariton

Corydon

North Westers and 800 Line.

“The thing we are looking for is
access o graln markets,” be said.
“It’s no secret, 1 don't think, that the
800 Line doesn'l offer the acvess that
the North Western does.” _

He added, however: “Al this stage
of the game, they both offer some
pluses and minuses.”

But back In Superior, Ivan Summa
remained adamant: “1 think this is a
tremendous opportunity for lowa te
have competitive rail service.”




irkin says Keagan plan

MUHM
™ Edver ' )
lepresentative Tom
Ia.) Tuesday called the
administration’s 1982 farm
“a major flop,” and asserted
2 farmers cannot expect to
improvement in prices until
ofective cropland set-aside
g;tnrtefl and grain exports
eech at the National Associ-
' State Departments of
ure at its, 64th annual
here, Harkin said, “The
not going to expericace an
: recovery until farmers
iing some money again, F
1y's better at reinvesting
and spawning econorale
1an farmers and the small
1en they trade with,” Harkin
s speech at Hotel Fort Des

rst we've got to raise farm
bringing the supply of farm
fles in lire with demand..
n only be accomplished
n effective set-aside and/or
rersion priigram.”

said the Reagap farm
this year was "a major flop”
wly 20 percent of the Iowa
omplied with the voluntary,
'ent cropland acreage

program for feed grains
dded, “this was higher than
,"l
82 farm program “clearly
lequate incentives to keep
n compliance even in the
scord production” of trops
fall, he said.
said he hopes “the wee of a
wion [in 1983] will attract

more farmers in the
nd, most important, reduce
duction.” :

3 farm program et up by
licials ‘ealls for a voluntary
set-aside accomparied by
for an additional § percent
!and idled pext year,

™ leaders, Includisg Farm
icials, belleve this wiil not
1gh of a cutback in

. They favor a 20 percent
ropland, with peyments to -
half of that. ‘

pating farmers will be !
tiddition "

* other banefits, in
pland diversion psyinents.

n “effective” sot.aside
s developed, Harkm gaid,
step i3 to beost axnarts. He
exports dropped 2 $40.8

Harkin

‘farms ‘a major flop>

%2, 3
¥

‘._1 .

Tom Harkin -

 Lashes out at Reegan

billlon, an 8 percent drop and the first
decrease {n 13 years.

American corn exports alone
dropped 15 percent, or 300 million
burhels, according to Harkin.

One of the reasons for the slump in
exports, Harkin said, is “State De-
partment meddling,” which in recent
years has included grain emBargoes,
the fallure to work toward another
long-term grain agreement with the
Soviet Union, and more recently the
efforts by the R2agan administration
to embargo pipeline equipment to the
Soviets,

The pipeline embargo effort “has
the potential for bringing more
economic havoc on the U.S. than the
partial grain embargo imposed by
Jimmy Carter,” Harkin said. “Not
only have we again demonstrated our
undependability es a trading partner
to the Soviets, hut we've also
managed to anger our FKuropean
allies as wall, \

“No longer can the US. afford to
engage in meaningless trade
embargoes which are easily cirenm-
vented and only serve to penalize our
own economic Intercsts, whether they
be farmers growing corn and wheat
or unernployed -workers at a Cater-
pillar plant in Pagria” TR

Harkin called for the United Stites
to engage in trade the way other
nztions do, adding that he favers the
use of export subsidies "‘when
hecessary to counteract measures
taken by other nations.”

states up

Teent gain in cattts sent to
Arizone beef prafdesrs

¥ porcont fewhe eottie,
° Ma!létmg fﬁgthe

2 California, up § péreent;
3 percent; and Texas, np 8

iains its No. ! beef state
1,540,000 head on feed the
ds month, by a narvow
we No.. 2 Nebraska had
2ad of cattle in ts fendlots
2. Kansas is third, with 1.2
*ad, followad by lowa
Colorado (748,000) sngd
595,000).

p ay.

w1 ghowed the badibey af

| Roskmell-2olling

fo lay off 200

#ram The Romster's Codir Ropiey Sersdy
. CEDAR RAPIDS, 1A, — Some 200
employees at the Rockwell-Colling
plant here will be laid off effective
=t 1, A coempany dpokesmian aald
Company officials posted a list of
482 “excess” positions ard said when
the layofl, condited by seniority, is
comploted, only £2 of thase positions
will remain. The layofic will involve
workers throughout the production
section of tha electronics plant Cedar
Rapids’ largost emnlopar, ]
On July 38, the company lald off
160 scaplayees. in it sy, ion

Soo Line offers

|to buy Rock
trackage inlowa

By LARRY FRUBLING
Rotitter Businens Gdier

800 Line Railroad Co, sald Tuesday
that'it has offered to bay one of the

Island Lines - the north-zouth main
line from Minneapolis to Kansas City

northern and central Iowa.

Soo officlals refused to lose
how much the railroad offered for the
old Rock Island trackage, which now
Is being operated under a lease ar-
rangement by the North Western
Rallwzay. :

The North Western alss is trving to
buy the Minneapelis-Karsas City
main line, which euts thoouph the
middle of Iowa, apd the lowa branrh
lines incl in S00'3 hid.

Wiliiam Gibbans, the Rock Island's
bankruptcy trustee, s2id in Chicago
he would not rezveal the amount
offered for the properties hy either
railroad. Gibbons aiso declined to cay
which bid appeared to be the beiter
deal for the Rock Island’s creditors.

He did say, hoWever, that the Soo's
bid will further extend his pegotia-
tions for disposing of the Rock Island
properties in Jowa. The Rock
collapsed in January 1980

The principal owner of Soo Line is
Canadian Pacific Ltd., 2 major trans-
portation company. Sco Line Is ona of
the most profitable railroads in the
United Staies. .

S00, based in Minneapolis, operates
more than 4,400 miles of line, mostly
In Minnesota. Wisconsin, Nlipois and
North Dakota. Soo naw has no
trackage in Jowa,

Some state officials and shippers
have repectedly expressnd concern
about the growing stremgth of the
North Western in lowa, saying the
raflroad, already with more trackage
than any other in the state, could be
moving toward-a virtual monopoly in
much of Jowa that could result in
mnch higher shipping rates, -

For its part, North Western is
operating an intensive public-rela-
tions campaign for the sepport of
Towa shippers.

In addition to the Minnespolis-to-
Kansas City main line, Soo aleo
offered to buy northern Towa branch
lines from Towa Falls through Esther.
villa to Ocheyedan and Rake, and
from Dows to Forest City. It also
made an offer for the branch line
from Carlisle to Indianola in central
fowa,

Towa Department of Transporta-
tion officlals said the Soo also is

ovor the Milwaukee Road’'s branch

line from Hartley to Emmetshurg,
Thémas Backley, president of .Soo,

said in a statement that the railroad

al traffic demands the scquisition
would bring as well a3 "8 service
record that [ believe monld make Soo
an akset to shippers who were served
in the pant by the Rock Istand.”
Becklay said Soo alss would CaITY
out en “accelerated” program to
overhaul the tracks a= sson as
poesible alter the proposed pu~chasa
was approved by Gibhons, :
- Beckley alae s2id: “Soo service
would be strengthencd by 2 Kansas
City gateway which won™? nprn how
direct and shorter romtes for our
cistemers and elve Son the abitity to
ini *rehnngn teatfic with Gevers!

gection of the Llant Ag Awmpud lapote | 12100ads 2% nrosently revched,
WRE Destad, bt v Tatall ot “SHa's aceess to care nad apohoan
e Rl ks ; ach

o FS VRN .

main remnants of the defunct Rock

and. 212 miles of branch lines in -

secking trackage rights to operate -

hes the ability to absorh the addition- *
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DIRECT DIAL (412) 273-4004

R. D. BIRT
MANAGER, FIELD INSTALLATIONS

AMERICAN STANDARD INC.

“ UNION SWITCH & SIGNAL DIVISION
' SWISSVALE, PA 15218 (412) 273-4000




Form F-36
Soo Line Railroad Company

Please note and return.

For your information.

Please reply directly to attached.

Please give me your recommendations.

Please draft reply for my signature.

Please handle.

Would like to discuss with you.

Proposed draft attached for your review
and suggestions.

Comments?
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Buchanan Hall - Room 6169
Towa State University
Ames, Iowa 50012

Mr. Joe Darling

Soo Line Railroad

Soo ILine Building

Box 530

Minneapolis, Minnesota 55LLO

Dear Mr. Darling:

It was with great pleasure that I heard of your offer to purchase
portions of the former Rock Island Railroad. It is my sincere hope
that your are sucessful in this endeavor.

T was recently approached by C. J. Stoffer to assist in compiling
some information on the former Rock Island. I was able to furnish C. Je
with information on train operations, speed restrictions and unit grain
train operations which he has forwarded to you. It would be my pleasure
to assist you with any other information that would simplify the start
up of operations over this trackage.

I am sure you have made traffic studies to determine the volume of
traffic available. I feel you should know that there is potential for
additional traffic that the Chicago & Northwestern is not handling. As
an example, there was sufficient traffic volume in the Forest City, Towa
vicinity for the Rock Island to maintain a road switcher. The CNW chose
not to furnish this service and as a result most traffic for Forest City
and primarily Winnebago Industries has shifted to truck. The Rock Island
had a large volume of motor home chassis which are now being handled by
truck. This is not an isolated case as there are many more horror stories
of lack of service.

You may be interested in motive power requirements, deployment of
mechanical personnel, winter operations and items of this nature. 1 feel
qualified to discuss these items as I have served as Trainmaster at
Manly and Estherville, Towa and as Assistant Division Superintendent for
the former Rock Island. In these capacities I was responsible for the
operations of all the trackage north of Des Moines that you are interested
in. While never directly supervising the territory from Des Moines to Kansas
City I am fully aware of theroperations of this segment through positions
as a Transportation Supervisor and later as Assistant Manager Train Operations
in the Operations Control Center of the Rock Island located in Kansas City.

T am currently a student at Iowa State University working toward a
BBA degree with a major in Transportation. Until returning to school full
time T worked as an extra train dispatcher for the CNW in Mason City, Iowa
which enabled me to stay current with operations and track conditions of
the former Hock Island.

Should I be able to assist you in any way please feel free to contact
me at the above address or by telephone at 515-29L4-6755 during the week or
at 238 Bosworth, Manly, Iowa 50456 phone 515-L5L-211lL on weekends.

Sincerely, =

~ 7 - - & s i

Michael C. Burkart




September 17, 1982

T0: D. M. Cavanaugh

FROM: J. D. Darling cooN

RE: Rock Island Study

Attached is an ofm in the
Rock Island St . e items, such as L. B. Foster's, require

no current effort, Other items represent major efforts. All
major categories of effort can move forward simultaneously,
except Labor Relations cannot move forward with serious
negotiations until staffing of organized positions have been
firmed up. I believe the operating departments should become
involved with determining the required levels of staffing to a
fair degree of accuracy as soon as possible.

This outline is on the word processor for ready alteration,
expansion, or addition of detail.




PURCHASE FROM ROCK ISLAND TRUSTEE
A. Identify Additional Properties
L East Des Moines-West Des Moines
& St. Paul-Inver Grove-Newport-Rosemont
Ocheyedan-Allendorf-Sibley
Forest City-Thompson-Buffalo Center
Hayfield Jct.-Woden-Titonka
Rake-Albert Lea
Identify Car Outs

Identify Elevator Properties

Obtain and Review Joint Facility Agreements

Obtain Leases
Obtain Easements

Obtain Title and Deeds

KANSAS CITY TERMINAL
Review with KCS
Contact SSW
Contact MKT
Contact ATSF
Contact MILW
;Lo Review KCS-MILW agreement, current costs

2 Negotiate entry into KCS-MILW Joint Agency

FINANCING

A FRA 4-R Title 5 Preference Share Rehabilitation
Financing




Omaha Central Bank for Cooperative's Loan

Iowa DOT Rail Assistance Program Rehabilitation
Financing

Iowa DOT Rail Assistance Program Prior Funding
owed by Rock Island Trustee

3 Reduce purchase price to Rock Island Trustee
L Soo assume debt

3. Consider as Iowa DOT grant prior to repayment
Iowa Rail Finance Authortity Contribution in the
Form of Past Due Ad Valorem Taxes Reducing Price
to Rock Island Trustee

L. B. Foster

Evans

North American

Chicago Corporation

ROLLING STOCK
A. Locomotives. Three per year starting in year one.

Ba Cabooses. None additional.

Freight Cars

14 Survey main line elevators

23 Survey other major shippers
: A. E. Statey, Des Moines
b. Ralston Purina, Iowa Falls

Cargill, Clarion, Emmetsburg,
Armstrong, Swea City, Rowan

Continental, Northwood
e. Central Soya, Belmond
: 30 Golf Coast Grain, Hartley
Finalize proposed agreement

Propose agrement to Agri Industries

SPE




Dis Propose agreement to Cooperatives
6. Propose agreement to other major shippers

; 4 Renegotiate leases as necessary

TRANSPORTATION

AL Review Operating Plan

,B' Transportation
1 Staffing, including T&E
2. Facilities

. Vehicles

3
4. Supplies

5. IDP Equipment
Dispatching
i CTC

2 Operator coverage

Vi. ENGINEERING
A Track, B&B, Signal and Communications

Staffing
Facilities
Vehicles
Tools and Supplies
Inventory

Public Telephones

Dispatchers Telephones

Radio Coverage

CTC Control Board Relocation

IDP Circuits

Construction at Avon

=gte




MECHANICAL
A. Locomotives
X Staffing
& Facilities
Vehicles
Tools and Supplies

Inventory

Staffing
Facilities
Vehicles
Tools and Supplies
i Inventory
6. IDP Equipment
C. General Service

B Wrecker

ACCOUNTING
A, Revenue Accounting Staffing

B. Disbursements Accounting Staffing

MANAGEMENT INFORMATION SYSTEMS
A, Staffing

B Program Maintenance

1. Freight car reporting system

Car distribution/home route

LABOR RELATIONS

A. Project Work Force




Review Rock Island Transition and Employee
Assistance Act

Get Current Rosters from Railroad Retirement Board
Review Miami Accord of March 1980
Contact Soo and RI Craft Representatives

L 8 Outline staffing

2. Get master list of eligible employees

= Reach any necessary agreements
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800 LINE RAILROAD

GEP201982
% EXEC. VICE PRESIDENT %

September 17, 1982

TO: D. M. Cavanaugh

(O e

FROM: J. D. Darling OO

The FRA study does indicate some subgrade stabilization problems,
although it is apparently only severe in the area of
Nepas, Iowa.

e as follows:

Nepas, Iowa $1,409,000

All Other 473,910

TOTAL $1,882,910

I will be at the FRA next week and will try to acquire further
information on this problem as well as the estimated bridge
work.

JDD/ jmz
AtE. (1)

cc: W. B. Peterson




Rock Island
St. Paul-
Kansas City

EXHIBIT III-4
Summary of Conditions on
the Three Routes

Chicago and

North Western

St. Paul-
Kansas City

Milwaukee Road

Mason City-
Kansas City

Poor - Fair

Poor - Fair

Fair - Good

Faix

Much 100-1b.
Rail

Much 100-1b.

Rail

Rail Anchoring

Poor

Poor

~Atation/Brush Control
%

Fair - Good

" Fair - Good

Stétion/Roadway Buildings

Poor -~ Fair

Fair - Good

Timber Trestles

R |

Stable

Stable

Poor

Fair - Good

Steel and Concrete Bridges

Good**

Fair - Good

Signalling

Minimal

Minimal

Curvature

Restricting
curvature--
St. Joseph
terminal and
Levenworth

Severe curv-

ature in the
Marquette area

and along the
Mississippi

River to Muscatine

| "Except for the drawspan over the

Missouri River (which needs rebuilding)




APPENDIX (A-1)

REHABILITATION ESTIMATE

"Rock Island Lin-ﬂinnesota 97.5 Track Miles

" (Trackage rights Milwaukee Railroad Comus to Rosemont) 14.8 MGT/Annual Combined Base.

RAIL RELAY MAIN TRACK 14.0 T.M. @ 150,040 (N 1157 CWR) $ 2,100,560

RAIL RELAY OTHER TRACKS 8.2 T.M. @ 84,330 (SH 1157 CWR) 691,506

RELAY TURNOUTS ' EACH 14 @ 17,670 247,380

SURFACE TURNOUTS EACH 51 @ 2,205 _ 112,455

SWITCH TIES PIECES 1,101 g . #.715 90,006

TIES - MAIN TRACK 90,095 g 29.60 M. 2,666,812

TIES - OTHER TRACKS 7,080 4 24.25 171,690

ADDITIONAL ANCHORS (8 x 270 » 56.0 ™ x 2.25) 272,160

SURFACING 60 T.H. @ L S 358,740

ROADWAY CROSSINGS 2r.  x0 36 L.F. x 300 226,800

| WEED SPRAY 110 T.M4. @ 125 13,750

o’ sRusH SPRAY T.M. @ 125 4,375

BRUSH CUTTING .M. 5,961 107,298

| DRAINAGE CORRECTION M, 489 12,225

RAILROAD CROSSINGS None fgu @ None

BRIDGCES JOB See inspection analysis 582,867

SUBTOTAL $. 7,773,624

CONTINGENCIES 7.5 7% 583,022

TOTAL § 8,356,646

COST/TRACK MILE $ 85,709

« ESTIMATE 1S BASED ON WC}E!ES_Q_: L'.Q.,‘.”ph ‘maximum spced. Minimum rail section
i
112 1b. Rail relay to _protect curves and generate repair rail. Protected

./ by ABS and CTC.

{UNIT COSTS ARE RASED ON 19 _f_i_O__ PRICES AND NO CREDIT FOR SCRAP OR SECONDHAND
MATERIALS.




~/

APPENDIX (A-2)

REHABILITATION ESTIHATE

Mipnesata 33.9 Track Miles 22.7 MGT/Annual Combined Base.

sre—

RAIL RELAY MAIN TRACK _4.5  7.M. @ 174,487 (N 136f CWR) 5 785,192

RAIL RELAY OTHER TRACKS 7.7 M. @ 84,330 (SH 115/ CWR) 649,341

RELAY TURNOUTS EACH > 18,937 94,685

SURFACE TURNOUTS EACH _ 40 2,205 88,200

SWITCH TIES PIECES 1,008 i, 81.75 82,404

TIES - MAIN TRACK 30,310 - @ 29, ; 3, 903,096

7155 - oTHER-TRAGKS 080 . 25 186,240

ADDITIONAL ANCHORS (8 x 270 x 22 106,920

SURFACING ; ’ 248,726

ROADWAY CROSSINGS F. 118,800

WVEED SPRAY 8 6,875

BRUSH SPRAY None 5 : Roat

BRUSH CUTTING None 5 ‘ None

DRAINAGE CORRECT1ON Nope A None

RATILROAD CROSSINGS EA: € 85,000 - 170,000

.BRIDGES . : JOB See inspection analysis 166,046

SUBTOTAL $ 3,552,979

CONTINGENCIES Ll & 226,473

TOTAL. § 3,819,452

COST/TRACK MILE $ 112,668

-

ESTIMATE 1S BASED ON Class 3 - 40 mph maximum speed. Minimum rail section

115 1b. Relay to protect curves and generate repair rail. Protécted by

ABS and CTC. :

UNIT COSTS ARE BASED ON 19 80 PRICES AND NO CREDIT FOR SCRAP OR SECONDHRAND
MATERIALS.




APPENDIX (A-3)

REHABILITATION ESTIMATE

Rock Island Lines

42.0 Track Miles 22.7 MGR/Annual Combined Base.

RAIL RELA&' MAIN TRACK 11.5 T.M. @ 174,487 (N 136/ CWR) $ 2,006,601

RAIL RELAY OTHER TRACKS 3.9 T.M. @ 84,330 (qy 1157 rum) 328,887

* RELAY TURNOUTS EACH 9 @ 18,937 170,433

e

SURFACE TURNOUTS EACH 19 g = 25205 : 41,895

SWITCH TIES  PIECES 48 @ 81.75 38,014

TIES — MAIN TRACK 47,250 @ 29.60 x None  T.M. 1,398,600

TIES — OTHER TRACKS 3,890 g 24.25 94,333

ADDIT10NAL ANCHORS (12 x 270 x 26 T x 2.25) 189,540

SURFACING : H. @ 5,979 274,436

ROADWAY CROSSINGS e .F. 75,600

WEED SPRAY . 6,000

BRUSH SPRAY ' 438

BRUSH CUTTING . JH. 8,942

DRATIRAGE CORRECTI1ON M. 5. 868

RATLROAD CROSSINGS @ | Hore

BRIDGES . 7 See inspection analysis 825,768

SUBTOTAL , $ 5,511,355

CONTINGENCIES : 413,352

TOTAL ) $ 5,924,707

COST/TRACK MILE | § 141,064

ESTIMATE 1S BASED ON Class 3 - 40 mph waximum speed.  Minimum rail

—_———

section 112 1b. Relay to protect curves and gencrate repair rail. Protected

~by KBS- S R -

UNIT COSTS ARE BASED ON 1980 PRICES AND NO CREDIT FOR SCRAP OR SECONDHAND
MATERIALS.




APPENDIX (A-4)

REHABILITATION ESTIMATE

25,3 MGT/Annual Combined Base.

AEEL RELAY MATH RRCE . B3 T.h, @ LI%,487 (i 102 CuR) § 1,483,140

RAIL RELAY OTHER TRACKS °-8 r1.M. @ 84,330 (SH 115/ CWR) 489,114

RELAY TURNOUTS EACH 2 e 18,937 170,433
18

2,205 39,690

SURFACE TURNOUTS EACH @

SWITCH TIES PIECES 518 @ 81.75 ' 42,347

TIES - MAIN TRACK 47,850 @  29.60. el 1,416,360

T1ES - OTHER TRACKS _ 5,785 26.2 140,286

ADD1TIONAL ANCHORS (12 x 270 x 31 T x 2.25) 225,990

SURFACING -3 TH. @ 5,979 288,786

ROADWAY CROSSINGS A T _ 97,200

WEED SPRAY ; T.K. @ 6,500

BRUSH SPRAY 2 ; 750

BRUSH CUTTING . 11,922

DRAINRAGE CORRECTION 3 5,868

RAILROAD CROSSINGS EA. @ T,

BRI1DGES ' JOB See inspection analvsis . 483,398

SUBTOTAL $: 5,010,194

CONTIRGENCIES - 7.5 i : 375,765

TOrAL $ 2,385,959

COST/TRACK MILE ' $ | 196,728

tSfiMATE 1S BASED ON Class 3 - 40 wph maximun speed. Minimum rAiI section

112 1b. Relay to genecrate repair rail, shorts, engine burns, etc. Protected

by ABS. i
UNIT COSTS ARE BASED ON 19 B0 PRICES AND RO CREDIT FOR SCRAP OR SECONDHAND
MATERTALS. :




APPENDIX (A-5)

REHABILITATION ESTIMATE

TR, T ——

28.6 MGT/Annual Combined Base.

RAIL. RELAY MAIN TRACK '~ 4.0 T.M. @ 174,487 (N 136f CWR) % _ 697,948

RAIL RELAY OTHER TRACKS 3-1  T.M. @ 84,330 (SH 115/ CWR) 261,423

RELAY TURNOUTS EACH 2 @ ‘18,937 37,874

SURFACE TURNOUTS EACH 14 . @ 2,205 : 30,870

SWITCH TIES - PIECES 358 - ¢ @ 81.75 . 28,776

TIES - MAIN TRACK 39,245 g 29.60 None .0 1,16 650

TIES - OTHER TRACKS _ 3,090 ¢ 24.25 74,933

ADDITIORAL ANCHORS (12 x 270 x 24 TM x 2.25) 174,960

SURFACING 36.5 T.H. @ 5,979 218,234

ROADWAY CROSSINGS 15: % A 162_000

WEED SPRAY 36.5

BRUSH SPRAY 4.0

BRUSH CUTTING 2.5

DRAINAGE CORRECTION

RATLROAD CROSSINGS EA. (@ 85,000 170,000

BRIDGES JoB See inspection analysis 389,704

SUBTOTAL $.4,434,332

CONTINGENCIES , 332,575

TOTAL ;o 4,766,907

COST/TRACK MILE : R L

ESTIMATE 1S BASED ON Class 3 - 40 mph_maxinum speed. Minimum rail sectiop

112 1b. Relay to generate repair rail for.
“Protected by ABST ;

UNIT COSTS ARE BASED ON 19 80 PRICES AND RO CREDIT FOR SCRAP OR SECONDHARD
MATERTALS. Pores

d torch cut vail. _ _




APPENDIX (A-6)

REHABILITATION ESTIMATE

(3.7 Track Miles Double Track) 26.5 MGT/Annual Combined Base.

RATL RELAY MAIN TRACK _23.5 T.M. @ 174,487 (N 136/ CWR) & 4,100,445

RAIL RELAY OTHER TRACKS 5.2 T.M. @ 90,823 (SH 131/ CuWR) 472,280

RELAY TURNOUTS EACH 8 @ 18,937 151,496

SURFACE TURNOUTS EACH 23 @ 2,205 : 116,865

SWITCH TIES  PIECES 1,326 e BL.75 : 124,751

160,755 @ 29.60 . 4,758,348

TIES - MAIN TRACK e

TIES — OTHER TRACKS

16,708 @ 24.25 405,169

ADDITIONAL ANCHORS (12 x 270 x 15.5 ™ x 2.25) ‘ 112,995

SURFACING , 172.8 T.M. @ 5,979 : 1,033,171

ROADWAY CROSSINGS 26 x 36 pL.F, x 300 280, 800

WEED SPRAY 215 : 125 26,875

BRUSH SPRAY 9% : 125 11,250

BRUSH CUTTING 89,415

DRAINAGE CORRECTION 2 33,252

RAILROAD CROSSINGS EA... @ 85,000 170,000

BRIDGES JOB See inspection analysis : 3,197,626

SUBTOTAL : : $ 16,493,738

CONTINGENCIES ¥ ; 1,237,030

TOTAL ' $ 17,730,768

COST/TRACK MILE $ 102,609

ESTIMATE 15 BASED ON Class 3 - 40 wph maximum speed. Minimum rail section

e ——

112 1b. Relay to protect curves and generate repair rail. Protected by
~ABSamd —CTC i = - - e s

UN1T COSTS ARE BASED ON 19_?0 PRICES AND NO CREDIT FOR SCRAP OR SECONDHAND
MATERTALS. : :




APPENDIX (A-7)

REHABILITATION ESTIMATE

Hi]wau‘kce/Roc_ubthaMuept :

0.6 miles over Missouri River Beidge 41.2 Route Miles/81.8 Track Miles.
— 38.2 MGT/Annual Base,

RAIL RELAY MALN TRACK 7.4 T.M. @ 174,487 (N 136/ CuWR) $ 1,291,204

RATL RELAY OTHER TRACKS 1.0 T.M. @ 84,330 (SH 115/ CWR) 84,330

RELAY TURNOUTS FACH 8 @ 18,937 151,496

SURFACE TURNOUTS EACH: 19 @ 2,205 41,895

SWITCH T1ES  Pl1Eces 630 ' e 81.75 51,503

TIES - MAIN TRACK 84,150 ¢ 29.60 H. 2,490,840

TIES - OTHER TRacks 1,710 @ 24.25 41,468

P U S ——— PR

ADDITIONAL ANCHORS (8 x 270 x 23 TM x 2.25) 111,780

SURFACING 80 % o] 478,320

ROADWAY CROSSINGS 12 _ vF, : 129,600

WEED SPRAY 85 ; 10,625

BRUSH SPRAY 25 - i B A 15

BRUSH CUTTING 4 } 23,844

DRAINAGE CORRECTION _ 3° M. @ ' 7 17,115

RATLROAD CROSSINGS A o Ex. @ 85,000 ' 140,000

BRIDGES wrk required Rock - JOB See inspection analysis - 3,150
Route Moseby Jct.-Lawson only.

NOTE: Exception to rail SUBTOTAL ‘ g $ . 5,316,295
section is 115# CWR laid

new 1976 on EBM (Freight)  CONTINGENCIES %S 2 198.722
Moseby Jct. to Polo. S 21

(Rock Tsland) TOTAL » | v 5,715,017

COST/TRACK MILE .. % 69 868

ESTIMATE 1S BASED ON Class 3 - 40 wph maximum speed. Minimum rail section

112 1b. See Note. Relay to protect curves .and generate repair rail.
-=by-CTC System.

UNL1T CQSTS ARE BASED ON 19
MATFERTALS.

Protected

8

__ PRICES.AND RO CREDIT FOR SCRAP OR SECONDHAND




INTRODUCTION:

Appreciate the opportunity to talk with you about Soo's proposal
o purchase lines.

We presented an offer to purchase approxix 650 miles of line
to the Trustee last Tuesday. The proposal is under study.

Our proposal called for
* Main line purchase, connecting with our wholly owned
subsidiary MN&S at Northfield, to Kansas City, MO, where Soo
would have connections with the raods there.
* An extensive branch line system including the ones

serying you out of Iowa Falls and the Indianola branch in
she southern part of the state.

Our offer is for purchase of these lines, a commitment we are
readily prepared to undertake.

SO0 ORIENTATION.

Before any specifics about our direct service to your facilities,
let me orient you a bid about the Soo, what we do, and where we
go.

We are a product of a 1961 merger of three midwestern railroads

operating in seven states. The youngest of our three parts
turns 100 mnext year. AxXaxgerrx

The territory we serve on-line xrzrimd® can besimplified into
three types of territory (agriculture, forests/mines and
industrial)

We maintain important connections with the canadian railroads

at four locations (flow map) over which a greaat deal of traffic
flows through Chicago.

In terms of traffic, more than half from overhead traffic,
rest eventy split.

Our major sources of traffic include:
Resources, lumber, LPGs, potash, other fertilizers.

Agriculture, grain, in our case wheat, barley, durum, rye
but not a. lot of corhn.

Manufacturing, steel, food products, etc.

Intermodal traffic, particulary export-import via containers.

We maintain a close relationship with Canadian Pacific, which
also owns 56% of our common stock. We have 6,000 other shareholders.

Company is operated independently from CP in best interests of
customers, etc.




Have built a good record financially.
Revenues
Net Income
Rate of Return on Net investment.
ABOUT THE PROPOSAL TO PURCHASE.
Kansas City gateway would strengthen the Soo.

Provides outlets for overhead traffic and new routes for
interchanged traffic in Twin Cities.

Provides opportunity to serve grain areas.

These two factors tie together closely. Both a branch line network
of grain, and overhead traffic possibilities, balance each other
and help make the investment possible. If grain traffic is

low, overhead makes it practical. and vice verse. Both sources
are abwolutely necessary to make the investment pay.

The Iowa Gateway Lines offer significant traffic potential from
an on-line source. We view our entry into these lines as
beneficial to shippers for various reasons:

Competition. We are a balancéng factor acting in the best
interests of our shippers and because of competition would

tend to keep rates in check. Soo's rate policy for the movemen
of grain:

1. Let the marketplace determine how grain should move
shippers tell us how they want it to move (single car
or solid train load) we develop the rate and means to
move it. We do not dicéate how it will move.

+ 2. We will do everything possible to keep Soo-served
elevator s competitive with elevators in their area
served by other railroads.

Car Supply. We have a large fleet of cars devoted to the
movement of farm products (slide of capacity). We invest
in cars to meet the needs of shippers. Our policy on car
supply, particularly in times of tight supply:

1. Cars are distributed equitably to all shippers

regardless of size, basm®d on their ability to load
cars.

2. We do not discriminate in any of our territories
as to mainline versus branch line s®x locations, or
not provide cars to the smallest of shippers.

3. Keep in mind that we were the innovater in terms

of large volume movements. In 1965 we originated the
first unit. train of grain ever to move in this country
-although we don't insist that customers use unit trains.

4. Soo open to use of privates - manage a fleet in the
best interests of Soo/customers. Make agreements.




Rail connections. We would provide an excehlent outlet for
grain from the Iowa Falls gateways. Several factors make this
evident: ' ‘

1. Lines flow cleanly to Kansas City where interchange with
roads for ports on the Gulf Coast would be made easily.

* Soo emphasizes fast interchange with carriers in
large terminals to keep cars moving, not in yards
awaiting switching or movement on outbound trains.

2. Our lines would flow very cleanly wxkk and match up
well with excellent carriers, such as the new Norfolk/
Southern for east bound moves, kk® and the Kansas City
carriers moving west and south.

There are potentially new routes opened up, not now readily
used that could offer an alternative in the future:

*  Westbound movements via CP-S00-SI-UP (show slide
of transit times)

* Movements to the Twin Cities, perhaps SSMarie
for the eastern seaboard.

* Movement to Duluth/Superior?

Y

Service.Ability. Soo readily adapts to changing market conditions
for grain. Put on service when needed immediately.

Strive to be a low cost producer. A basic goal for the Soo is
to produce rail transportation at lowest possible cost. This
would undoubtedly bring on change on the Iowa Falls gateways
in that we would handle operations differently. We move cars
as quickly as possible and without delays. We have made great
strides in our goals: (which point out our strengths)

* Productivity factors.
* Loss and Damage ratios.

* Fuel efficiency




OTHER IMPORTANT FACTORS

We are a railroad and put our resources into the railroad.
Investments are financed with a good credit rating (list an
example of Moddy's or S&P credit ratings) or paid out of
cash. :

We have a good service reputation.as can be attested by the
regulatory agencies operating in Soo agricultural territories
(PSCs)

We have made substantial investments in our locomotive fleet.
(more than 20% replacement in last three years)

We make continuous track improvements - financed to-date
wholly out of company generated dunds.

* Mainlines 70% welded rail.

* Mainlines 100% hard crushed rock ballas.
* Branchline programs maintained to levels needed to
support the traffic over them.

* Recognize the need for some major maintenance programs
on the lines proposed for purchase with work to be
accomplished as soon as possible should the purchase go
through.

THE FUTURE

Soo recognizes that the rail system in this country will likely
undergo significant change in the future. There are very large
mergers going on all around us. We are in a strategic position
which we believe enables to remain well into the future as an
independent railroad. It is likely we will be one of only a
small handlful of independents expected to be a competitive
force among large companies. A kansas city gateway and
interconnection with the railroads we do not now reach would

be important to us.

We have a great deal of confidence in american agriculture.
It will be needed, rail service will be needed. We can play
an important role in ‘it.

We directly serve through Canadian railroads, a vast natural
resource area in Western Canada which is going to increasingly
be more important as America needs these products in the future.
Potash, as an example, with Soo being one of the major roads
which handles this Candian products.

Recognize that this change to add a competitdr th this area
must be made now., otherwise it would be lost forwver.

Soo abandonment have been minor during last 15 years. Soo continues
to serve branch lines as long as they remain viable. There has




been growth on our lines in agricultural territory. where 250 elevators
served. Many new facilities including two new sunflower processing
plants served by the Company.




SOO SPORTS...

Corporate running team
heads for final race

The Soo Corporate Running Team is gearing up for its last
race in the Corporate Running Cup series sponsored by the
American Lung Association this summer. The final race will be
held September 25th at Phalen Park in St. Paul. Like the pre-
ceeding three races in the series, it will be a 6.2-mile (10 kilo-
meter) course that requires the endurance of trained runners.

The team completed the third race on July 21st in Min-
neapolis. The following team members finished the “Aqua-
tennial Torchlight” race among 822 competitors:

RUNNER TIME
Tom Anderson 40:14
Jim Degerstrom 41:11
Sid Pace 41:54
Richard McGuire 42:37
Alton Bennett 45:43
Mark Knutson 51:38
Chris Rock 53:18
Tim Turner 55:12
Bill Voigt 1:01:45

1:04:38
1:08:19 &

David Henricksen
Richard Walstrom

Pembine golf tournament
results

The Soo Line golf tournament at Pembine was held the last
weekend of June with the following competitors taking home
trophies:

Handicap Competitors-

M. Jahnke 76 (won on playback)
D. Roddy 76 ‘
J. Gilbert 78

Without Scratch-

N. Queram 70

P. LeGault 72

J. Reese, Sr. 76

Women's title-

R. Cassidy 21

D. Gilbert 28

M. Vadnais 37

First United Way raffle
to be held

Employees from the Minneapolis area are generously do-
nating skills and talents to the first Soo United Way raffle, to
be held during the September drive. United Way agencies are
finding it more challenging than ever to gather the necessary
funds which will keep services available. Concerned employees
are helping to answer that challenge by contributing airplane
rides, birdhouses, gift certificates and a host of other gifts to
be awarded winners of the raffle. Raffle tickets will be ob-
tained through payroll deduction pledges.

How is your area doing with United Way pledges? Need
help? Call the Public Relations Department, Minneapolis, for
ideas on how you can “keep it working' in your city.

WANTED!

Big Brothers and
Big Sisters

The Big Brothers/Big Sisters 0f America organization is
seeking volunteers for its program. If you are interested in
becaming a Big Brother or Sister, please contact Dave Carlson
in the Employee Relations Department, Minneapolis, on Ex-
tension 378. He will begin the pracess that can make a match
between you and a Little Sister or Brother,

Here are some facts about the need for Big Brothers and
Big Sisters to spend time with children of one-parent families:

* Nearly 12 million children in the U. S. today are growing
up in one-parent families. Their numbers are increasing
and it’s predicted that 40% of all children born since
1970 can expect to live five years or more with anly one
parent,

* A Big Brother or Big Sister is not a substitute parent, but
an ally who can help a child through the challenges of
growing up in a household where a single parent may not
have adequate time to devote to answering a multitude of
questions, engaging in sports activities and generally
“hanging around” together.

* Field studies conducted since 1939 have established that
the Big Brother/Big Sister program is a highly effective
means for preventing juvenile delinguency and emational
problems. The program can also benefit the economy as
the cost of entering a child into the juvenile justice system
is about $3,000 to the taxpayers and from $18,000 to
$65,000 a year for institutionalization.

* From its beginnings in 1903, the arganization has grown
to more than 400 local agencies (including those in
Chicago, Minot, Bismarck, Duluth/Superior, Minneapalis,
St. Paul, Stevens Point and Fond du Lac), and is serving
more than 100,000 children across the country.

* Being a Big Brother or Big Sister to a needy child invalves
spending about three hours a week with a Little Brother
or Sister. There is a waiting list of children for Big
Brothers and Sisters to spend time with.
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Soo makes offer
to purchase Rock
Island rail lines

e

Kansas City route sought

The offer calls for the Soo Line to purchase:

* Approximately 400 miles of main line,
including ownership in jointly operated line
segments, between Northfield and Kansas City,
Missouri.

* Approximately 200 miles of branch line in
the northern half of lowa extending from lowa
Falls through Estherville to Ocheyedan and Rake
along with a 45-mile segment from Dows to
Forest City.

* A 12-mile branch line from Carlisle to
Indianola, lowa.

Grain branches included

Soo Line has made an offer to purchase more
than 650 miles of rail lines which would extend its
direct service from Minneapolis to Kansas City as
well as provide access to an extensive grain pro-
ducing region in lowa.

Soo's offer was presented to the Trustee of the
Chicago, Rock Island and Pacific Railroad Company
(Rock Island) which owns the lines and which is
currently seeking a buyer for the properties.

The action was approved by Soo’s Board of
Directors last week.

’
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Rock Island [con’t]

Soo service between Minneapalis and Northfield
would be handled over lines of the Company's
wholly-owned subsidiary, the Minneapolis, North-
field and Southern Railway.

The offer to purchase, if accepted by the
Trustee and Reorganization Court overseeing liqui-
dation of Rock Island assets, would also be subject
to approval by the Interstate Commerce Commission.

“Soo service would be strengthened by a
Kansas City gateway,” President Thomas Beckley
said in announcing that the offer had heen made,
“which would open new direct and shorter routes
for our customers and give Soo the ability to
interchange traffic with several railroads not
presently reached. Soo's access to corn and soy-
bean growing areas of lowa would preserve and
strengthen competition for movement of these
farm products.

“We have the ability to absorb the additional
traffic demands that would come with the
acquisition,” he emphasized, ““and a service record
that | believe would make Soo an asset to shippers
who were served in the past by the Rock Island.

“\Ne anticipate that an accelerated maintenance
program would be required on portions of the
lines proposed to be purchased,” he added, * and
Soo would expect to carry out this work as soon as
passible after the purchase was completed.”

Specific terms of the offer, including the price,
were not disclosed.

If the offer is accepted and approved, Soo Line
system mileage, including lines of the MN&S, would
total more than 5,100 miles.

THE BUSINESS FRONT...

New car orders hit
depression levels
according to RPI

“Orders for new freight cars have dropped to the level of
the great depression, and the manufacturers are employing
less than half as many persons now as they were two years
ago,” according to the Railway Progress Institute which
represents rail equipment manufacturers and suppliers.

Half of the Association’s freight carbuilders responded
to a survey of business conditions and on April 1 indicated
they were employing 11,170 persons, down from 22,996
in April of the year earlier. The respondents were a
cross section of the carbuilding industry.

The number of new freight cars expected to be
delivered to railroads this year may be below 20,000
units.

“0One must return to the great depression to find totals
as low as, or lower than, that,” G. Leo Winger, Chairman
of the Railway Progress Institute, said.

“Two thirds of our respanding carbuilding companies
reported that they are working at less than 25 percent of
capacity with two shut down entirely,” Winger said.
“Qbviously, this segment of basic American industry,
one of the major consumers of steel, is in a very deep
depression.

“Yet, we are not looking for any quick fixes. It is high
interest rates that are damaging the prospects for recovery
of basic american industry, and interest rates remain high
because of borrowing by the U. S. government. What we
are asking is that Congress diminish the budgetary deficits.”

Soo Line is placing orders for three new locomotives,
one SD-40-2 and two GP-38-2's, but does not contemplate
further car orders at this time.

St. Paul water department

ships rail

For the last three years, the City of St. Paul Water Depart-
ment has been trucking lime from the Duluth/Superior area to
the St. Paul treatment plant. Because of action taken by the Soo
in reducing the rate on this commodity, the City will now trans-
port the lime by rail. Annual volume is estimated at 11,000
tons.

We goofed!

In the last issue of News To Know we reported that the
Mead Paper Plant in Groos, Michigan, was finishing plans
for a $285,000 mill expansion. That figure was in errar
and much too low. The proposed expansion will total
$285,000,000.

NEWS OF WHAT'S NEW...

Fond du Lac skill noted

Winching rail is the process of pulling quarter-mile
lengths of welded rail from flat cars down onto ground
level for installation. That process is now considerahly
easier and more economical thanks to the know-how
of Fond du Lac Shop personnel put into a new self-
contained, hydraulic winch car that has been built.

Unlike the former car, the new one operates with a
diesel engine and two, 30,000 pound (breaking force)
winches that pull two, 45,000 pound rail segments to
the ground simultaneously. Deck roller assemblies and
threader guides operate fully hydraulically.

In July, the car réceived its initial test run and,
according to Don St. Laurent, Senior Design Technician,
“worked exactly as intended.”

“Without the top notch expertise of the workmen
at Fond du Lac]'says Laurent, “the development of this
car would not have been possible. Due to their efforts
it has been estimated that the car will generate a savings
of over $1,000 a trip in labor and elimination of
miscellangous equipment.”

Construction of the new car, number X-652, required
ten maonths of research, development and fabrication by
the Mechanical Department.

Former MN&S President

named Soo officer

David J. Boyer has been appointed Executive Assistant for
the Soo Line.

Boyer served as President and Chief Executive Officer of the
Minneapolis, Northfield & Southern Railway before that Com-
pany's acquisition by the Soo
in June. Former positions
held on the MN&S by Boyer
included Executive Vice
President, Treasurer and
Secretary. He began service
with the MN&S in 1957 as
Auditor Systems and Pro-
cessing. s

Boyer holds a Bachelor —
of Science degree from
Mayville State College in
Mayville, North Dakota. ‘

He has also attended

Ohio State University, University of North Dakota, Montana
State University and Biarritz University in France. He pre-

sided on the Executive Committee and the Board of Directors

of the American Short Line Railroads Association while acting
for the MN&S. He now serves on the Advisory Boards for Narth-
western National Bank and the Treasury Division of the
Assoriation of American Railroads,
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Savings bond winnezrs
announced

The following employees were winners in the U. S. Savings
Bond drawing, held at the Soo Line Building on August 9th:

Thomas Priebe Fond du Lac
Nancy Pool Minneapolis
Byron Martel Stevens Point
Michael Kamps Superior
Daniel Schmaltz Harvey
James Carroll New York
Milan Berndt Minneapolis
William Egan Thief River Falls
Florence Pritchett Minneapolis
John Popovich Ashland
Albert Quick Chicago
Kenneth Clausen Fond du Lac

All new and increased savers through the Savings Bond Pay-
roll Deduction program were eligible and placed among the
contestants.

Soo’s Operation Lifesaver display car

Operation Lifesaver
program opens in Duluth

An Operation Lifesaver “kick-off” is planned for Duluth on
September 22nd to bring the problems of grade crossing ac-
cidents to the attention of the public and the news media. Soo’s
Operation Lifesaver car, carrying a damaged vehicle involved in
a train mishap in Hankinson, will be on hand at the Duluth
Transportation Museum along with displays and aother events.
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. Cavanaugh

eivTawsil ' 500 LINE RAILROAD

SEP 1 71982
EXEC. VICE PRESIDENT

Joe Darling and I will be meeting with the FRA next
week to review the requirements for material to be included
in applications for preference share financing under
Section 505 of the 4-R Act, I am attaching a copy of the
requirements at this time so that you can familiarize your-
self with the very detailed requirements. Some of the

One of the
L 8sues mus deal w ; WILY We OouLld itled to
funds from this source even though funds are available from
alternative sources because of Soo's good financial condition.
Exhibits C through G in Section 258.9 are primarily accounting
exhibits, some of which require four year forecasts giving
effect to the use of the borrowed money. Exhibit H deals with
equipment and Exhibit I requires a breakdown of work to be
done on each line segment.

FRA.

BDO/sjp
Attachment

ee: T. M. Beckley
R. H., Smith
D. J. Boyer




Chapter ll—Federal Railroad Administration

eral Railroad Administrator this (pre-appli-
cation or application); that he has carefully
examined all of the statements contained in
the (pre-application or application) relating
t0 ——————__: that he has knowledge of
the matters set forth therein and that all
statements made and matters set forth
therein are true and correct to the best of
his knowledge, information and belief.

[43 FR 21890, May 22, 1978]

PART 258—REGULATIONS GOVERN-
ING SECTION 505 OF THE RAIL-
ROAD REVITALIZATION AND REG-
ULATORY REFORM ACT OF 1976,
AS AMENDED

Subpart A—Procedures for Applications for
Preference Share Financing

Sec.

258.1
258.3
258.5

Applicability.

Definitions.

Eligibility.

258.7 Form and content of application.

258.9 Required exhibits.

258.11 Preapplication and application pro-
cedure,

258.13 Information requests.

258.15 Waiver and modification.

Subpart B—Standards for Evaluations and De-
terminations Under Section 505(b)(2) of the
Act

258.17 Purpose.

258.19 Definitions.

258.21 Evaluation process.

258.23 Cost of funds available from other
SOUrces.

258.25 Public interest in
total railroad funding.

258.27 Public benefits and costs,

258.29 Order of funding.

APPENDIX —ENVIRONMENTAL ASSESSMENTS

AvTHORITY: Railroad Revitalization and
Regulatory Reform Act of 1976, Pub. L. 94-
210, as amended; the Department of Trans-
portation Act, 49 U.S.C. 1651 et seq.; 49 CFR
1.49(u), unless otherwise noted.

SoURcCE: 42 FR 28980, June 6, 1977, unless
otherwise noted.

supplementing

Subpart A—Procedures for Applica-
tions for Preference Share Financ-
ing

§258.1 Applicability.

This part prescribes the require-
ments and procedures governing appli-
cations by railroads for financial as-
sistance pursuant to section 505 of the

§ 258.3

Railroad Revitalization and Regula-
tory Reform Act of 1976, as amended.
These requirements and procedures
also govern applications for assistance
for the purpose set forth in section
517 of that Act, improvement of inter-
city rail passenger service on lines
owned by the applicant and located
outside the Northeast Corridor, being
the properties acquired by the Nation-
al Railroad Passenger Corporation
bursuant to Title VII of the Act and
described in section 701(a)(4) of that
Act.

§258.3 Definitions.

As used in this part—

(a) “Act” means the Railroad Revi-
talization and Regulatory Reform Act
of 1976 (Pub. I. 94-210, February 5,
1976), as amended.

(b) “Administrator” means the Fed-
eral Railroad Administrator, or his
delegate.

(c) “Applicant” means any railroad
that submits an application for finan-
cial assistance pursuant to this part.

(d) “Commission” means the Inter-
state Commerce Commission.

(e) “Equipment” means any type of
new or rebuilt standard gauge locomo-
tive, caboose, or general service rail-
road freight car the use of which is
not limited to any specialized purpose
by particular equipment, design, or
other features, or any other type of
car designated by the Administrator
upon a written finding that such desig-
nation is consistent with the purposes
of the Act. General service railroad
freight car includes a boxcar, gondola,
open-top or covered hopper car, and
flatcar.

(f) “Facilities” means—

(1) Track, roadbed, and related
structures, including rail, ties, ballast,
other track materials, grading, tun-
nels, bridges, trestles, culverts, elevat-
ed structures, stations, office buildings
used for operating purposes only,
repair shops, enginehouses, and public
improvements used or usable for rail
service operations;

(2) Communication and power trans-
mission systems, including electronie,
microwave, wireless, communication,
and automatic data processing system,
electrical transmission systems, power-
plants, power transmission systems,
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§ 258.5

powerplant machinery and equipment,
structures, and facilities for the trans-
mission of electricity for use by rail-
roads;

(3) Signals, including signals and in-
terlocks;

(4) Terminal or yard facilities, in-
cluding trailer-on-flat-car and contain-
er-on-flat-car terminals, express or
railroad terminal and switching facili-
ties, and services to express companies
and railroads and their shippers, in-
cluding ferries, tugs, carfloats, and re-
lated shoreside facilities designed for
the transportation of equipment by
water; or

(5) Shop or repair facilities or any
other property used or capable of
being used in rail freight transporta-
tion services or in connection with
such services or for originating, termi-
nating, improving, and expediting the
movement of equipment.

(g) “FRA” means Federal Railroad
Administration.

(h) “Including’” means including but
not limited to.

(1) “Project” means the purpose for
which the applicant seeks financial as-
sistance under this part, including ac-
quisition or maintenance of facilities
or equipment, rehabilitation or im-
provement of facilities or equipment,
and new construction of facilities, and
shall include as separate projects each
part or subpart into which the total
-project for which the applicant seeks
funding may reasonably be divided
and for which the cost is considered
independent of the remainder of the
total project cost, The cost of a part or
subpart is independent of the remain-
der of the total project.cost if the cash
flow impaet upon the applicant result-
ing from the part or subpart would be
approximately the same regardless of
whether or not the remainder of the
total project were undertaken.

(j) “Railroad” means a common car-
rier by railroad or express as defined
in section 1(3) of Part I of the Inter-
state Commerce Act (49 U.S.C. 1(3)),
and includes the National Railroad
Passenger Corporation and the Alaska
Railroad.

(k) “Railroad in reorganization”
means a railroad being reorganized
under section 77 of the Bankruptcy
Act (11 U.S.C. 205).

Title 49—Transportation

(1) “Redeemable preference shares”
means shares acquired by the Admin-
istrator under section 505(d) of the
Act that conform to the requirements
set forth in section 506 of the Act.

(m) “Trustee” means the trustee, or
trustees if more than one trustee has
been appointed, of a railroad in reor-
ganization.

(n) “Trustee certificates” means cer-
tificates issued under section T7(e)(3)
of . the Bankruptey Act (11 U.S.C.
205(c)(3)).

§258.5 Eligibility.

Any railroad may apply to the Ad-
ministrator under section 505 for such
financial assistance as the Administra-
tor may approve.

§258.7 Form and content of application.

(a) Each application shall include, in
the order indicated and identified by
applicable section numbers and letters
corresponding to those used in this
part, the following information:

(1) Full and correct name and prinei-
pal business address of the applicant;

(2) Date of applicant’s incorporation,
and name of the government, State, or
territory under the laws of which it
was incorporated or organized. If ap-
plicant is a trustee, then, in addition,
the name and address of the reorgani-
zation court under the direction of
which the applicant is acting, and the
docket number of the proceeding;

(3) Name, title, and address of the
person to whom correspondence re-
garding the application should be ad-
dressed;

(4) Detailed description of the
amount and timing of financial assist-
ance that is being sought and its pur-
pose or purposes, including:

(i) A description of the physical con-
dition of all facilities included in or di-
rectly affected by the proposed proj-
ect;

(ii) Identification of each part or
subpart into which the project may
reasonably be divided, including the
assignment of priorities for funding of
each part or subpart;

(iii) Amount of financing requested
in the application for the proposed
project, and for each part or sub-part;

(iv) Proposed dates for commence-
ment and completion of the project,

246

]
|

|




Chapter ll—Federal Railroad Administration

and for each part and subpart, as well
as the date or dates on which appli-
cant desires to have the funds made
available, and a schedule according to
which applicant desires to redeem
preference shares purchased pursuant
to this part and make dividend pay-
ments thereon, which schedule results
in a yield as prescribed in § 258.25(b)
(ii) of this part: :

(v) A detailed statement setting
forth the estimated internal rate of
return on the project, computed in ac-
cordance with the provisions of Sub-
part C of Part 260 of this chapter.
This statement shall follow the proce-
dures and follow the format required
by such Subpart C. Relevant material
presented in the application need not
be repeated in this statement, but
must be explicitly referenced. If the
project can be divided into parts such
that each part:

(A) Accounts for a significant por-
tion of the total investment for which
Federal assistance is sought; and

(B) Produces approximately the
same cash flow impacts regardless of
whether the remainder of the project
is undertaken; then the applicant
must submit a separate internal rate
of return computation, with the sup-
porting documentation described in
such Subpart C, for each part of the
project. In that case, all references to
the term “project” in such Subpart C
shall be deemed to refer to the part of
the project for which the rate of
return is being computed.

(vi) Statement of whether the proj-
ect involves another railroad or other
participant, through joint execution,
coordination, or otherwise; if so, de-
scription of the relative participation
of applicant and such other railroad or
participant, including statement of fi-
nancing arrangements of each partici-
pant, portion of the work to be per-
formed by each, and contemplated
level of usage of the equipment or fa-
cility by each participant when the
work is completed, along with a state-
ment by a responsible officer or offi-
cial of the other railroad or partici-
pant that the information provided re-
flects their agreement on these mat-
ters;

(vii) A description of the project’s
. effect on national energy consumption

§ 258.7

(over the life of the project) by the ap-
plicant and other parties (as applica-
ble) with particular emphasis on in-
creases and decreases in the national
use of petroleum, natural gas, and
coal.

(5) Full and complete statement, to-
gether with supporting evidence, of
the category within §258.27 into
which each project, and part and sub-
part of a project, falls.

(6) Statement as to how the project
will contribute to or enhance the safe
operation of the railroad, considering
such factors as the occupational safety
and health of employees and the im-
provement of physical or other condi-
tions that have caused or may cause
serious injury or loss of life to the
public and to users of the railroad’s
services;

(7) Full and complete statement, to-
gether with supporting evidence, of
whether, under the standards set
forth in § 258.23(b), funds are available
from alternative sources at a cost
which is reasonable under principles
of prudent railroad financial manage-
ment. The statement must indicate,
together with supporting evidence, for
each source of funds listed in
§ 258.23(b), either that the condition
which gives rise to the presumption
does not exist or that other circum-
stances and facts described in that sec-
tion as necessary to rebut the pre-
sumption do exist.

(8) Detailed assessment of impact of
the project on the environment, in the
general format and including the in-
formation set forth in the appendix to
this part.

(9) Statement that notice of the ap-
plication, including a brief description
of the project, has been posted on bul-
letin boards convenient to interested
employees of the railroad and by send-
ing registered mail notice to the duly
authorized representatives of such em-
ployees. This requirement is not in
lieu of any other requirements im-
posed by reason of section 516 of the
Act.

(10) A narrative statement detailing
management’s program to maintain
applicant’s ability to provide essential
rail freight services as a viable rail-
road. The statement shall include as a
minimum & discussion of each of the
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§ 258.9

elements listed as paragraph (a)(10) (i)
through (vii) in this section including
how each relates to the four year fi-
nancial forecasts provided in Exhibits
E and G of the application, and a full
explanation of the methodology and
reasoning used in making the analyses
together with supporting documenta-
tion as appropriate.

(i) Applicant’s current and prospec-
tive traffic base, including by commod-
ity and geographic region major mar-
kets served, major interchange points,
and market development plans.

(ii) Applicant’s current operating
patterns, and plans if any, to enhance
its ability to serve the prospective traf-
fic base identified in paragraph (a)(10)
(i) of this section.

(iii) System-wide plans to maintain
(A) equipment and (B) right-of-way by
major segments at levels adequate to
serve markets and maintain operating
patterns discussed in paragraph
(a)(10) (i) and (ii) of this section.

(iv) Specific plans for rationalization
of marginal or uneconomic services in-
cluding consolidation or coordination
with other carriers in jointly served
markets, withdrawal from markets
served by two railroads other than the
applicant and in which the applicant’s
services produce marginal or no earn-
ings, and the abandonment of uneco-
nomic facilities.

(v) Facilities and service not dis-
cussed in paragraph (a)(10) (iv) of this
section that are physically or oper-
ationally susceptible to consolidation
or coordination with other carriers or
internally, and summary of plans or
discussions with other carriers regard-
ing same.

(vi) Relationship of current requests
for Federal financial assistance to the
program discussed in this section, in-
cluding a specific explanation of the
impact of the assistance as stated in
the financial forecasts of applicant in
Exhibits E and G.

(vii) Any plans to seek further finan-
cial assistance from the FRA or assist-
ance from any other public source,

This statement must be submitted for
all applications pending on or filed
subsequent to August 1, 1977.

(11) Any information that the appli-
cant deems appropriate to convey a
full and complete understanding of
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the project and its impact or to assis
the Administrator in making the sta
tutorily prescribed determinations
and

(12) Any other information which
the Administrator may deem neces.
sary concerning an application filed
under this part.

(b) When applicant is a trustee and
the form of proposed assistance is pur-
chase by the Administrator of trustee
certificates, the application shall pro-
vide all of the information required in
paragraph (a) of this section, and in
addition shall provide: ¢

(1) Statement on behalf of the trust-
ee, together with supporting evid-
cence, that such certificates cannot
otherwise be sold at a reasonable rate
of interest:

(2) Full and complete statement, to-
gether with supporting evidence, dem-
onstrating that the project can reason-
ably be expected to be maintained as a
part of a financially self-sustaining
railroad system; and

(3) Full and complete statement, to-
gether with supporting evidence, that
the probable value of the assets of the
railroad in the event of liquidation
provides reasonable protection to the
United States.

(Sec. 505, Railroad Revitalization and Regu-
latory Reform Act of 1976 (Pub. L. 94-210,
90 Stat. 71), as amended by sec. 212 of the
Rail Transportation Improvement Act (Pub.
L. 94-555, 90 Stat 2024); Dept. of Transpor-
tation Act, 49 U.S.C. 1651 et seq., 49 CFR
1.49(u))

[42 FR 28980, June 6, 1977; 42 FR 30840,
Jurne 17, 1977, as amended at 43 FR 14663,
Apr. 7, 1978; 45 FR 58037, Aug. 29, 1980]

§258.9 Required exhibits.

There shall be filed with and made a
part of each application and copy
thereof the following exhibits, except
that exhibits filed with the Adminis-
trator pursuant to some other statu-
tory provision or regulation which are
in the same format as the following
exhibits may be incorporated in and
made part of the application filed
under this part by reference. While an
application is pending, when actual
data becomes available in place of the
estimated or forecasted data required
in exhibits under this part, such
actual data must be reported promptly
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to the Administrator in the form re-
quired in the appropriate exhibit. All
forecasted data required in the exhib-
its under this part must be based on
the assumption that the project will
be funded on the January 1 next fol-
lowing the date of the application.

(a) Exhibit A. Map of applicant’s ex-
isting railroad with location of project
indicated, if appropriate.

(b) Exhibit B. Statement showing to
the latest available date but in any
event to a date no less recent than the
end of the third month preceding the
date of filing of the application:

(1) Maximum number of locomotive
units out of service during each quar-
ter due to business conditions; maxi-
mum number of such units out of serv-
jce during each quarter due to me-
chanical defects; and ratio of each to
total ownership quarterly for each of
the last three calendar years but not
earlier than the quarter ending June,
1974, and the current calender year,
and

(2) Maximum number of general
service freight cars out of service
during each quarter due to business
conditions; maximum number of such
cars out of service during each quarter
due to mechanical defects; and ratio of
each to total number of general serv-
ice freight cars owned by applicant
quarterly for each of the last three
calendar years but not earlier than the
quarter ending June 1974, and the cur-
rent calender year.

(¢) Erhibit C. A copy of applicant’s
most recent year end general balance
sheet, if available, certified by appli-
cant’s independent public accountants,
and a copy of applicant’s most recent
unaudited general balance sheet as of
a date no less recent than the end of
the third month preceding the date of
filing of the application. The unaudit-
ed balance sheet shall be presented in
account form and detail as required in
Schedule 200 of the Commission’s
annual report R-1 or R-2, as appropri-
ate, together with the following sched-
ules (where changes in accounts from
the end of the prior year to date of
the application have not been signifi-
cant, copies of the appropriate sched-
ules in the prior year’s R-1 or R-2
with marginal notations listing the
changes may be submitted).

§ 258.9

(1) Particulars of Account 704, Loans
and Notes Receivable, in form and
detail as required in Schedule 201 of
Annual Report R-1 for the Class 1
railroads, and in similar form for the
Class II railroads except that for Class
II railroads loans and notes receivable
that are each less than $25,000 may be
combined into a single amount;

(2) Particulars of investments in af-
filiated companies and other invest-
ments in form and detail required in
Schedules 205 and 206 of Annual
Report R-1, or Schedules 1001 and
1002 of Annual Report R-2, as appro-
priate;

(3) Particulars of balances in Ac-
counts 741, Other Assets, and 743,
Other Deferred Charges, in form and
detail required in Schedule 216 of
Annual Report R-1 or Schedule 1703
of Annual Report R-2, as appropriate;

(4) Particulars of loans and notes
payable in form and detail required in
Schedule 223 of Annual Report R-1,
or Schedule 1701 of Annual Report R~
2, as appropriate, as well as informa-
tion as to bank loans, including the
name of the bank, date and amount of
the original loan, current balance, ma-
turities, rate of interest, and security,
if any;

(5) Particulars of long-term debt in
form and detail required in Schedules
918 and 219 of Annual Report R-1 or
Schedules 670, 695, 901, 902 and 1702
of Annual Report R-2, as appropriate,
together with a brief statement con-
cerning each mortgage, pledge, and
other lien, indicating the property or
securities encumbered, the mortgage
limit per mile, if any, and particulars
as to priority;

(6) Particulars of balance in account
784, Other Deferred Credits, in form
and detail required in Schedule 225 of
Annual Report R-1 or schedule 1704
of Annual Report R-2, as appropriate;
and

() Particulars as to capital stock in
form and detail as required in Sched-
ules 228, 229, and 230 of Annual
Report R-1 or Schedule 690 in R-2, as
appropriate.

(d) Ezxhibit D. Applicant’s most
recent annual income statement, if
available, certified by applicant’s inde-
pendent public accountants, and a
spread sheet showing unaudited
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§ 258.9

monthly and year-to-date - income
statement data for the calendar year
in which the application is filed in ac-
count form similar to that required in
column (a) of Schedule 300 of Annual
Report R-1 or R-2, as appropriate. For
those months preceding and ending
upon the date of the unaudited bal-
ance sheet presented in Exhibit C, the
income statement data shall be report-
ed on an actual basis and so noted. For
those months between the dates of the
unaudited balance sheet and the filing
of the application, the income state-
ment data shall be reported on an esti-
mated basis and so noted and shall be
submitted in conjunction with corre-
sponding estimated month-end bal-
ance sheets. For those months be-
tween the date of the application and
the end of the year, the income state-
ment data shall be presented on a
forecasted basis and so noted and shall
be submitted in conjunction with a
forecasted balance sheet as at the year
end.

(e) Erxhibit E. Spread sheets showing
for each of the four years subsequent
to the year in which the application is
filed, both before and after giving
effect to the proceeds of the assistance
requested in the application:

(1) Forecasted annual income state-
ment data in account form and detail
similar to that required in column (a)
of Schedule 300 of Annual Report R-1
or R-2 as appropriate, including the
subaccounts comprising line 2 (railway
operating expenses), as specified by
lines 64, 92, 105, 159, 168, and 180 of
Schedule 320; and

(2) Forecasted year-end balance
sheets in account form and detail simi-
lar to that required in schedule 200 of
Annual Report R-1 and R-2, as appro-
priate. These spread sheets shall be
accompanied by a statement setting
forth the bases for such forecasts.

(f) Exhibit F. A spread sheet show-
ing changes in financial position for
the year in which the application is
filed in account form and detail as re-
quired in Schedule 309 of Annual
Report R-1 or R-2 as appropriate, as
follows:

(1) For that period ending on the
date of the unaudited balance sheet in
Exhibit C, based upon actual data; and
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(2) For that period from the balance
sheet date to the end of the year,
based upon estimated and forecasted
data.

(g) Exhibit G. A spread sheet show-
ing forecasted changes in financial po-
sition for each of the four calendar
years subsequent to the year in which
the application is filed, both before
and after giving effect to any funds re-
quested in the application and includ-
ing a statement showing the bases for
such estimates, in account form and
detail as required in Schedule 309 of
the Annual Report R-1 for Class I
railroads and in similar form and
detail for Class II railroads.

(h) Exhibit H. With respect to equip-
ment proposed to be rehabilitated, im-
proved, maintained, or acquired in the
application, a statement indicating
number of units and in-service or out-
of-service status and, as appropriate:

(1) For locomotives, service type,
age, size, horsepower, name of builder,
description of work, and unit cost of
proposed work; and

(2) For freight cars or intermodal
equipment, information as to service
type (box, gondola, flat, etc.), age, ca-
pacity, decription of work, and unit
costs of proposed work. Such state-
ment shall show the total cost of the
project, types and quantities of work
items, unit cost of each item and dis-
tribution of such cost by primary ac-
counts of the Commission’s Uniform
System of Accounts separated where
applicable between material, labor,
and other; the ownership of all equip-
ment which is the subject of the proj-
ect; and the dates on which work is to
be commenced or completed. Direct
labor, supervision, material costs, con-
tingencies, and any applicable over-
head expenses that are included in the
total cost of the project should be
shown separately and identified.

(i) Ezhidbit I. With respect to the
maintenance, rehabilitation, improve-
ment, acquisition, or construction of
facilities proposed in the application, a
statement showing, as appropriate:

(1) The classification of each line, or
part of a line, on which maintenance,
rehabilitation, improvement, acquisi-
tion, or construction is proposed, as
determined in accordance with the
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final standards and designations under
section 503(e) of the Act.

(2) Track Class, as defined by the
FRA Track Safety Standards in Part
213 of this chapter, and maximum al-
lowable speed under which each line,
or sub-part of a line, referred to above,
has been and is being operated and
the reasons therefor; the highest track
class and maximum allowable speed at
which each such line, or subpart of a
line, will be designated when the pro-
posed project is completed; and the
track class, maximum allowable speed,
and signal requirements necessary in
the judgment of the railroad to pro-
vide safe, reliable and competitive rail
services over each line, or subpart of
the line, included in or directly affect-
ed by the project, together with appli-
cant’s recommendations as to:

(i) The most economical method of
rehabilitating or improving the physi-
cal condition of each line, or subpart
of each line, referred to above, to
achieve and maintain such line to the
track class and maximum allowable
speed deemed necessary by the appli-
cant;

(ii) The cost of rehabilitating or im-
proving each line, or subpart of each
line, specified above, to meet the mini-
mum safety requirements as defined
by the FRA in Part 213 of this chapter
for the track class and maximum al-
lowable speed deemed necessary by
the applicant and the cost of install-
ing, rehabilitating, improving, main-
taining, and repairing, as necessary,
block signal systems, interlockings,
automatic train stop, train control, cab
signal devices or other similar appli-
ances, methods, and systems in accord-
ance with the FRA requirements in
Parts 233, 234 and 236 of this chapter;
and

(iii) An economic analysis of the cost
of installing, rehabilitating, and im-
proving facilities described in para-
graph (i)(2)(ii) of this section.

(3) The identification number of
each grade crossing on each line, or
sub-part of a line, included in the proj-
ect, as provided in the United States
Department of Transportation/Associ-
ation of American Railroads Crossing
Inventory, and the safety standards,
signal and other requirements neces-
sary in the judgment of the railroad to
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prevent loss of life and serious acci-
dent or injury at such grade crossings.
(4) Types and quantities of work
items, unit cost of each item, cost of
project in total and by parts or sub-
parts into which the project may be
reasonably divided, and distribution of
such costs by primary accounts of the
Commission’s Uniform System of Ac-
counts, separated where applicable be-
tween material, labor and other.
Direct labor, supervision, material
costs, contingencies, and any applica-
ble overhead expenses that are includ-
ed in the costs of the project should be
shown separately and identified.

Note: The account forms referred to in
the exhibits are those of the Commission’s
Uniform System of Accounts for Railroad
Companies in use on August 31, 1976. How-
ever, the information required in any of the
exhibits shall give effect to any modifica-
tion of the Commission's Uniform System of
Accounts for Railroad Companies in effect
on the date of filing the application.

(Sec. 505, Railroad Revitalization and Regu-
latory Reform Act of 1976 (Pub. L. 94-210,
90 Stat. 71, February 5, 1976), as amended
by Sec. 212 of the Rail Transportation Im-
provement Act (Pub. L. 94-555, 90 Stat.
2024, October 19, 1976); Department of
Transportation Act, 49 U.S.C. 1651 et seq.
Regulations of the Office of the Secretary
of Transportation, 49 CFR 1.49(u))

[42 FR 28980, June 6, 1977, 42 FR 30840,
June 17, 1977, as amended at 43 FR 14663,
Apr. 17, 19781

§258.11 Preapplication and application
procedure.

(a) When a railroad has developed
plans for a project for which it may
wish to seek assistance under this
Part, a responsible official of the rail-
road may request a meeting with the
Associate Administrator for Federal
Assistance of the FRA to discuss those
plans. Upon receipt of such request,
the Associate Administrator will
promptly schedule a meeting at which
the railroad will present to representa-
tives of the FRA the project and dis-
cuss with them information which
must be submitted in the application
and the type of terms and conditions
and financing documents that will be
utilized in connection with financial
assistance provided under section 505.
Applicants are not required to prepare
a draft application or other special in-
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formation for the preapplication con-
ference; however, applicants should be
prepared to discuss information which
management has used in making its
initial decision to seek assistance.

(b) The following procedure shall
govern the execution and filing of the
application:

(1) The original application shall
bear the date of execution and be
signed with ink by or on behalf of the
applicant and shall bear the corporate
seal in the case of an applicant which
is a corporation. Execution shall be by
all partners if a partnership, unless
satisfactory evidence is furnished of
the authority of a partner to bind the
partnership, or if a corporation, an as-
sociation or other similar form of or-
ganization, by its president or other
executive officer having knowledge of
the matters therein set forth. Persons
signing the application on behalf of
the applicant shall also sign a certifi-
cate in form as follows:

(Name of official)
certifies that he is the (Title of official)

of the (Name of railroad)

: that he is authorized on
the part of said applicant to sign and file
with the Administrator this application and
exhibits attached thereto; that the consent
of all parties whose consent is required, by
law or by binding commitment of the appli-
cant, in order to make this application has
been given; that he has carefully examined
all of the statements contained in such ap-
plication and the exhibits attached thereto
and made a part thereof relating to the
(Name of railroad) - that
he has knowledge of the matters set forth
therein and that all such statements made
and matters set forth therein are true and
correct to the best of his knowledge, infor-
mation, and beljef.

(Name of official)

(Date)

(2) There shall be made a part of the
original application the following cer-
tificate by the Chief Financial Officer
of the applicant;

(Name of officer)
certifies that he is (Title of officer)
of (Name of railroad ap-

————— that he has su-

pervision over the books of account and
other financial records of the railroad appli-
cant and has control over the manner in
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which they are kept; that such accounts are
maintained in good faith in accordance with
the effective accounting and other orders of
the Interstate Commerce Commission; that
such accounts are adequate to assure that
proceeds from the financing being requested
will be used solely and specifically for the
burposes authorized; that he has examined
the financial statements and supporting
schedules included in this application and to
the best of his knowledge and belief those
statements accurately reflect the accounts
as stated in the books of account; and that,
other than the matters set forth in the ex-
ceptions attached to such statements, those
financial statements and supporting sched-
ules represent a true and complete state-
ment of the financial position of the rail-
road applicant and that there are no undis-
closed assets, liabilities, commitments to
purchase property or securities, other com-
mitments, litigation in the courts, contin-
gent rental agreements, or other contingent
transactions which might materially affect
the financial position of the railroad appli-
cant.

(Name of official)

(Date)

(3) The original application and sup-
porting papers, and ten (10) copies
thereof, shall be filed with the Asso-
ciate Administrator for Federal Assist-
ance of the Federal Railroad Adminis-
tration, 400 Tth Street, SW., Washing-
ton, D.C. Each copy shall bear the
dates and signatures that appear in
the original and shall be complete in
itself, but the signatures in the copies
may be stamped or typed,

§258.13 Information requests.

If an applicant desires that any in-
formation submitted in an application
or supplement thereto not be released
by the Administrator upon request
from a member of the publie, the ap-
plicant must so state and must set
forth any reasons why such informa-
tion should not be released, including
particulars as to any competitive harm
which would probably result from re-
lease of such information. The Admin-
istrator will keep such information
confidential as permitted by law.

§258.15 Waiver and modification.

The Administrator, upon good cause
shown, may waive or modify any re-
quirement of this part not required by
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law, or make any additional require-
ments he deems necessary.

Subpart B—Standards for Evaluations
and Determinations Under Section
505(b)(2) of the Act

§ 258.17 Purpose.

This subpart prescribes standards in
accordance with which the Adminis-
trator will make the evaluations and
determinations required under section
505(b)(2) of the Act.

§ 258.19 Definitions.

As used in this subpart—

(a) “Consolidation” means the com-
bination of separate rail facilities into
fewer facilities and the abandonment
of the excess facilities, except that
«consolidation” shall not include the
combination by a single railroad of
double track into single track where
the lines do not constitute separate
physical and operating systems.

(b) “Coordination” means the combi-
nation of rail freight tyraffic flows
through the use of joint facilities ar-
rangements that result in a partial or
complete discontinuance of service on
the less essential facility.

(¢) “Corridor of consolidation poten-
tial” means a corridor of consolidation
potential as identified in the Final
Standards, Classification and Designa-
tion of Lines of Class I Railroads in
the United States, published by the
United States Department of Trans-
portation pursuant to section 503(e) of
the Act.

(d) “Mainline” means a line that has
an overall annual traffic density of at
least five million gross ton-miles per
mile.

(e) “Ratio” means the applicant’s
fiscal 1975 rate of return on total capi-
tal, represented by the ratio which
such applicant’s net income, including
interest on long-term debt, bore to the
sum of average shareholders’ equity,
long-term debt, and accumulated de-
ferred income tax credits in fiscal year
1975.

(f) “Return” means the anticipated
after-tax, internal rate of return on a
proposed project, computed in accord-
ance with the methodology set forth
in Subpart C of Part 260 of Title 49 of
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the Code of Federal Regulations (42
FR 4652, January 25, 1977).

(g) “Spread” means the difference
between the Return and the cost of a
project, as applicable in each para-
graph of § 258.23(b), computed by sub-
tracting that cost from the Return.

[42 FR 28980, June 6, 1977; 42 FR 30840,
June 17, 1977])

§ 258.21 Evaluation process.

(a) Section 505(b)(2) of the Act re-
quires the Administrator to consider
the following three factors in deter-
mining if financial assistance applied
for under this part is in the public in-
terest:

(1) The availability of funds from
other sources at a cost which is rea-
sonable under principles of prudent
railroad financial management in light
of the railroad’s projected rate of
return for the project to be financed
and the applicant’s Ratio.

(2) The interest of the public in sup-
plementing such other funds as may
be available for railroad financing; and

(3) The public benefits to be realized
from the project to be financed in re-
lation to the public costs of such fi-
nancing and whether the proposed
project will return public benefits suf-
ficient to justify such public costs.

(b) In accordance with section 505(a)
of the Act, this subpart sets forth
standards for each of the three factors
listed above by which the Aministra-
tor will make his determination of
whether the requested financial assist-
ance is in the public interest. Except
where otherwise stated in this sub-
part, all of the standards must be sat-
isfied in order for the applicant to
qualify for the requested financial as-
sistance. The Administrator retains
discretion to determine the appropri-
ate level of funding for all projects
that qualify for assistance.

§258.23 Cost of funds available from
other sources.

(a) General. Section 258.7(a)T) re-
quires each applicant to submit a
statement on the availability of funds
from alternative sources and efforts
which have been made to secure such
funds. Alternative sources of funds
that applicants should explore include
money borrowed without a Federal
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guarantee (including public or private
placements of funded or unfunded
debt, bank loans, loans from shippers
and suppliers, and loans from affili-
ated companies), the use of internal
funds, and the issuance of new
common or preferred equity. The
standards contained in paragraph (b)
of this section set forth conditions
that will give rise to a presumption by
the Administrator that funds are
available from each of these sources at
a cost which is reasonable under prin-
ciples of prudent railroad financial
management. In order to qualify for
financing under section 505, applicants
must show in their statement under
§ 258.7(a)(7), for each source of funds
listed in paragraph (b) of this section,
either that the condition which gives
rise to the presumption does not exist
or that other circumstances and facts
described below as necessary to rebut
the presumption do exist. Because the
availability of a Federal guarantee of
obligations under section 511 of the
Act is uniquely within the jurisdiction
of the FRA, the Administrator will
analyze each application under section
505 of the Act to determine whether
all or any part of the application
would qualify for loan guarantees
under section 511 and whether the
cost of such guaranteed obligations is
reasonable under principles of prudent
railroad financial management.

(b) Standards—(1) Borrowed money
will be presumed to be available at a
reasonable cost to the applicant if the
applicant has a Moody’s bond rating
for any outstanding long-term debt
(other than equipment obligations) of
Baa or higher, or, in the case of an ap-
plicant that does not have indebted-
ness that is rated by Moody’s, the
ratio of the applicant’s consolidated
net operating income before taxes to
the sum of its consolidated fixed and
contingent charges for the three cal-
endar years preceding the date of sub-
mission of the application equals or
exceeds the average of such ratios for
all Class I railroads with debt securi-
ties rated Baa as at the last day of the
most recent calendar year for which
all such railroads shall have reported
their results to the Commission. The
applicant may rebut the presumption
by showing that potential sources of
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such borrowed money have been thor-
oughly explored and that no borrowed
money has been found to be available.
If borrowed money has been found to
be available, the applicant may still
rebut the presumption by showing
that:

(i) The forecasted financial condi-
tion and operating results of the appli-
cant (after giving effect to the pro-
Ject’s net cash stream) appear inad-
equate to provide reasonable assur-
ance that the applicant will be able to
service its total debt; or

(ii) The amount of money to be bor-
rowed is less than 25 percent of the de-
nominator of the applicant’s Ratio
and the borrowing would result in a
reduction of more than 10% in the ap-
plicant’s Ratio, computed by adding
an amount equal to the product of (A)
the amount of money to be borrowed
and (B) the sum of the spread between
the Return and the after-tax, effective
annualized cost (expressed as a per-
centage and including interest, place-
ment, trustee’s and other related
charges) of the money to be borrowed
(hereafter in this § 258.23(b)(1) re-
ferred to as “Cost”) and the pre-tax ef-
fective interest rate to the numerator
of the Ratio, and an amount equal to
the product of (C) the amount of
money to be borrowed and (D) the
sum of 100% and the spread between
the Return and the Cost to the de-
nominator of the Ratio.

(2) Internal funds will be presumed
to be available at a reasonable cost to
the applicant if, on the date of the
most recent unaudited general balance
sheet submitted under Exhibit C, the
consolidated current assets of the ap-
plicant (consisting of cash, cash equiv-
alents, accounts and notes receivable
net of noncollectable accounts, and
prepaid expenses) exceeds the sum of
consolidated current liabilities of the
applicant and consolidated long-term
debt due within one year, after deduct-
ing special funds, if any, to be used to
pay that debt, said amount represent-
ing “Excess Working Capital”.

The applicant may rebut this pre-
sumption by showing that:

(i) The deployment of Excess Work-
ing Capital to finance the proposed
project is likely to impair the continu-
ing operations of the railroad; or
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(ii) The railroad's Ratio is reduced
by more than 10 percent when an
amount equal to the product of (A)
the Excess Working Capital to be used
for the project and (B) the spread, if
negative, between the Return and the
after-tax opportunity cost (expressed
as an annual percentage rate repre-
senting the return available on short-
term securities customarily invested in
by the applicant) is added to both the
numerator and the denominator of
the Ratio.

(3) New issues of common stock by
the applicant or its holding company
will be presumed to be available at a
reasonable cost to the applicant if the
current market price of its common
shares, adjusted to reflect the cash
impact, if any, of the proposed project,
is higher than the current tangible
book value per common share, com-
puted in accordance with the Uniform
System of Accounts of the Interstate
Commerce Commission.

The applicant may rebut the presump-
tion by showing that the possibility of
such an issuance has been thoroughly
explored and that a viable market for
such an issuance has not been found
to be available. If a viable market for
such an issuance has been found to be
available, the applicant can still rebut
the presumption by showing that:

(i) The consideration received from
an offering of common stock (hereaf-
ter in this § 258.23(b)(3) referred to as
“Consideration’””) plus the project’s
cash impact on the applicant (comput-
ed by multiplying the Return and the
Consideration) would result in a reduc-
tion in the applicant’s current tangible
book value per common share;

(ii) The issuance and sale would
result in a substantial deterioration in
the market price per common share;
or

(iii) The Consideration is less than
25 percent of the denominator of the
applicant’s Ratio, and the issuance
and sale would result in a reduction of
more than 10 percent in the appli-
cant’s Ratio, computed by adding an
amount equal to the product of the
Return and the Consideration to the
numerator of the Ratio, and an
amount equal to the product of the
Consideration and the sum of 100 per-
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cent and the Return to the denomina-
tor of the Ratio.

(4) New issues of preferred stock by
the applicant or its holding company
will be presumed to be available at a
reasonable cost to the applicant.

The applicant may rebut the presump-
tion by showing that the possibility of
such an issuance has been thoroughly
explored and that a viable market for
such an issuance has not been found
to be available. If a viable market for
such an issuance has been found to be
available, the applicant can still rebut
the presumption by showing that:

(i) The forecasted financial condi-
tion and operating results of the appli-
cant (after giving effect to the pro-
ject’s net cash stream) appear inad-
equate to provide reasonable assur-
ance that the applicant can pay divi-
dends on a current and continuing
basis; or

(ii) The amount of consideration to
be received by the applicant or its
holding company upon the issuance
and sale of new preferred stock equity
(hereafter in this §258.23(b)(4) re-
ferred to as ‘“Consideration”) is less
than 25 percent of the denominator of
the applicant’s Ratio, and the issuance
and sale would result in a reduction of
more than 10 percent in the appli-
cant’s Ratio, computed by adding an
amount equal to the product of the
Return and the Consideration to the
numerator of the Ratio, and an
amount equal to the product of (A)
the Consideration and (B) the sum of
100 percent and the spread between
the Return and the effective annua-
lized cost (expressed as a percentage
and including the dividend rate) of the
preferred stock to the denominator of
the Ratio.

(5) If the applicant fails to rebut any
of the presumptions set forth in para-
graphs (b) (1) through (4) of this sec-
tion, the Administrator will consider
such other facts and arguments as the
applicant may put forward to show
that funds are not available to it at a
cost which is reasonable under princi-
ples of prudent railroad financial man-
agement.

[42 FR 28980, June 6, 1977; 42 FR 30840,
June 17, 19771
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§258.25 Public interest in supplementing
total railroad funding.

(a) General. The standards set forth
in paragraph (b) of this section will
enable the Administrator to evaluate
an applicant’s long-term role in a
viable national rail system in order to
determine that the application is con-
sistent with “the interest of the public
in supplementing such other funds as
may be available for railroad financ-
ing,” as stated in section 505(b)(2)XB)
of the Act.

(b) (1) Standards. (i) Effective
August 1, 1977, for all then-pending or
subsequently filed applications, man-
agement’s program submitted under
§ 258.7(a)(10) of this part is reasonably
likely to assure that essential rail
freight services currently provided by
the applicant will continue to be pro-
vided by the applicant as a viable rail-
road or by another carrier as the
result of a merger of companies or
consolidation of lines, and the financ-
ing applied for will contribute to that
program.

(ii) The applicant is reasonably
likely to be able to redeem any prefer-
ence shares issued to finance the proj-
ect according to a dividend and re-
demption schedule which results in a
yield which, expressed as an annual
percentage rate from the date of issu-
ance of such shares, shall be as fol-
lows:

(A) In the case of shares whose pro-
ceeds are to be expended solely to
reduce the level of deferred mainte-
nance on facilities, equal to the appli-
cant’s average rate of return on total
capital, as defined in section 506(a)(5)
of the Act, for the three fiscal years
preceding the date of submission of
the application, except where the
public interest in financing the project
warrants a lower yield;

(B) In the case of shares whose pro-
ceeds result in no reduction in the
level of deferred maintenance on facil-
ities, equal to the cost of money to the
government, except where the public
interest in financing the project war-
rants a lower yield; and

(C) In all other cases, equal to a
weighted average yield determined by
applying the yields obtained in para-
graphs (b) (ii) (A) and (B) of this sec-
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tion to the appropriate portions of the
total project cost.

In no event shall the yield under this
paragraph (b)(1)(ii) be lower than the
minimum permissible yield determin-
able under sections 506(a) (3) and (4)
of the Act.

§ 258.27 Public benefits and costs.

(a) General. Each project for which
assistance is sought must satisfy a set
of public benefit standards based on
national goals and objectives in order
to qualify for funding. Public benefits
and costs related to rail facility im-
provements encompass a wide range of
values and are not easily quantified.
Because of the multiplicity of project
types, variations between applicants
and their markets, and the difficulty
of quantifying certain benefits and
costs, consideration of public benefits
and costs is accomplished through
identification of broad categories of
projects for which the public benefits
of proposed projects are substantial
and will equal or exceed whatever
monetary and social costs are involved,
subject to an assessment of its envi-
ronmental impact. As provided in
§ 258.29, priority within each category
will be given to projects that provide
safety improvements.

(b) Standards. The public benefits of
a proposed project will be deemed to
Jjustify the public costs of the project
if the project satisfies any of the fol-
lowing standards.

(1) Essential freighl services. The
proposed project enhances the ability
of the applicant or other carriers to
provide essential freight services by
acquiring by lease, purchase or
merger, constructing, rehabilitating,
or significantly improving mainlines,
including yards or other facilities used
primarily to serve traffic moving on
such lines, which:

(i) Are located in a corridor of con-
solidation potential, entail a consolida-
tion of mainlines or coordination of
traffic of the applicant and at least
one other carrier, and will have a cur-
rent or reasonably prospective annual
traffic density of not less than 20 mil-
lion gross ton-miles per mile;

(ii) Are not located in a corridor of
consolidation potential, entail a con-
solidation of mainlines or coordination
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of traffic by the applicant or between
the applicant and at least one other
carrier, and will have a current or rea-
sonably prospective annual traffic
density of not less than 20 million
gross ton-miles per mile;

(iii) Are not located in a corridor of
consolidation potential and have a cur-
rent or reasonably prospective annual
traffic density of not less than 20 mil-
lion gross ton-miles per mile;

(iv) Are located in a corridor of con-
solidation potential, entail a consolida-
tion of facilities or coordination of
traffic of the applicant and at least
one other carrier, and will have a cur-
rent or reasonably prospective annual
traffic density of not less than two
million net tons of revenue freight per
mile originating or terminating on the
line but have a current or reasonably
prospective overall annual traffic den-
sity of less than 20 million gross ton-
miles per mile;

(v) Are not located in a corridor of
consolidation potential, entail a con-
solidation of facilities or coordination
of traffic by the applicant or between
the applicant and at least one other
carrier, and will have a current or rea-
sonably prospective annual traffic
density of less than 20 million gross
ton-miles per mile;

(vi) Are not located in a corridor of
consolidation potential and have a cur-
rent or reasonably prospective annual
traffic density of not less than two
million net tons of revenue freight per
mile originating or terminating on the
line but have a current or reasonably
prospective overall annual traffic den-
sity of less than 20 million gross ton-
miles per mile;

(vii) Are located in a corridor of con-
solidation potential and have a current
or reasonably prospective annual traf-
fic density of not less than two million
net tons of revenue freight per mile
originating or terminating on the line;
or

(viii) Are not located in a corridor of
consolidation potential and have a cur-
rent or reasonably prospective annual
traffic density of less than two million
net tons of revenue freight per mile
originating or terminating on the line,
but have a current or reasonably pros-
pective overall annual traffic density
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of less than 20 million gross ton-miles
per mile.

The current annual traffic density of a
line under this standard in net tons of
revenue freight per mile originating or
terminating on the line or gross ton-
miles per mile will be deemed to be the
average annual traffic density for the
three calendar years preceding - the
filing of the application. In segment-
ing lines for the purpose of determin-
ing traffic density in paragraph (b)(1),
(iv), (vi), (vid), and (viii) of this section,
originating and terminating traffic is
measured from its originating or ter-
minating peint to the next operation-
ally feasible interchange point consist-
ent with traffic flows. A forecasted
level of traffic will be deemed to be
“reasonably prospective’” under this
standard if the increment of traffic
above the average annual traffic densi-
ty for the three calendar years preced-
ing the filing of the application is ac-
counted for by newly generated traffic
which applicant demonstrates is: (A)
The result of an increase in the capac-
ity of shippers or receivers currently
located on the line to produce or con-
sume commodities that are traditional-
ly shipped by rail or is the result of
new shippers or receivers locating on
the line and (B) cannot be shipped by
an alternate rail carrier.

(2) Competitive freight services. The
application provides for:

(i) Rehabilitation or improvement of
a line of an applicant who is competi-
tive with one and only one rail carrier
in the market served by the line and is
shown by applicant to be economic in
light of the current or reasonably
prospective levels of traffic in the
market and the number of alternative
rail carriers in the market; or

(i) Financial assistance to enable an
applicant to withdraw from a market
which has more than two competing
rail carriers, where the applicant dem-
onstrates that the reasonably prospec-
tive levels of traffic in the market are
insufficient to enable all of the rail-
roads competing in that market to
earn a reasonable rate of return.

(3) Special projects. The proposed
project will eliminate identifiable and
severe public safety hazards.

(4) Equipment rebuilding. The pro-
posed project provides for rebuilding
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equipment which the applicant re-
quires in order to serve adequately
traffic which originates or terminates
on applicant’s lines at levels which are
consistent with the applicant’s average
market share in the commodity
hauled for the three calendar years
preceding the filing of the application
or are reasonably prospective as de-
fined in paragraph (b)1) of this sec-
tion, and, in the case of locomotives,
are necessary to the performance of
local service and switching.

[42 FR 28980, June 6, 1977; 42 FR 30840,
June 17, 1977; 42 FR 35159, July 8, 19771

§ 258.29 Order of funding.

(a) Where appropriated funds are in-
adequate to finance all projects which
qualify for Federal assistance, projects
will be funded in the order in which
the categories in which they fall are
set forth in § 258.27 of this subpart;
that is, in descending order of priority
from § 258.27(b) (1) to (4) and within
§ 268.27(b)(1), from paragraph (i) to
paragraph (viii).

(b) Where appropriated funds are
adequate to finance some but not all
projects which are eligible for Federal
assistance within any one of the cate-
gories described in paragraph (a) of
this section, priority for funding will
be given first to projects that provide
safety improvements and signals, in-
cluding underpasses or overpasses at
railroad crossings at which injury or
loss of life has frequently occurred or
is likely to occur and then to projects
which significantly reduce national
energy consumption.

(¢) As between two projects within
the same category, as described in
paragraph (a) of this section, which
both either provide or do not provide
safety improvements and signals or
which significantly reduce national
energy consumption, priority for fund-
ing will be given to the project which
was first proposed in a completed ap-
plication.

[42 FR 28980, June 6, 1977, as amended at
45 FR 58037, Aug. 29, 1980]

APPENDIX—ENVIRONMENTAL ASSESSMENTS

PaRT I. Description of the environment in
the area of the project before commence-
ment of such project, together with state-
ment of other Federal activities in the area

Title 49—Transportation

which are known, or should be known, to
the applicant. This description shall in-
clude, without limitation, the following in-
formation:

(A) Demographic data. Statement of pop-
ulation and growth characteristics of area
and of any population and growth assump-
tions made by applicant in planning the
project. Such statement should use the
rates of growth in the projection compiled
for the Water Resources Council by the
Bureau of Economic Analysis of the Depart-
ment of Commerce and the Economic Re-
search Service of the Department of Agri-
culture, commonly referred to as the
OBERS projection of regional economic ac-
tivity in the United States. Applicants
should refer to 1972 OBERS projections for
economic areas, and provide 1969 data and
1980 projections for the following: Popula-
tion; manufacturing earnings; transporta-
tion, communications and public utilities
earnings; agriculture, forestry and fisheries
earnings; and mining earnings. Information
should be provided for economic areas
which the applicant’s proposal would affect.

(B) Current land use patterns. Statement
of the project's relationship to proposed
land use plans, policies, and controls of af-
fected communities, including, where appro-
priate, maps or diagrams. Where the project
is inconsistent with any such plans, policies,
or controls, the statement should describe
and explain in detail the reasons for such
inconsistency,

(C) Characteristics of current operations.
The Applicant should indicate the maxi-
mum allowable speed and frequency of cur-
rent rail traffic on any affected line, the
number and location of grade crossings, and
the length of time such grade crossings are
blocked during a typical day. The Applicant
should indicate derailments and fatalities or
injuries resulting from accidents involving
trains and motor vehicles or pedestrians on
such lines. The Applicant should also indi-
cate the hours of operation on such lines
and noise levels of rail operations at 100’
from the 'right of way. Applicants should
refer to the United States Environmental
Protection Agency document titled “Infor-
mation on Levels of Noise Requisite to Pro-
tect Public Health and Welfare with an
Adequate Margin of Safety”, which provides
a system of measuring day and night noises
on a weighted average.

(D) Air quality. The Applicant should in-
dicate the air quality in the region, as found
in the state Air Quality Implementation
Plans to meet ambient air quality standards.
Each state is required to prepare such a
plan under the Clean Air Act (42 U.S.C.
1857). Some states are required to have
Transportation Control Plans to meet ambi-
ent air quality standards where transporta-
tion sources pose major air quality prob-
lems. Applicants should refer to state air
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quality agencies or to the Regional Offices
of the U.S. Environmental Protection
Agency for guidance.

(E) Wetland or coastal zones. Location,
types, and extent of wetland areas or coast-
al zones that might be affected by the proj-
ect,

(F') Properties and sites of historical or
cultural significance. Identification of dis-
tricts, sites, buildings and other structures,
and objects of historical, architectural, ar-
cheological, or cultural significance that
may be affected by the project. This should
be accomplished by consulting the National
Register and applying the National Register
Criteria (36 CFR Part 800) to determine
which properties that may be affected by
the project are included in or eligible for in-
clusion in the National Register of Historic
Places. The National Register is published
in its entirety each February in the FEDERAL
REGISTER. Monthly additions and listings of
eligible properties are published in the FEb-
ERAL REGISTER the first Tuesday of each
month. The Secretary of the Interior will
advise, upon request, whether properties are
eligible for the National Register. Officials
designated by their Governors to act as
State Historic Preservation Officers respon-
sible for state activities under the National
Historic Preservation Act may also be con-
sulted. A listing of these state officials may
be found at 36 CFR 60.5(d), or may be ob-
tained from the Director, National Parks
Service, U.S. Department of the Interior,
Washington, D.C. 20240.

(G) Publicly-owned parklands, recreation-
al areas, and waterfowl refuges, and historic
sites (45 U.S.C. 1653(N). (i) Protected land
proposed to be used. Describe any publicly-
owned land from a public park, recreation
area or wildlife and waterfowl refuge or any
land from an historic site or wildlife and wa-
terfowl refuge or any land from an historic
site which would be affected or taken by the
proposed program or project, including the
size of the land proposed to be affected or
taken, available activities on the land, use,
patronage, unique or irreplaceable qualities,
relationship to other similarly used land in
the vicinity of the proposed project, and
maps, plans, slides, photographs, and draw-
ings in sufficient scale and detail to clearly
show proposed project. Include a descrip-
tion of inpacts of the proposed project on
the land and changes in vehicular or pedes-
trian access.

(ii) Significant area. Include a statement
of the national, State, or local significance
of the entire park, recreation area, wildlife
or waterfowl refuge, or historic site as deter-
mined by the Federal, State or local officials
having jurisdiction thereof. In the absence
of such a statement, protected land is per-
sumed to be located in an area of national,
State or local significance.

Appendix

Part II. The probable impact of the proj-
ect on the environment and measures which
can be taken to mitigate adverse impacts.
The applicant shall (1) assess the positive
and negative environmental effects, includ-
ing primary, secondary, and other foresee-
able effects, on each of the areas specified
in Part I of this appendix, including long-
term impacts associated with the increased
intensity, if any, of rail operations, and (2)
list measures which can be taken to mitigate
adverse impacts. Mitigation measures in-
clude control of hours of operation, coordi-
nation of street blockages with adjacent
communities, dust and erosion control meas-
ures, and proposed methods of tie diposal.
In addition, the applicant shall provide the
following:

(A) Statement of the extent to which any
of the impacts of the project represent irre-
versible or irretrievable commitments of re-
sources. This requires identification of the
extent to which implementation of the proj-
ect irreversibly curtails the range of poten-
tial uses of the environment. “Resources”
include the natural and cultural resources
lost or destroyed as a result of the project.

(B) Statement of the relationship between
local short-term uses of man’s environment
and the maintenance and enhancement of
long-term productivity. This shall include a
brief discussion of the extent to which the
proposed action involves trade-offs between
short-term environmental gains at the ex-
pense of long-term losses, or vice versa, and
a discussion of the extent to which the pro-
posed action forecloses future options.

(C) Statement of any probable adverse en-
vironmental effect which cannot be avoided,
such as changes in exposure to noise and
changes in level of noise or vibration; water
or air pollution; undesirable land use pa-
terns; impacts on public parks and recrea-
tion areas, wildlife and waterfowl refuges, or
historic sites; damage to life systems; con-
gestion of street traffic in adjacent commu-
nities; delays in the provision of essential
services (police, fire, ambulance), anticipat-
ed changes in accident patterns and other
threats to health; and other consequences
adverse to the environmental goals set out
in section 101(b) of the National Environ-
mental Protection Act, 42 U.S.C. 4331(b). In
considering noise levels, applicants should
note any conflicts between projected noise
levels from rail operations and HUD stand-
ards for noise at sensitive sites, such as
schools, hospitals, parks and residential lo-
cations. (U.S. Department of Housing and
Urban Development, ‘Noise Abatement and
Control: Department Policy Implementing
Responsibilities and Standards,” Depart-
mental Circular 1390.2, Chart: External
Noise Exposure Standards for New Con-
struction, April 4, 1971).

(D) Statement of construction impacts,
identifying any special problem areas and

259




§ 260.1

including: (i) Noise impacts from construc-
tion and any specifications setting maxi-
mum noise levels.

(ii) Disposal of spoil and effect on borrow
areas and disposal sites (include any specifi-
cations).

(iii) Measures to minimize effects on traf-
fic and pedestrians.

(iv) Consideration of non-point source pol-
lution such as might result from water
runoff,

(E) Statement of any positive or negative
impacts on energy supply and natural re-
source development, including, where appli-
cable, any effect on either the production or
consumption of energy or other natural re-
sources. Discuss such effects if they are sig-
nificant.

(F) Discussion of problems and objections
raised by other Federal, State or local agen-
cies, and citizens with respect to impact of
the project on the environment.

Part III. Discussion of any alternatives to
the project that have been considered with
respect to impact on the environment. If
cost-benefit analyses have been performed,
the extent to which environmental costs
have been reflected in the analysis should
be stated. Underlying studies, reports, and
other information obtained and considered
in preparing each section of the statement
should be identified. For energy compari-
sions, a possible source is Oak Ridge Nation-
al Laboratory Report, “Energy Intensive-
ness of Passenger and Freight Transport
Modes' by Dr. Eric Hirst, April, 1973. For
analyzing community impacts, the following
report may be useful: *“The Impacts on
Communities of Abandonment of Railroad
Service,” July, 1975, prepared for the U.S.
Railway Association by the Public Interest
Economics Center, Washington, D.C. In ex-
amining the environmental effects of high-
way transport as an alternative to rail serv-
ice, applicants may wish to use the follow-
ing publication: “A Study of the Environ-
mental Impact of Projected Increases in In-
tercity Freight Traffic, August, 1971, pre-
pared for the Association of American Rail-
roads by Battelle, Columbus, Ohio.”

PART 260—REGULATIONS GOVERN-
ING SECTION 511 OF THE RAIL-
ROAD REVITALIZATION AND REG-
ULATORY REFORM ACT OF 1976,
AS AMENDED

Subpart A—Procedures for Application for
Commitment to Guarantee or Guarantee of
Obligations

Sec.

260.1 Applicability.
260.3 Definitions.
260.5 Eligibility.

Title 49—Transportation

Sec.

260.7 Form and content of application.

260.9 Required exhibits.

260.11 Preapplication and application pro-
cedure.

260.13 Information requests.

260.15 Waivers and modifications.

APPENDIX—ENVIRONMENTAL ASSESSMENTS

Subpart B—Standards for Maintenance of
Facilities by Recipients of Obligation Guar-
antees

260.17
260.19
260.21
260.23
260.25
260.27
260.29

Applicability.
Definitions.

Standards.

Inspection and reporting.
Waiver.

Impact on other laws.
Penalties.

Subpart C—Procedures for Computing the In-
ternal Rate of Return on Projects

260.31 Applicability.

260.33 Definitions.

260.35 Procedures to be followed and
format to be utilized.

APPENDIX A—SELECTED CASH FLOW IMPACTS
APPENDIX B—FORMS TO BE USED IN COMPUT-
ING IRR

ForM I—ANALYSIS OF CAPITALIZED INVEST-
MENT

ForM II—ANALYSIS OF SALE OR RETIREMENT
OF ASSETS

ForM III—ANALYSIS OF OXPENSES AND CON-
TRIBUTION TO PROFIT

FOoRM IV—CONSOLIDATION OF CASH FLOWS

ForMm V—CoMPUTATION OF IRR

AUTHORITY: Railroad Revitalization and
Regulatory Reform Act of 1976, Pub. L. 94-
210, 90 Stat. 76, as amended by the Rail
Transportation Improvement Act, Pub. L.
94-555, 90 Stat. 2625; the Department of
Transportation Act, 49 U.S.C. 1651 et seq.,
regulations of the Office of the Secretary of
Transportation, 49 CFR 1.49(u).

Source: 43 FR 14870, Apr. 7, 1978, unless
otherwise noted.

Subpart A—Procedures for Applica-
tion for Commitment to Guarantee
or Guarantee of Obligations

§ 260.1

This subpart prescribes the proce-
dures governing applications for a
commitment to guarantee or a guaran-
tee of the payment of the principal
balance of, and any interest on, an ob-
ligation of an applicant under section
511 of the Railroad Revitalization and

Applicability.
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September 15, 1982
v ik VILE PRESIDENT

0 .D. M. Cavanaugh

TROM: J. D. Darling\ésgsar

RE ‘dr—
On Tuesday, September 14, 1982, I calle
General Freight Agent, Iowa Northern Rai any .

C. J. is a former Rock Island dispatcher having worked at

Des Moineg_and R ost helpful in the
past and Won dispatching,
signals, 1cations. ' :

From Rock Jct. and Newport to Rosemont via Inver Grove was
CIC territory. A small CTC central parcel was operated by

a Rock Island operater at Inver Grove. (Richard Lane of the
Rock Island told me this control panelhad been sold to the
CNW and removed, and this portion of the CTC turned off.)

the
on a es Moines.

5 e . wWer .
S 5

" at 6]
dispatcher at the passenger s €8

(Kansas City) is

the Harry S. Truman bridge
: : over the Missouri River just
north of Air Line Jct. The operator at Drawbridge is under the




D. M. Cavanaugh
Page Two
September 15, 1982

jurisdiction of either the Rock Island dispatcher at Des Moines
or the Milwaukee dispatcher at Ottumwa, alternating every ten
years. Currently, the Milwaukee is in a second ten year period,
the Rock Island having waived their option.

ﬁl{o A o be se -
parcels for the Comas to Manly and Allerton to Polo

segments remain in the passenger depot at Des Moines and the
CNW has retained five Rock Island dispatchers to man them.

The Rock Island had around-the-clock operator coverage at

Inver Grove, Albert Lea, Manly, Iowa Falls, and Des Moines.

They also had access to CNW operators around-the-clock at

Mason City. No mention was made of Trenton or Kansas City.

I would expect around-the-clock coverage at Drawbridge, but

will verify this. By contrast, I had estimated operator coverage
as follows: Shoreham, around-the-clock Soo operators; Northfield,
MNS; Albert Lea, eight hours weekdays; Manly, 12 hours

weekdays; Iowa Falls, around-the-clock; Avon, 16 hours daily;
Trenton around-the-clock; Kansas City as provided by host carrier.

a of the Iowa Falls Gateway a ines through a booster

station at Lakota. Main line towers are at Inver Grove,

Owatonna, Albert Lea, Iowa Falls, Des Moines, Chariton, Trenton,
and Kansas City. All towers can be dialed in from the dispatcher's
consol at Des Moines.

JDD/ jmz

cec: W. B. Peterson
C. C. Leary
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is described
er ort autho-
ting 6,000,000 of the
purchase price will be paid by the buyer arranglng removal
of tax liens and claims in the state of Kansas. It is possible
Kansas may have some law providing tax relief to ''port
authorities'" such as the buyer, although the purchase agree-
ment appears to contemplate that there will be actual payment.

Many of the unusual reservations of rights retained
by the Trustee in the OKT sale are also present here, including
the Trustee's right to continue to use the right of way for
various alternate transportation and communlcatlon systems
and_the right to grant trackage rlghts

= 0 e = rr e o 1 &N
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NEWS

from the Soo

Public Relations Department
Soo Line Railroad Company
Soo Line Building
Minneapolis, Minnesota 55440

NEWS

from the Soo

Public Relations Department
Soo Line Railroad Company
Soo Line Building
Minneapolis, Minnesota 55440
(612) 332-1261

FOR IMMEDIATE RELEASE
September 14, 1982

SO0 LINE MAKES OFFER TO PURCHASE 650 MILES OF RAIL LINES
FROM CHICAGO, ROCK ISLAND AND PACIFIC RAILROAD COMPANY

Soo Line Railroad Company has made an offer to purchase more
than 650 miles of rail lines which would extend its direct service
from Minneapolis to Kansas City as well as provide access to an
extensive grain producing reéion in Iowa, President Thomas M.
Beckley announced today.

Soo's offer was presented to the Trustee of the Chicago, Rock
Island and Pacific Railroad Company (Rock Island) which owns the
lines and which is currently seeking a buyer for the properties.
The action was approved by Soo's Board of Directors last week.

The offer calls for the Soo Line to purchase:

*

Approximately 400 miles of main line, including ownership

in jointly operated line segments, between Northfield, Minnesota

and Kansas City, Missouri.

* Approximately 200 miles of branch line in the northern half

of Iowa extending from Iowa Falls through Estherville to Ocheyedan

"and Rake, along with a 45-mile segment from Dows to Forest City.

* A 12-mile branch line from Carlisle to Indianola, Iowa.

Soo service between Minneapolis and Northfield would be
handled over lines of the Company's wholly-owned subsidiary, the

Minneapolis, Northfield and Southern Railway.

= MOre =




The offer to purchase, if accepted by the Trustee and

Reorganization Court overseeing liquidation of Rock Island assets, :

would also be subject to approval by the Interstate Commerce

Commission.

"Soo service would be strengthened by a Kansas City gateway,"

Mr. Beckley said, "which would open new direct and shorter routes for

our customers and give Soo the ability to interchange traffic with

Michigan
Oshkosh

severa railroads e n . O s access o] rn an
1 1 ds not presently reached Soo' 2 to co d

Lake Superior

{llinois

soybean growing areas of Iowa would preserve and strengthen

»

A‘

Duluth []

competition for movement of these farm products.

Missouri

"We have the ability to absorb the additional traffic demands

that would come with the acquisition," he emphasized, "and a service

Qwatonna
Albert Lea
lowa Falls
Des Moines

record that I believe would make Soo an asset to shippers who were

Kansas City

served in the past by the Rock Island.

"We anticipate that an accelerated maintenance program would be

Alexandria
.
|ndianola
lowa

required on portions of the lines proposed to be purchased," he added,

Minnesota
. see ‘- se e
Ocheyedan

o ] Thief River Falls

"and Soo would expect to carry out this work as soon as possible after
the purchase was completed."”
The Minneapolis-based Soo Line currently operates more than

4,400 miles of line in seven states with its principal operations

Devils Lake

carried out in Minnesota, Wisconsin, Illinois and North Dakota. The

Company has important connections with Canadian railroads at four points

and operates in the Twin Cities and Twin Ports corridors to Chicago.

Minot | |
Bismarck [ ]

Soo has served grain producers in the Dakotas and Minnesota for nearly

a century and a large portion of its freight car fleet is designed to

North Dakota

handle bulk farm products.

South Dakota

The Soo Line had railway revenues of $330 million in 1981 and net _—

Included in Soo Line offer to purchase.

income of $36.4 million. The Company employs more than 4,000 people

Montana

in its operations.

Specific terms of the offer, including the price, were not disclosed.

= So00 Line Railroad Company

«seeeeeseee Rock Island Lines

#EHEH
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Manly, Iowa
Sept. 13, 1982

Mr. Joe D. Darling
Operations Consultant
Data Systems Department
SO0 Line Building

Box 530

Minneapolis, Minn. 55440

Dear Joe,

Enclosed please find some figures on number and size of grain trains
operated over various lines of the Rock Island, now operated by

the C&NW. As you can see in a period from June 1981 through May 1982,
a total of 18,450 carloads of grain was moved off these various lines
by the C&NW. Please keep in mind this was grain moved in a poor
market year., Also these figures are for grain only and not other
traffic that moved over these lines,

Also enclosed is a copy of the March 4th Agreement I was telling you
about in our telephone conservations. I have enclosed some other
information I thought might be of interest to you.

Again if there is anything I can do to be of help to you please feel
free to contact me at anytime.

Sincerely,




NUMBER AND SIZE OF UNIT GRAIN TRAINS SHIPPED FROM JUNE 1981 THROUGH MAY 1982 ON LINE FROM

(25 CAR TRAINS) (50 CAR TRAINS) (75 CAR TRAINS)

November
December
January
February
March

HHHFWNPOOWHEW

TOTAL CARS SHIPPED - 2,625 Grain Only

(STATION) (LOADING-CAPACITY)

Clarks Grove ]
Glenville 75
Northwood 92 gjevators 79
Nor thwood 25
Manly 23
Bradford 75
Buckeye 75
Garden City 25
Cambridge 25




NUMBER AND SIZE OF UNIT GRAIN TRAINS SHIPPED FROM JUNE 1981 THROUGH MAY 1982 ON LINE FROM

2ESTﬁERVILLE TO IOWA FALLS

MONTH ) (25 CAR TRAINS) (50 CAR TRAINS) (75 _CAR TRAINS)

June 9 1
July 7
August 16
Sept. i
October 9
November 10
December

January

February

March

April 1
May 1

HFMNNOOWOHFHWFEWN
WHENNWHE NN DN

TOTAL CARS SHIPPED - 5,825 Grain Only

(STATION) (LOADING-CAPACITY)

Graettinger 75
Emmetsburg 50
West Bend ¥ i
Bode 75
Hardy 50
Livermore o)
Clarion 15
Dows 75




NUMBER AND SIZE OF UNIT GRAIN TRAINS SHIPPED FROM JUNE 1981 THROUGH MAY 1982 ON LINE FROM

"FOREST CITY TO BUT NOT INCLUDING DOWS

(MONTH) (25 CAR TRAINS) (50 CAR TRAINS) (75 CAR TRAINS)

June
July
August
Sept.
October
November
December
January
February
March
April
May

HFNNFHEOUOUL

TOTAL CARS SHIPE 1,850 Grain Only

(STATION) (LOADING-CAPACITY)
Forest City

Garner
KlLemme




NUMBER AND SIZE OF UNIT GRAIN TRAINS SHIPPED FROM JUNE 1981 THROUGH MAY 1982 ON LINE FROM

~ESTHERVILLE TO OCHEYEDAN

(MONTH) (25 CAR TRAINS) (50 CAR TRAINS)

June
July
August
Sept.
October
November
December
January
February
March
April
May

TOTAL CARS SHIPPED - 2,725 Grain Only

(STATION) (LOADING-CAPACITY)

Superior 75
Lake Park 75
Ocheyedan 50

(75 CAR

TRAINS)

1

—
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NUMBER AND SIZE OF UNIT GRAIN TRAINS SHIPPED FROM JUNE 1981 THROUGH MAY 1982 ON LINE FROM

ZROYAE_IO PALMER Interchange with ICG at Manson and with CNW at Laurens

(MONTH) (25 CAR _TRAINS) (50 CAR_TRAINS) (75 _CAR _TRAINS)

June
July
August
Sept.
October
November
December
January
February
March
April
May

I

OCUPFPPNYNODONONO

-

- 2,675 Grain Only

(LOADING-CAPACITY)

Royal 75
Palmer 25
Pochantas 25
Laurens 23




NUMBER AND SIZE OF UNIT GRAIN TRAINS SHIPPED FROM JUNE 1981 THROUGH MAY 1982 ON LINE FROM

.  “ESTHERVILLE TO RAKE

(MONTH) (25 CAR TRAINS) (50 CAR TRAINS) (75 CAR TRAINS)

June
July
August
Sept.
October
November
December
January
February
March
April
May

-

NN~ Ul OW = WO

-

TOTAL CARS SHIPPED - 2,750 Grain Only

(STATION) (LOADING-CAPACITY)

Rake 75
Lakota 75
i C%ty 2 Elevators ZS
Swea City 50
Armstrong 25
Gruver 25
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3. Upon the acquisition by the department of payment from
the railway company in full liquidation of the delinguent
taxes including payment by means of transfer of title to
rights of way or other real estate, any tax lien existing
prior to smek the acquisition on the property on which the

HOUSE FILE 874 taxes were delinquent shaii-be-nuii-and is void and-the
department-shall-pet-pay-any-ef-these-delinquent-tanes-te
AN ACT the-eounty-treasurer. The department shall take title to
RELATING TO RAILWAY TRANSPORTATION BY PROVIDING FOR THE the rights-of-way or other real estate for administration,
IMPOSITION AND COLLECTION OF A TAX ON THE USE OF FUEL management, collection of rents, and disposal and shall credit
FOR THE PROPULSION OF RAILWAY VEHICLES, FOR THE CREATION all moneys collected or received from the rental or disposal
OF A SPECIAL RAILROAD FACILITY FUND TO WHICH CERTAIN TAX of rights-of-way or other real estate to the special railroad

MONEYS ARE CREDITED, FOR THE PLEDGING OF THE MONEYS IN facility fund established in section 19 of this Act. Any
THE SPECIAL RAILROAD FACILITY FUND FOR OBLIGATIONS ISSUED moneys received as payment for delinquent property taxes shall
BY THE IOWA RAILWAY FINANCE AUTHORITY, FOR THE INCREASE be credited to the special railroad facility fund established
IN THE AMOUNT OF OUTSTANDING OBLIGATIONS THAT THE IOWA in section 19 of this Act.
RAILWAY FINANCE AUTHORITY MAY HAVE, FOR AN EXPANSION Sec. 2. Section 307B.2, Code 1981, is amended to read
AND CLARIFICATION OF THE POWERS AND DUTIES OF THE IOWA follows:
RAILWAY FINANCE AUTHORITY. 307B.2 DECLARATION OF NECESSITY AND PURFOSE. The purpose
of this chapter is to benefit the citizens of Iowa by improving
BE IT ENACTED BY THE GENERAL ASSEMBLY OF THE STATE OF IOWA: their general health, welfare and prosperity and insuring
the economic and commercial development of the state and by
Section 1. sSection 307.29, subsections 1 and 3, Code 1981, promoting agricultural and industrial improvement. Access
are amended to read as follows: to adequate railway transportation facilities is essential
1. sixty days after the tax obligations of a railway to the economic welfare of the state. This One purpose of
company which are owed te-a-peiitieai-subdivisien-ef-this this chapter is intemded to preserve or provide for the
state become delinguent as provided in section 445.37 and citizens of Iowa those railway £aeiliéies services now in
remain unpaid, the state department of transportation shall existence or needed in the state which have a viable future
become responsible for collection of the delinguent taxes. but which for a variety of economic and legal reasons may
The county treasurer of each affected county shall transmit well-ge-eut-ef-perviee not exist if the state does not provide
the unpaid tax statement of the railway company to the state the financing meehanism-eentaimed or other mechanisms referred
department of transportation. to in this chapter. It is the intent of the chapter that
any public ownership and control of railway facilities provided
for in this chapter be transferred to private ownership as
promptly as economically practicable subject to financing
requirements. It is further intended that the authority
created hereim in this chapter be vested with all powers to
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enable it to accomplish its the purposes of this chapter
except the power to operate rolling stock exeept-as-ineidental
te-the-repair-er-renevatien-eof-a-raiivay-faezli&y.

It is the further intent of this chapter and of the general

assembly that, in order to preserve rail competition and to
provide for railway service in this state, the authority work
primarily with railroad carriers already providing service

in this state based upon their willingness and ability to

meet these objectives.

Sec. 3. Section 307B.3, subsections 1, 3, and 10, Code
1981, are amended to read as follows:

1. The establishment of the authority is in all respects
for the benefit of the people of the state of Iowa, for the
improvement of their health and welfare, for the preservation
wand creation of employment, and for the promotion of the
economy and of agricultural and industrial improvement, which

are public purposes.

3. There will exist a serious shortage of viable rail
lines and railway facilities serving the urban, rural anmd,
agricultural, and industrial communities of the state.

10. It is necessary to create a railway finance authority
to encourage the investment of private capital and stimulate
the construction, rehabilitation and repair of railway
facilities and to prevent the abandonment of others through
the use of public financing, publicly assisted financing,

and other forms of public assistance.
Sec. 4. Section 307B.4, subsections 2, 3, and 6, Code
1981, are amended to read as follows:

2. "Railway facilities" means land, structures, fixtures,
buildings and equipment, except rolling stock, necessary or
useful in providing railrcad transportation services,
including, but not limited to, roadbeds, track, trestle,
depot, switching and signaling equipment and all necessary,
useful and related equipment and appurtenances and all
franchises, easements and other interests in land and rights
of way necessary or convenient as a site or sites for any

of the foregoing or any part of or combination of the
foregoing.
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3. "Project costs" as-applied-te-raiiway-faeiriities
financed-under-the-provisions-ef-thip-chapter-means-the-total
ef-all-reasenrabie-er-necessary-cests-for-or-ineidentai-te
the means any portion of the costs of railway rehabilitation,
acquisition, construction, reconstruction, repair, alteration,
improvement or extension of any railway facilities imeludingy
but-pet-liimited-tor-the-eent-eo£, providing, supplementing,
and relocating public capital facilities, studies amd, surveys,

plans, specifications, architectural and engineering services,
estimates of costs, legal, organizational, marketing or ethes

special-pervieeny-finaneingy-aequinitionr-demeotitiony
eonstruetiony-eguipment-and-site-development-of-new-and
rehabilitated-buildingn-and-£facititienr-rehabilitationy
receonptruetion,-repair-or-remedeling-of-exninting-buitdings
and-faeilities feasibility studies, and all other necessary
and incidental expenses ineiudingr-but-net—iinﬁted-tor—nu
initiai-benrd related to the foregoing, and reimbursement of
any moneys advanced or applied by a governmental agency or
other person for project costs. Project costs include, in
connection with obligations, a principal and interest reserve
together with interest on bends-issued-te-finanee-the-railwvay
faeiiities obligations to a date not later than six months
subsequent to the estimated date of completion of the railway
facilities that are the object of the financial assistance.
6. "Bemds Obligations" means megetiabie bonds, notes or
other ebligatiensr-except-these-ebligations-teo-the-federal

govermmenty evidence of debt, including interest coupons of

the foregoing, issued under this chapter.

Sec. 5. Section 307B.4, Code 1981, is amended by adding
the following new subsections:

NEW SUBSECTION. "Financial assistance" means direct loans
and other loans, grants, and forms of assistance authorized
under this chapter.

NEW SUBSECTION. "Governmental action" means any action
by a governmental agency relating to the establishment,
development, or operation of railway facilities that the
governmental agency acting has authority to take or provide
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for the purpose under law, including, but not limited to,
actions relating to contracts and agreements, zoning, building,
permits, acquisition and disposition of property, public
capital improvements, utility and transportation service,
taxation, employee recruitment and training, and liaison and
coordination with and among governmental agencies.

NEW SUBSECTION. "“Governmental agency" means the state
or any state department, division, commission, institution,
or authority; a municipal corporation, city, county, or
township, or any agency thereof; any other political
subdivision or public corporation; the United States or any
agency thereof; any agency, commission, or authority
established pursuant to an interstate compact or agreement;
or any combination of the foregoing.

NEW SUBSECTION. '"Person" means an individual, firm,
partnership, association, corporation, or governmental agency,
or any combination thereof.

NEW SUBSECTION. "Public capital improvements" means capital
improvements or facilities including, but not limited to,
ad facilities and related ancillary facilities, that

Pvernmental agency has authority to acquire, pay the costs
of, own, or maintain, or to do the foregoing by contract with
other persons.

NEW SUBSECTION. "Bond proceedings" means the resolution,
order, trust agreement, indenture, lease, and other agreements,
and amendments, and supplements to the foregoing authorizing
or providing for the terms and conditions applicable to or
the provisions contained within, or providing for the security
of, obligations issued pursuant to this chapter.

NEW SUBSECTION. "Bond service charges" means principal,
including mandatory sinking fund requirements for retirement
of obligations, interest, and redemption premium, if any,
required to be paid by the authority on obligations.

NEW SUBSECTION. "Pledged receipts' means the revenues
and receipts received or to be received by the authority from
the lease, operation, or sale or disposition of railway

facilities; from loan or other agreements relating to financial

House File 874, P. &

assistance; from grants, gifts, or payments on guarantees
made to the authority by any person; from accrued interest
received from the sale of obligations; from income from the
investment of special funds of the authority, including the
special railroad facility fund; from the revenues .and receipts
deposited in the special railroad facility fund; and from
any other moneys which are available for the payment of bond
service charges.

NEW SUBSECTION. "Special railroad facility fund"
the fund created in section 19 of this Act.

Sec. 6. Section 307B.5, Code 1981, is amended to read
as follows:

307B.5 IOWA RAILWAY FINANCE AUTHORITY. There is created
an Iowa railway finance authority for the purpose of providing
or providing for the financing of railway facilities and
enhancing and continuing the operation of railway facilities

as provided in this chapter.

Sec. 7. Section 307B.7, subsections 2, 5, 6, 7, 8, 10,
12, 13, 14, 15, 17, and 18, Code 1981, are amended to read
as follows:

2. Adopt rules under chapter 17A for the regulation of
its affairs and to carry out its duties and responsibilities.
The authority is an agency as that term is defined in chapter
177 and is subject to the provisions of chapter 17A.

5. Acquire railway facilities, whether located within
Iowa or a contiguous state, directly or through an agent,
by purchase, lease, lease-purchase, gift, devise or otherwise.
The authority shall not submit a bid to acquire a railway

facility if any railroad company or person is negotiating

for the facility's purchase and if the railroad company's

or person's offer exceeds the net salvage value set by the
trustee by at least fifteen percent and the offer is for a
segment which originates and terminates at the intersection

of another railroad mainline or is for a segment which connects

to a mainline if the facility is a branchline. However, even
if a railroad company or person is negotiating for a facility's

purchase, the authority may submit a bid for the acquisition

3
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of the railway facility upon approval of a resolution by the

state transportation commission stating that the best interests

of the state and the transportation needs thereof might not

be served by the railroad company's or person's offer or

negotiation. However, the commission shall not adopt such
a resolution if the competing railroad corporation or person
files with the state department of transportation an
enforceable undertaking to operate the facility for a period
of five years after its purchase.

6. Determine the location and-eemstruetien of and select

any railway facility to be £imameed provided financial

assistance under the-previsiems-ef this chapter and e acquire,
construct, reconstruct, renovate, rehabilitate, improve,
extend, replace, maintain, repair and lease the same facility,
al o enter into contracts for any of these purposes.

Enter into contracts, including partnership agreements,

wi any personr-federal-er-state-gevernment-ex-gubdivisien
ef-a-state for the ownership, operation, management or use
of a railway facility. Provisions shall be made in any

contract or partnership agreement entered into by the authority
that any additional jobs which may result from the ownership,
operation, management, or use of a railway facility shall

be offered, when practicable, to gualified former employees

of the Milwaukee Road or Rock Island railroad companies.

8. Designate an agent to determine-the-leeatien-and
eonstruetion-ef-a-railvay-faeiizty-under-the-provisions-of
this-ashapter-and-as-agent-ef-the-autherity,-to-econstruet
¥e@ensEruetr-renevatey-repltacer-maintain;-repairy-and-iease
the-same-and-te-enter-inte-contracte-for-any-ef-these-purpeses
ineluding-eontracts-for-the-operationr-management-er-use-of
the-raitway-faeiiity perform its powers under subsections
6 and 7.

10. Issue berdsy-netes-ex-ether obligations for any of
its purposes and €e refund the seme obligations, all as
provided for in this chapter. However, the total eutstanding
principal amount of bemds obligations outstanding at any one
time shall not exceed eme two hundred million dollars at-anmy
ene-Eime.
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12. Fix emd, revise amd, charge, and collect rates, rents,
fees and charges for the use of any railway facility or any
portion of a facility that is owned or financially assisted

by the authority alone or in any other association with any

other person and &e contract with any persony-firm-er
eerporatien-er-eother-publie-er-private~-bedy in respect to
a facility.

13. Mortgage all or any portion of its railway facilities
and-the-pites, whether then owned or thereafter acquired,
te-finanee-the in connection with the financing of the
particular railway facility or any portion of the facility.

14. Extend 2eame financial assistance for the purpose
of £imameing providing for project costs ef-a-reiiway-faeility.
Make interest-free loans for rehabilitation of railway tracks,

roadbeds, or trestles to persons which have repaid in part

the original loan from the authority which was made for the

purpose of the acquisition or rehabilitation of railway tracks,
roadbeds, or trestles. However, an interest-free loan to

a person shall not exceed the amount repaid of the original
loan made to that person and one-half of the amount of the
interest-free loan repaid to the authority shall be credited
to the railroad assistance fund established in section 327H.18.
15. Extend 1eams financial assistance to refund benmds,
retire, or refinance obligations, including obligations running
to the federal government, mortgages or advances issued, made
or given for the project cost of a railway facility imeluding
the-issuing-of-bends-and-making-ioane-te-refinanee~-indebtednens
which costs were incurred for railway facilities undertaken
and completed prior to or after May 20, 1980 when the governing

board finds that this #£imeneimng financial assistance is in
the public interest.
17. Receive and accept from any pubiie person or

governmental agency loans, guarantees, or grants for or in
aid of project costs and e receive and accept grants, gifts

and other contributions from any source.
18. Own a railway facility under this chapter alone, in
partnership, or in any other association with any person if
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necessary or beneficial to preserve part of a railway system,
upon the determination, after consultation with the department,
that the railway facility is necessary or beneficial to the
railway system, amnd-them-shall to be relinguished to private
nonauthority ownership or operation as soon as economically
practicable.

Sec. 8. Section 307B.7, Code 1981, is amended by adding
the following new subsections:

NEW SUBSECTION. Pledge any funds contained in the special
railroad facility fund to the payment of and as security for
obligations issued under this chapter.

NEW SUBSECTION. Invest moneys in the special railroad
facility fund in general or limited partnership interests
in a partnership formed to purchase, renovate, and operate
a railway facility.

NEW SUBSECTION. Serve as a general or limited partner
in a partnership formed to purchase, renovate, and operate
a railway facility.

NEW SUBSECTION. Enter into agreements with persons to
develop, equip, furnish, or otherwise develop and operate
railway facilities, and make provision in the agreements for
railway facilities and governmental actions, as authorized
by this chapter and other laws.

NEW SUBSECTION. Enter into appropriate arrangements and
agreements with a governmental agency for the taking or the
providing by that governmental agency of a governmental action.

Sec. 9. Section 307B.8, subsections 4, 5, and &, Code
1981, are amended by striking the subsections.

Sec. 10. Section 307B.8, Code 1981, is amended by adding
the following new subsection:

NEW SUBSECTION. Consult with the Iowa conservation
commission before taking any action that substantially affects
wildlife habitat.

Sec. 11. Section 307B.9, Code 1981, is amended by striking
the section and inserting in lieu thereof the following:

307B.9 OBLIGATIONS. Except as provided in this chapter,
all obligations are payable solely out of the pledged receipts

House File 874, P. 10

as designated in the bond proceedings. Tax funds which the
authority receives from a political subdivision of the state
shall not be pledged for payment of the obligations. Except
for those tax funds deposited in the special railroad facility
fund as provided in section 307.29, section 20 of this Act,

and section 29 of this Act, the state shall not appropriate
tax funds, directly or indirectly, to the authority for the
purpose of payment of obligations of the authority.

Obligations shall be authorized by resolution of the board

and bond proceedings shall provide for the purpose of the
obligations, the principal amount, the principal maturity

or maturities, not exceeding twenty-five years from the date
of issuance, the interest rate or rates or the maximum interest
rate, the date of the obligations and the dates of payment

of interest on them, their denomination, and the establishment
within or without the state of a place or places of payment

of bond service charges. As much as is practicable within

the legal and fiscal limitations inherent in bond issuance,

a portion of the bonds shall be issued in denominations of

five thousand (5,000) dollars and smaller, in order to allow
smaller investors in the state to purchase the bonds. The
purpose of the obligations may be stated in the bond
proceedings in terms describing the general purpose or purposes
to be served. The bond proceedings shall also provide, subject
to other applicable bond proceedings, for the pledge of all

or such part, as the authority may determine, of the pledged
receipts to the payment of bond service charges, which pledges
may be made either prior or subordinate to other expenses,
claims, or payments, and may be made to secure the obligations
on a parity with obligations issued at other times, if and

to the extent provided in the bond proceedings. The pledged
receipts so pledged and received by the authority are
immediately subject to the lien of the pledge without physical
delivery or further act, and the pledge of the pledged receipts
is effective and these moneys may be applied to the purposes
for which pledged without necessity for an act of
appropriation. Every pledge and every covenant and agreement

&
n

3
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with respect to a pledge made in the bond proceedings may
be extended to the benefit of the owners and holders of
obligations authorized by this chapter, and to any trustee
for owners and holders, for the further security of the payment
of the bond service charges. The authority shall issue a
prospectus or official statement in connection with the
offering of obligations. Obligations may be issued in coupon
or in registered form, or both. Provision may be made for
the registration of obligations with coupons attached as to
principal alone or as to both principal and interest, their
exchange for obligations so registered, and for the conversion
or reconversion into obligations with coupons attached of
any obligations registered as to both principal and interest,
and for reasonable charges for registration, exchange,
conversion, and reconversion. Obligations may be sold at
public or private sale at the price, in the manner, and at
the time determined by the governing board. Chapter 75 and
sections 23.12 through 23.16 do not apply to obligations
issued under this chapter. All obligations are negotiable
instruments.

The bond proceedings may contain additional provisions
as to:

1. The redemption of obligations prior to maturity at
the option of the authority at the price and under the terms
and conditions provided in the bond proceedings.

2. Other terms of the obligation.

3. Limitations on the issuance of additional obligations.

4. The terms of any trust agreement or indenture securing
the obligations or under which the obligations may be issued.

5. The deposit, investment, and application of special
funds and the safeguarding of moneys on hand or on deposit,
without regard to chapter 453, subject to this chapter, with
respect to particular funds or moneys; provided that any bank
or trust company which acts as depository of any moneys in
the special funds may furnish indemnifying bonds or may pledge
the securities as required by the authority.
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6. The provisions of the bond proceedings which are binding
upon the officer, board, commission, authority, agency,
department, or other person or body which has the authority
under law to take actions as necessary to perform all or any
part of the duty required by a provision. 4

7. Any provision which may be made in a trust agreement
or indenture.

8. Additional agreements with the holders of the
obligations, or the trustee for the holders, relating to the
obligations or the security for the obligations.

Before the authority can incur an obligation for the
acquisition or purchase of railway facilities under this
chapter, the proceeds of which are to be contributed, loaned,
or otherwise provided to a partnership of which the authority
is a partner, the other partners of the partnership must
pledge to the partnership in the aggregate an amount équal
to at least twenty percent of the amount of the obligations
to be incurred for the acquisition or purchase.

Sec. 12. section 307B.10, Code 1981, is amended by striking
the section and inserting in lieu thereof the following:

307B.10 REFUNDING OF OBLIGATIONS. The board may authorize
and issue obligations for the refunding, including funding
and retirement, and advance refunding with or without payment
or redemption prior to maturity, of any obligations previously
issued by the authority. These obligations may be isaued
in amounts sufficient for payment of the principal amount
of the prior obligations, any redemption premiums on the prior
obligations, principal maturities of any obligations maturing
prior to the redemption of the remaining obligations on a
parity with them, interest accrued or to accrue to the maturity
date or dates of redemption of the obligations, and any project
costs including expenses incurred or to be incurred in
connection with this issuance, refunding, funding, and
retirement. Subject to the bond proceedings, the portion
of proceeds of the sale of obligations issued under this
section to be applied to bond service charges on the prior
obligations shall be credited to the appropriate account for
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those prior obligations. Obligations authorized under this
section shall be deemed to be issued for those purposes for
which the prior obligations were issued and are subject to

the provisions of this chapter pertaining to other obligations.
Obligations refunded shall not be considered to be outstanding
for purposes of section 307B.7, subsection 10.

Refunding may be made without regard to whether or not
the obligations to be refunded were issued in connection with
the same railway facilities, separate railway facilities or
for other purposes, and without regard to whether or not the
obligations proposed to be refunded shall be payable on the
same date or different dates or due serially or otherwise.

Sec. 13. section 307B.11, Code 1981, is amended by striking
the section and inserting in lieu thereof the following:

307B.11 SECURITY FOR OBLIGATIONS. Obligations may be
additionally secured by a trust agreement or indenture between
the authority and a corporate trustee which may be any trust
company or bank having its principal place of business within
the state. Any such agreement, indenture, mortgage, or deed
of trust, or any combination thereof, may contain the
resolution authorizing the issuance of the obligations, any
provisions that may be contained in any bond proceedings,
and other provisions which are customary or appropriate in
an agreement or indenture of such type, including, but not
limited to:

1. Maintenance of each pledge, trust agreement, indenture,
or other instrument comprising part of the bond proceedings
until the authority has fully paid the bond service charges
on the obligations secured by the instrument, or provision
for payment has been made.

2. 1In the event of default in any payments required to
be made by the bond proceedings or any other agreement of
the authority made as a part of the contract under which the
obligations were issued, enforcement of the payments or
agreement by mandamus, appointment of a receiver, suit in
equity, action at law, or any combination of these.
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3. The rights and remedies of the holders of obligations
and of the trustee and provisions for protecting and enforcing
them, including limitations on rights of individual holders
of obligations.

4. The replacement of any obligations which become
mutilated or are destroyed, lost, or stolen.

The principal of and interest on obligations shall be
secured as provided in the bond proceedings by the pledge
of pledged receipts and by assignment of leases or other
contract rights of the authority, or any person acquiring,
leasing, or operating railway facilities assisted under this
chapter to third parties, which assignment may cover all or
any part of the railway facilities from which the receipts
may be derived, including, but not limited to, any enlargements
of or additions to any of these railway facilities.

Each pledge shall continue in effect until the principal
of and interest on the obligations has been fully paid or
provision for the payment has been duly made pursuant to the
bond proceedings.

Sec. 14. Section 307B.12, Code 1981, is amended to read
as follows:

307B.12 PAYMENT OF BeNBS OBLIGATIONS--NONLIABILITY OF
STATE. Bemds Obligations issued under the-previsienms-eé this
chapter, and judgments based on contract or tort arising from
the activities of the authority or persons acting on its
behalf, shaiil are not eemstitute a debt or liability of the
state or of any political subdivision within the meaning of
any constitutional or statutory debt limitation and me are
not a pledge of the state's credit or taxing power within
the meaning of any constitutional or statutory limitation
or provision and no appropriation shall be made, directly
or indirectly, by the state or any political subdivision of
the state for the payment of the bends obligations or judgments
or to fund any deficiency in the special railroad facility
fund, or for the indemnification of a person subject to a
judgment arising from that person's actions on the authority's
behalfr-but. These obligations and judgments are special
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obligations of the authority payable solely and only from

the sources and special funds provided in this chapter. Funds
from the general fund of the state shall not be used to pay
interest or principal on obligations of the authority in the
event that receipts from the taxes designated for deposit

in the special railrocad facility fund are insufficient.
Sec. 15. Section 307B.13, Code 1981, is amended by striking
the section and inserting in lieu thereof the following:
307B.13 REMEDIES OF HOLDERS OF OBLIGATIONS.
1. The bond proceedings may provide that a holder of

obligations or a trustee under the bond proceedings, except
to the extent that the holder's rights are restricted by the
bond proceedings, may by legal proceedings, protect and enforce
any rights under the laws of this state or granted by the
bond proceedings. These rights include the right to compel
the performance of all duties of the authority required by
this chapter or the bond proceedings; to enjoin unlawful
activities; and in the event of default with respect to the
payment of any bond service charges on any obligations or

in the performance of any covenant or agreement on the part
of the authority in the bond proceedings, to apply to a court
to appoint a receiver to receive and administer the pledged
receipts which are pledged to the payment of the bond service
charges on these obligations or which are the subject of the
covenant or agreement, with full power to pay and to provide
for payment of bond service charges on these obligations and
with powers accorded receivers in general equity cases,
excluding any power to pledge additional revenues or receipts
or other income or moneys of the authority or the state or
governmental agencies of the state to the payment of the bond
service charges; and if provided in the bond proceedings,

the power to take possession of, mortgage, or cause the sale
or otherwise dispose of any railway facilities.

Each duty of the authority and the authority's board,
officers, and employees, and of each governmental agency and
its officers, members, or employees, undertaken pursuant to
the bond proceedings or any agreement or lease, lease-purchase
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agreement, or loan made under authority of this chapter, and
in every agreement by or with the authority, is a duty of

the authority, and of each board, officer, member, or employee
having authority to perform this duty, which may be
specifically enjoined by the law resulting from an office,
trust, or station under chapter 661.

2. If the bond proceedings do not contain provisions
authorized in subsection 1, if the authority defaults in the
payment of principal or interest on obligations as they become
due, whether at maturity or upon call for redemption, and
the default continues for a period of thirty days, or if the
authority fails or refuses to comply with this chapter or
defaults in any covenant or agreement in the bond proceedings
made for the benefit of the holders of obligations, the holders
of twenty-five percent in aggregate principal amount of
obligations of the issue then outstanding by instrument filed
in the office of the clerk of the county in which the principal
office of the authority is located and proved or acknowledged
in the same manner as a deed to be recorded may appoint a
trustee to represent the holders of the obligations for the
purposes provided in this section.

The trustee selected may, and upon written request of the
holders of twenty-five percent in aggregate principal amount
of the issue of obligations then outstanding, shall:

a. Enforce all rights of the holders of the obligations
including the right to require the authority to carry out
its agreements with the holders and to perform its duties
under this chapter.

b. Bring suit upon the obligations.

c. By action require the authority to account as if it
were the trustee of an express trust for the holders.

d. By action enjoin any acts or things which are unlawful
or in violation of the rights of the holders.

e. Declare all the obligations due and payable and, if
all defaults are made good then with the consent of the holders
of twenty-five percent of the aggregate principal amount of
the issue of obligations then outstanding, annul the
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declaration and its consequences. Before declaring the
principal of obligations due and payable, the trustee shall
first give thirty days notice in writing to the governor,
to the authority, and to the attorney general of the state.

The trustee selected shall also have all powers necessary
or appropriate for the exercise of functions specifically
set forth or incident to the general representation of holders
in the enforcement and protection of their rights.

3. The district court has jurisdiction of any action by
the trustee on behalf of holders. The venue of the action
shall be in the county in which the principal office of the
authority is located.

Sec. 16. Section 307B.14, Code 1981, is amended to read
as follows:

307B.14 AUTHORITY AS PUBLIC INSTRUMENTALITY. The authority
is performing a public function on behalf of the state and
is a public instrumentality of the state. Income of the
authority and all properties owned by or leased by to the
authority shaii-be are exempt from all taxation in the state
of Iowa. This chapter shaii does not be-eenstrued-as-exempting
exempt from taxation properties comprising railway facilities
£inaneed financially assisted under any-ef-the-previsiens

e£ this chapter which are owned by persons ex-emntities other
than the authority except those leased by to the authority.
However, properties owned by the authority which are leased

or rented to a private person shall include as part of the

rates, rents, fees, or charges payable by that person a sum
equal to the amount of tax, determined by applying the tax
rate of the taxing district to the assessed value of the
property, which the state, county, city, school district or
other political subdivision would receive if the property
were owned by a private person, any other statute to the
contrary notwithstanding. This sum shall be distributed to

each taxing district based upon its tax equivalent. For

purposes of arriving at that tax equivalent, the property

shall be valued and assessed by the assessor in whose

jurisdiction the property is located, in accordance with
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chapter 441, but the authority, the lessee or renter on behalf
of the authority, and other persons as are authorized by
chapter 441 shall be entitled to protest any assessment and
take appeals in the same manner as any taxpayer. The

valuations shall be included in any summation of valuations
in the taxing district for all purposes known to the law.
Income from this source shall be considered under the
provisions of section 384.16, subsection 1, paragraph "b".

Sec. 17. Section 307B.15, Code 1981, is amended to read
as follows:

307B.15 POWERS NOT RESTRICTED--LAW COMPLETE IN ITSELF.
This chapter shaii is not be-eemstrued-as a restriction or
limitation upon any powers which the authority might-etherwise
have or another governmental agency has under any laws of
this state, but shaii-be-eenstrued-as is cumulative ef to
any such powers. No proceedings, referendum, notice‘or
approval shaii-be is required for the creation of the authority
or the issuance of any berds obligations or any instrument
as security except as hereim providedr-amy-ether-law-te-the
eentrary-netwithotandings-previdedr-that in this chapter.
However, nothing herein-shall-be-eenstrued-te-deprive in this
chapter deprives the state and its gevermmentai political
subdivisions of their respeetive police powers over properties
of the authority or te-impair impairs any power thereever
over the authority of any official or agency of the state
and its gevermmental political subdivisions which may-be is
otherwise provided by law.

Sec. 18. Chapter 307B, Code 1981, is amended by adding
the following new sections:

NEW SECTION. GOVERNMENTAL AGENCIES. A governmental agency
may enter into an agreement with the authority, another
governmental agency, or a person to be assisted under this
chapter to take or provide for the purposes of this chapter
any governmental action it is authorized to take or provide ;:
and to undertake on behalf and at the request of the authority T

any action which the authority and the agency are authorized 23
to undertake. Governmental agencies of the state shall f=3
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cooperate with and provide assistance to the director and
the authority in the exercise of their functions under this
chapter.

NEW SECTION. BOND ANTICIPATION NOTES. The power to issue
obligations under this chapter includes power to issue
obligations in the form of bond anticipation notes and to
renew these notes by the issuance of new notes, but the maximum
maturity of these notes, including renewals, unless otherwise
authorized by the general assembly, shall not exceed five
years from the date of the issuance of the original notes.
The holders of these notes or interest coupons of the notes
have a right to be paid solely from the pledged receipts
pledged to the payment of the bonds anticipated, or from the
proceeds of those bonds or renewal notes, or both, as the
authority provides in the bond proceedings authorizing the
notes. The notes may be additionally secured by covenants
of the authority to the effect that the authority will do
those acts authorized by this chapter and necessary for the
issuance of the bonds or renewal notes in appropriate amount,
and either exchange the bonds or renewal notes therefor, or
apply the proceeds of the notes to the extent necessary, to
make full payment of the principal of and interest on the
notes at the time contemplated, as provided in the bond
proceedings. For such purpose, the authority may issue bonds
or renewal notes in a principal amount and upon terms as are
authorized by this chapter and are necessary to provide funds
to pay when required the principal of and interest on the
outstanding notes, notwithstanding any limitations prescribed
by this chapter, other than the limitation contained in section
307B.7, subsection 10. All provisions for and references
to obligations in this chapter are applicable to notes
authorized under this section to the extent not inconsistent
with this section.

NEW SECTION. INVESTMENT IN OBLIGATIONS. All banks, trust
companies, building and loan associations, savings and loan
associations, investment companies and other persons carrying
on a banking or investment business, all insurance companies,
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insurance associations, and other persons carrying on an in-
surance business and all executors, administrators, guardians,
trustees, and other fiduciaries may legally invest any sinking
funds, moneys, or other funds belonging to them or within
their control in obligations issued pursuant to this chapter.
However, this section does not relieve any persons from a

duty of exercising reasonable care in selecting securities

for purchase or investment.

NEW SECTION. NOTICE. The authority shall publish a notice
of its intention to issue obligations in a newspaper published
in and with general circulation in the state. The notice
shall include a statement of the maximum amount of obligations
proposed to be issued, and in general terms, what receipts
will be pledged to pay bond service charges on the obligations.
An action which questions the legality or validity of
obligations or the power of the authority to issue the
obligations or the effectiveness or validity of any proceedings
adopted for the authorization or issuance of the obligations
shall not be brought after sixty days from the date of
publication of the notice.

Sec. 19. Chapter 307B, Code 1981, is amended by adding
the following new section:

NEW SECTION. SPECIAL RAILROAD FACILITY FUND. There is
created in the office of the state treasurer a "special
railroad facility fund". This fund shall include moneys
credited to this fund under section 307.29, section 20 of
this Act, section 29 of this Act, and other funds which by
law may be credited to the special railroad facility fund.

The moneys in the special railroad facility fund are hereby
appropriated to and for the purposes of the authority as
provided in this chapter. The funds in the special railroad
facility fund shall not be considered as a part of the general
fund of the state, shall not be subject to appropriation for
any other purpose by the general assembly, and in determining
a general fund balance shall not be included in the general
fund of the state but shall remain in the special railroad
facility fund to be used for the purposes set forth herein.
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The state treasurer shall act as custodian of the fund and
disburse amounts contained in it as directed by the authority.

The state treasurer is authorized to invest the funds deposited

in the special railroad facility fund at the direction of
the authority and subject to any limitations contained in
the bond proceedings. The income from such investment shall
be credited to and deposited in the special railroad facility
fund. This fund shall be administered by the authority and
may be used to purchase or upgrade railroad right of way and
trackage facilities or to purchase general or limited
partnership interests in a partnership formed to purchase,
upgrade, or operate railroad right of way and trackage
facilities, to pay or secure obligations issued by the
authority, to pay obligations, judgments, or debts for which
the authority becomes liable in its capacity as a general
partner, or for any other use authorized under this chapter.

Any moneys credited to the special railroad facility fund
under sections 20 and 29 of this Act shall be deposited in
a separate account within the special railroad facility fund.
The authority may issue obligations under this chapter which
are secured solely by the moneys to be deposited in that
separate account and the holders or owners of any such
obligations shall have no rights to payment of bond service
charges from any other funds in the special railroad facility
fund, including any moneys accruing to the authority from
the lease, sale or other disposition, or use of railway
facilities, or from payment of the principal of or interest
on loans made, or from any other use of the proceeds of the
sale of the obligations, and no such moneys may be used for
the payment of bond service charges on any such obligations,
except for accrued interest, capitalized interest, and reserves
funded from proceeds received upon the sale of the obligations.

Sec. 20. Chapter 435, Code 1981, is amended by adding
the following new section:

NEW SECTION. For the fiscal years beginning on or after
July 1, 1983, the net proceeds of the tax imposed by section
435.2 and penalties collected under this chapter shall be
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credited to the special railroad facility fund established

in section 19 of this Act and any refunds made pursuant to
this chapter shall be made from this fund. However, for each
fiscal year of the fiscal biennium beginning July 1, 1981

and ending June 30, 1983, the total of the net proceeds of
the tax imposed by section 435.2 and penalties collected under
this chapter in excess of one million fifty thousand dollars
collected in the fiscal year beginning July 1, 1981 and in
excess of one million one hundred forty thousand dollars
collected in the fiscal year beginning July 1, 1982 shall

be credited to the special railroad facility fund.

Sec. 21. Sections 22 through 29 of this Act shall be
codified as a separate chapter.

Sec. 22. NEW SECTION. PURPOSE. The purpose of this
chapter is to impose an excise tax upon the use within this
state of fuel to power railway vehicles. ;

Sec. 23. NEW SECTION. DEFINITIONS. As used in this
chapter, unless the context otherwise requires:

1. "Fuel" means a combustible gas or liguid suitable for
the generation of power for the propulsion of railway vehicles,
except that it does not include motor fuel as defined in
section 324.2.

2. '"Department' means the department of revenue.

3. "Railway vehicle" means a vehicle designed and used
primarily upon railways for self propulsion or for propelling
conveyances.

4. "Railroad company" means a person responsible for the
operation of a railway vehicle within this state.

Sec. 24. NEW SECTION. TAX IMPOSED. For the privilege
of operating railway vehicles in this state, an excise tax
is imposed at the rate of three cents per gallon beginning
October 1, 1981 and is imposed at the rate of eight cents
per gallon beginning July 1, 1982 upon the use of fuel for
the propulsion of a railway vehicle within the state. The
tax attaches at the time of use and shall be paid monthly
to the department by the railroad company using the fuel.
Fuel dispensed in this state shall only be through meters
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which have been approved for accuracy by the department of
agriculture and sealed by the department. Fuel dispensed

through sealed meters shall be presumed taxable unless the
railroad company proves otherwise.

Sec. 25. NEW SECTION. RAILROAD COMPANY LICENSE. A
railroad company responsible for paying the tax imposed by
this chapter shall obtain a license from the department.

To obtain a license a railroad company shall file an
application with the department which shall include the
following information:

1. The name of the railroad company.

2. The location of its principal office within the state,
if any.

3. A list of each location where fuel will be dispensed
on a regular basis.

4. Other information the director of revenue requires.
Sec. 26. NEW SECTION. RAILROAD COMPANY REPORTS, TAX
COMPUTATION AND TAX PAYMENT. For the purpose of determining

a railroad company's tax liability, each railroad company
required to obtain a license under this chapter shall file
with the department a monthly report. The report shall be
filed by the end of the month following the month of use.

The report shall include the following information:

1. The total gallons of fuel dispensed in Iowa.

2. The total gallons of fuel dispensed in Iowa and placed
in railway vehicles used solely within the state during the
reporting period.

3. The total gallons of fuel dispensed in Iowa for
nontaxable purposes.

4. The total gallons of fuel dispensed in Iowa and placed
in railway vehicles used within and without the state.

5. The total gallons of fuel dispensed outside Iowa and
placed into railway vehicles traveling within and without
the state.

6. Other information the director of revenue requires.

The report shall be accompanied by a payment equal to the
tax due. The taxable gallons of fuel shall be computed by
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adding the number of gallons of fuel dispensed in Iowa and
placed into railway vehicles traveling solely within the state
during the reporting period and the result of multiplying

the total gallons of fuel used in railway vehicles traveling
within and without Iowa by a fraction the numerator of which
is miles traveled in Iowa by railway vehicles traveling within
and without Iowa, and the denominator of which is the total
miles traveled by the same railway vehicles. The tax shall

be computed by multiplying the taxable gallons times the per
gallon tax rate.

7. If a railroad company believes that the method of
computing the tax by the prescribed mileage formula has
operated or will so operate as to subject to taxation a greater
portion of fuel than is reasonably attributable to use for
the propulsion of a railway vehicle in this state, it shall
be entitled to file with the department a statement of
objections and of such alternative method of determining fuel
use in this state as it believes to be proper under the
circumstances. If the department concludes that the mileage
formula, in fact, does not reasonably attribute fuel use to
the state, it shall redetermine the tax per gallons of fuel
by such methods as seems best calculated to assign to the
state the portion of fuel reasonably used in this state.

Sec. 27. NEW SECTION. RECORDS RETAINED. Records
reasonably required by the department shall be retained by
the railroad company for three years.

Sec. 28. NEW SECTION. STATUTES APPLICABLE. The department
shall administer the taxes imposed by this chapter in the
same manner as and subject to division IV of chapter 324.

Sec. 29, NEW SECTION. DEPOSIT OF REVENUES. The net
proceeds of the excise tax imposed on the use of fuel in
railway vehicles and any penalties collected under this chapter
shall be credited to the special railroad facility fund
established in section 19 of this Act.

sec. 30. The Iowa railway finance authority in conjunction
with the Iowa department of transportation shall conduct a
study on the feasibility of providing rail passenger service




House File 874, P. 25

along any portion of the trackage of the Rock Island railroad
company. The report of the study shall be submitted to the
Sixty-ninth General Assembly, 1982 Session, not later than
January 11, 1982.

Sec. 31. Sections 22 through 29 of this Act are repealed
July 1, 2008,

Sec. 32. Section 1 of this Act takes effect July 1, 1982
for delinquent property taxes collected on or after the
effective date.

Sec. 33. This Act, except for section 1, being deened
of immediate importance, takes effect from and after its
publication in the Muscatine Journal, a newspaper published
in Muscatine, Iowa, and in The Red Oak Express, a newspaper
published in Red Oak, Iowa.

DELWYN STROMER
Speaker of the House

TERRY E. BRANSTAD
President of the Senate

I hereby certify that this bill originated in the House and
is known as House File 874, Sixty-ninth General Assembly.

ELIZABETH A. ISAACSON
Acting Chief Clerk of the House
Approved ,» 1981

ROBERT D. RAY
Governor




In the early 1960's the Chicage & Nerth Western Railread merged

with the Minneapellis & St. Leuis Railway. At the time eof the
merger, the Minneapelis & St. Leuls Rallway censisted ef appreximately
1385.5 miles. A breakdewn ef miles by each state and the

percentage of the system trackage in each state fellews.

Btate Miles ' Percentage ef svstem tetal miles

Towa 6]4'1 10'6 o x
Minneseta 501.1 36.2 &
Seuth Daketa 154%,.8 1118
Illineis 88.6 6.

L —

: 1385.5 100 §
By early 1981, the Chicage and Nerth Western Railread had
elther abandened, filed fer abandenment, er quit eperating
_appreximately 747.7 miles, er 5% % of the former Minneapelis
and 8%, Leuis Rallway. A breakdewn ef the npmber ef niyos in
ohéhrstato and the percentage ef 'track within each st#ta\

that has been sbandened, er filed fer abandenment fellews,.

State Percentage eof state's miles

Tewa 283, 4,2 4
Minneseta 246, 49,2 %
8suth Daketa 154, 100.0 %
I1lineis 63, 71.2 %

The lines, er pertliens ef lines used in these figures ares

Iewas Oskaleesa te Illineis state line (Oskaleesa te Menmeuth,
I1l. line)s3 Minneseta state line te Humbeldt (Albert Lea, Mn., te
Fort Dedge line); Terril te Minneseta state line (Spencer te
Winthrep, Mn line); Denhart te Kanawha and Belmend te Hampten
(Denhart te Hampten line); Minerva Jct te Reland, Newten te

New ?haron; Manly te Masen City (Albert Lea, Mn te Marshalltewn
line)s




Minneseta: Albert Lea to Iewa State line (Albert Lea, Mn. te
Fert Dedge, Ia. line); Iewa State line te Winthrep, Mn (Spencer,
Ia. te Winthrep, Mn line); Madisen, Mn. te Seuth Daketa State
1ine (Merten te Watertewn, S.D. line); Hepkins, Mn, te Nerweed
(Hepkins te Merten line); Gelden Valley te Weseta (Minneapelis te
Weseta line ef the Minneapelis Industrial Railway ce.)$

Seuth Daketa: Watertewn te Minneseta State line (Merten, Mn te
Watertewn line); Watertewn te Leola (Watertewn te Leela line)s

I11ineis: Iewa State line te Menmeuth (Oskaleesa te Menmeuth line);
Menmeuth te Middle Greve (Menmeuth te Peeria line):




In 1968 the Chicago & North Western Railroad merged with the Chicago

Great Western Railway, At the time of the merger, the Chicago Great

Western consisted of 11,08.6 miles. A breakdown of miles by each state

and the percentagé of the system trackage in each state follows.

State Miles . Percentage of §¥§pem total miles
o mr - S T——ey

ETRE O R IR J R

Towa 75246
Minnesota 3L8.5
Illinois 178,
Missouri 102.3
Kansas 271

E——— e

1),08,6 100 %
By early 1981, the Chicago & North Western Railroad had either abandoned,
filed for abandonment, or quit operating approximately 647.7 miles, or
L& & of the former Chicago Great Western Railway. A breakdovn of the
nuwaber of miles in each state and the percentage of track within each
state that has been abandoned or filed for abandonment follows,.

State Miles Percentage of state'!s miles

Iowa ‘ 304.1
Minnesota 202.8

v bdinod 8 s b i MiQaB

The lines, or portions of lines used in these figures are:

Towa: Dubuque to Oelwein; Oelwein to Minnesota state line (Celwein- to
Randolph line); Tripoli Branchj Coulter to Clarion; Somers to
Carroll; Harlan to.Council Bluffs; Manly to Minneseta state line
(Manly to Austén 1line); and Osage to Minnesota state lines (Osage
to Pine Island line).

Minnesota: Randolph to Jowa state line (Randolph to @elwein line);
Iowa state line to Austin (Manly to Austin line); Austin
to Waltham; ITowa state line to Pine Island (Osage to Pine
Island line); Faribault to Mankato (Red Wing to Mankato line).

I1linois: Chicago to Sycamore and-B yron to Dubuque,




Manly, Iowa
Aprid. 12, 1982

L

Mr., Les Holland

Director Iowa DOT

Jowa Department of Transportation
Railroad Transportation Division
800 Lincoln Way

A

\mes, Lowa 50010

Dear Mr. Holland

Ll
b}

I would like to provide you with some information on the
railroad facilities located at Manly, Iowa on the Spine Line
of the former Rock Island Railroad, I have attached some
information on the City of Manly, Iowa that would be of

interest to a new railroad operating the Spine Line,

I.am sure you arce aware, Manly Yard, is an. ideal switching

It has a car capacity of 750 cars, with a natural slope

and without any public road crossings to interfere with switching,
The rai

lroad owns 13 acres to the west of the present yard that
could accommodate three additional 125 car tracks,
an additional 40 acres of farm
property the

yard,

There is

land to the west of the railroad
1t would make expansion of Manly Yard relatively ecasy,
Manly Yard has one of the best Diesel house facilities on the
former Rock Island, and a very good yard office building, 1
fecl Manly Yard could be very useful as a major classification
yard,

lanly Yard is located 125 miles from Des Moines, 12!
Minneapolis,

Estherville,
present time,

S
L
N

+ mi'les from
127 miles from Cedar Rapids and 110 miles from
Considering the condition of the track at the
trains could be operated from connections with the
LN, Sooline, and MILW railroads at the Twin Cities as they are
recieved and then switched and blocked at Manly,
could be worked
Northfield turn

Connections
out with the MN&S at Northfield, Mn. so a

could be operated out of Manly to handle some
of the local work between Albert Lea and Northfield

°




his Northfield turn could move the traffic
zmd set out Albert Lea traffic on retwn

at Manly Yard within the hours of

out of Northfield
'm trip and still arrive
-vice law,

Manly Yard could then make up a Eastbound train with the
Cedar Rapids, Silvis and Chicago traffic and the Iowa Falls
Des Moilnes, Omaha and Kans City traffic could be switched in blocl
A road switcher could be operated from .’n;m!y Yard to Mason City
to handle the industril switching in Mason City and return’to

Manly Yard with outbound traffic to move in block to Des Moines,
ly one set out and one pick up at Jowa Falls,

-0

This would make onls
for southbound trains between Manly and Des Moines, Thi.:
climinate the problem with the huul..; of service and still

k

should

maintain
a traffic pattern that would accomodate the shippers and avoid

delayed car movements, A local could operate out of Des
to Jowa lFFalls to handle short work, Waterloo and Cedar
traffic could be moved out of Manly Yard over the Iowa
Railroad connection at Manly, Also traffic
Manly to Cedar Rapids line of
Towa Norther could be

Moines
\J}Jihu
Northern
coming off the for:
the Rock Island now operated by th
interchanged at Manly,

Manly Yard is in the center of operations on the North
spine lLine. A Capr Doept. at Manly could handle

bad orders within a 50 miles radius,

end of the
derailments and

climinating the problem of

oines or Twin Cities driving over 100 miles to
‘ the Manly area, Also because
cntral cation a Roadmaster and two Track Supe
ated at Manly to cover trackage from

a
1

of being a
rvisors could be
Des Moines to Minneapolis,
feel it would be beneficent to have Trainmaster'

s located
lanly to handle Yard

from Manly

because of jit'

operations and road operations
Minneapolis and Manly to Des Moines, Again
central leocation and reputation for being a problem spot during

the winter months, a Dispatchers office could be located at Manly
to handle the track between Des Moines and Minneapolis,
Estherville branch lines

Q

v

story buillding directly across the

street from
e -‘A-Uu(,‘ at Manly that is for sale and

could be turned into
an office building to accommodate additional personal 1 als

feel there is a need for a Roundhouse force at

There is a two
the

,“(\n_l.y‘, We

e¢ncounter many prot ing cold weather where

. X ]
electrician’'s

machinist could valuable time but also cquipment,




i & have expressed some
1 ' u for attention and’' I hope I have Lhklk it 7 j,t-l,
N ) (J\l'L ] agsets Manly vard would give a railroad opecrating
-he Ve 1able assetls | Ly %
of the valud \ :
T esie Telands
the Spine Linc oL the Rock Island

youx

Sincerely

-

C

)

= =5




INTERSTATE COMMERCE COMMISSION

DECISION

Finance Docket No. 29369

CHLCAGO, ROCK ISLAND AND PACLFIC RAILROAD COMPANY, DEBTOR
(WILLIAM M. GIBBONS, TRUSTEE) = EMPLOYEE PROTECTION AGREEMENTS

Decided: June 4, 1980

The Commission is required to impose a falr and equitable arrangement
with respect to employee protection for the employees of the Chicago, Rock
1sland and Pacific Rallroad Company, Debtor (William M. Gibbons,

Trustee) (Rock lsland), if Rock Island and labor organizations representing
its employees cannot reach an agreement. See section 106 of the Rock
Island Transltloun and Fmployee Asslstance Act (RITEA), Pub. L. No. 96-254
(May 30, 1980).

The Rock Island and labor organizations have until June 9, 1980 to
reach an agreement. Lf they cannot come to an agreement by that time, the
matter must be submitted to tha Commission. The Commission then has until
June 29, 1980 to impose a fair and equitable arrangement. i

In order to subwmit the dispute to the Commlualon, tha Rock Island and
labor organizations shall file the following {nformaclon with the
Commisslon (original and LU coples to the attentlon of tha Hock Ialand Task
Forca, Room 5414) on June 9, 1980, and serve voples on the partles to the
Rock Imland Reorganization Proceeding No. 15826972

(1) Dratt swployss protactlon agrecuents;

(2) Statements of areass of agreement amnd dlsagresment, with reasods;

(3) Comments addressing:

a) The applicability of section 9 of the Milwaukee Railroad
Restructuring Act, Pub. L. No. 96-101 (November 4, 1979)
(MRRA) includlng Lt leglslative history, H. R. Raep.

No. 96~583 (November 2, 19/9);

The applicabtlity of the "Labor Protective Agreement Belween
Railroads Parties hereto involved in Midwest Rail
Restructuring and Employees of such Rallroads Represented by
the Rail Labor Organizations Operating through the Railway
Labor Executives' Association,” dated March 4, 1980;

The nuuber of Rock Island employees to be adversely
affected by the proposed liquidation broken down by years of
service;

The applicability of the employee protective agreement
entered into between the Chicago, Milwaukee, St. Paul and
Pacific Railroad Company, Debtor (Richard B. Ogilvie,
Trustee) and labor organizatlons representing that railroad's
employees; and

The construction of an employee protection agreements
given the §75 million limir of the Rock Island's llability to
its employees under the RITEA.

Other parties wishing to comment shall restrict their comments to the
information required in (3) above. The comments shall be filed with the
Commisaion by June 16, 1980, and served on parties to the Reorganization
Proceeding No. 758B269F. The original and 10 copies shall be filed with the
Commnission directed to the Rock lsland Task Force, Room 5414.




Finance Dockst No. 29369

Bacausa the Commission wmust issva a decision by June 29, 1980, time {is
of the essance in filing thesa coements and no time extensions will be
granted.

It is orderad;

1. Anyone commenting in this proceeding shall comply fully wich ite
procadural requirsments.

1. This decision is effective on the date of wservice.

By the Commission, Darius W, Gaskins, Jr.,, Chairman

JAMES H. BAYNE
Acting Secretary

13 June 1980

‘Copies to all division CRIP,




BURLINGTON NORTHERN

176G F st Falth Stiroom

ALVIN E, EGBERS St Paod, Minnesota 55101
Vice Presiddent — Labor Relations Telephone (G120 Q%212

FS-R&s
JUN 6 1980

Labor Relations Offlcers of the June 2, 1980
Ratlroads Sippnatory to §-h-80
~Protectlion Agrecment

Chief Executives
Railway Labor Executives' Assoc.

Gentlemen: T T e+

This 1s further to our letter of May 5, 1980, concerning
the Management-Labor-Government Committee to consider
matters that have arisen under the March 4, 1980 Hiring
Agreement. :

We are setting forth below the recommendations of the
Conmittee respecting the questions set forth in the
letter of May 5, 1980, and also our recommendations re-
specting a number of additional questions that were
brought to our attention at meeting on May 16, 1980.

(1) Procedures for notification of labor unions and
employees of bankrupt railroads of needs for
additional employees under the March 4 Agreement.

Pursuant to Article II, Section 4, purchasing
carrier should notify appropriate General
Chairmen on bankrupt carrier by letter or
phone of its specific needs and to whom in-
terested employees should apply. The parties
should cooperate in determining how to advise
interested employees of the job opportunities.
(2) Are employees of bankrupt carriers hired pursuant
to March 4, 1980 Agreement subject to probationary
period?

The understanding off Lhe parties nepotlab inge
Lhe aprecement was Lhal pursuant Lo Section 4 of
Article 11, 11" a bankrupl carrlcerp cuployce
passed any requlred physical and rules exami-
nation for "in-service" employees, the pro-
bationary rules disapproving application

would not be applicable.




€7)

Do bankruptl carrice coployees hived by interim
operator lose ripht Lo c¢laim protective benet'its
under lepislation during interlim operation pending
final consummation ot purchase ot the property?

No-=S¢e Sccetion 7 of Article 11,

If senior bankrupt ciarrier employees failed to
accept cmployment during interim operation for
personal rcasons, but maintain an cmployment rela-
tionship with bankrupt carrier at time purchase

is finally consummated, will they be pglven a
further opportunity at the time of the latter
occurrence? II" 50, how will thelir seniority be
handled as related Lo junior employees who accepted
service during interim operations?

Committee recommends that if agreement not
already reached, this matter should be

covered in the preliminary Implementing Agree-
ment.

Should senior employee unable to accept work when
Job offered at time of interim operation because
of sickness, disability or discipline, be treated
differently than those in Question 4?

No.

Under Article 1I, Paragraph 2, should not details
sufficient to provide a basis of the manpower re-
quirements of the interim or purchasing carrier be
provided employee representatives; for example, in
the case of signalmen, should not an interim opera-
tor or acquliring carrier notify the orpgpanization
how much signal equipment such as signals, inter-
lockers and crossing gates are involved on acquired
property therceby enabling the orpanization to in-
form its members of the basis for the determinations
made by management and notify its member employees
in the sSeniority district involved of the jobs'
available?

Agreement contemplates that purchasing carrier
give detailed information pursuant to Article
II, Section 2. However, purchasing carrier
determines how many, if any, bankrupt employees
are to be hired.

Does a bankrupt carrier employee hired by a carrier




pursuant to the March 4 1980 Agreement need to
complete a new union dues checkof'f'?

]

Yes, purchasing carrier requires authority
dircceted to tt by the individual cemployee.

If a bankrupt carrier operated closed yards, 1l.e.,
yardmen with point seniority only but interim
operator does not establish any yard service but
does employ additional road crews who do the work
in the yard_as part of a road trip--are the yard
service employees who have no road seniority
entitled to be offered jobs in road service by the
interim operator under the March U4, 1980 Agreement?
If so, how should thelir senlority be treated?

Where agreement has not yel already been
reached, the Committee recommends the
following understanding be followed when
considering applications from Rock Island
employces ror road or yard jobs ollered

by & purchasing carricer: Yard cuployees
on Rock Island wlill be considered as
having seniority date 1in road service as
of February 1, 1972 or .date of hire as
yardman, whichever is later, and road
trainmen on Rock Island will be considered
as having seniority date in yard service
as of February 1, 1972, or date of hire as
road trainmen, whichever 1is later.

Under Article IT, Section 5, how many years will a
participating railroad offer job opportunities to
employees of the bankrupt railroads?

Both Milwaukee and Rock Island legislation
provide a date of April 1, 1984,

Under Article [I, Section 2, what is the last phrase--
"until after bankrupt carrier employeces in appropriate
seniority rosters have exhausted their opportunity to
be hired hereunder" mean?

[f &4 Rock Island or Milwaukee cmployee hired
pursuant to the March 4, 1980 Aprecment is
attrited on a purchasing carrier and it would
otherwise require hiving a new man orr recall-
Ing a man from turlough because of such atiri-
tion, another Rock lsland or Milwaukece employee




would be subjecet Lo be hired In his or her
seniority order under this Agreement. If' man-
power requirements are incrcased because of

the purchased property, the additional manpower
should come from the Roek Island or Milwaukee,
as the case may be.

Under. Article 1I, Section 6, may an employee retain
this option until all interim operators become permanent
operators?

No. The employee must elect the option when it
becomes available to him.

ilay an employee apply and receive separation allowance
from his bankrupt railroad and then take a job with a
participating or nonparticipating carrier?

If he were hired by another carrier under
these circumstances, he would have no rights
under the March 4, 1980 Agreement. He should
be treated as a new hire,

Some rallroads are requiring Rock Island and Milwaukee
employees to forfeit thelr rights with the Rock Island
before they will hire them,

The March 4, 1980 Agreement does not require
this.

In the expansion of seniority districts, is a purchas-
ing carrier limited to the present limits of the Rock
Island or Milwaukee seniority districts the same as
they are at common yard points?

No. The agreement permits the purchasing carrier
to integrate Rock Island or Milwaukee trackage
with a purchasing carrier's adjolning existing
seniority dilstricts.

Article IV, Secctlion 3-=Does this mean that a hired
employee 1s entitled Lo (ull pay ffor a vacation in
1980 that he would have received had the bankrupt
railroad continued to operate?

This question continued on the docket,
Where a purchasing carricr commingles work on acqulred

property with work on its own property, miy 1t change
a deslgnated tic—up point?




The purchasing carricrs' rules determine.

Acquired property is treated the same as that

of the purchasing carrier.
May a purchasing carvicr creabe a road asslgnment Lhat
will commence worrk at a point Lhalt was formerly a yard
on the bankrupl carricr, pertorm work within that yard
and in designated road territory o!f” the purchasing
carrler?

If the purchasing carrier elects the option to
commingle the work under Article II, Section 8
(c), then unless there are some prohibitions in
the purchasing carrier's existing agreement,
this 1s permissible.

Should prior rights be observed where assignment of work
is clearly separate and/or identifiable?

This should be covered in the Implementing
Agreement.

Experienced Rock Island and Milwaukee employees are
beilng subjected to entry rate provision when employed
by nonparticipating carriers and by 1interim operators
and purchasing carriers at other than work points on
acquired Milwaukee or Rock Island property. ' Is this
proper under the March 4, 1980 Agreement?

This subject 15 not covered by the Maprch 4,
1980 Agrecment.

In hiring employees to fill acquired work assignments,
carriers contending that it must observe certain
minority hiring percentages in lieu of the exclusive
hiring of affected employces. ls this proper under

the March 4, 1980 Agreenmnent?

There are insufficient details furnished to
permit the Committee to make a recommendation.

Article III, Section 1, reads in part:

"(2) are in active service on a date that interim
operation 1s bepunr or purchase complete whichever
irsts occurs."

Carrier's position Is thiat its own cmployees who
are furloughed prior to its becoming an interim
operator, are not "active employees" for the




purpose of the above-quoted provision. Is the
carrier correct?
Yes. Sce Article II, Section 2, last sentence
thereof.
The Labor-Manapgement-Government Committee will meet again
on June 12, 1980, to consider further questions referred
to 1it.

Sincerely,

gaérq VlCL President-Labor Relations
Burllng on NWorthern Inc.

William G. HMahoney
Railway Labor Executives ssociation

vtill

cec: Mr. Wm. Luftu,
Mr. M. E. Parks
Mt . Hardin
My. Re. . Bates
Mr. W. Denton
Mr. R. S Russell

13 June 1980

Copy to all division,

&

V'




September 29, 1982

CONFIDENTIAL

Memorandum to File

From: Thomas M. Beckley/¢j771ﬁ_

Re: Rock Island Twin Cities-Kansas City Acquisition

Today I received calls from Mr. James R. Wolfe,
President of the Chicago & North Western, and William M,
Gibbons, Trustee of the Chicago, Rock Island & Pacific.

Mr. Wolfe indicated that the C&NW was aware that
the Soo had made an offer to the Trustee to acquire certain
Rock Island trackage currently operated by the C&NW. He
stated that he could understand that the Soo might have
an interest in obtaining access to Kansas City particularly
in light of the Milwaukee-Grand Trunk proposal. At the same
time, he said that acquisition of the Rock Island grain
gathering lines in Iowa by the Soo would interfere with
the C&NW program for restructuring Iowa railroad facilities
in order to reduce costs and make the operations more ef-
ficient. He stated that it should be possible for the C&NW
and the Soo to negotiate for joint operation of the spine
line on some basis with the C&NW to acquire the grain gather-
ing lines.

I indicated to Mr. Volfe that the Soo was indeed
interested in getting to.Kansas City, but that in making
its appraisal of the traffic potential over the spine line
it appeared that there was not enough volume to support the
operation without the grain gathering lines. I indicated
to him also that we understood that the C&NW has entered
into an agreement with the Missouri Pacific for trackage
rights between Omaha and Kansas City, and that it appeared
to us that traffic might well be diverted over this route
rather than being handled throught Des Moines over the
Rock Island line. In that case it appeared to me that the
right of the C&NW to use the line between Des Moines and
Kansas City would be of little importance and that if the
Soo were to operate over the line it would stand that major
portion of the maintenance costs associated with the opera-
tion of the spine line. Mr. Wolfe stated that although the
line between Iowa Falls and Dows would be taken out of ser-
vice under his proposal, it was the intention of the C&NW
to continue to handle grain to Kansas City via another line
into Des Moines since the Omaha routing would involve so
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much circuity as to make the use of those lines uneconomic.

He stated that in the event the Soo were to acquire the

Rock Island line to Kansas City, he would have to make other
arrangements to get to Kansas City from Des Moines (presumably
by rehabilitating the old CGW line).

I indicated to Mr. Wolfe that I was somewhat concerned
about making an effort to discuss the possible joint operation
with the C&NW in the light of Section 401 of the 4R Act which
would involve participation in the discussions by the FRA. Mr.
Wolfe advised that his Law Department had advised him that it
would not be necessary to seek 401 protection for discussions
between the C&NW and the Soo for joint operation of the spine
line, although Mr. Wolfe indicated that he had some reserva-
tions as to what the attitude of Mr. Gibbons might be if such
negotiations took place while offers were pending from both
the Soo and C&NW.

I advised Mr. Wolfe that I was not in any position
to respond on the phone as to what our position might be but
that I would discuss it with members of our management and
get back to him in the fairly near future.

Later in the day I received a call from Mr. Gibbons
who told me that he had not contacted me earlier since he
did not wish to interfere with my activities in responding
to the railroad engineer's strike, but that he wished to
report that he had reviewed the offer which the Soo had made.
He stated that the C&NW had recently met with his staff with
respect to its offer. The Trustee's analysis of the two of-
fers indicated that while they were not strictly comparable,
on balance it appeared that the Soo offer was somewhat more
favorable than the C&NW. He stated, however, that on the
basis of the evaluation made by the Trustee's staff, he did
not believe that either offer would be adequate. He stated
that he would propose to negotiate separately with the C&NW
and the Soo, and that he would be willing to submit to the
Court an offer to acquire the lines for consideration in the
neighborhood of $125 million. He stated that he did not wish
to be in a position of sponsoring a bidding war between the
two parties, but that he felt he had a responsibility to ob-
tain a fair price for the property and that when he had ar-
rived at that price he would submit the figure to the Court.

He recognized that the Soo offer did not include
certain properties which were included in the C&NW property
and that the difference in the amount of property to be
acquired represented a significant variation between the
two bids. It was on the basis of his review of the value
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of the properties which did not overlap that led him to
believe that the Soo offer was somewhat more favorable.

Mr. Gibbons stated that his only alternative to
the process of separate negotiations with each carrier
would be to have the Court call for a judicial sale of
the properties. Mr. Gibbons thought this was inappropriate
since the two competing railroads were seeking different
portions of the Rock Island properties, and since any judi-
cial sale would involve sale of properties as defined in
the notice, might not respond to the requirements of the
two parties seen as potential bidders. :

Mr. Gibbons indicated that his office would pre-
pare a response to the Soo offer and have it in our hands
during the next week. He suggested that it might be pos-
sible to conduct negotiations on an informal basis and to
a certain extent by phone rather than by personal contact.

Cavanaugh
Clay
Smith
Murlowski
Olsen
Darling
Boyer
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