Corporate Relations 583
MEDTIA A MONTITOR February 17, 1983
Dissemination of these news items to all interested pecople
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CP Rail Sees CN as Party

Some Of the Storm S l', _1 To GTW Acquisition Case
effects around the state oiSnadian Facific, Ltd. has Joined the

the Interstate

ik vy was s bjoT Worers v by hara o ramove don Co.in i o s e nterise

w from the Matrodome raof Thirsday, and this time there was no puncture. Canadian government and the Canadian
Jerry Bell, acting executive director of the Metropolitan Sports Facilities an g

Commission, said tha crane and bucket that npped the dome fabric in National Rallway Co. as parties to the
December weren't used yesterday. The rig was “simply not needad,” he said. proposed acquisition of the bankrupt Chi-

In addition, the braces of lights, which caused dimples where snow. cago, Milwaukee, St. Paul & Pacific Rail-
accumuiated in the December storm, were lowered this time for maintenance road Co. by the Grand Trunk Corpora-
and to avoid their pulling effect on the roof. Crews began shaveling at the edge tion. ,

of the roof Wednesday night, but did not go up onto the fabric. The snow- . CP Rail, a CN competitor, said in a
meiting system also was working and there were no problems, Bell said. petition to intervene in an ICC case that

P s R CN and the Canadian government are

’ I “necessary applicants” in the proceeding
and the “would-be owners of the Mil-
waukee (Road)” because of their rela-
tionship with the Grand Trunk Corpora-
tion.

The Grand Trunk Corporation is a
wholly owned subsidiary of CN whichisin
turn, owned by the Canadian govern-
o ) : G ew oE ment.

; s I, Inadecision served last December, the
T S O S Commissionsaid thatevenifit could exert
Z VA jurisdiction over a foreign government,

S : inclusion of the Canadian government in
.o the proceeding at issue was not necessary
2. ' - (T.W., Jan. 10, p. 43).

- ' C & NW filed suit against the ICC
: seeking summary reversal of the agency’s
- : December decision, CP Rail is seeking to
. intervene in the court suit as well.
w1 The court suit, filed recentlyinthe U.S.
. Court of Appeals for the District of Col-
umbia Cirecuit, is docketed as No. 83-1115,
i _ Chicago & North Western Transporta-
w T e e a0 : tion Co. v. Interstate Commerce Com-
il T S, mussion and United States.
X Staﬁ Photo by Charies Bjorgan o . At the ICC, thetalkeover proceeding at
- * R issueis docketed as Finance 28640, Sub. 9,
A—M:Ilwaukee Road rocomotwe kicked up swiris of snow 1rom dnﬂs ‘ Chieago, Milwaukee, St. Paul & Paciflc
on the tracks near Dundas, Minn., yesterday. _ . Railroad Co.—Reorganization—Acquisi-
tion by Grand Trunk Corporation,
CP Rail’s petitions for intervention in
the court case and ICC proceeding were
simultaneously filed February 2.
Argument will be held in the court case
on February 25.
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Madison to Janesville rail sale

in limbo
By VIRGINIA MAYO
Capitai Times Staff Writer

Will the Milwaukee Road be al-
lowed to abandon 364 miles of track
between Madison and Janesville?

State Transportation Department
Chief Legal Counsel James Thiel said
the federal court in Chicago handling
the Miwaukee Road's bankrupicy
has indicated the railroad is making
money on the line, contrary to earlier
testimony submittedho the court.

Milwaukee Road representatives
indicated that the railroad's earlier
testimony that the line was losing
money was incorrecl. As a result,
Federal Judge Thomas McMillen
said he wasn't sure he would author-
ize abandonment of the line.

Wisconsin has atmost completed its
appraisal of the line. Last year, the
Wisconsin River Rail Transit Com-
mission offered $910,000 to purchase
the track and right of way. The Mil-
waukee Road said the selling price
for the line was $2.7 miilion.

Wisconsin State Journal,

But Thiel said the state would
make no offer to purchase the line
until the court suthorizes its aban-
donment. '

Shippers along the 36.4 mile line
have said their businesses would be
hurt if rail service is ended.

Thiel said removal, and subsequent
replacement, of two 3%-foot sections
of track by the Milwaukee Road last
week at the Monona Tower inter-
locker in Madison may have been an
attempt on the part of the railroad Lo
pressure the state into purchasing
the Madison-Janesvilie line. -

Last Monday, Thiel said the sectioa
of track had been removed, in appar-

ent violation of an agreement the Mil-

waukee Road had with Wisconsin to
keep the track intact.

The track is needed in order for
the MiIddieton-to-Prairie du Chien
and Mllten-to-Waukesha * shortlines
operated by John Zerhel and the
Southeastern Wisconsin Transporia-
tion Corporation to continue operat-

ing. - .
Thiel said pictures of the rail bed
had been taken. Wisconsin also filed a

February 4,

protest wilth the Interstate Com-
merce Commission, asking that the
track be replaced. But before any ac-
ton was taken on that request, Thiel
said the track section had been re—
placed on Thursday.

Milwaukee Road representatives
claimed the bankruplcy court had au-
thorized them lo abandon and re
move that portion of track

Had Lhe sectlon of track not been
replaced, Thiel said a hearing on the
matter would have been held in Cm-
cago Monday.

“There's no question — the re-
moval of the track was not routine
malntenance,” Thiel said. “This was
an intentionat disruption of service.
Assuming the worst of motives this
would puat pressure on the state te
act quickly to purchase the Madison-
Janesville line to prevent a disrup-
tion of service on the other lines.
That’s just not what we intend to do.”

Larry Long, assistant vice presi-
dent of corporate reiations for the
Milwaukee Road said the tracks had
to be removed because of a federal

regulation

1983

Railroad stalled takeover, state

claims

By Joe Beck
Reglonal reporter

A lawyer from the state Depart-
ment of Transportation is charging
that the Milwaukee Road tried to stall
the resumnption of rail service by a
short-line operator when it removed
Lwo sections of track from the Madi-
son-Janesville line it abandoned last
weekend

James Thiel, whe is representing
the DOT in federal court in Chicago
during the Milwaukee Road’s aban-
donment proceedings, said he was
“dumbfounded” by the act. He called
it a violation of a court decision,
which allows short-line raiiroad
operalor John Zerbel of Brookfield to
take over the Milwaukee-Janesvilie
line from the Milwaukee Road

“By doing that {removing the rails),

it severed the connection from Middle-
ton west to Praire du Chien that the
state had acquired back in July and
the Milton Junction lines that had been
acquired by the state of Wisconsin,™
Thiel said “It's our position that the
Milwaukee Road didn't have authority
to do that because ahandonrment had
not been approved.”

Thiel said freight rail service be-
tween Middleton and Prairie du
Chien, which Zerbel's company has
provided since last summer, has re-
mained intact, although a more
roundahout route is being used.

The DOT has designated Zerbel,
operator of two-short line railroad
companies in southern Wisconsin, Lo
succeed the Milwaukee Road as
freight carrier between Madison and
Janesville. The DOT is supposed to
buy the Madison-Janesville line {rom
the Milwaukee Road but has been
unable to do so because of delays in

getling an appraisal of the property,
Thiel said

Thiel said the DOT will seek a rul-
ing [rom the federat court Monday to
determine if the Milwaukee Road
was authorized to abandon the Madi-
son-Janesville line before receiving
an offer to purchase from the DOT.

Zerbel said he expects Lo begin his
freight service between Madison and
Janesville within 10 days. He said he
has completed the major part of his
negotiations with the Milwaukee
Road and the two missing sections of
track have been replaced

‘Nonetheless, Zerbel said he was
mystified by the removal of the two
sections at the Monona Tower rail in-
tersection of the Milwaukee Road
and Chicago and Northwest Rail Co.
lines. The intersection is located in
near John Nolan Drive in Madison.



Wisconsin State Journal

February 4, 1983

Ralilrocad stalled takeover,
state claims -- Cont'd.

A Milwaukee Road spokesman
denied that his company was trying
to obstruct other carriers Irom oper-
ating on the line.

Larry Long, assistanl vice-presi-
dent of corporate relations with the
Milwaukee Road, said the tracks had
to be removed because a federal
regulation would have made it impos-

sible for the Chicago and Northwest
trains to pass through the intersec-
tion if the tracks were removed

Long said the federal regulations
require that the Chicago and North-
west {rains be signaled through the
intersection. This had been done by
Milwatikee Road employees until
Jan, 30 when the line was abandoned.
The employees at the Madison depot
were laid off and there was no one to
signal the Chicago and Northewest
trains through the crossing uniess the
sections of track were removed [rom
the intersection, Long said.

Journal of Commerce
February 10, 1883

Court OKs .
Railroad
Tax Plan

Journal of Commerce Statt

WASHINGTON — A Milwaukee
Road deferred tax settlemmenl plan
involving as much as $22 million has
been approved by the court oversee-
ing railroad’s reorganization under
the bankruptey laws.

The program will allow the line to
use funds from the Milwaukee Land
Co. to pay 90 percent of its state and
local tax debt.

Under the terms of the settlement
program, cash payments of 90 per_cel_'jt
of the tax liability will be made within
60 days of an-acceptance offer by the
locality. Any subsequent claims aris-

“ing out of past due taxes will be

waived by those accepting the offer.

Payments will be made irom April
1 through August 30. Tax claims not
settled as part of the program will be
paid as part of an approved amended
plan of reorganization.

Wisconsin State Journal
February 106, 1983

Railroad tax plan authorized

CHICAGO (AP) — A $22 million deferred lax settlemen! program;
proposed by Milwaukee Road officials under the railroad’s reorgani-
zation plan, has been authorized by a federal judge.

The program was approved Monday by U.S. Districl Judge
Thomas McMillen. It allows railroad trustee Richard Ogilvie Lo use
funds from the Milwaukee Land Co. lo satisfy certain outslanding
state and local claims against the carrier at 9¢ percent of the princi-

pal amount.

Milwaukee Land Co. is a2 wholly owned subsidiary of Lhe railroad.

Under settlement terms. cash payments of 90 percent of the tax hi-
abilily will he made by Ogilvie within 60 days of receipt fo wrilten ac-
cepiance of the offer by the taxing authorily.

Taxing authorities accepling such payments will be requued \o
waive any [urther ¢laiuns arising out of past-due taxes.

The Des Moines Register
February 9, 1983

Court approves Milwaukee plan

By RANDY EVANS ..
Register Staff Writer ) .
...A federal judge in Chicago has
approved -a proposal by the
Milwaukee Road’s bankruptcy frustee
o pay nearly $22 million in past-due
property taxes the railroad owes kn 13
states, including JIowa.

_The Milwaukee has offered -to
settle its tax bills by paying 90 cents
of every $1 in taxes the company
owes, The ¢ompany will not pay any’
genaltie_s or interest on the overdue

. In Jowa, the railroad has run up a
'$3 million tax debt since 1977, when
the company went into U.S. Bank-
 ruptey Court to resolve its financial
-problems. The taxes were levied by

s }
P P s

lowa couniies, cities, and school
districts. ' )

But a little-known 1981 state law —
which is now being challenged in the
Iowa Supreme Court — stipulated
that past-due railroad taxes in the

" future would go to the Iowa Railway
Finance Apthority to pay for rail im-
provements in the state.

Officials of the Ipwa Department of
Transportation and lowa State As-
sociation of Counties have been
working on ap agreement nnder
which the Milwaukee’s tax set{lement
_offer would be accepted and the
money heid in escrow until the
Supreme Court decides who s

lawfully entitled to the money.

Chicago Sun-Times
February 9, 1983

MILWAUKEE ROAD: A reorganization court

. approved a plan for the Milwaukee Road to settle about

$22 million in tax claims. Under the program, the railroad

will pay 90 cents on the dollar for the past due taxes, and

payments will be mede from April 1 through Aug. 30. The

funds for repayment will come from the Milwaukee Land
Co., a subsidiary of Milwaukee Road.



Green Bay Press
Gazette
February 11,

Plan to save

Milwaukee
Road OK'd

CHICAGQO (AP) — A 322
million deferred tax settle-
ment program, proposed by
Milwaukee Road officials
under the raiiroad’s reorgan-

ization plan, has been
authorized by a federal
judge.

The program hss been
approved by U.S, District
Judge Thomas R. McMillen.
1t allows railroad trustee
Richard B. Ogilvie to use
funds from the Milwaukee
Land Co. to satisfy certain
outstanding state and local
claims against the carrier at
90 percent of the principal
amount.

Milwaukee Land Co. is a
wholly-owned subsidiary of
the railroad.

Under settlement terms,
cash payments of 90 percent
of the tax lighility will be
made by Ogilvie within 60
days of receipt fo written ac-
ceptance of the offer by the

_ taxing authority.

Taxing authorities accep-
ting such payments will be
required to waive any fur-
ther claims arising out of
past-due taxes.

Payments, which Ogilvie
said would amount to close
to $22 million, will begin
Aprii 1 and continue
through Aug, 30.

Tax claims not settled as
part of the program will be
paid as part of an approved
amendment of the reorgani-
zation plan.

1983

Minneapolis Star-Tribune, February 10,

Milwaukee Road

tax plan approved
U.S. District Judge Thomas

McMillen of Chicago has approved a

tax-settlement program for the

bankrupt Milwaukee Road railroad.

The program will allow Richard
Qgilvie, trustee for the railroad, to

use iunds trom the Milwaukea Land

Go. to satisfy state and local tax
claims against the railroad at 80
percent of principal amount.

Mitwaukee Land Co. is a wholiy
owned subsidiary of the railroad.

bl
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Bill Bickley, a Milwaukee Road
spokesman, said the railroad owes
$2.45 million in deferred taxes to
state and local governments in
Minnesota. If the governments agree
to the plan, they wili be paid 50
cents on the dollar, or a total of
$£2.205 million. ‘' gives them back
the maney quicker than waiting for
the whole recfganization to be
settled,”’ Bickley said. Tax claims
not settléd as part of the program
will be paid as part of.the railroad's
recrganization plan. The raiiroad
fited for.reorganization in 1977,

Altogsther, Cgilvie estimated that
the Mitwaukee Road would pay
nearly $22 miflion under the
program,

Chicago Tribune, February 9,

1983

Business tlcker
Milwaukee Road tax plan OKd

Chicago, Milwaukee, 5t. Paul & Pacific Railread Co.
said court approval had been received for a Milwaukee
Read plan, to settle about $22 million in tax'claims.
Under the tErogralm, the railroad will pay 90 cents on the

dollar for

e past-due taxes, and payments will e made

fromj: April 1 through Aug. 30. The funds for repayment
wﬂld;ome from the Milwaukee Land Co., a subSLdJary of

Milwaukee Road.

Wall Street Journal
February 10, 1983

Milwaukee Road Says
Court Cleared Plan
To Settle Tax Claims

Bya WaLL STREET JOURNAL Staff Reporter

CHICAGO~—Chicago, Miiwaukee, St. Paul
& Pacific Railroad said a federal reorgani-
zation court approved s plan to settle as
much as $22 million in state and local tax
claims,

Under the plan, the Milwaukee Road, as
1t is known, will pay 90 cents on the dollar of
overdue taxes,

The Miiwaukee Road said it will pay the
taxes between April 1 and Aug. 30, following
written acceptance of the offer by states and
localiies. Any state and tocal tax claims
that can’t be settled under the program will
be paid as part of an approved amended re-
organization plan, Milwaukee Road said.

*The railroad flled under the U.S. Bank-
ruptcy Code in 1977 and has said it expects
to be out of recrganization by the beginning
of 1985,

ra

Journal of Commerce
February 1, 1983

Trust Certificate
Issue Awarded

Journatl ¢of Commerca Staff

WASHINGTON — An issue of
Baltimore and Ohio Railroad equip-
ment trust certificates totaling $14.-
910 million was awarded to a syndi-
cate headed by the First Boston
Corp., Lehman Brothers Kuhn Loeb
inc.° and Prudentiai-Bache Securities
ne.

The trust was created to finance
most of the $20 million cost of 26
locomotives. The locomotives are
3,000-horsepower GP,40-2 models.
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.o Mﬂwaukee padlocks sealed up all those New_ _York sPeakea_sies?:

“special event in Milwaukee § railroad ya:d on Erie St on Feb. 20, 1928,

Seven Master Lock Co. trucks delivered 147,000 padiocks,’ a record-
_breaking shipment for the company, to the railroad yard, where they.
were Joaded into a boxcar. The car itself then was sealed with a three-
foot high, 25-pound lock by Acting Mayor Cornelius Corecoran. Corcor-
.an used a bottie-of near-beer to christen the shipment, which was on its
way to New York City to be used by federal prohibition agents in clos-
_ing illegal drinking establishments. A huge key to the padlock sealing

the car was sent ahead to New York City Mayor Jlmmy Walker. Ironi-
cally, the lock company at the time was Iocated at 926 Juneau Ave. in
quarters leased from the Pabst Brewing Co. — prohlbition. of course,,
had closed the brewery . .
v e Pbotogmpb and m!ormaﬁon eourtesy of Jolm M. Lup:ezomec, who Is
-compiling & history of Master Lock Co. and {3 seeking additional infor-
-mation. “Remember When” is prepared by the Milwaukee Public Li-
brary WJth rmurces from the local ﬂLvtozy coﬂecﬂon . - '

e — —_" 'z Fan

February 1, 1983

MAINE

Oakiand — Work resumes
this morning to right a derailed
Maine Central railroad car
filled with explosive sodium
chlorate. Eleven other cars
that jumped the track Fr!day

USA Today,
MISSOURI

St. Louls — The Norfolk and
Southern Railroad says it won't
allow a proposed $135 million
light rai! commuter system to
use its tracks. The railroad says
its policy is to allow only lls

Journal of Commerce
February 15, 1983

Thomas M. Beckiey and Dennis M.’
Cavanaugh have been named to. top
executive positions at the Soa Line-
Railroad Co. Mr. Beckley has been
named chairman and chief executive
officer. He had been president and

chief executive officer since 1980. Mr. OWn traips on the tracks. , "have been cleared.
Cavanaugh, who is becoming presi-

dent and chief operating officer, had

been executive vice president since ARKANSAS

1981. Also named to mew positions

were Clifford €. Leary who became
vice president operations and George
H. Barker who is the_ new vice
president maintenance. 'Mr. Leary
had been general superintendent of
transportation and Mr. Barker had
been chief mechanical off_l_cer

Little Rock — A bill raising
Arkansas' truck weight limlt to
80,000 pounds was signed into
law by Gov. Clinton. Previous-

_ly, trucks weighing more than
73,280 pounds were banned
fmm the state’s roads. .



b

Milwaukee Journal,

Urbanizing
of correction
system urged

YL

“Criminal offenders tend to come
frOm urban areas and the public must
improve and expand corrections pro-
grams and facilities in those urban-
aréas, says the Publlc Safety Task
Forde. ' -

-Seven’ counties in’ Wiscorisin sup-
p& about 70% of all the offenders in

e-supervised Correctional pro-

, ‘the task force notes, They
Milwaukee, 4%, Racine, 6%;
&ha, 5%; Rock, 4%; Dane, 4%;
Brwn, 3%; and Waukesha, 3%. .

-In addition, most ofrenders are not
in :prison, as people belleve. About
75%; -are under supervision in. their -
OWRL-. communjtia. the task force

84YB-... ]

.Ne.vertheless, the task force says, :
‘'the: general public ... Whether -
through. fear or ignorance, has not
beengsupportive of urban-based cor- -
rectlgual programs and facilities.”

The task force suggests these solu- ©
tons:. . ]

de lncentives to urban areas
for_the development of correctional
foclttes sl programe.

e

rane
i L§

R |

L

" Specifically, the task force sug-’
gests tax credits for neighborhoods
that are willing to accept such things
as halfway houses or prisons. Credlts
would be-“based upon the risk fn- .
volved or the need to locate in a par-
ticular ares.” -

-Alsd, The task force suggests that
countles be_financially rewarded if
they supervise oftenders locally rath-
er than send them to state correctlon-
al msﬁtutions :

E’xpud communlty-hased pro-
grams such as probation, halfway
_houses, pre-zelease centers, parole, .
work-release and study-release.

Locate & major medium-secarity or -

‘maximum-security prison lin Milwau- :

kee County.
The task force declares that the
prison should be in Milwaukee Coun- -

-ty because It would. be cIos«e to “a

diversified and skilled employe base;
universities and colleges for re-
search, consultation and educaticnal -
opportunities; racial-ethoic m.inarity
populations; inmate family mernibers; -

- -a varlety of churchés and volunteer

agsoclations; and potential mm.at.e
employment opportunities.” .

Construcﬂon of : néw Mllwau.kee
County Jail. P

The task force said that some of-.
fenders should be dlverted from the

trad.itlonal correcﬁouaf system ;'r-'. i

I SRR

.
Kl

it

February 6,

1983

Specifically, it said: 3
Offenders who need treatment for ;
physical illness, mental illness, alco- i
-hol abuse and other drug abuse
: should be diverted to other systems
“which can trest them more effec-
tlvely "

‘tan ol‘tender can make restitution
to his victim without involving the
formal correctional system, that
should be done.

" Regarding juvenile crime, the task
force had these ideas:

Continue programs such as those

) for alcohol and other drug abuse,

Ine:use emphasls on programs
__ggt_sppport family ties.

.. Encourage school programs that

’, “enhance juvenile understandmg and

development of values.”

Find_ ways to deal with “low to
moderatély serious” juvenile crimes
in ways that do not require confine-
ment.

~ The task force comments:

“It costs at least $25,000 a yea.r to
support a juvenile in a state institu-
tion. .

Where possible, community serv-
ice orders, restitution and job-train-
ing programs should be promoted as
alternatives to juvemle incarcera-
ton." L

BRI G ANAN

—Journai ’hoto

The oid Trostel tannery ai 1776 N. Commerce St is the proposed snte of a prison
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BN Shelves
Graln-Pool Plan

A proposal to create a pool of -
railrpad-owned and private covered - -

hopper cars for grain shipments is

being shelved by the Burlingtong

Northern Railroad.

Instead, the railroad has returned
to talking again with shippers to find
a ‘solution to the car oversupply
problem which has been made worse
by reduced grain carloadings.

Shipper opposition .to the plan
apparently prompted Burlington
Northern to act. Similar proposals
made previously by other railroads
, also have been withdrawn,

. “After frank and candid discus-
sions with BN grain shippers, we have
concluded that the proposal is serious-
- ly flawed,"” said Walter Drexel, chair-
man of the board of the railroad told
the Northwest Shippers’ Adv1sory
Board in St. Paul, Minn. :
It was believed thai shipper oppo-
‘sition and operational and administra-
tive problems were the main stum-
bling blocks which led railread offi-
cials to back off from the plan. )

The proposal called for creating a
pool which included all of the rail-}
road’s covered hopper cars and a |
portion of privately owned ones. L

The most recent plan being
shelved called for shippers to bid to
enter the pool with low bidders being
accepted. It would have prompted a
large increase in utilization of rail-
road owned cars while privately
" owned car participation wouid have
dropped.

Railroad officials releasedfigures
when the new plan was proposed
about six weeks ago which indicated

. that 6,000 to 8,000 of the 13,000 car
private fleet would enter the pool. All
12,500 railroad covered hoppers would
have been included. About 4,000 of the
railroad-owned cars are idle on any
given day. )

-“Qur discussions with gram ship-’
pers have given us several new ideas
that we will be pursuing in the near
future,”’ Mr. Drexel said, but a
rallroad spokeswoman declined to
elaborate on what options were being
discussed.

Mr. Drexel asserted that BN re--
mained optimistic that a solution to
the oversupply problem couid be
found and he re-emphasized that
railroad’s commitment to adjusting
fleef size to prompt transportation
savings and efficient operations. Bur-
lington Northern had advanced other
proposals before the Decernber one,
- but no agreements have been reached
with shippers.

Journal of Commerce, February 7,
RoadRailer,
BN Discuss.

New Service

By RIPLEY WATSON 3rd -
Journal of Commerce $tat
A proposal to operate the interrno-
dal RoadRailer over the Burlington

Northern Railroad between Ch;cago

and Houston later this year is being
negotiated by the railroad and Road-
Railer Ine.

The operation would become the

second RoadRailer operating in the

U.S. if the tdlks are successful.

The two companies announced that

they have signed an agreement to

establish the service on a six-day a-

. week basis with three“intermediate .
. stops between the origin and deshna- :
- tion. _—

Other terminals would be located
in Kansas City, Mo., Tulsa, Okla. and
Dallas, Texas.

A number of potential questions
and issues have to be resolved before
the operation could begin.

A major one is expected to be
labor issues, since, other RoadRailer
operations have been established with
smaller than usual crews which run
longer distances than other railroad
operating employees do. ’

The agreement calls for the ser-
vice to start during the third quarter-

of 1983. A train hauled by Conrail -

“using RoadRailer equipment current-
ly is operating between New York
City and Buffalo, N.Y.

The RoadRailer, which was devel-
oped by the Bi Modal Corp. of
Greenwich, Conn., has the capacity to
operate both on railroad tracks and
highways with the ability to switch

from rail to highway mode in less -

than five minutes. .
RoadRailer is intended to be an

alternative to piggyback transporta- [

tion which is lighter and more fuel
efficient than conventional mtermodal

_ equipment..
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The proposed train will be known
as the “‘South-West Xpress.” . -

It will be operated on a dedicated
basis, meaning that the train will
include only RoadRailers since the
equipment is incompatible with other
railroad cars.

The highway feature of the Road-
Railer would allow the market area
served to extend beyond the cities
where terminals have been proposed.-

Another questlon which still needs
to be resolved is the location and
operation of terminals.

The New York operation is staffed

. by RoadRailer marketing, terminal
and operations personnel with Conrail
acting only as the carrier for the
train, which is known as the “Emplre
State Xpress."”

1t was not clear whether the same
agreement would be reached for
Burlington Northern.

Other potential questions which
need to be answered relate to anti-
“trust and scheduling issues.

Burlington Northern has tested a
large variety of intermodal equip-
ment, including both RoadRailers and

* other similarly designed cars.

"RoadRailer was a proven per-
former in test service on the Buriing-
ton -Northern, said Bill Greenwood,
who heads the railroad’s intermodal
operations!

The train reguiarly operated on the
BN’s Chicago-Seattle mainline while
it was being tested, but the decision to
explore a Chicago-Houston routing
suggested an effort to penetrate the
more competitive market which in-
cludes two other railroads and truck
traffic on a route of about 1,000 miles.

Robert Reebie, president of Road-
Railer said ‘‘we are delighted at the
prospect of working with Burlington
Northern to bring the South-West
Xpress into reality. The service will
extend benefits of RoadRailer equip-
ment to transportation customers on
this major intermodal route.”

If the Chicago-Houston service
starts, it will be the third railroad on
which RoadRailer has operated on a
reguiar basis. A run between Louis-
viile, Ky. and Memphis, Tenn. using
the Illinois Central Gulf Railroad
tracks operated for about a year
before being discontinued in late 1982
when traffic levels dropped.



8 Minneapolis
Star-Tribune
February 5, 1983

‘Antitrust

probe of BN

ends without

any action

The US. Department of Justice has
advised Burlington Northern, Inc,

(BN) that it does not intend to take ™™

any action against BN's takeover of
El Paso Gas Co. of Houston.

BN had acquireg El Paso, an energy
company with extensive natural gas
holdings in Texas and New Mexico,
last month in a transaction valued at

3604 million.

At the time of the transaction, Seat-
tie-based Burlington Northern
agreed it would divest El1 Paso’s coal
reserves in Wyoming, Montana and
the Dakotas if the Justice Depart-
ment found that their acguisition
would lessen competition in those
states, where Burlington Northern al-
ready owns considerable coal re-
serves,

With the Justice Department ending
its antitrust investigation, BN said

the agreement s no longer in effect. -

Burlington Northern is acquiring El .

Paso by paying El Paso stockholders

_$24 a share for 21 million shares. In -
addition, it is buying another 4.17

million shares for $24 apiece direct-
Iy from El Paso, thus providing El
Paso with an immediate cash infu-
sion of $100 million. The effect is to
give BN slightly more than 50 per-
cent of El Paso’s 51.2 million shares
outstanding. .

E! Paso had resisted Burlington~

Northern’s. original tender offer of
$24 a share but agreed to the. take-
over when BN restructured the offer
to provide the $§100 miilion cash infu-
sion.

-

Besides its coal holdings, EI Paso has

16.7 trillion cubic feet of known pat-
urai gas reserves dedicated to its
pipeline system, which serves mar-
kets primarily In California. El Paso
had revenues of 3$3.9 billion and
earnings of 3147 million in fiscal
1981 (its 1982 results haven’t been
reported yet), with a long-term debt
of $1.6 billion,

Burlingten Northern is a holding
company whose primary operation is
the St. Paul-based Burlington North-
ern Railroad; it also has coal, oil and
gas operations. It had 1982 revenues
of $4.2 billion and earnings of $283.7
miilion. .

Wall Street Journal

February 7, 1983

Burlington Northern

Says U.S. Probe Ended

By a WaLL STREET JournaL Staff Reporter

SEATTLE — Burlington Northern Inc.
said it was notified that the Justice Depart-
ment has ended its investigation inte possi--
ble antitrust violations involving its acquisi-
tion of El Paso Co., and that the agency
doesn’t plan to take any action.:

Th early January, Burlington agreed to

-divest itself of El Paso’'s coal reserves in

four Northern Plains states, if the Justice
Department found that their acquisition by
Burljngton would lessen competition in that

. Now Burlington will retain the coal re-
se es.

Burlington, a transportatlon and natural-
resources company, acquired El Paso, a
Houston-baséd oil and gas concern, in mid-
January, in a transaction vaJued at $604. mil-
lion.

In Washington, a Justice Department
spokesman said the agency “has concluded
its investigation” into the merger, and
hasn't found any “violation of the anttrust

laws.” He declined to comment further. .;

February 11, 1983

C&_NW Posts Losses
For Quarter and 1982

By a WaLL STREET JoURNAL Staff Reporter

CHICAGO — Chicago & North Western
Transportation Co. reported a fourth-quarter
loss of $5.8 million compared with profit of
$13.3 million, or 95 cents a share, the year
eaflier.

Operating revenue declined,14%, to $195.3
million from $226.7 million.

James R. Wolfe, president of the rail-
road, said the results "‘reflect the severity of
the economic recession.”” But, Mr. Wolfe
added, Chicago & North Western sees signs
of an economic upturn in significantly
higher carloadings so far in 1983. Because of
the increased loadings, reduced expenses
and a work force reduced to 10,000 from a
high of 15.000, Mr. Wolfe said: *‘We are look-
llggs. {pr a much strenger performance In

Chicage Tribune,

C&NW buying

CHICAGO & NORTH Western

“Transportation. Co. Monday said it
plans to buy about 720 miles of track-
-age from the bankrupt Chicago Rock
‘Island & Pacific Railroad for an
‘undisclosed price. .
. The railroads are *close to an
:agreement’ on the deal, which will
be submitted for a;()iproval to U.S.
District Court Judge Frank J.
McGarr, said a spokesman for the
"C&NW.

. 'The trackage being sold includes

the Rock Island main line between
- Minneapolis-St. Paul and Kansas
City, some gr 1_.gathermg lines in
northem lowar a some yard and

1983

RI trackagé

mdustrlal trackage in Des Momés
ancg1 Cedar Rapids, Ia., the C&NW
sai

The trackage has been leased and
operated by the Chicage & North
Western since 1980, the spokesman
said. The railroad has bheen paying
the Rock Island $5.5 million a year in
rent for it, said William Glbbons,
"Rock Island trustee.

THE SALE WOULD increase the
Chicago & North Western's current
.7 000 miles of trackage by about &0
percent )
| It is the first Rock Island trackage
‘bought by the Chicago & North Wegt- -

1em "
. B

February 8,

Philadelphia Inquirer, February 1,
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Trains: One ticket {oo_many

The iown of Valey, Neb., istired of writing parking tickets for trains,
and ihe Union Pacific is tired of paying them.

Umion Pacific tramns frequently block Tour street crossings in the
city. including the main cone on Spruce Street. In response, traffic
uckets have issued for violating of a city ordinance reguiating the

length of 11me a !rain can block a st
on Spruce Street.

reet, inciuding a five-minute limit

But it 1s a linle difficult 10 put a4icket under the windshieid wiper of

an illegally parked lecomonuve. *We

just send it 10 Omaha or call them

and tell them 1's here,” said Mayor John L. Sullivan. “There have been
several $50 fines in the last few years.”
- Railroad spokesman Joe MeCartney said Union Pacific has decided to

resolve the problem by moving i1s s
Fremoni.

wilching operations up the linc to
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KNorth Wesiem Rock agree on

track sale

By LARRY FP.UHLING

i R'dﬂlr Buzineys Editer

" The bankruptcy trustee for Lhe defunct Rock-
Island Lines said Monday he had reached an.
agreement in principle to sell 720 miles of the:
Rock’s trackage, including hundreds of miles’ in
Iowa, to the North Western Railway.

-, ‘The agreement, still subject to approval by the
federal courts and the Interstate Commerce
Commnission, sets the stage for a final resolution
of the uncertainty over railroad service that has
afflicted Iowa shippers since the Hock Is]and

- folded more than three years ago.

Neither the North Western nor thltam
Gibbons, the Rock Island’s trustee, would disclose
the purchase price.

Gibbons did say, however, that the North
Western had bid a higher price than the Soo Line
Raiiroad Co., which announced last September

B )
-

J\'

that it also wanted to buy the track the North -~

Western was seeking.
“Dollars are the name of the game: so I can
pay my [the Rock Island’s) credxtors,” Gibbons
said.

The 720 miles of line involved in the agreement

: announced Monday include what was once the
Rock Island’s main north-south line from Min- -

neapolis-Sé. Paul to Kansas City. The line cuts

through lowa at Masen City, Iowa Falls, Des -

Moines and Chariton.
More than 200 miles of branch lines in Iowa

primarily in the northwestern part of the state

aiso are included in the agreement.

These grmn-gathenng lines run from Royal to

{»Palmer. Belmond to Forest City and Iowa Falls
-.to Estherville. Also included in the deal are yard

trackage in Des Moines and Cedar Rapids and a
" spur line from Carlisle to Indianela, .
* Gibbons, in a telephone interview from

. Chicago, said that unless an unexpected hitch

develops, he will take the agreement to U.S.
District Court Judge Frank McGarr for prelimi-
nary approval in about three weeks. Then, he

"said, the plan’ would go to the Interstate

Commeérce Commission, which would rule on its

_ public interest aspects, and would be returned to

MeGarr for finai approval. .
. Gibbons said that although he has embraced
the North Western's offer, the Spo Line still could
go directly to federal court w1th a counterpropos—

- al. :

- A Soo Line spokesman said he do&snt know_
.whether the Minneapolis-based railrcad will up

the ante. “Right now I can’t tell you that we
would or we wouldn’t,” said John Bergene. “We
are interested in the lines. We always have been.”
: Gibbons said he expected the North Western to
pay cash for the Rock [sland property.
- Jim MacDonald, a North Western spokesman,
said the railroad would rely primarily on “bank~
borrowing” to make the purchase. In the first.
nine months of 1932, the North Western reported
a loss of $13.2 million on revenues of $608.5
million. T
MacDonald said that figures for the full fiscal
year are not available yet, but that-he does not

_expect the company to show a profit.

" The trackage that Gibbons agreed to sell has
been operated under lease agreements between
the North Western. and the Rock Island estate .

= since the Rock collapsed imJanuary 1989,

Journal of Commerce
February 7, 1983

Agency Rules -
On Rail’s Kan. Route

Journal of Commerce Statf

WASHINGTON — The Denver &
Rio Grande Western Railroad Co.
.may interchange traffic with all other
carriers at Herington, Kan. the Inter-
state Commerce Commission has
ruled. 1

The clarification came after com-
.mission approval of D&RGW’s acquis-
ition of Missouri Pacific Railroad
lines between Pueblo, Colo. and Kan-
sas City, Mo.

The ICC said it did not restrict
interchanging rights at Herington
since interchanging was necessary for
D&RGW to become fuily competitive
in the central corridor.

T

Journal of Commerce
February 7, 1983

Correction

An item in these columns on Feb. 1
incorrectly reported that Interstate
Commerce Corimission Chairman
Reese H. Taylor Jr. said that U.S.
trucking companies’ fears about in-
trusions by Canadian carriers were
groundless.

~Actually Mr. Taylor said that an
ICC investigation into the matter
revealed that no disecrimination agan-
ist U.S. carriers by the Canadian
government exists at this time,
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North Western receives OK
to cut Elgin- Crystai Lake Ime

By Jaclk Biesterfeld

The Interstate Commerce Cormn-
mission has approved a request
‘from the Chicago and North West-
em Railway to abandon 12.2 miles of
track between Elgin and Crystal
Lake, but appeals of that ruling
could delay the abandonment or re-
verse the decision.

This is the second time the ICC
has ruled on the line abandonment.
In 1981 the ICC rejected the North
Western’s request, but the C&NW
reappiied for abandonment, claim-
ing that ICC decision was based on
erroneous information.

The section of line to be ahan-
doned stants north of downtown
Elgin and ends just south of Crystal
Lake. The raiiroad says both Elgin
and Crystal Lake firms will still be
served by it but the nearly dozen
businesses in East Dundee, Carpen-
tersville and Algonquin would lose
rail service. It is unprofitable to pro-
vide freight service along that seg-
ment of the line, the railroad claims.

ACCORDING TO C&NW public
relations director James McDonald,

Journal of Commerce,

the ICC ruling was handed down
Feb. 4, and if no appeals are filed,
becomes effective March 6. Objec-
tors have 30 days from the ruling in
which to file an appeal with the ICC,
he said. I

If no appeal i5 filed, the railroad
will begin abandonment proceedings
and service on the line would end by
April 20, according to Robert Milick,
chairman of the railroad’s line aban-
donment committee.

“At this point, I do not know of
any appeals,” Miiick said, but there
is a strong possibility some will be
filed.

When the railroad filed for aban-
donment, a dozen businesses and in-
dustries served by the line as well as
the state, Algonquin and the United
Transportation Union all filed objec-
tions. Any one of them, or anyone

else, could ask the ICC for an
appeal.
IF AN APPEAL is Hled, abandon-

ment could be delayed at least until
summer.

their shipping costs will increase
greatly if rail service is ended and

they must ship and receive goods by

‘truck. The villages affected fear

that truck traffic on village streets
wiil ircrease if the line is aban-
doned, increasing congestion and
street maintenance costs.

McDonald said the railroad has
lost money on the line for years. In
1980 it lost 320,518 in operating reve-
nue on the line, and in 1981 it lost
$5,378. In addition, he said, in each
of the last two years the railroad
lost $53,313 that would have been
generated had not company assets
been tied up in the unprofitable line.

IF THE .linpe is abandoned,
McDonald said the ratlroad would
tikely tear up the tracks and salvage
as much of the rails and ties as pos-

-sible. The rest would be scrapped.

The roadbed, he said, would be
soid, probably to adjacent landown-
ers. However, he said the railroad
would be willing to negotiate with
any group wishing to turn the road-
bed into a trail for hiking and bicy-
cling, such as was done for the

. Great Western-trail west from St..
Businesses along the line claim

Charles and the Chicago, Aurora
and Elgin rightol-way which be-
came the lllinois Prairie Path.

February 8,
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Chicago and North Western Wins Battle
for Rail Route

Journal of Commerce Stalt

The Chicago & North Western
Railroad has won a battle for a
potentially lucrative rail route be-
tween the Twin Cities and Kansas
City.

The trustee for the banknipt Chica-"

_go, Rock Island and Pacific Railroad
and the Chicago & North Western
made the joint announcernent that the
North Western’s bid for about 720

miles of trackage it had been operat- -

ing has been accepted.

The amount of the sale wasn’t
released by either party, but it i3
known that the North Western has
been paying the Rock Island $5.5
miflion a year for the lines it has
operated since early 1980.

Wilham Glbbons trustee of the
Rock Island, said the parties would

bring the sale agreement to U.5. -

District Court Judge Frank McGarr
within two weeks.

The other bidder for the property
is the Soo Line Railroad. A spokes-
rman for the -Soo Line, which wanted
the route o _complement its grain

originating lines to the north, had no

- comment,

The route is the-most direct and
level one between Kanas City and
Minneapolis-8t. Paul, It could serve
as a direct conduit for grain and other

. movements out of the northern Great

Plains headed for Gulf ports via two
or three rail routes.

" If the line is rehabilitated to

accept a higher volume of traffic once
the economy improves, as the North
Western has said it would do, the
route could change the pattern of
movement for grain which has taken
a longer route around the old Rock
Island route in some cases.

Sources have said that other rail-
reads, including the Kansas City
Southern and Burlington Northern,
had been interested in the property,
but only the Soo Line had entered a
bid.

Kansas City Southern is one of the
primary southern connections for
traffic bound for Gulf ports. Burling-
ton Northern, which has substantial
trackage in the upper Midwest,
doesn't have a direct route between

cont'd.. .
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C&NW Wins Battle for
Rail Route - Cont'd.

Minneapolis and Kansas City, two of
the Midwest's distribution hubs.

Chicago & North Western officials
didn’t release figures on the traffic
" levels on the line, but said that the
amount of traffic was closely tied to
grain shipment patterns.

The North Western's lease of the
lines began in April, 1980.
- Previously, the line was operated
by a terminal railroad in Kansas City
‘after the Rock Island ceased rallroad
operations.

Other trackage in Northwestern
lowa also has been included in the
operating lease as has yard-trackage
in Des Moines and Cedar Rapids
Towa. :

The North Western has been oper—
ating trains on the portion of the lin
south of Des Moines by sending loads
down its own slightly longer route and
returning empty cars on the Rock
Island trackage which cannot accom-
modate faster, heavier trafflc due to
its condition. -

It was believed that Secuntles and
Exchange Commission considerations

were part of the tlmmg of the
announcement.

]

The Chicago and- North Western‘
operates west and north from Chicago .
to Minneapolis and to Omaha and.

Fremont, Neb. where it interchanges
traffic with- the Union Pacific RaIL
road.

The line also is involved in a hattle‘

to move Powder River Basin coal
from' Wyoming. '

While - the North ~Western has a
route on its own tracks between

Minneapolis and Kansas City by using.

trackage rights for a small portion of
the run, the ex-Rock Island route is at
least 50 miles shorter and has less
steep grades. The Rock Island, which
recently filed a reorganization plan,
has, including the 720 mile segment,
completed the sale of 3,000 miles of
its lines. . .
. Another 1,800 are being operated
undes contract or are subject to.
negotiations or pending financing
agreements, Mr. Gibbons said. About
1,600 of the other 2,200 miles of line-
will be dismantled with court approv-
al, Mr. Gibbons said.

T Lo A aesa
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Dispatchers, , a
crew blamed in
Amirak crash

By DAVID ELBERT
Redister Sl‘lﬂ Writer

A federal agency has found fault
with the dispatchers and crew of an
Amtrak train that derailed June 15 in
western Iowa, killing one passenger
and injuring at least 25 others.

In issuing its finding of probable
cause, the National Transportation
Safety Board also made a number of
recommendations relating to
emergency procedures used by
Amtrak officials. One of them was
that passengers he told how to get out
of the train in an emergency.

The board determined that the
train was going 74 mph in early-
morning darkness when it hit a
flooded, washed-out section of track
west of Emerson in Mills County,

1983

Because of heavy,rains in the area,
the train should have been going no
faster than 3¢ mph when it came
upon the flooded section of track, the
board said.

Board spokesman Ira Furman said
the board found that dispatchers -
employed by Burlington Northern
Railroad, which operates the Amtrak
trains in lowa, “allowed the Amtrak
train to continue onto track that had
been washed out by flood waters
because the railroad did not have
adequate means of collecting and
evaluating weather information.

“Contributing to the accident was
the failure of the locomotive crew to
recognize and respond adequately to
the flood danger and the failure or
inability of other railroad employees
to adequately assess weather infor-
mation and take action,” Furman
said.

Pat Stafford, a spokesman for Bur-
lington Northern, Wednesday said the
railroad had not seen the federal
agency’'s findings and would not
comment at this time, except to say
that the Burlington Northern had in-

'

Wall Street Journal
February 14, 1983

Southern Pacific Unit’s "
Officers Subpoenaed
Over Closing of Train

Special to THE WaLL STREET JOURNAL

* SAN FRANCISCO-The California Public
Utilides Commission ordered three top offi-
cers of Southern Pacific Co.’s Southern Pa-
cific Transportation Co. unit to explain be-
fore the commission tomorrow the com-
.pany’s decision to close a comrnuter train
between Oxmard, Calif.,, and Los Angeies

without commission approva.l
The &6-mile,
stopped Jast Monday.

The cormpany declined to comment on the
commission’s action to subpoena Southern

Pacific Transportation’s chairman, D.K.

McNear; its president, R.D, Krebs, and its

vice president, W.J. Lacy.

A company news release issued Feb. 4
said it was. stopping the service because the
California Department of Transportation.l
the state agency contracting the service,
kad refused to pay more than $2.4 million in
debt accumulated since the mn started

Oct. 18

weekday-only run, wa.s

The commission’s legal cou.nsel Jamce

Kerr, said the debt wasn't the issue. She
said the railroad, under California law,
needs the commission’s approval to discon-
tinue passenger service. The company con-
tends the commission lacks authority.

Mr, Krebs, in his Feb, 4 release, said the

T was costing the state’s taxpayers about
$170 a day for each comunuter and added
“that just doesn’t make sense.”

The commission’s legal counsel said the

comimission has the authority to cite the
company for contempt and levy a fine of as

much as $2,000 a day.

'vestigated the accident and

4

no
employees were disciplined as a
result.”

Recommendations made by the
safety board included:

® A program for training and re-
training of on-board employees in
emergency procedures, including the
operation of emergency exits.

® Amtrak shouid evaluate distribu-
tion of a booklet it has prepared to
assist persons making emergency
evacuations. “The people in Emerson
did not have a copy of that book,
although it was prepared for the
purpose of assisting such peopie,”
Furman said,

® Amtirak was urged to make any
necessary changes in emergency
lighting. Furman said the train’s
emergency lighting failed on the

_night of June 15.
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IDOT panel opposes abandonment
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P—

of rail line to Buckingham elevator .

By Dave Rasdal
: Gazette Eastern iowa reporter

AMES — Abandonment of a Chicago & North
Western Railroad branch line southwest of
Waterloo should not be allowed, according to
action taken Tuesday by the Iowa Department of
Transportation Commission.

The Chicago & North Western filed a request
last December to abandon 10.2 miles of a branch
line and side track from near Voorhies to
Buckingham in northern Tama County. The
railroad claimed the maintenance of the track in
the future would make it too costly for continued
operation. The request also pointed out that
there are no planned expansions of business
along the line, -

(zene Jones of the IDOT railroad division,
however, said the line was one of the most
profitable for the railroad in 1980-81.

“The rate of return for this line is far greater
than for the (average of the) rest of their system,”
he said.

Jones also said the benefit-to-cost ratio is too
high for abandonment. The return of 83 cents for
each $1 spent could be increased to $2 returned
for.each $1 if the line is upgraded, he said.

“I feel we need this line to be competitive in
the market,” said Orville Beenken, manager of
the elevator. “I feel we need this here rail for the
farmers. When we get down to it, that’s where we-
all get our money.” . )

The IDOT Commission only makes recommen-
dations on abandonments. The lowa Commerce
Commission is scheduled to make the final
decision on the abandonment proposal Feb. 21.

The commission voted 5-1 to oppose the
abandonment. Commissioner Del Van Horn. of
Jefferson voted against the recommendation and
Chairman Robert Rigler was .absent.

In another railroad matter, the commission
was told that the lowa Railroad Company has
completed negotiations with the trustee for the
Rock 1sland Railroad to begin service on a 25-
mile branch line between Atlantic and Audubon
in western Jowa. ' . .

Les Holland, head of the IDOT rail division,
said.service is expected to start within the next
several days. Holland estimated that shippers
along the line will generate between 300 and 400
cars a year. . .

The lowa Railroad Company operates the old
Rock Island main line from Council Bluffs to

Buckingham Cooperative is the main user of

the line, hauling grain by rail.

Journal of Commerce, February 15,

Rail Offers
Frozen Food
Dichunts

Journal of Commerce Staff
The Southern Pacific Co., appar-
"ently anxious to keep business gained
‘during the independent truckers’
strike, has announced lower rates on
carloads of frozen foods within its.14-
state rail system.

The announcement by Pacific
Fruit Express, refrigerator car subis-
:idiary of the company, said discounts
could be as high as 35 percent from
-the new program.

" The discounis are available
through April 30. )

The Southern Pacific Railroad was
reported to have gained substantially
on lettuce, celery and orange ship-
ments made from the Imperial Valley
of California during the strike,

Bureau Junction, IIL

1983

© Market share compared to truck-
ing in some cases rose from 10 to 40
pe.r('jcegt during the strike, sources
said. -

“Because of excess capacity on
our lines, we are ercouraging ship-
pers who are now using trucks to try
rail at these attractive rates,” said
Thomas D. Ellen, vice president of
PFE.

PFE operates about 4,300 railroad

-cars and handles the marketing and
‘pricing of those operations.

“We intend to please shippers with

‘our PFE performance,” Mr. Ellen
-said, “‘and then see if we can interest
‘them in signing a contract for long--

term rates and service.” )

" For more information, contact
Southern Pacific or Cotton Belt Rail-
way sales offices.

i

The Washington Times
February 4, 1983

“ Coal pipeline set back

Coal slurry pipeline legislation was rejected
yesterday for the second time this week by a House
of Delegates panel,

The 11-8 vote by members of the House
Corporation, Insurance and Banking Commitiee
leaves backers of the project with merely a
resolution calling for a study.

_Pipeline opponents, led by executives of
Virginia's raiiread industry, had pledged to support
the study resolution but said after their second
victory yesterday that they will reassess their -
position.

Pipeline supporters, led by the Virginia Electric
Power Co., had hoped to win approval of legiglation
allowing them to build a 380-mile pipeline from the
state’s southwestern coal fields to power plants on
the southern edge of the Chesapeake Bay.

Such a pipeline, they said, would cut coal
transportation costs.

That bill was killed Tuesday. A more limited bill,
supported by the coal industry, was killed yesterday.
Among Northern Virginia lawmakers, Delegates
Gladys Keating, D-Franconia, and Kenneth Plum,
D-Reston, opposed the pipeline bill, Delegate
Vincent Callahan, R-McLean, supported it and
Delegate Warren Barry, R-Springfield, abstained.

The railroad executives argued they could provide
all the necessary coal transportation without the
risks and expense involved in building the pipeline.
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Panel kills second

slurry bill

By Dale Eisman
Times-Dispatch Staff Writer

A House committee, finish-
ing what it started Tuesday,

- killed the second of two bills

yesterday that could have led
to construction of a coal slurry
pipeline across the state.

The 11-§ vote in the -House
"Corporations, Insurance and
Banking Committee ended a
pitched battle between rail-
road interests and the Virginla
Electric and Power Co. It left
Vepco, which wanted to build
a pipeline in conjunction with
Transco Coal Co., with appar-
ently no chance for getting
anything more than a slurry
study out of the 1983 General
Assembly.

The House Rules Commit-

tee i3 expected to vote on the

study proposal this morning.
Coal slurry is a mixture of
water and pulverized coal that
can be pumped through a pipe-
tine like other liquids. Propo-
nents say a pipeline could car-
ry coal from southwestern
Virginia to Hampton Roads
for about §7 per ton, compared
with the $15 to $19 being
charged by railroads.
Yesterday's vote came with
no debate. “Each side,” chair-
man Thomas W. Moss Jr, D-
Norfolk, observed, “has had an
opportunity to twist armns
over the last couple of days.”
The committee was dead-
locked 10-18 Tuesday over a
bill that would have repealed
an existing law that effective-
ly bars a slurry line in Virgin-
ia. That leglsiation, which pro-
ponents had agreed would not
take effect until next vyear,
was intended as a companion
to the $200,000 study proposal.
A second slurry hill, which
would have allowed the State
Corporatlon Commission to
regulate any slurry line, was
ikilled in a 14-5 committee vote
Tuesday.

The most-twisted arms, to
borrow Moss' phrase, may
have been those of Dels, War-
ren E. Barry, R-Falrfax, and
Roland D, Ealey, D-Rich-

mond. Ealey, who had sup-

ported the plpeline Tueaday,
switched his stand to oppose it
yesterday; Barry, an opponent
on Tuesaday, left his seat at the
committee table to aveold vot-
ing yesterday,

“I got so much damn pres-
sure from both sides,” Barry
said later, “I said the hell with
it

“T was well-lobbied by both
sides,” but not really influ-
enced by either, Ealey said.

Ealey said his change of
mind was prompted by con-
cern about the rights of land-
owners along the southwest-
ern Virginia streams from
which water for the pipeline
would be drawn. Experts re-
tained by Vepco and Transco
had testified that the 14 mii-
lion gallons of water the line
would need dally could easily
be obtained from any of sever-
al streams in the southwest.

Despite that, Ealey sald he
thought there was “no way in
the world it could conceivably

i not disturb the natural water

flow.”

Rallroad lobbyists hailed
yesterday's vote, saying that
economic and environmental
questions about the slurry pro-
posal were just too much for
the slurry proponents to
overcome.

The Vepco-Transco plan
was a “ple In the sky" proposal
that would have forced rall-
roads to Increase thelr rates
for other goods to compensate
for the losa of their “cream” —
coal traffic — said United
Transportation Union lobbyist
Houston W. Kitts,

Vepco and Transco lobby-
ists said they were disappoint-
ed but not particularly sur-
prised. “They were pulling on
theirs,” lobbyist Willlam G.
Thomas said of the railroads;
“and we were pulling on ours.”

Thomas discounted sugges-
tions that a Vepeo electric
rate increase, filed with the
SCC earlier this week, had any
impact on the slurry bills.
“The timing was poor,” he ac-
knowledged, but the request
probably did no more than

provide "something to talk
about on the other side.”

Transco President James B,
Crawford, who was on hand
for the vote, said his company
remalina interested in a Vir-
ginia pipeline but now will
shift more of its attention to
the possibility of an Interstate
line.

Congress is expected to con-.
sider legisiation within the
next few weeks that. would
permit interstate slurry lines.

Washington Post
February 4, 1983

Slurry Pipeline Bill Killed

The last piece of legisiation aimed
at enabling the construction of a coal
slurry pipeline in Virginia died today
in the House Corporations, Insur-
ance and Banking Committee, which
defeated the bill 11 1o 8.

“I'm very happy with the deci-
sion,” said former senator William
Hopkins, a lobbyist for the Norfolk
Southern Corp., one of the nation’s,
largest coal-hauling railroads.

“I'm obviously disappointed,” said
Curry Roberts, executive director of
Virginia Coal Slurry Associates, a
consortium composed primarily of
Virginia Electric and Power Co, and
Transco Coal Corp.

The bill killed by the committee

wags the second choice of pipeline sup-
porters, who contend mixing pulver-
1zed cozl with water and pumping it
through an underground pipeline is
cheaper than transporting coal by rail.
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S omets " Gram Prospects Brightening

B By DAVID BRAND

 Staff Reporterof THE WALL STREET JOURNAL -
°  MOSCOW-—The Soviet Union could be
on the way to a greatly improved winter
wheat harvest after some of the mildest
weather in & quartet of a century in its
main growing areas.

So say Western analysts here whose job
it is to keep tabs on Soviet agriculture. The
Soviet meat situation also appears to be
‘improving, they say, with livestock at re-
cord levels. Thus, if the mild weather
holds, there should be a definite improve-
ment this year in the So'net Umon s ability
to feed itself.

Some sign of this lmproved food situa-
tion might be the increased supplies in the
state-owned food- stores. in Moscow and
Leningrad. Meat is far more plentiful than
2 year ago, and oranges and grapefruit are
widely available. Indeed, the slightly bitter
taste of grapefruit is so nmew to Lenin-
graders that much of the fruit is going un-
sotd.

Many ohservers, however, caution
against interpreting this recent availability
of quality foodstuffs merely as a sign of
sudden abundance. *'This could well be a
political decision by the Andropov regime
to bring out reserves,” says one diplo-
mat.

Outside Moscow shortages continue. A
reporter visiting Thilisi in Soviet Georgia a
week apgo found sugar and butter being ra-
tioned and meat shortages widespread.
Several Georgians reported seeing meat in
the shops no more than four fimes a year.
Even in Moscow, buyers are restricted to
buying about 14 cunces of butter and about
four pounds of meat 4t a time.
Imports at a Low

The Soviet government clearly. expects
improved grain production this year. In re-
cent days the U.S. Agriculture Department
has estimated that Soviet grain imports
this year will be the lowest in four years.
"With imports down from last year and
with good supplies of forage for livestock,
it is going to be a better food situation this
year than in 1982, says one Western ob-
server here. '

The optimism about the winter wheat
crop is due to the extremely mild weather
in such major growing areas as the. east-
ern Ukraine, the lower Volga Valley and
the northern Caucasus. Still, agricultural
experts caution that the position could re-
verse if there is a change in temperatures.
Without a thick covering of snow to act as

" definite

The Soviet Ministry of Agriculture con-
siders the agricultural situation so sensi-
tive that it refuses even to discuss the sub-
ject,.but Soviet officials in other ministries
-Insist that current grain supplies are ade-
quate to ensure plentiful supplies of bread -
and to maintain-meat production. This ap-
pears to be borne out by the U.8.’s most ,
recent estimate that the Soviets will use
about 7% more grain for animal feed this
year than they did last year. . . !

Western experts here believe that the
slaughtering weight of both cattle and hogs
on state and collective farms is rising after
a five-year decline. Although there were
reports last year of widespread distress
slaughtering of ‘animals because of a lack
of feed, the belief here is that therehasn't
been any such emergency slaughtering m
recent months. :

Last year’s meat preduction was about
the same as the 15.2 million metric tons
produced in 1981, but if feed supplies con-
tinue to hold up, analysts say, there could
be a higher output of animal products for
the Soviet news agency, deciared that last e remainder of the current five-year
year's grain pro%uctfon “noticeably in- Pian, which- ends in 1985. (A metric ton
creased” from 1981, the harvest stil fell ~equals 2,246 pounds.) : ;
far short of target. S }E{ezmlr Soviet Investment - s

The 1.5, Agriculture Department esti- The Soviets are continuing to invest .
mates that last year's harvest was 180 mil- heavily to improve their agricultural pro-
lion metric tons, compared with a Soviet duction. Capital expenditures in this area
goal of 237 million metric tons. It was, are about 27% of total Soviet government
however, an improvement over the -1981 investment, and this percentage is ex- -
harvest, estimated by the U.S. at only 160 pected to rise slightly during the current
million metric tons, This year Soviét plan- five-year plan.
ners are hoping for 238 million metric tons
but Western analysts don't see productlon mswfmm %m note, powevers thaE
even approaching that figure. (A metric &tsﬁpﬁzmmﬂ(ﬂamﬁgL
ton equals 39.4 bushels of coryj or 36 TBush- " produce to market, because road condi-
els of wheat.) ' tions invmuch of the Soviet Union remain
Late Planting appalling.

For one thing, Soviet farmers got a late In addition, there {sn't any sign yet that
start last fall on sowing the winter grain viet planners are ready to inaugurate
crop and thus probably missed their target  Detter management practices on state and
of planting %0 million to 92.5 million acres, * ¢ollective farms. "Soviet agricultural sci--
Western estimates are that they seeded eNCe may be generally good but there is
only 82.5 million to 8 million acres. Acre- Still the fact that farm managers are un-
age planted is particularly important for able to get t_heJ'r crops In and deliver them
winter wheat because of it§ potentially «t0 market,” one Western analyst notes.
high yields. As a result, Soviet planners continue to

In addition, farmers apparently have a place heavy emphasis on the preduction of
shortage of seeds for spring sowing. The private farmers who work their own plots
newspaper Soviet Russia recently . estl-  on state and collective farms. In 1980 these
mated that Russian farmers have less than  private growers produced 64% of all pota-
75% of the seeds they will need—a situa-  toes in the Soviet Union, according to offi-
tion the paper called “unsatisfactory and cial Soviet statistics. They also produced
alarming,” particularly because '‘all hopes 33% of all vegetables and 32% of all
have been placed on the 1983 crop.” eges.

msulatlon for wheat roots a bout of
Hercely cold weather could ]be disastrous.

Although the winter crop is only 40% of
the anpual Soviet harvest, it is an impor-
tant backup for the spring wheat crop that
50 often in the past has been subject to the
vagaries of nature.

Soviet agricultural planners are in des-
perate need of a good harvest. For four
years in a row they have had failures. The

*If the mild weather
holds, there should be a
- improvement
this year in the Soviet
Union’s ability to feed
itself. T

1981 and 1982 results were so bad that the
Soviet Statistics Board wouldn’t announce
grain production figures. Although Tass,
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Union Maps Strike
Against Conrail
) ~ Journal of Commerce Statf
. The Brotherhood of Locomotive
Engineers has called a strike for Feb.
15 against Conrail in an effort to
standardize the engmemens " national
contract, but railroad industry
sources are indicating that any action
will be delayed at least 60 days.

The reason for the delay that is
being anticipated is that the sources
feel a presidential emergency board
will be convened to hear the issue,
.therehy delaymg the strike for two
months,

That acnon sources speculated
would come later this week.

At issue is the nature of the

contract between Conrail and the
BLE.

One railroad labor industry official '

explained that .the union wants to
have Conrail train operators covered
by the same provisions as the ones in
force with other railreads.

Issues such as wages and health
and pension benefits were believed to
be at the center of the diiferences.

A Conrail spokesman noted that
the engineers’ unit was the only one of
16 unions which did not agree to wage
increase deferrals as part of an
agreement made almost two years
ago affecting wage levels into mid-
1984. N

Conrail had negotiated the wage’

concessions from the unions in hopes
of reducing its operating costs.

Total savings from the concessions
have been estimated at a total of $300
million over the three—year agree-
ment period. .

Milwaukee Journal
February 10, 1983

Train idea
‘might mean

more jobs

East Lansing, Mich. —AP— Build-

ing a high-speed rait link from De-

“troit to Chicago could create the

equlvafent of 31,000 one-year con-
struction jobs, a group studying such
a plan said Wednesday.

Extending the rail link to Milwau-

" kee and Minneapolis-St. Paul would

generate another 37,000 “‘person-
year” jobs, group members said.

The estimates were released dur-
ing & workshop held at Michigan
State University by the Midwest
High Speed Rail Compact, which in-
tludes representatives of five states
studying the feasibility of a combined

‘effort to make the rail service a reali-

ty.

The workshop focused on the eco-
nomic benetits of fast trains, includ-
ing community development, tourism

"and the delivery of “high-priority

freight” for growing industries like
high technology.
Michigan has joined Chio, Pennsyl-

,vania, Indiana and Illinois in the

compact. Other states also are inves-
tigating the development of rail lines

. capable of moving passengers and

light freight at up to 180 miles an
hour.
Construction of the so-called

“buliet train” route from Detroit to

the Twin Cities also would create the

equivalent of 41,000 one-year jobs in -

supplier industries and 100,000 jobs

in service industries, according to the

group’s report.

The report sald that coastruction
laborers probably couid be absorbed
{nto new, permanent jobs when the
rail ink Is finsihed.

“In addition, the creation of jobs to~

operate the system coupled with the
employment in the new Industries
has the potentlal for providing a
long-term economic boost to t.he re-
gion,” the report sald.

The Detroit-Chicago route Is seen

as the most likely to succeed for.

Michigan.

“We're quite enthusiastic about
the potential that corridor has for
high-speed rail,” sald James Keliogg,
chairman of the compact and deputy
director of the Michigan Department
Of Transportation.

|5
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No Verdict Yet
On US-Soviet
Grain Accord
Cnmmcdiry News Services .
‘WASHINGTON — USDA offuna[s
said the administration has not decid- -
ed -whether to seek negotiations with
the U.S.S.R. for a new U.S.-U.S.S.R_.

long-term grain trade agreement.
USDA is in favor of negoliating 3

‘new pact, and that pesition “will be

heard’’ within the administration,
USDA assistant secretary for eco-
nomics William Lesher said here in
an interview with U.3. radio report-
ers. :
However Mr. Lesher said he had
no indication of when President. Ron-
ald Reagan will make the decision.
"When asked to comment on reports
that the 'state department has had
more influence than USDA in presi-

_dential decisions affecting agricultur-

al trade, Mr. Lesher said “[ reaily
think that is an unfair criticism of the
secretary of agriculture.”

-Mr. Lesher said the president’s
decisions to end the U.S. embargo
againsf grain trade with the Soviet
Union, to sign legislation that includ-
ed contract sanctity provisions, and to
support a farm program that may
provide more than §18 billion in farm
price supports this fiscal year were
all were all made despite opposition
from various cabinet members.

-He said the Reagan administration
has done more than any other admin-
istration to give assurances the
United States will be a reliable
supplier of agricultural exports. How-
ever, he said it will take ‘‘years, not
months,” to rebuild the U.S. reputa-
tion after the recent grain trade
embargo imposed against the
UJ.S.5.R.

USDA acting deputy undersecre-
tary Dawson Ahalt said *‘at this
stage. there's no indication™ the
U.S.5.R. is having any major prob-
lems with 1983 crop production. He
said there is apparently less snow
cover on U.5.S.R. crops this winter,
but he said there have also been fewer

" periods of very cold temperatures.
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Rails’ Paper Profit May Rise 10% t0 20%
If ICC Changes Track Accounting Method

By Boy Paun
Staff Reporter of THE WALL STREET JOURRAL

NEW YORK-The nation’s railroads may
so0n get an estimated 10% to 20% boost in
profit, courtesy of Uncle Sam—but many of
them don’t want it.

The Interstate Commerce Commission
says it is about to decide whether carriers
should change their accounting for track-re-
placement costs, which in 1981 totaled $730
milllon for the nation's 37 major carriers.
The change would distribute that cost over
several years, as opposed to the current
practice of reflecting the entire cost in the
year in which the track was actually re-
placed. .

As a result of this switch to depreciation
accounting from sc-called replacement re-
tirement betterment accounting, a railroad'’s
annual costs would decrease, and its profit
would increase—but only on paper. ''This
doesn’t add one penny of cash to the rail-
road,” says Hays T. Watkins, chairman of _
CsX Corp.

Many railroad executives fear that by
“creating the illusion of higher profits,” as a
spokesman for the Association of American
Railroads puts it, the new accounting will
put unfair pressure on carriers to increase
wages and dividends.

Moreover, these executives fear, the new
bookkeeping could hinder railroads’ efforts
1o secure federal approval of proposed rate
increases and could force some lines to pay
higher state income and property taxes.

"“We're going to be fair game for unions
and stockholders,” says Donald R. McArdie,
vice president and comptroller of the South-
ern Railway unit of Norfolk Southern Corp.
He adds, “'Our profit margins on several
commodities cowld be endangered.”

This issue has been simmering for years,
ever since shippers started complaining that
regufated frelght rates were too high be
cause railroads were understating their
profit. The Securities and Exchange Com-
mission suggested a few -years back that
railroads should switch to depreciation ac-
counting because that is the method used by
most other U.S. corporations.

Then, about two years ago, the Treasury
Department told carriers to use depreciation
accounting for .tax purposes, but only a
handful of carriers also began using it for
reporting to the public. Most cartiers didn’t
switch because, in addition to the handicap
higher profit wowld place on securing rate
inereases, the old accounting method ai-
lowed managers to better control their net
income by increasing or decreasing track-
replacement programs In any given year.

But some lines that haven't switched now
acknowledge that depreciation accounting
might be the- betier method. Bill Taylor,
vice president, accounting, of the Atchison
Topeka & Santa Fe Railroad Co., says that
under the old accounting method, some car-
friers have been in a position to cut back on
needed frack replacement in tough times to
make their eamnings look better.

Moregver, says Mr. Taylor of the Santa

Fe Industries Inc. unit, “Maybe the invest-
ing public will feel a little more secure with
us’- once railroads are. reporting profit on
the same basis as other corporations. '

So far, it looks as though investors like
the prospect of depreciation accounting for
ratlroads, though analysts say it’s more be-
cause of the seemingly greater profitability
of the carriers than it is any investor confi-
dence. Whatever the reason, railroad stock
prices have been steadily rising recently de-
spite a spate of bad earnings reports and
predictions by raiiroad executives that busi-
ness should stay depressed at least until the
second half of this year.

Mr. Watkins of CSX says the industry
will just have to convince its wnions and em-
ployees that the carriers aren't making
more money. “I can understand the pres-
sure” from unions and stockholders, hie
says, but “our response has to be: There
just isn't any more cash.”

Mr. Watkins, an accountant by training,
also says, '“We've spread the illusion that
accounting is an exaci science. Now we're
going to have to show people that it
ism't.” - - - -

Wall Street Journal
February 15, 1983

CSX Becomes Partner’
In Real Estate Project

By o WaLL STREFT JOURNAL Staff Regorter

" RICHMOND, Va.-CS8X Corp. said it is a
partner in a real estate development project

here to be called James Center.
" C8X said the project will include five of-
flee towers, a hotel, 225 high-rise residential

condominiums and about 58,000 square feset

of retail space. Construction costs will total
$325 million, CSX estimated.

The company is participating through a
unit, C3X Resources Inc. Its partmer is Fai-
sor & Associates of Charlotte, N.C.

CSX said construction will begin this

year on the first office tower.
CS8X is a Tailroad holding company that
also has real estate interests.

Wall_Street Journal
February 11, 1983

CSX Rail Unit’s Board
Approves Merger Plan
With Another Division

Bya WaLr STREET JOURNAL Staff Reporter

CLEVELAND—CSX Corp. said directors
of its' 95%-controlled Western Maryland
Railway unit approved its merger into a
CSX unit under which minority comumon
stockholders of Western Maryland would
receive $55 a share or a “substantially
equivalent” amount of CSX common stock.

The merger plan, subject to approval by
Western Maryland Railway holders at a spe
cial meeting April 12 in Baltimore, also calls
for holders of the railway's 8,293 first pre-
ferred 7% shares to receive $40.39 a share or
equivalent CSX stock. In addition, directors
approved redemption of the 419,240 first pre-
ferred 5% shares, effective March 11, at
$14.03 each.

C8X said outside owners hold 104,573
common shares of Western Maryland Rail-
way and also hold minority amounts of the
two preferred issues. That puts the public
portion of the cash-and-stock transaction at
about $5.8 million. Western Maryland Rail-
way stock rose sharply in over-the-counter
trading: after a halt, {t was quoted at $50
bid, up 318.50 from Wednesday's quote of
$31.50 bid.

C8X added that directors of Western
Maryland Co., 2 separate land and mineral-
holding subsidiary of the CSX Resources
Inc. unit, approved a merger into the CSX
Minerals Inc., under which minority holders
of Western Maryland Co. cornmon would re-
ceive $33 a share, or the equivalent in CSX
stock. A total of 117,209 shares, or about 7%
of Western Maryland Co.’s commeon out-
standing are held by outsiders, putting the
value of the public portion of that transac-
tion at about $3.9 million.

The Western Maryland Co. merger plan
Is designed to be tax-free for stockholders
receiving only CSX stock while the Western
Maryland Railway merger is taxable under
federal law, CSX said. The company said
the mergers were part of a plan to stream-
line operations, '

CSX owns the Chesapeake & Qhio Rail-
way and several other roads and also has in-
terests in real estate, natural resources ang
publishing.
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Canadian Transport Ageney’
Postpones Cast Hearings .

By LEO RYAN
Journal of Cammerce Staff

MONTREAL — The Canadian
Transport Commission has postponed,
until a date yet to be deterrmined,
public hearings originally scheduled
to begin this week in Halifax on the
investment of the state-owned Canadi-
an National Railways in the Cast
shipping group.

The postponement — the second
since the politically charged affair
"began — was requested by the man-
agement of Canadian National Rail-
ways in an eleventh-hcur move late
last week, because of negotiations in
progress that might result in a change
in CN’s 18 percent holding in Euro-
canadian Shipholdings Ltd., the Swiss-
based Cast parent company.

. “CN is involved in negotiations

with several parties regarding the -
future of Cast,” the railway company

stated, adding: *The conclusion to

. these negotiations is expected soon
and may well result in changes in
CN’s shareholding in Cast.”

It was the first public acknowl-

edgement from CN that its involve-
ment with the major independent
container carrier in the North Atlan-
tic éould be altered in the near future.

Whether this could involve increas-
ing CN’s exposure in Cast — a
possibly more likely option — the
coming in of additional new partners
has not yet been clarified.

“The style of the Cast organization

simply does not lend itself {0 heavy :

government involvement,”’ remarked
one Montreal shipping executive.

Klaus Glusing, chairman of Cast
North America Ltd., declined to
comment on the negotiations evoked
by CN. In a recent interview, Mr,
Glusing said container bookings
“have picked> up tremendously since
the start of the year,” and stressed he
was ‘‘bullisk” about Cast’s future.

" Abnormally low North Atlantic
rates, however, have severely com--
pressed profit margms for shlppmg
companies.

As part of a 3200 mllhon refinanc-
ing package concluded last April, CIN®
was accorded an option to acqmre if
it so desired, 75 percent of Cast’s
container - busmess in’ 1985. At the
same time, CN acquired, for $10
million, the assets of the Cast contaifi-°
er terminal, Task Terminal Ltd., in
Montreal (leased back to Cast).

i

The latter acquisition as well ds
the $61 million stake of CN ih,
Eurocanadian Shipholdings forms’
part of the backdrop for the hearings
first requested by the Nova SCOtJ.El
government, ’

Supported by the Halifax- Dart-
mouth” Port Commission, the Canadi-
an Shipowners Association and the’
Halifax Longshoremen S Assqcmtlon ’
the Nova Scotia government has objected
to the CN-Cast relationship-because it
allegedly unfairly works to the detriment
of rail-shipping service out of Halifax. It is
further alleged that CN has given rebates
io Cast on its traffic originating in the
United States.

The hearings were first scheduled to
begin in November in Halifax, with subse-
quent sessions in Montreal, dnd had been
postponed until Feb. 15 at the request of
the federal Department of Consumer and
Corporate Affairs, which is particuiarly

" interested in the competitive implications.

Like the Province of Quebec, Ontario
Has been admitted by the Canadian Trans-
port Commission as an observer for the
hearings.

“Ontario has reserved the right to

eventually intervene in the proceedings,” a
€TC official said.
. Regarding the timing of twice-post-
poned hearings, the CTC was non-commit-
tal, declaring "‘a new date for the heatings
has not been determined.””’

In its request for the postponement, CN.
asked that the hearings be delayed at least

until April 5.

Wall Street Journal
February 11, 1983

Canadian Rail Freight :

OTTAWA—Canadian rail freight volume:
declined to 4,365,083 metric tons in the 10
days ended Jan. 31, off 12.1% from 4,963,811,
tons a year earlier, Statistics Canada, a fed-
eral agency, said. *

Yolume was off 26.9% in eastern Canada
but was up 4.6% in western Canada. h
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__ BUDGET BRIEFING

 Major Regulatmy Agenmeb :
Facing More Cuts in Fiscal ’84;

Major mdependent regulatory agen(:lesr'whlch have etpenencegl
sharp and steady budget and personnel euts since Presidere Reagan
touok office, would continue to.lase ground under the pi‘oposed hudget
for fiscal 1984, but not as rapidly as before.

.« The major exception would be the Equal Employment Opportumty i
«Commission, whose $155.3 million budget for 1984 represents a 5.1

‘percent increase over this year's hudget. The work force would remain ’

:at 3,125, 265 below the 1980 peak of 3,390.

» The Federal Trade Commission, which lost perqonnel stead.lly in,

*the past two vears, would lose another 10 percent of its staff—lttl

,Jobs—under the $59.4 million budget proposed for fiscal 1984 ’I‘he;
ageney would be taking an 8.3 percent cut before inflation. © " A

“The budget assumes that four of the agency’s 10 regional offices 1
weuld be closed——contrary to a corgressional: mandate: A majonty of 4
“the commisioners have asked Congress to reconsider. - .
» The; Consumer Product Safety Commission would have a worl-:
“force of 595, fewer than any year since it opened its doors in 1973,
"“The proposed budget for next year is $32 million, taking it below its
“spending level of 1975 wherrthe buymg power of’ a dollar was almost’
“twice as great. ke

Since 1980 the peak year for CPSC staffing, the equivalent ot 383
full-time positions have been lost in the agency. -~ |

The Nuclear Regulatory Commission’s budget would go up a lrac-
tion—from $462.5 million to $466.8 million—an increase that will be.
more thar offset by inflation; the NRC work force would decrease’
slightly. The only major cuts are in research activities, notably- thel
study of reactor cooling system failures. The 315 million alloeated in®

1943 to sb porrt the research is eliminated; the test reactor would be.
he_Eﬂefg:y vacu\-nu:uu.. — - = —— R

* SOURCE: Budgets for Fiscol 198284 ~

February 9, 1983

__Funding for inspections and enforcement would also illcrela%ei5
slightly before inflation is calculated, going from $14.4 million to’

314.6 million. Research into risk analysis—that-is, the calculation of
the potential harm of radiation and the economic, impact of regula-
tion—would increase from $14.1 million to $17.7 million.

Two agencies that have lost many of their-Tesponsibilities hecause
of deregulatiOn would continue to lose. large ehunks of staff and mon-
ey.

" The Interstate Commerce Commlssmn staff would drop 190 per-
cent; the ICC budget 11.8 percent. The propesed $58 million” pro-
posed ICC hudget anticipates a dectine in the workload of those who '
help set rates and grant operating rights t9 motor carriers and a stight -
increase in the number of consumer.complaints handled. About $20
million of the budget would come from fees paid directly to the ICC
\leawng 337.9 million to be paid from general revenues, 4
. The Civil Aerondutics Board, on its way to extinction, would see ltS
_budget for salaries and expenses drop by {2 percent, to $20.9 million, -
in the-coming fiscal year. The work force would drop 16 percent; from
474 to 400. The agency lost its control over domestic airline rates Ianr.
l a year after it lost authonty over domestlc routes.
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Blgger trucks are commg

February 14, 1983
not in. conforrmty with the new-
* and bigger truck sizes. Congress
also holds the purse strings on
_ federal road-use taxes. And, let's
* face it,” the Constitution gives
. Congress the power to regulate

L

The Iowa Legislature now is
looking into the less-pleasant
face of the increased federal mo-
tor-fuel tax that will bring the
state welcome dollars for
highway construction and repair.
This other face is a mandate to
allow bigger trucks than lowa
and many other . states have
permitted previously. Increased
weight and length maximums
were the sweetener Congress
offered the trucking industry in
exchange for higher taxes.

Last week the Iowa Senate
TranSportatlon

floor a hiil increasing, among
other things, the allowable length
of twin, rigs from 65 to 72 feet

|

Committee :
gulped and sent to the Senate

‘(remember the long, bruls:ng

battle to try to keep 85-footers
out of Iowa?) and the width of all
trucks from § feet to 8% feet.
Maximum weight will go up
from a little over 36 tons to 40. _

Towa safety officials are espe-
cially unhappy about the
increased width, ‘Buses already
can be 8% feet wide, but there
aren't nearly as many of them,
The greater dimensions are

meant for hauls on Interstales’

;and-'designated two-lane
primaries, but trucks have to
reach such roads from factories
and terminals located on streets
unsuited to highway boxcars.
Still, Towa has no choice in the
matter. Congress invalidated,
effective April 1, any state laws

- commerce mandate

interstate commerce (which

. courts have defined to inclide

just about anything that cdntains
anything that has crossed a state

" line).

This principle would be hard to?

argue against, and a case might
be made that evern traffic laws
should to be uniform and based
on defined conditions rather than
on the whims of 50 legislatures.

, But one can quarrel with the use

Congress made of its interstate-
in. this
instance, The combination of

bigger trucks and smalier-cars is’

a deadly one. Lives will be losi
needlessly, We regret -that the
lowa Legislature will have to go
along with what Congress has
unwwely done.
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Canadian farmers’ train

Rew York Times News Secvice

TORONTO-—For wheat growers on
Canada’s prairies,” an 88-year-old
free lunch a to be over.

The. federal government has an-
nounced that over the next eight
years the rate farmers pay railroads
to iransport their grain to eastern

markets will likely quintuple, after .

remaining unchanged since 1897,

At that time, the historic
Crowsnest Pass Agreement between
Ottawa and the Canadian Pacific
Railway cemented in place a half

cent per ton-mile rate for grain ship- -

mernts to the east from the central
and western prairie provinces. It is
cheaper for farmers to ship 100
pounds of in to Thunder Bay,
Ontario, on e Superior, than it is
to mail a 30-cent letter there.
Indeed, the present rate amounts
to about ope-fifth of what it costs the
railiroads to move wheat and other

grains to Canada’s ports and domes- -
tic markets and is far cheaper than .

U.S. rates.

“FARMERS, LIKE all others in
society, should pay the costs of infla-

EE) . .
t_ion, Jean-Luc¢ Pepin, Trz_msport ol company in Canada, with interests in

Minister, said. “We all contribute to '

it, and consequently we should all
suffer from it.”

. w——-mr—The proposal by the Liberal gov-

ernment of Prime Minister Pierre
Eliott Trudeau comes in the form of
a bill to be introduced in Parliament
this month olr l'il:n' Since the
Liberals control that body, passage

pact derailed

The proposed change calls for the”
federal government to subsidize
rates, while farmers’ payments are
gradually increased. By 1991, it is
estimated the proportion of the cost
paid by grain shippers will increase
to 57 from 18 percent. A typical
farmer will see his average cost for
shipping a ton of grain to its destina-
tion nearly double to $9.35 [Cana-
dian] over the next three years.

The remainder will come from a

" huge infusion of government sub-
sidles, some $9.2 billion over the rest.
of the decade. The government also
Fromised to spend hundreds of mil-
ions of dollars of its money to help |
railroads upgrade their lines.

THE ACTION IS deemed critical
by the Canadian National and Cana-
dian Pacific railways to repair de-
teriorating western rail lines, a cost
that analysts estimate at $16.5 billion
over the next 10 years. The railways
are losing $350 million annually be-
cause of the artificially low rate, a
deficit that has been rising an aver-
age 15.5 percent a year,

Canadian Pacific is the largest
' airlines, energy and many other en-

terprises. Canadian National is

owned by the governrnent of Canada.
The so-called ‘‘Crow rate’” was set:
by the government when it gave

Canadian Pacific a $3.4 billion sub-

sidy for the construction of a line

from Lethbridge, Alberta, through -
the lucrative mining area of-
. Crowsnest Pass, which is between

British Columbia and Alberta, to.

_Nelson, British Columbia.

Baltimore

The principat goal was to link Bri-
tish. Columbia to central and eastern
Canada, rather than allow then-
ming ties to the U.S. Northwest to

me dominant. It was at a time
when western Canada was barely
settled and facing what were per-
ceived as threats of annexation by

_the U.S.

THE CANADIAN Pacific agreed to
reduce westbound rates on some.
goods needed by settlers, such as,
arm implements, and reduce the
rate on grain shipments eastward to
Thunder Bay. :

These low freight rates are viewed
by economists and historians as a
key to the pattern of Canada’s devel-
opment, with the West producin
agricultural goods to ship eastw

-for processing. A significant impetus"l

for this week’'s action has been the-

of western food-processing
industries, which do not benefit from
the Crow rate and then must pay
normal charges for exporting

. finished goods to the rest of Canada.

Representatives of some wheat
growers, who have come to refer
tenderly to the low rate as the “Holy
Crow,”” reacted angrily, however,

The government countered that the
impact would be minimal. “At the
end of this exercise, the farmers will.
be paying 5 percent of the price at
which they sell their grain, which
compares very faverably with the 8
to 10 percent they paid even in the:
'70s,” Pepin said.

!
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Off the road!

EDITORIAL

“Dozens of trucks" are being shot at or
hurled at, across the U.S., in response to the
independents’ strike against cost increases.
A driver killed here, a girl’s skull fractured
by a thrown brick there — the headlines
form a message to all highway drivers. ‘

The message is that the highways are less
safe than ever. Bad enough, the risks that a
car ordinarily faces ouf there among the big-

.

rig lane crowders and speed-limit violators;
now any truck hit by snipers may go out of
control.

A reply message will be taking form in
the minds of car drivers; to wit, if truckers,
large and small, would like t{o see more sub-
sidies voted for railroads and airlines, and
higher taxes voted for trucking, let them
simply keep on messing up the highways.

There are inequities and hostilities within
the trucking industry, all too true. But the
place to settle them is somewhere else, not
the opep road.
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Truck length measure is victor,

1983

loser 1n actions by committees

By Joseph Gatins
Times-Dispatch Staff Writer

The trucking lobby struck
out on the Senate side yester-
day but secured approvai
from a House committee to
extend the maximum permis-
sible length of tractor-trailer
combipations on all state
roads to 60 feet.

The House Committee on

. Roads and Internal Naviga-

tion alsc voted in favor of a
separate bill that — for select-
ed highways only — would ex-
tend maximum lengths to 60
feet, maximum widths to 102
incbes and allow so-called
twin-trailer combinations.

A similar Senate bill — af-
ter a convoluted series of par-
liamentary maneuvers — was
also finally approved by the
Committee on Transportation.
But members rejected state-
wide extension of the 60-foot
maximum length.

Approval of some sort of
bill about truck sizes has been
all but assured — despite
many legislators’ reluctance
to approve twin-trailer combi-
pations — because Virginia is
required to do so if If wants to
share in the proceeds of the
new federal gasoline tax in-
crease of 5 cents a gallon, That
share is said to exceed $260
million in road comstruction
aid.

The truck size increases re-
quired under the federal legis-
lation would apply only to in-
terstate highways, primary
roads built with federal aid
and selected access roads.

Virginia prohibits twin

trailers, and tractor-trailer

combinations that exceed 35
feet in length and 96 inches in
width. .

The surprise in yesterday's
maneuvering was the action
of the House roads committee
in approving a bill sponscred
by Del. Robert 8. Bloxom, R-
Accomack, that would allow
60-foot maximum lengths on
all highways, not just those in
the federally supporied sys-
tem. Bloxom wasn’t even
present when the action took
piace,

__Approval came on a vote of

12-5 after a coalition of truck-
related industry groups ar-
gued strenuously on behalf of
the bill.

The pro-increase group in-
cluded representatives from
the Virginia Highway Users
Association, the Virginia Man-
ufacturers Association, the
Virginia Farm Bureau, the
Virginla Agribusiness Council
and the Virginia Car-Truck
Renting and Leasing Associa-
tion.

Their arguments centered
on the assertion that denying
them an increased length
would hurt Virginia industry’s
competitive position vis-3-vis
other states.

Their only oppenent was a
representative from the Vir-
ginia Railway Association,
who argued that increasing
the allowable length to 60 feet =
statewide would open the door
to eventual approval of twin-
trailers across the common-
wealth.

Also, having longer trucks
on secondary roads, said Fran-
¢is A. Cherry, a lawyer for the
railroad association, *“would
create more hazards on our
smaller roads.”

Bel. Robert T. Andrews, R-
Fairfax, also argued that driv-
ers of small cars would be con-

" cerned about trying to

maneuver around the longer
tractor-trailers.

Spokesmen for both sides
also appeared in a protracted
hearing before the Senate*
transportation panel.

Officials and lobbyisis ex-
plained after the votes that
introduction of the twin-trail-
er concept probably was going
to surprise some drivers, since
there is no prohibition on the
over length of the tractor-and- -
twin trailer combinations.

Under the federal require-
menis, no trailer in a double-
trailer combination can be
more than 28 feet long, but
there is no limit on the length
of the tractor that will pull
them or the amount of space
between the vehicles,
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Truck Companies Say Strike Is Ending,
See Full Operations Resuming This Week

. By BiLL PauL ‘
Staff Reporter of Ture WALl STREET JOURNAL.

NEW YORK-Trucking companies' that
use owner-operators said the week-old strike
by independent truckers appears to be stall-
Ing and that operations couid be back to nor-
mal by the end of this week. -

Trucking executives based their opti-
mism on field reports that more owner-oper-
‘ators are reporting for work, and that the vi-.
olence that kept thousands of truckers off
highways last week appears to. be subsiding
in the face of a greater state-police pres-
ence, - .

In Van Nuys, Calif., a spokesman for the
Independent Truckers Association, which
has been the strike's leading proponent, said
that the ITA hasn’t seen any Indication that
the strike is beginning to wane:

If the trucking companies are correct,
the strike, which was called by a segment of
the trucking industry to protest increases in
truck fees and gasoline taxes, will have
failed to disrupt seriously the nation’s com-
merce. But observers add that the indepen-
dents will have made their point that Con-
gress should consider changing the tax in-
creases to ease the burden on independents,
many of whom are already strapped finan-
cially. o o

Saturday, Sen. Robert Dole” {R., Kan.J
sald he asked the Congresstonal Budget Of-
fice to study the effect of increased taxes on
independent truckers, But he added that
Congress won't be intimidated by violence
on the roads.

Divided Trucking Industry

The strike, observers also say, has
deeply divided the trucking industry be-
tween the big, unionized motor carriers and
the small, independent operators, Indepen-

dents maintain that the American Trucking

Assoclations Inc., the big catriers’ trade
group, “‘sold the independents down the
drain,” as one independent spokesmnan put it

last week, by accepting higher taxes im ex-
change for an easing of truck iength and
weight restrictions. The independents argue
that only the big concerns have enough capi-
tal to buy new equipment that will enable
them to take advantage of increased weight
and length provisions. -

An official of one Midwest trucking com-
panty that uses several hundred owner-oper-,
ators said, *“We're on our way back to nor-
mal.”” He said his company’s operations had.
been hampered severely most of last week,
but that “things started getting better Fri-
day. We expect to be back to normal some-
time this week.” o4

In Cincinnati, Richard Krock, president’
of Intermodal Transportation Services Ine.,:
s2id that terminals in Chicago, Detroit- and;
Alexandria, Va., were running at about 70%
of normal levels yesterday compared with
only 30% last week. “Things are starting to

‘break up,” Mr. Knock said.

In Fort Wayne, Ind., Dick Helstrom, -ex-
ecutive vice president- of PepsiCo Inc.'s-
North American Van Lines unit, said, "I
think we'll see fmprovement this week.”.
North American has been running at about
5% to 809 of normal operations, he
added. Ly

Trucking officials said they thought tha
independents heard President Reagan's
message that the administration isn’t going
to let highway viclence dictate policy on tax,
and truck-fee increases. Mr. Reagan told a
news conference Friday that, “‘the worst
thing in -the-world ——-that-we—could -do—
would be to let any group of citizens say that
they could change the laws of this country
by committing murder.”

Reasons for Minimal Impact :

Analysts said several factors kept the
strike’s impact on the economy to0 a Mmini-
mum. Going into the strike, almost 50% ‘of
U.S. independents were having trouble find-,
ing work, and many truckers were willing to
take the place of strikers. -

oy
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;- +In addition, many truckers, with weekty
fixed costs of about $600, decided to. keep
rurning despite the violence. The strike also.
came several weeks before the peak harvest’
season in Florlda and California, and grow-
ers were able to keep their citrus and pro-
duce moving. “If they (the independents)
had hit us in April or May, we would have
been in real trouble,” one Florida producer.
said. e -
Some of the economic disruptfon attrib-
uted.to the strike' was probably dire to bad'
weather, analysts said. Torrential Faiis in
Florida 'slowed harvesting there last week;
wile 2 blizzard in the Southwest kept.some
meat and produce from moving. Prices of
some food items are likely to rise this week
even though the strike may be ending, ana-
lysts said, because of the combined effects.
of last week’s weather and the strike,
-Some trucking officials said the strike's
big winners are the railroads, which had a
perfect opportunity. to convince shippers to
switch to rail, particularly for piggyback
business. Recently, railroads have been
given greater freedom by the federal gov-
ernment to compete with truckers by offer-
ing intermodal services. While railroads
said they didn’t have a big increase in busi-
ness because of the strike, some said they
may have been able to get some shippers
thinking about. switching to rail. o
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EDITORIAL

Congress can’t cave in
to truckers’ pressure

The federal government first got in
the road business in 1806, when the
Congress appropriated funds for a

road from Cumberland, Md.. to the’

Ohio River. Today. there are some-
thing like 3.9 million miles of roadway
in the United States with roughly
825,000 miles of them in one federally
supsidized system or another. The
costs have been enormous — beyond
really accurate summaltion. Direct con-
struction cos!s of the 40,438-mile Inter-
state Highway System alone, for exam-
ple, since it was begun in 1956, added
up 10 $80 billion — and that is only
one-twentieth of the mileage con-
structed with federal funding.

Now, down thosc roads, comes a
“strike” by the Independent Truckers
Associaticn. It is increasing hourly in
violence, if not demonsirably in its
more polite inlent, which is to so crip-
ple the delivery of food and other
commodities throughout the naticn as
to force the Congress to repeal or radi-
cally revise the taxes and other fees
heavy trucks must pay for plying the
highways.

Anyone who claims 10 enjoy paying
taxes can be taken reasonably 1o be
either a madman or a hypocrite.
Truckers — "independent” cnes, who
are private entrepreneurs, and all oth-
ers, who work for companies both
large and small — are human. Among
the final acts of the last Congress was a
bill that substantialty raised taxes and
user fees that affect trucks. especiatly
large trucks. No one expected those
whe would have 1o pay more to smile
with glee.

The increase schedules are compli-
cated, going well beyond the 3-cent-a-
gallon increase in gasoline taxes,
which was long overdue and applies to
everyone. Generally, however, they
were based on impressively responsi-
ble assessmenis of 1the cost of highway
maintenance attributabic to use. Half
of the nalion’s paved roads are in need
of serious repair, with funds drained.
An estimated 39 percent of the coun-
try's 575.000 bridges are in dangerous
disrepair or obsolesence.

It is reasonable that funding be
drawn from those who use the roads
and bridges, and be done in approxi-
male proportion 1o the damage caused.
Before the new bill, it was estimated
by government agencies. after ironing
out disputes by user organizations.
that semitrailer trucks were paying no
more than 80 percent of the costs they
caused. The largest trucks, over 75,000
pounds, were calculated to be paying
for less than 60 percent of the damage
they were doing, while automobile us-
crs paid 100 percent.

Those underpayments involved
nothing more than upkeep. Il one adds
to that even a sinall allocation of the
original investments al lederal, state

and local levels of funding for roads,
the taxpayers of the United States are
subsidizing the heavy-truck industry
ar an astronomical rate. Arguments
can be inade, and have been, that the
decay and substantial abandonmen! of
the nation’s raiiroad grid has been
caused primarily By (hose subsidies to
{rucks.

None of that is to say that trucks
and the industry they constitute are
not important, or should be abandoned
10 rust. [t does say, however, as the
Congress agreed last year, that fair-
ness and fiscal necessity dictale that
truckers pay their fair share of the
burden. The new bili, by the time it
takes full effect, will do that — or
anyway move significantly 1oward
fairness.

Now the resistance to that is escalat-
ing, with snipers firing at trucks that
do not submit to terror tactics, with
reports of dangerous violence against
trucks or truckers coming out of 22
states. The ITA's leadership is playing
the game, of course, denying any ap-
peal to violence while, in effect, pre-
cipitating just that.

Why?

For the sole purpose of terrorizing
the Congress of the United States into
capitulating o its demands.

Those special interests do not have
much of a case, if any at all. Theic
positions were heard out in the delib-
crations that led to the passage of the
new bill. Yet even as the reports of
gunfire, threats and bloodshed pour
out of the trucksiops, news comes from
Washington of flurry of proposals {o

‘rescind or amend the new law.

The “strike,” taken at jts most be-
nign -~ which surely is the intent of
most of the drivers who are refusing to
work — is not a labor matter at all, but
a boycott of services by small business-
es. In a competitive indusiry, the likeli-
hood of i1s success would be very
small, for while there well may be 100
many trucks and truckers around,
there is money to be made, and lots of
i1, even with the new taxes.

But the element of violence cannot
now be separated from the larger pres-
sure and lobbying movement. 11 has
come to the fore in the minds of the
public and of many truckers who free-
ly concede they would be working
were it not for fear.

For the Congress 1o give the faint-
est further cncouragement would be
an acl of the utmost cowardliness. To
capitulate 1o terrorism on the high-
ways would be to reward criminal con-
duct. It would be 10 nourish terrorism,
and to invite others 1o adopt it as a
lobbying technique. 1t would be to
abandon dignity, respect for due pro-
cess and legislative responsibility.

That cannot be permitted.



The New York Times,

The American Trucking Assocla.”

tons has ded with outrage and
specious ‘“‘facts” to the assertion in
this space on Jan. 18 that Congress
had unleashed “killer trucks four
times more lethal to human life than a
passenger automobile and exponen-
tially more destructive of the roads
than any other vehicle.”

This charge is so well-substantiated
that I welcome the opportunity {o re-
peat It, and to point out the self-serving
nature of the truckers’ response (a let-
ter to the editor of The New York
Times, published Feb. |,.from the as-
sociation’s president, Bepnett C. Whit-
lock Jr.).

The truck lobby pushed legislation
through the lame-duck session of Con-
gress effectively overriding the laws of
14 states prohibiting 85-foot tandem-
trailer trucks on their highways. States
that continue to ban such monsters
after April 1 could lose Federal high-
way ald. Other new legisiation permits
such trucks to be widened from 98 to 102
inches, and to be heavier by 6,720
pounds, up to a total of 80,000 pourds
(cargoand rig combined). -

Mr. Whitlock disputed my statement
that the Interstate Highway System
“was constructed for maximum
weights of 60,000 pounds,”” citing as his

- only evidence that it was ‘‘a defense
nighway system’” supposed to carry
‘‘the heaviest of military vehicles.”

But I didn’t make that point
strongly or clearly enough. Interstate
highways were so designed that an
average maximum of 60,000 pounds
would be about ideal. On some sectors
the maximum design load is less; on
many others 73,000 pounds would be
permissible. Nawhere should the
average be as high as 80,000 pounds,
most engineers believe.

But engineers also say the best meas-.
ure of highway design is in the number
of anticipated axle loads gver the life of
the pavement. And the Federal Depart-
ment of Transportation’s (981 report,
*The Status of the Nation's Highways,”
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Killer
Trucks,
Indeed

By Tom Wicker

pointed out that the interstate system'’s
designers had underestimated its fu-
ture use, “particularly the gruwth of
the lomg-distance trucking industry.
This tntensity of use has caused the usa-
ble design life to be reached sconer than
anticipated in many segrnents.”
Department engineers estimate,
moregver, that |f every 60,000-pound
truck became an 80,000-pounder, pave-

ment damage would triple; and that if*

axle loads increased from 18,000 to
20,000 pounds (which ls about what’s
happening), the result would be a 25 to
40 percent loss of pavement life, .

Mr, Whitlock further claimed, with
no more evidence, that a report of the
American Assoclation of State High-
way and Transportation Officials, cit-
ing excessive highway damage by
heavy trucks, had been *'discredited.”
On the contrary, that study Is ‘'‘used
absolutely everywhere,” says Roger
Mingo, chief engineer for D.O.T.'s

.Cast Allocation Study.

The D.Q.T.’s own study, published in
May 1882, agserts that the heaviest
trucks do “*at !east 87 times as much
damage to the pavement as the heavi-
est guto.”’ The findings of both docu.
ments are confirmed by numerous
state studies as easily available to Mr,
Whitlock as to me,

I claimed a fatality rate of 12.2 per
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100 miilion miles for tandem-trailers’
(the rate is only 2.9 per 100 million
miles of passenger vehicle traffic)
and attributed the informaticn to the
D.O.T.’s Fatal Accident Reporting
System. But that system, Mr. Whit-
lock triumphantly clalms, ‘‘does not
even develop fatality rates.”

No, it only reports fatalities. But the
Federal Hlghway Administration
compiles mileage figures for various
vehicles; so if you have no vested in.
terest like Mr. Whitlock’s, you can
commbine the two and use simple arith-
metic to work out fatality rates.

Mr. Whitlock is proud that only 177
highway deaths of a total of 48,352 oc-
curred in accidents involving tandems
in 1981. The figure is meaningiess;

fewer than one in a thousand of the 159-

million registered vehicles on the
highways are tandems. They can
never cause a high percentage of all
traffic deaths. And he did not even try
to refute the fact that in a tandemsac-
cident involving a passenger car, an
occupant of the car is 29 times lkelier
todie than the truck driver. ‘

Thirty-six states already accept
tandem-trailers and only three states
have gross-weight maximums of less
than 80,000 pounds, Mr. Whitlock
writes. That does not change tha fact
that 14 states’ laws are being overrid-
den; and It omits mentlon of New
York, Boston and other citles being
forced by the new legislation to open
their battered streets to these destruc-
tive killer trucks,

Mr. Whitlock was shrewd enough
not even to debate ancther point I
raised — that despite higher taxes to
be levied after July 1, 1984, heavy

" trucks still will pay nowhere near the

cost of the highway damage they do.
At the moment, the D.Q.T. estimates
that trucks weighing over 75,000
pounds pay only 45 percent of their
true share of maintenance costs.

(My assistant, Michael Specter, de-
serves credit for research on both my
artlcles about killer trucks.)
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New Truck S1zes and Weights Don’t Imperil Highways or People

Teo the Editor:

If trucks were people, they would be
suing Tom Wicker for libel. In his Jan.
18 colump, Mr. Wicker charged that
the truck size and weight standards set
by Congress in the new highway user
tax law would unleash “‘killer trucks,"

The legislation mandates nationwide
adoption of weight standards originally
approved by the Federal Government
in 1975, including a minimum gross
weight of 80,000 pounds. It also permits
use of twin-trailer combinations, while
a companion bill increases width from
96 to 102 inches (the same width al-
ready allowed for buses).

Mr. Wicker claims the interstate
highway system was constructed for
maximum weights of 60,000 pounds.

Fact: The interstate system was
constructed for weights much greater
than 80,000 pounds. This is a defense
highway System, officially so desig-
nated, and designed to carry the
heaviest of military vehicles, It is ab-
surd to suggest that trucks damage
something by using it at weights that
are less than those for which it was
designed.

Mr. Wicker claims that excessive
highway damage has been proved by
a study by the American Association
of State Highway and Transportation
Officials.

Fact: That study has been dis-
counted time and again by reputable
highway engineers. Too many pertl-
nent factors, such as weather, chemi-
cals and the naturat aging process,
‘were purposely omitted from the
study. The association’s report on the
study warned that it had not been con-
ducted to assess damage by weight,
and that any such conclusions could
not be supported by the study,

But it is in the area of safety that Mr.

Wicker charges blindly ahead. For ex-
ample, he contends that in 1981 twin
trailers were involved in accidents re-
sulting in fatalities at the rate of 12.2
per 100 million miles, citing as his
squrce the Department of Transporta-
tion’s Fatal Accident Report System.

Fact: The D.0.T.’s Fatal Accident
Report Syster does not even develop
fatality rates.

Fact: The same report does give the
number of fatalities for accidents in-
volving twin trailers — 177 out of a
gramd total of 49,392 — less than one-
haif of one percent.

Fact: The U.S. Supreme Court, on
two occasions (in striking down bans
on twin trailers in lowa and Wiscon-
sin), pronounced these combinations
to be as safe as — if not safer than —
the typical tractor-semitrailer unit.

Fact: Thirty-six states already
allow the 65-foot twin-trailer combina-
tion. Most of them have allowed them
for a number of years. Not one state
has ever considered rescinding the
law permitting their use —a tribute to
their safety performance.

In other words, 38 state govern-

ments and the U.S. Supreme Court
consider these units to be safe, bn
Tom Wicker does not.

Fact: Only three states — Arkan—
sas, Hlinols and Missouri — have
gross-weight truck maximums of less
than 80,000 pounds.

Are we to believe that 47 state gav-
ernments are knowingly allowing
“killer trucks” to roar up and down
their highways causing deaths and ln-
juries?

It may surprise Mr. Wicker, but no
trucking company would kncwmﬂy
pat a “killer truck' on the highway,
and no professional driver would get
behind the wheel of ene. That may not
make good reading in a mewspaper
column, but it makes good sense, and
ithappens to be a fact.

These, then, are the facts. M.r
Wicker is entitled to his opinions, but
not to his own set of facts.

BENNETTC. WEI'I'LOCKJJL
President

American Trucking Associations
Washington, Jan. 21, 1963



