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COMMENTS IN OPPOSITION TO PROPOSED TRANSACTION  eue'c*

INTRODUCTION AND SUMMARY OF POSITION

National Railroad Passenger Corporation (*Amtrak™) hereby submits its
comments in opposition to the Application by Canadian National Railway Company (*CNR™)
and Grand Trunk Corporation (“*GTC”) (collectively, “CN”) to acquirc control of EJ&E West
Company (“EJ&EW?™). As explained in detail below, Amtrak opposes Board approval of the
proposed transaction unless such approval is conditioned upon the requirecment that CN preserve
the Air Line Route at its currcnt opcrating stam?ards for continucd usc by Amtrak trains in
accessing the Chicago Union Station, at no additional cost to Amtrak or the State of Illinois
{(which is funding a portion of the subject Amtrak service), until such time that an alternative

routing using the Grand Crossing Route is completed and in operation.



L THE PROPOSED TRANSACTION FUNDAMENTALLY
THREATENS ESSENTIAL AMTRAK SERVICE

In its Applicauion, CN appropriately acknowledges that the Board must weigh the
impact of the proposed transaction upon Amtrak service, and in that regard asserts that the
EJ&EW acquisition “will not affect passenger rail service operating on CN lines ® Application,
p. 222 (Operating Plan). Yel the Application itself - in addressing CN’s plans for the St. Charles
Aur Line Route (the “Air Line Route™) — directly contradicts this assertion.

Currently, Amtrak operates six daily trains that utihze the Air Line Route 1n
accessing Chicago Union Station:

o the Ciry of New Orleans, which operates a daily round trip between Chicago

and New Orleans; and

o the Hllini and Saluki, funded primanly by the State of Hlino1s, which together

provide two daily round trips between Chicago and Champaign/Carbondale,
IL.
Certain operating changes proposed by CN, including CN’s clearly stated objective of pursuing
abandonment of the Air Line Route, threaten continuation of this essential Amtrak service, See
Verified Statement of Michael Franke (“Franke V.8.”).
CN plans to cease 1ts own operations over 11 miles of the Air Line Route north of

94" Street, re-routing all of its freight traffic onto its newly acquired EJ&EW lines. ! (See map

: As explained by CN:

[TThe availability of a continuous CN route around Chicago |as proposed 1n the
Application] would . . make it possible for CN to more quickly ceasc operations
over the St. Charles Air Line — an elevated track that crosses the southern part of
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depicting that portion of the Air Line Route over which CN plans to cease operations (Franke
V.S., Ex. B) ) Afier achieving this re-routing, CN has abandonment of the Air Line Route as one
of its stated objectives. CN recognizes, however, that because Amtrak 1s dependent upon the
Routc, Amtrak’s usage of the line would have a bearing upon the abandonment issue.?

CN suggests, and Amtrak agrees, that implementation of relevant parts of the
CREATE plan would permit the elimination of the Air Line Route and at the same time improve
Amtrak’s service into Chicago.” See Application, p. 222 (Operating Plan). Under the CREATE
plan, Amtrak and CN trains that currently opcrate over the Air Line Route would usc a new route

(“the Grand Crossing Route™) created by building a new connection from CN to a Norfolk

downtown Chicago — and which 1s jointly owned by CN, BNSF Railway
Company (“BNSF”), and Union Pacific Railroad Company (“UP"), and over
certain connecting CN lines that make up the Air Line route.

Application, p. 16; see i1d , p. 210 (Operating Plan)(identifying as a “kcy clement” of its
operating plan “[r]e-routing of CN traffic off the St Charles Air Line facility located near
downtown Chicago between CN's Freeport and Chicago subdivisions™), and p. 216 (Operating
Plan)(in phase 3, “CN trains no longer use St. Charles Air Line™)

2 In carefully chosen language, CN states:

Although CN expects to be able to cease operations over the Air Line and the
portion of the Chicago Line immediatcly south of the Air Linc by the end of the
three-year implementation plan, 1t would not immediately be able to abandon
those lines, as CN is only a partial owner of the Air Line, and because the
Chicago Line is used by Amtrak for its trains 1o and from La Sallc Street Station,

Application, p. 32 n.15; ¢f., id., pp. 204 (Opcrating Plan), 219 (Operating Plan). CN errs in its
reference to La Salle Strect Station, however; Amtrak has never operated out of that station. See
Franke V.S.at4 n.1.

As described by CN, *[t]he Chicago Region Environmental and Transportation
Efficiency Program (“CREATE™) is a partnership between the State of lllinois, the City of
Chicago, and the freight railroads operating in Chicago to increase the efficiency of the region’s
rail infrastructure and improve the quality of lifc of its residents ™ Application, p. 204 n.3
(Verified Statement of David L. Novak).



Southern Railway (“NS™) rail linc at Grand Crossing near 75" Street in Chicago Development
of the Grand Crossing Route (depicted on the map at IFranke V.S., Ex. B), would produce
significant public benefits:

e approximatcly a 10 minute reduction in the running times of Amtrak trains;

o additional capacity on the NS line, which is used by 14 other Amtrak trains;
and

» removal of @/l trains from the Air Line Route, which would allow the City of
Chicago to proceed with redevelopment plans involving the route

See Frankc V.S. at 12.

The Grand Crossing Route, however, is not funded, and regulatory approvals and
construction will take ycars. Morcover, construction of the Grand Crossing Route is threatened
by CN’s decision to withdraw its funding commitment to CREATE, and by CN’s new plan to
acquire the EJ&EW and reroute its trains over EJ&EW’s lines instead. See Franke V.S. at 3, 9,
11-12.

Unconditional STB approval of CN's Application to acquire the EJ&EW would
make 1t much less likely that the Grand Crossing Route will ever be constructed, and would be
the predicatc for CN pursuing abandenment of the Air Line Route Alternatively, even if CN
chose to delay its abandonment of the Route, it likely would seek in the interim to shift all of the
costs of operating and maintaining the Air Line Route to the sole user, 1 ¢, Amtrak Either
scenario could lead to discontinuance of the Amtrak trains that use the Air Line Route, the
former because the Route would be lost to Amtrak with no viable alternative, and the latter
because Amtrak (and Illinois) would be unable to afford to pay all the costs of retaining the

Route. See Franke V.S.at 11, 17-18.



Discontinuance of City of New Orleans, Illini, and Saluki trains would have

enormous adverse impacts:

See Franke V.S. at 7, 12.

Over 400,000 passcngers ride these trains each year, and ridership 1s
increasing (up 70% on the Chicago-Carbondale routc over the past
year due to increased service). These passengers would be forced to
travel by other modes (primarily automobile), increasing energy
consumption, pollution, and highway accidents and congestion.

Many Amtrak passengers without cars would not be able to travel at
all. Most of the small cities and towns served by the affected trains
have no airline service, and some do not even have bus scrvice.

Particularly hard hit would be students traveling between the Chicago
area and downstate University of [llinois campuses in Champaign.
Carbondale and Charleston

Hundreds of persons — Amtrak employees and others — in Chicago,
New Orleans, and many communities in between would lose their jobs.

Thesc are impacts the Board should not countenance. If the proposed transaction

is 10 be approved. the Board should use its conditioning authonty to provide assurance that

essential Amtrak service will not be adverscly affected

IL ANY BOARD APPROVAL OF THE PROPOSED TRANSACTION
SHOULD BE APPROPRIATELY CONDITIONED TO ASSURE
AMTRAK SERVICE IS NOT ADVERSELY AFFECTED

The Board has broad authority to “impose conditions governing the transaction.”

49 U.S.C. § 11324(c)." It should exercisc that authority here, given the threat that the transaction

As pointed out by the Board in this proceeding:

The Board has broad authority to impose conditions in railroad control
transactions under 49 U.S.C. 11324 (c). llowever, the Board’s power to
impose conditions is not limitless: there must be a sufficient nexus
between the condition imposed and the transaction before the agency, and
the condition imposed must be reasonable. See United States v
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poscs to cssential Amtrak service. Indeed, in connection with Class 1 railroad mergers, the
Board’s regulations prescribe that “[t]he Board must ensurc that essential . . . passenger . . . rail
services are preserved wherever feasible.” 49 C.F.R. § 1180.1(c)(2)(ii) Here, in exercise of its
conditioning authority discretion, the Board should be guided by this same objective.

Amtrak service will be preserved if Amtrak continues to have access to the Air
Line Route, that Route is maintained to its current standards, and Amtrak is not required to incur
costs disproportionate to the costs it is currently incurring in utilizing the Route. See Franke V.S.
at 5-8, 9-12.

Amtrak service will also continue if Amtrak is given access to a viable alternative
route for the Amtrak trains that currently use the Air Line Route. The only such viable
alternative is the proposed Grand Crossing Route. Amirak has studied other potential alternate
routes, but they are all more circuitous, already crowded with commuter and/or freight trains.
and would require Amtrak trains to opcrate over a gauntlet ot rail lines dispatched by multiple
railroads, cnsuring frequent delays. Spending public money to upgrade these altcrnate routes
would not produce improved Amtrak service: train schedules would be /onger, and delays
would be much more frequent and lengthy, than on the current route. See Franke V.S. at 8-9, 12-
17.

In order to prescrve Amtrak’s current scrvice, any Board approval of the proposed
transaction should be conditioned on a requirement that CN preserve the Air Line Routc at its

current operating standards, at no additional cost 10 Amtrak {or the State of Illinois), until such

Chesapeake & O. Ry ,426 U S 500, 514-15 (1976); Consolidated Renl
Corp. v. ICC, 29 F 3d 706, 714 (D.C Cir. 1994).

Decision at 6 n 2 (served Dec 21, 2007). The conditions sought by Amtrak here easily satisfy
both the nexus and the reasonableness requirements.
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time as the Grand Crossing Route is completed and in operation. Through this condition, the
Board would encourage all relevant parties to focus on sccuring public and private funding for,
and completing construction of, the Grand Crossing Route as soon as possible, with the ultimate
objective that Amtrak’s service can be preserved and all trains can be removed from the Air Line
Route to facilitate redevelopment in downtown Chicago.
CONCLUSION
For the rcasons set forth above, Amirak requests that any Board approval of the

proposed transaction be made subject to the conditions Amtrak has proposed.
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VERIFIED STATEMENT OF
MICHAEL W. FRANKE

My name is Michael W, Franke. 1 am employed by the National Railroad
Passenger Corporation (“Amtrak™) as Assistant Vice President, State and Commuter
Partnerships — Central. My business address is 525 West Van Buren Street, Suite 200
Chicago, Illinois.

SUMMARY OF QUALIFICATIONS

I have been employed in the railroad industry for over 38 years. I spent the first 16
years of my career with the Norfolk and Western Railway, serving in a variety of operating
and engineering/maintenance positions. From 1985 10 1990, I was General Manager
Engineering, and subsequently Vice President Operations, of the Chicago South Shore and
South Bend Railroad, a regional railroad operating commuter and freight service between
Northwestern Indiana and Chicago. In 1990, I joined the Atchison, Topeka and Santa I'e
Railway and served as Vice President Maintenance, Mcchanical and Engineering. I'rom
1993 10 1999, 1 was Vice President and Chicf Engineer of the Santa Fe and its successor,
BNSF. In 1999, I hecame Executive Vice President of Wisconsin Central Transportation
Company, which is now part of thec Canadian National Railway (“CN™).

Since joining Amtrak in 2000, my primary focus has been the development of
conventional and high speed corridor services and rail infrastructure planning in the
Midwest. In my current position, my responsibilities include serving as Amtrak’s
representative on rail infrastructure and corridor development projects in the Midwest;
conducting rail line capacity. infrastructure and operations planning studies on existing and

proposed Midwestern routes; and negotiating Amtrak’s contractual relationships with the



states that provide funding for the majonity of the Amtrak’s Midwestern short distance
trains. I have been heavily involved in the “CREATE" project since 2001. CREATE, an
acronym for the Chicago Region Environmental and Transportation Efficiency Program, is
a partnership among Chicago’s railroads, the City of Chicago, and the State of Illinois that
has developed a comprehensive plan 1o address rail capacity and fluidity issues in the
Chicago area through $1.5 billion in public and private investments in rail infrastructure. |
serve as Amtrak’s non-voting representative on CREATE’s Management Commuttee.

[ am a member of the Board of Governors and Treasurer of the American Railway
Engineering and Maintcnance of Way Association (“*AREMA™), the professional
association for railway engineering and infrastructure maintenance. I have served on the
Board of AREMA, and its predecessor the American Railway Engineering Association
(“AREA™), for thirteen years, and also formerly served as President of AREA.

IrcceivedaB S in Civil Engineering from Washington Umversity in St. Louis,
and an M.S. in Railway Civil Engincering from the University of [llinois I am a registered
professional enginecr in the states of Missouri and North Carolina.

My resume is appended to my statcment as Exhibit A.

AMTRAK'S INTEREST IN THIS PROCEEDING

As described in its Application, CN intends to make sweeping changes in its
Chicago-area rail operations if it receives approval to acquire the Elgin, Jolict & Fastern
Railway West (“EJ&EW™). One of the most significant changes CN plans is the
climination of all freight operations on 11 miles of CN’s St. Charles Air Line Route (the
“Air Line Route™), which is also used by six daily Amtrak trains. CN intends to reroute its

freight trains via the EJ&EW, and thereafter to pursue “formal abandonment” so that it can



sell the underlying property for commercial redevelopment. (CN Application, pp 32 n.15,
204 (Operating Plan), 219 (Operating Plan).)

CN’s Application asserts that the EJ&EW acquisition “will not affcct passenger rail
service operating on CN lincs.” (Application, p 222 (Operating Plan)). Given that CN
plans to pull up the track on an 1 1-mile rail line used by six Amtrak trains if the EI&EW
acquisition is approved, I cannot imagine how CN could make such a statement.

No viable alternate route is currently available for the Amtrak trains that use the Air
Line Route The route via Grand Crossing and NS (“the Grand Crossing Route™) that
CN’s Application suggests Amtrak’s trains could use (Application, p. 222 (Operating
Plan)) would in fact be a beneficial alternative to the Air Line Route. 1lowever, it does
not exist:

o There 15 no physical track connection between the grade-separated NS and CN

lines at Grand Crossing. (CREATE has estimated that the cost ol such a
connection would be $25 million.)

e In addition, NS’s line from Grand Crossing to downtown Chicago would

require capacity investments before it could accommodate six additional
Amtrak trains reliably.
No funding is in placc to construct any of these improvements If and when funding
becomes availablc, right-of-way acquisition, regulatory approvals, and actual
construction arc likely to requure at least five ycars to complete. Morcover, unconditional
approval of' CN’s acquisition of the EJ&EW would make it much Jess likely that the
Grand Crossing Route will ever be constructed.

[ address each of these issues in more detail below.,



A. The Air Line Route

Since the 1850s, freight and passenger trains operating over the Illmois Central
Railroad’s main line between New Orleans and Chicago have accessed downtown Chicago
over what 1s now the northernmost part of CN’s Chicago Subdivision. This line (the
“Chicago Subdivision™) runs north for approximately 19 miles from CN’s classification
yard in Markham into downtown Chicago, entering Chicago from the south and running
parallel to Lake Michigan into the downtown arca.

At 18" Street, just north of McCormick Place, freight trains — and the Amtrak
trains that have used this route since 1972 — make a sharp left onto ancther line known as
the St. Charles Air Line (the “Air Line”). The Air Line, an elevated east-west line which is
less than a mile long, runs parallel to 16™ Street and passes over the southern approach
tracks to Chicago Union Station. Amtrak’s trains leave the Air Line at Union Avenue
interlocking and access Union Station via a backup move.' CN and BNSF freight trains
using the Air Line Route generally continue on to CN’s Freeport Subdivision

The Chicago Subdivision and the Air Line are depicted in the map appended to my
statement as Exhibit B. CN’s Application refers 10 the route created by the combination of
these two lines as the “Air Line Route™; 1 will use the same term in this statement

An important attributc of the Air Linc Route 15 that it has no grade crossings As
described in an article recently published by the Illinois Central Railway Historical Society
(appended as Exhibit C), this is a result of a grade scparation project on the Chicago

Subdivision that IC carricd out in stages between 1892 and 1927. The complction of this

! CN's Application erroncously states that Amtrak uses the Air Line “for its trains to and
from La Salle Street Station™ (Application, p. 32 (emphasis added)). Amtrak has never
operated trains to La Salle Strcet Station.



project gave IC something “[n]o other railroad in Chicago had™: a “grade crossing free
[linc] for 29 miles from Randolph Street” in downtown Chicago “clear to Richton™. 2
Likewise, the Atr Line itself was “elcvated for most of its 7/10 mule length in 1889 to
eliminate grade crossings.” *

The lack of grade crossings and limited curvature permit passenger trains to
operate at 65 mph over most of the Chicago Subdivision, providing Amtrak trains with a
fast route in and out of downtown Chicago. Of even greater importance, the Air Linc
Routc has adequate capacity to accommodate existing freight and passenger operations,
unlike many other rail lines in the Chicago area.

B. Amtrak Trains on the Air Line Route

Six daily Amtrak trains currently opcrate over the Air Line Route.

‘The {11 and Saluki 1ogether provide two daily round trips between Chicago and
Champaign/Carbondale. These trains are funded primarily by the state of Illinois, which
has provided funding for Amtrak scrvice on this route since 1973.

One of the principal reasons for 1llinois’ longstanding financial support of
Amtrak’s Chicago-Carbondale routc is that it serves three of the state’s largest public
universities the University of lllinois in Urbana-Champaign; Southern Illinois University

in Carbondale; and Eastern lllinois University in Charlesion (just east of Maitoon). A

* Paul Jaenicka, Corporate Responsibility Chicago Stvle. The Story of the lllinos
Central Track Elevation Project, The Green Diamond 41 (Sept. 2007) (appended as
Exhibit C). Richton is just south of Mattesson, where CN plans 1o build a new
connection so that its trains will be able to operate over the EJ&EW rather than via the
Air Line Route.

3 Mike Schaefer, The St Charles Air Line or, How Amirak " Flies" over to the ICG,
Passenger Train Journal 23 (Aug. 1985) (appended as Exhibit D).



large percentage of the students attending these “downstate™ universities live in the
Chicago area. The l/lini and Saluki provide students traveling between school and home
with a safe, all-weather, alternative to travel by automobile.

Amtrak’s Chicago-Carbondale trains also play an important role in the economies
of the 1llinois communities they serve. Air service 1s not a practical alternative for persons
making the 129-mile trip between downtown Chicago and Champaign, and there is no
scheduled airline service (and only limited bus service) to Carbondale and the other
communities south of Champaign. Those driving to Chicago from the South frequently
encounter traffic congestion (particularly on the Dan Ryan Expressway) and must contend
with limited downtown parking. The availability of Amtrak service is very important to
university faculty members and others who live and work in these communities and travel
to Chicago for busincss purposes.

Ridership on the /llini and Saluki totaled 229.000 in Amtrak’s fiscal year 2007, a
nearly 70 percent increase from the previous year. Most of the growth was atiributable 10
increased service: the seccond daily round trip was added in October 2006 as a result of
Illinois’ decision to double its funding for state-supported Amtrak service.

The City of New QOrleans s a long distance train that operates a daily round trip
between Chicago and its namesake city. It carried 180,000 passengers in FY2007. In
addition to providing a third frequency on the Chicago-Champaign/Carbondale segment,
this train serves many small cities and towns in Tennessee, Kentucky, Mississippi and
Louisiana that do not have scheduled air service, and in some cases do not cven have

intercity bus service.



The operation of these six trains creates hundreds of jobs in communities along
their routes. Many of these jobs are held by the Amtrak employees who operate the
trains or support their operation. They include conductors, engincers, and on-board
service and equipment maintcnance employees based in Chicago, Carbondale, Memphis
and New Orleans, as well as Amtrak station personnel employed at these locations and at
the four other staffed stations on the route. Others whose employment 1s dependent upon
these trains work for Amtrak suppliers in Chicago and New Orleans, and in the
tourism/hospitality industry in Southern Illinois (which promotes travel by Amtrak to
attract visitors from the Chicago area)

C. On-Time Performance on the Air Line Route

Amtrak train operations over the Air Line Routc are very consistent and reliable.

Scheduled running time for socuthbound Chicago-Carbondale trains is 41 minutes
over the 25 miles between Union Station and Homewood, the first stop south of Chicago.
(Northbound trains have additional recovery time built into their schedules to permit
recovery from delays incurred south of Homewood.) Amtrak’s trans routinely and
consistently operate within the scheduled 41 minutes running time. Delays due to other
rail traffic are extremely rare on this segment, which has moderate freight traffic and no
commuler train operations.

The 41 minutes includes time for a back-up move in and out of Union Station for
Amtrak’s trains to access or egress from the Air Line. This backup move is virtually
seamless because it takes place on Amtrak-dispatched trackage south from Union Station
and on a portion of the Air Linc that has very little freight traffic (since most freight

trains operating over the Air Line do not use the trackage on which the backup move



occurs). As a result, dispaichers arc able 1o pre-line switches for the backup move before
southbound trains depart from Union Station and when northbound trains enter the east
end of the Arr Line at CN’s Clark Street Tower. Amtrak trains are almost never delayed
waiting for switches to be lined and for dispatcher authorization to proceed.
D. CREATE's Grand Crossing Routc
As noted above, construction of the Grand Crossing Route is among the Chicago
arca rail infrastructure improvements proposcd as part of the CREATE project. This route
was designed, with the support of both Amtrak and CN, to provide Amtrak and CN trains
with an alternate route that would replace the Air Line Route. The Grand Crossing Route
is comprised of two separate CREATE projccts:
¢ construction of a new connection at Grand Crossing, near 75" Street in the
southcast part of Chicago, where CN’s Air Line Route crosses under NS’s
Chicago Line, and
o the “Central Corridor Project,” which would mnclude construction of additional
capacity on the approximately five-mile segment of NS’s Chicago Line
between Grand Crossing and CP 518 to accommodate the additional Amtrak
and CN trains, and of new connections that would allow CN trains rerouted
onto the NS corridor at Grand Crossing to rejoin CN’s lines
Construction of the Grand Crossing route would produce significant benefits for
Amtrak’s passengers, as I discuss in more detail below. It would also produce other

public benefits:



s  creation of a new route through Chicago for both Amtrak and CN freight
trains that would be virtually grade crossing-free, like the Air Line Route it
would replace;” and

e  the removal of all trains (freight and passenger) from the Air Linc Route,
which would allow the City of Chicago to proceed with its redevelopment
plans for the underlying property.

However, the Grand Crossing Route is not funded. CN was to contributc $63.4
million towards the construction of that route, but withdrew this (non-binding) financial
commitment and has instead pursued acquisition of the CI&EW,

E. Impact of the CJ&EW Acquisition on Amirak

The EJ&EW line that CN secks to acquire operates generally in a loop around the
outer suburbs of Chicago, crossing virtually every rail line that enters the city. CN’s
objcctive — which 1t hopes to accomplish by 2010° according to 1ts Application - is to
reroute over the EJ&EW all through CN freight traffic that currently moves through
Chicago over the Air Line Routc and other routings. (Application, pp 15-16, 21.)

According to the amended traffic density tables in CN’s Application,” the EJ&EW
rerouting will result in the discontinuance of all freight train operations on the

approximately 11 miles of the Air Line Route north of 94" Street (depicted by the dashed

7 “Lhe only grade crossing between Grand Crossing and Chicago Union Station on the
Grand Crossing Route is at Lumber Strect, a local street that crosses Amtrak-owned
trackage just south of Union Station before dead ending at Amtrak’s Chicago
maintenance facility.

" The current operating agreement that governs Amtrak’s operations over former lllinois
Central lines (including the Air Linc Route) expires on January 31, 2010.

" See CN Corrections and Clarifications to Railroad Control Application, Attachment A-
1 (served Jan. 3, 2008).



red line on the map appended as Exhibit B). After this rcrouting takes place, CN's plan is
to “formally abandon” unspecified portions of the Air Line Route (Application, p. 219
(Operating Plan) ) CN has already reached agreement to sell the Air Line itself, and most
of the Chicago Subdivision north of 94™ Street, to the City of Chicago for a price that CN
has declined to disclose.”

The removal of through freight traffic from the Air Line Route will also have a
major impact on the 9-mile segment of that route (depicied by a solid red line on the same
map) south from 94" Street to Markham Yard. Freight traiTic volume on this segment —
currently an average of 8.4 CN trains a day plus additional BNSF trains operating via
trackage rights — will decreasc to a single daily round trp local.® This makes it likely that
this scgment, currently maintained to FRA Class 4 standards, will be downgraded once
through freight traffic is removed.

If CN follows through on these plans, Amirak will become the sole user of 11 miles
of the Air Line Route.” CN will have a new route for its freight, but Amtrak’s trains will

have no viable alternative 10 remaining on the Air Line Route.

7 See Applicants’ Responses and Objections to The Village of Barrington’s First
Discovery Requests, Response to Interrogatory No. 29 (served Jan 3, 2008) (appended as
Exhibit E).

® In addition to CN’s trains, BNSF coal and merchandisc trains operate over the Air Line
Route. According to CN, nonc of these BNSF trains is included in cither the base year or
post-implementation traffic density figures in its Application. See Applicants’ Response to
‘The National Passenger Railroad Corporation’s [si¢] Interrogatories and Request for
Production of Documents, Response to Interrogatory No. | (served January 15, 2008)
(appended as Exhibit F). CN presumably plans for these trains to be shified from the Air
Line Route to the EJ&EW along with CN’s trains.

? The amended traffic density tables CN filed with the STB earlier this month indicate
that CN also plans to discontinue all of its opcrations on approximately six miles of its
Chicago-Joliet line between 16" Strect in Chicago and Lemoyne, IL (used by Amtrak’s

10



Unconditional approval of'CN's plans to acquire the EJ& EW would produce one of
two wholly undesirable outcomes:
¢ the Air Linc Route would have to be retained indefinitely for the sole use of
Amtrak, thwarting Chicago’s redevelopment plans; or

o if CN sccks to shuft all of the costs of operating and maintaining the Air Line
Route to Amtrak, or insists that Amtrak buy the line if it 1s to be retained for
rail usc, the cost to Amtrak and the state of lllinois (the primary funding
agency of four of the six trains) will be prohibitive. This would result in the
discontinuance of all six trains, since there is no other viable route by which
they could reach downtown Chicago (as I discuss in more detail below).

CN’s Application indicates that CN has decided to acquire the EJ&EW, and to
abandon the CREATE-endorsed plan to route its trains over the Grand Crossing Route,
because “continued funding uncertaintics . . . leave[ ] realization of |the Grand Crossing
Route] in question.” (Application. p. 204 (Operating Plan) ) Needless to say, the
“funding uncertaintics™ that have prompted CN to conclude that the Grand Crossing Route
may not materialize as promptly as CN (and Amtrak) would like will not go away because
ol CN’s decision to depart from the CREATE plan and route its trains over the EJ&EW
instead. Indeed, CN’s decisions 10 withdraw its $63.4 million funding commitment to the

Grand Crossing Route, and to pursuc acquisition of the EJ&EW instead, make it much less

10 daily Chicago-St. Louis trains and 6 weckday Metra trains) and on an adjoining four
mile segment of CN’s Freeport Subdivision that comprises a portion of the preferred
route (1dentified in a recent study Amtrak conducted at the request of the Ilfinois
Department of Transportation) for reinstitution of Amtrak state-supported service
between Chicago and Rockford/Dubuque. There 1s no indication in the Application of
CN's plans for these lines if its acquisition of the EJ&EW 1s approved.
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likely that the public investment required to develop the Grand Crossing Route will
materialize.

Discontinuance of the City of New Orleans. Illini, and Saluki trains would have
enormous adverse impacts. Amtrak employees (and others) would lose their jobs; twenty
communities would lose all intercity passenger rail service; and over 400,000 passengers
each year would cither have to tind an alternatc way to travel (with adverse impacts on the
environment and on Chicago-area traffic congestion) or would be unable to travel at all.

F. Construction of the Grand Crossing Route

Amtrak continues to support the creation of the Grand Crossing Route. As detailed
below, it is the only viable alternative for the six daily Amtrak trains that use the Air Line
Route, and its construction would produce significant benefits cven if it is not used by
CN’s trains:

¢ arcduction of at least 10 minutcs in the running times of the six Amtrak trains

rerouted from the Air Line Route; and

¢ additional capacity on the NS line, which is alrcady used by 14 Amtrak trains

each day (five Chicago-Michigan corridor service round trips and two long
distance round trips between Chicago and the east coast).

The total capital cost associated with shifting just Amtrak’s trains from the Air Line
Route to the Grand Crossing Route is not yct known. The connection at Grand Crossing
was projected to cost $25 million when the CRCATE plan was developed, and “Central
Corridor Project”™ capacity and other improvements on N8’s Chicago Line from Grand
Crossing towards downtown Chicago to accommodate both Amtrak and CN trains were

projected to cost an additional $100 million.
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Even if CN’s trains do not use the Grand Crossing Route, NS has indicated, and |
agree, that some of the Central Corridor Project capacity improvements will be needed
between Grand Crossing and CP 518 to accommodate six additional Amtrak trains. This
five-mile segment is NS’s primary route into Chicago from the East, and has significant
freight traffic volume in addition to the current 14 daily Amtrak trains. Occupancy of
main tracks by freight trains waiting to get into NS’s 47™ Street intermodal facility and
Ashland Avenue yard often cause delays on this heavily-trafficked line segment
Determining the scope and cost of the improvements needed will require a joint study by
Amtrak and NS and subscquent negotiations (since all of the railroads participating in
CREATE would have 10 concur on the scope and cost of improvements to be included in
the CREATE plan).

Another very important consideration not acknowledged in CN’s Application 1s the
time required to construct the Grand Crossing Route. [Zven if funding was secured today,
environmental analysis, property acquisition, and regulatory approvals would all be
required before construction could begin. Based on my experience with similar projects on
heavily used rail lines in urban areas and on the amount of “preparatory” work yet
remaining to be completed prior to commencement of actual construction, I would estimate
that 1t would be approximately five years, including threc work seasons, from the time
funding became available until completion of the connection and other improvements

G. Grand Crossing Is the Only Viable Alternative to the Air Line Route

Funding and construction of the proposed Grand Crossing Route is the only viable

alternative to continued Amtrak operations over the Air Linc Route
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Following CN’s announcement of its plans to acquire the EJ&EW, the rail
industry’s Chicago Transportation Coordination Office (“CTCO”) identificd (without
Amtrak’s involvement) several possible alternatives to the Grand Crossing Route for
Amtrak trains that usc the Air Line Route. In an [llinois newspaper article about the
EJ&EW acquisition, a CN official stated that Amtrak trains could usc one of these
alternate routes to access Chicago Union Station if the Air Line Route was abandoned.

On Amtrak’s behalf, I have conducied a preliminary analysis of the three potential
alternatives CTCO identified (which 1 refer to as *Options 1-3"). This involved both
field inspections and discussions with the host freight carriers as to train volumes,
operational challenges, etc.

My analysis was focused on three issues:

1 Safety: Any altemnative route cannot degrade the safety of our operations

when compared to the current operation over the Air Line Route

2. Trip times' Trip times that are longer than on the existing route would not be
acceptable to our passcngers, and would adversely impact both revenues and
the willingness of the State of lllinois to continue to fund the Chicago-
Carbondalc trains.

3. Capacity and Operational Reliability: As evidenced by the need for the $1 5
billion CREATE project, much of the rail infrastructure in the Chicago
terminal arca does not have sufTicient capacity to accommodate cven the
current level of train operations reliably. Injecting six Amtrak trains onto a

line that docs not have encugh capacity 10 accommodate them would produce
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frequent and lcngthy delays for Amtrak’s tramns, and would also cause

additional delays for commuter and freight trains alrcady using the route.

My analysis indicates that the performance of Amtrak trains over any of the

Options would be worse — in terms of salety, trip times and reliability — than operation

over cither the Air Line Route or the Grand Crossing Route. 1 have briefly summarized

below the principal reasons why none of the CTCO-suggested Options would be an

acceptable allernative. Morc detailed discussion of each Option can be found in the

Appendix to my verilied statement.

1.

3

Grade Crossings: As detailed in the Appendix, Options 2 and 3 would both
require Amtrak’s trains to operate over a multitude of public grade crossings -
!1 additional crossings under Option 2, and 10 under Option 3 — most of
which cross roads with large volumes of automobile and truck traffic. The
current Air [.ine Route has no grade crossings, and the Grand Crossing Route
would cross only a lightly trafficked local road leading into Amtrak’s
mechanical facility.

Trip Times: As indicated in Appendix, the “pure running time™ between
Chicago Union Station and Homewood under all three Options 1s longer than
on the current Air Line Route, and much longer than via the Grand Crossing
Route."

Reliability and On-Time Perlormance: An cven bigger problem with all three

Options is the greatly increased propensity for frequent and lengthy delays

Pure running time is the time required between two points for a train operating

continyously at maximum permitted speed with zcro delays.
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when compared to the very reliablc operation on the Air Line Route. North of
80" Street in Chicago, all of the Options would use Metra’s Southwest
Corridor Line, and short adjoining line segments operated by the Belt Railway
of Chicago and NS, over which Amtrak’s Cardinal/Hoosier State currently
combine for onc daily round trip. The five miles of this route between 80"
Street and CP 518 are one of the most delay prone scgments on Amtrak’s
21,000 mule route system. They include two of the biggest chokepoints on
Chicago’s rail network — 80" Street interlocking and CP 518 — and three
“handoffs” between dispatchers of different railroads. During the past six
months, over half of the Amtrak tramns operating between 80" Street
interlocking and Union Station were delayed, in many cases for extended
periods, due to interference from other trains and signal delays. South of 80™
Street, the three Options use different roulings, each with its own 1ssues, to
conncct with CN's Chicago Subdivision. The congestion and operational
issues associated with all of the Options are described in dctail in the

Appendix.

I did not have the time or information required to develop detailed capital costs

estimates for the three Options.lI However, it is obvious that the scape and cost of the

'l Reliably estimating capital costs associated with the construction of new tracks and
connections requires detailed, location- and rail line-specific analyses of current
operations, track capacity, and the various considerations (environmental impacts and
mitigation requirements; topography, property ownership, etc.) associated with
determining the feasibility and costs of constructing track and new track connections.
Additional issues that have to be addressed include environmental conditions at the
location of proposed new connections, determination of land ownership, capacity
modeling of the routes, and developing formal preliminary engineering cost estimates for
the new construction required.
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capacity improvements required on each of these routes to accommeodate additional
Amtrak trains would be considerable. Representatives of three of the track owners — NS,
MLETRA and UP - have alrcady stated that portions of all three routes over their lines do
not currently have sufficicnt capacity 1o accommodate six additional Amtrak trains
reliably. Two Options — Options 2 and 3 — would cach require the construction of costly
new conncctions between grade separated routes, with Option 3 requiring two such
connections.

None of the three Options is an attractive candidate for scarce public lunding. All
of them would require major public expenditures, comparable to or perhaps cven
exceeding the cost of the Grand Crossing Route, that would produce /longer trip imes and
less reliable performance than even the current (Air Line) route for the six affected
Amtrak trains. These six trains — and the Cardinal/HoosierState north of 80" Street — are
the only Amtrak trains that would derive any benefit from these expenditures, By
contrast, capacity investments on the Grand Crossing Route would benefit 14 existing
Amtrak trains in addition to the trains currently operating over the Air Linc Route, and
would facilitate future expansion of corridor services via this route to Michigan, Ohio and
Indiana under the Midwest Regional Rail Initiative plan endorsed by those three states.

CONCLUSION
CN asserts that approval of its Application to acquire the EJ&EW:
¢ would not harm Amtrak service; and
o would facilitate the elimnation of the Air Line Route, furthering the City of

Chicago’s redevelopment goals.
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As | explamn above, unconditional approval of CN’s Application would virtually
ensure that at Jeast one — and quite possibly both — of these very important objectives will
not be achicved.

1 urge the Board to make surc that this does not happen If the Board approves the
EJ&EW acquisition, 1t should condition its approval on a requirement that CN prescrve the
Air Line Route at its current level of utility, at no additional cost to Amtrak (or the State of
Illinois), until such time as the Grand Crossing Route 1s completed. This condition would
prescrve Amtrak’s service. It would also provide strong incentives [or all of the relevant
partics 10 work together to sccurc public and private funding for, and complete

consiruction of, the Grand Crossing Route as soon as possible.
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VERIFICATION
I, Michacl W. Franke, declare under penalty of perjury that the foregoing is true
and correct to the best of my knowledge. Further, I certify that 1 am qualified and
authorized to file this verified statement.

Executed on Januaryz_g, 2008

W\H'&iﬁ-—h—

Michacl W. Franke
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Michael W. Franke

CAREER EXPERIENCE

2000-Current

1999

1995-1999

1990-1995

1985-1990

1969-1985

EDUCATION

NATIONAL RAILROAD PASSENGER CORPORATION (AMTRAK)
Assistant Vice President, State & Commuter Partnerships

Senior Director-Corridor Planning

Senior Director. Planning & Business Development

Assistant Vice President, Off-Corridor Programs

Assistant Vice President & Program Director — Midwest Regional Rail Imtiative

WISCONSIN CENTRAL TRANSPORTATION COMPANY
Executive Vice Prestdent

THE BURLINGTON NORTHERN AND SANTA FE RAILWAY COMPANY
Vice President & Chief Engincer

THE ATCHISON, TOPEKA AND SANTA FE RAILWAY COMPANY (ATSF)

Vice President Mamtenance, Mechamcal and Engineering Departments

(In addition 1o continuous responsibility for system Engineering/MW, at various times also
headed up Procurement, Technical Research & Development, and Policc Departments)
Vice President & Chief Engineer

CHICAGO SOUTH SHORE & SOUTH BEND RAILROAD
Regional Commuter and Freight Railroad
Vice President Operations

NORFOLK & WESTERN RAILWAY COMPANY (NW)

Various operaling and engincering/maintenance positions of increasing responsibility,
including system assignments Operating responsibihties included Chief Operating Officer
positions at a number of rail subsidiarics

. M S. Railway Civil Engincering, Umiversity of [llinois
. B 8. Civil Engineering, Washington University, St Louis, MO

PROFESSIONAL REGISTRATION

. Registered Professional Engineer in Two States

AFFILIATIONS

® American Railway Engincering and MW Association (Formerly President, currently Member of the Board of
Governors and Finance Committee, Treasurer)

American Association of Railroad Superintendents

Amcrican Society of Civil Engineers

National Academy of Science, High Speed Rail IDEA Commuttee (Chairman)
Western Railway Club, Currenily Board Member and President 2006-2007
Board Member, Krambles Scholarship Foundation
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Impact of CN/EJ&E Merger on Amtrak
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Corporate Responsibility: Chicago Style

The Story of the Illinois Central Track
Elevation Project

by Paul Jaenicke

This article is intended to give the reader an understanding of the scope of the track
elevation project that 100k place in Chicago during the early part of the 20" century.
Details pertaining to the electrification of the Chicago Terminal (i.e. equipment, power
requirements, etc.) have omitted due to the complexity invoived in comprehensive
covering of this subject. It is hoped that this article will give an appreclation of the
engineering and technology accomplishments of this period and how the current
operators of this strerch of railroad are still reaping benefits from this piece of work.

Driving today in Chicago subusbs one cannot belp but construclion of this Jine because of their desire 1o connect
notice the amount of congestion that revolves around the with the Illinofs Central at Kepsington and using this
commuter railroad stations and crossings. Rushhourtime line to run their trains coming from the cast. Swrveying
can be very hectic for motorists trying 1o get from one north of 22™ 5t was a manter of controvarsy at this ime
side of town 1o the other. Over 114 years ngoﬁae!llinoll becsuse of 1he IC's desirs to locate their right of way
Central saw this problem developing along its mainlins west of Chicago River and building a station where the
in Chicago and set out to do something about this by current Unlon Statfon is. The Common Council of the
starting an eggressive progeam 1o elevate its tracks, fim  City of Chicago did not want the tracks to be.built in this
in the city, and then in the suburbs, Back in the later area due to the joint trackage being buiit by the Rock
part of the nineteenth century the City of Chicago wag [sland and The Lake Shore and Miohigan Southern which
expetiencing more congestion on its city streets duc to  was also being located in this area. A right of way was
the increase in population apd also the amount of horse granted along the lake shore in June of 1852. At this time
drawn vehicles that were traversing them. The ammount of Lake Michigan had reached up to tha edge of Michigan
railroad croasings did not halp the situationsnd numerous  Ave. and residents were in a constant battle with the city
accidents and traffic gridlock was the result of this. The as o who was responsible in preventing erosion along
city began to take matters in its own hands by passing the shorelive. Granting the IC this right of way along
one ordinance after spother that required reilroads to the lake shore was conaidered to be 8 win-win situation
elevate thelr tracks over city streets within the city limits for all parties. This was consitlered an cxpensive option
of Chicago stexting in 1890, ,  forthe reilroad but the only one that was being offered.
The story starts with the initial surveyjng of the IC. The IC was obligated to build 5 trestle and breakwater
mainjine mto the city. Oroundbreaking took place south berwesp Randolph Sti. end 22 St. . Building from this
of the city limbs on Dec 28, 1851, The first section was location to Hyde Pask also required many trestles to be
completed in May of 1852 between Konsington and the built due to the marshy conditions of the area.
city limlts which was about where 22™ 51 i3 gow. The  Other provisions of the ordinance granting right of way
Michigan Centrsl was instrumenmtal in pushing the privileges to the IC had stipulated that no buildings be
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Thia map shows the exient of the Chicago Terminal Elevosion Project along with o condensad
profile on the left hand side. Iifinoly Cemiral Magazing
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Exposition baing held south of the city in Jackson Park
the following year, The new Central Station was built at
12% St along with the elevation of tracks between 51°
St. and 67* St This olevation required 12 new bridges
to be built in the area of the Exposition. The anticipation
of moto trains teking fair goers to the grounds slong

» with pedestrians crossing the tracks made this project a

necessily. Weldon Shops were moved in 1392 1o Bumside

¥ near 95 St becanse a bigger facility was needed to serve

the needs of the ratlroad.
In 189S the city was geiting conoerned about the

P Minols Central’s desire to 11 in land east of the lake for

more trickage. An ordinance was passed which gave the
city the right 10 restrict the railvoad to a confined right of
way for the purpose of developing park land east of the

8@ railroad tracks nad requiring the 1C to depress It tracks

Riverdale Tower, Circa 1915 This tower which cootrolled
the IC, PRR, B&OCT crossing was no longer of use to the
1C after elevation. However the structure continued to control
the crossing of the PRR and B&OCT and be manned by an IC
leverman. Cowtasy the Smoke Abatement and Elecirification
of Raibway Terminals in Chicago, 1913

erected between Randolph St and what is now 11%Pl. so
that there would be no obstructions of the lake. lllinois
Senator Stephen Douglas was also usipg his influence to
have the IC build along the lake becauss he Would then be
able to scll some of his lakefront property located south
of 22* St, to the rallroad. Originally a temporary station
was Jocated north of South Water St when the double
mrack wooden trestle was completed 1 1853. In 1856 the
pennanent Great Central Station was completed on land
fill at the foot of Randolph St. Near the area of 14* St.,
Weldon car shops was Jocated along with 2 roundhouse
and yard tracks. Extensive marine equipment was Jocated
in this area in order to maintain the elaborate breakwater
along the laks shore. After the Civil War disputes bagan

between ‘tha city nod the railroad that would go on for
the next century conceming the usage of the lakefront

property.
The first major development to effect the IC property
along tka Jakefront was lhe Chicago Fire of 1871, The

fire had completely gutted the inside of the station with

Just the walls remaining. It was partially rebuilt but never
fully was restored to its original grandeur. But the most
important development thal came out of this was the

filllng in of fire debris and rubble between Mlclﬁ]mﬁm

along Grant Park complete with retaining walls on both
sides of the right of way. The railroad was also prohibited
from building any structures above the top of the retsining
wall that would obstruct the view of the lake. Further
stipulations had permitted the city to build bridges across
the tracks 50 both sides of the park would be connected.

Ip returs the milroad was granted ip of 55 acres
of Jand between the Chicago River and 16* St and to
backfill the area around Sonth Water St.

Elsvation continued to work its way south with tharight
of way being raised between 67% Stand 79* Stin 1907.An
innovative process of using reinforced concrete was used
in the construction of these bridges. A more complicated
elevation was the Grand Crossing viaducts at 75" St.
This was & joint cooperative effort between the Illinois
Contral, Lake Shore and Michigan Southern (NYC), and
the Pinsburgh, Fort Wayne and Chicago (PRR) and was
completed in 1911.Two levels of elevation were required
to accommodats raflroad grede separation along with a
substantial lowering of the streets below the crossings. In
1915 the Nickel Plate bridge over the IC was completed
at Grand Crossing. In 1916 the original bridges that
were constructed between 51" and 67 St. in 1893 were
considered to be not adequate to casty the heavier engines
end stecl passepgers cars that were common afier 1910,
They were originally constructed es the through plate
girder type with trongh floors. The replacement bridges
were built of atec] and reinforced coperete with a total of
14 being reconstructed berween 1916 and 1917, Tracks
south of 95™ to 115* St were elavated by 19185,

The most jmportant agreement that would bave the

and the 1C trestle that was located in the lake. In 1872 Vad™ most impact on reaching the final solution pertaining to
Buren St. station wag built on this fill and what was to ths lakefront question was the Ordinance of 1919.1t was
becorne Grant Park was also in this ares. In 1892 another a three way agreement between the IC, City of Chicago
round of extensive copstruction projects were started and the South Park Commissioners. This had settled
in anticipation of the crowds coming to the Columbian the riparian rights issues concerning the IC's olaim to
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75" S1. Crossing after efevasion in 1911 This was the most involved of the ¢
and the NKP. The smeet below had to have its floor lowered in order to ace

NO. 5926 FP' 535

atlons whore the IC had crossed the NYC, PRR
modste the doubls tiee elevation. Cowrtesy the

Swoke Abatement and Electrification of Raliway Terminals in Chicago, 1915

lakefront propenty. The city had used the property that
was transferred to them by this agreement to build
the Ficld Museum , Soldlers Fleld and other museum

that would obstruct fhe view of the lake between 25 St
aad 51° 8t.

suuctures lnclndlnghhShomanhndmssomb from 2.Agree to electrify entire subutban service within teven
Grant Park to Jockson Park. The railroad was given the years after Felruary 1920, entlre freight servica nosth
privilege in developing there air rights ovet the property of Roosevelt Rd. by 1930, entire freight zesvice south
nonh of Randelph St. This proved to be very lucretive of Rooscvelt Rd. by 1935 and though passenger service
much later for the railroad In the 1950 and 70's. Some by1940, One note to add is that this was not a new ides,

of the highlights of this agreement as pertaining to the
¢levation were:

1. The sallroad was required 1o lower the iracks between
27 and 44" streets. and to rojse the tracks between
44> and 31% sireets so the city and the South Park
Commissioners could develop the park ares between
Grant Park and Jackson Park(55th St.) along the shoreline,
Thia also included the building of rewining walls on the
west side of the tracks between 29 and 51* strosts, new
gigoal system, filllog In the submerged areas to widen
the right of way, relocating, diverting, and lowering the
city sewers, and protecting the huge 20 foot discharge
outlet sewer that was undet the tracks connesting 1o the
Senitary District’s 39" St. pumping house. Maxirpum
depression for lowering the tracks was reached at 39 St,
The raiiroad was piso forbidden 1o bulld mny suruowures

38 Tue Gaesn Diavowp

electrification was considered as early bs 1891 to power .
trains that would be taking fair goers to the Columbian

Exposition.

3. The construction of & new passenger terminal at
Roossvelt Rd. which would be massive enough to allow
all Chicago railronds offering passenger service to make
use of it along with a new connection 10 be built at 18% St.
to the west 50 that more rail roads could more casily have
access 1o tha new terminal. Electric suburban walns were
to pass undemeath the passenger tracks a1 the terminal in
a new 4 track tmnnel, with a connection to the station.

The Ordioance wns designed to address the smoke
abalement issue along with the consolidation of sll
Chicago passenger service Into one station. The city was
never pleased into having 4 major south side passenger
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stations downtown and thought this would be a perfect
solution to the problem. This was a plan that had good
intentions but the idéa of having all 16 railroads agree
on using one passenger terminal was a bit unrealistic.
As It tumed out the station was never bullt but the
clectrification was carried through as far as suburban
service ls concerncd, along with the freight service fiom
31 St north 10 Monroe St A tmnsfer yard was bujlt at
31" St. so steam powered freight trains from the south
could twansfer to electric power for the run north. Sieam
powered manifest meins going to Congress St. Yard
were exempted from this change. One inieresting note
{s that the electrified suburban tracks were jogged under
the passenger main at 23" St. to the east £o that ample
room would be available to start construction of the new
passenger torminal on Roosevels Rd. to the east of Central
Station. The curve has existed 20 this very day

Afer the ordinance was signed little time was wasted
in stanting the elevation project along the lakeshore. Din
removed north of 44* St. was used (o elevats the tracks
between 47 and 51" Streets and widening the roadbed
for moro tracks that were planned. Submerged lands
were filled in with this sxceas matsrial along with soil
pumped from the bottom of the 1ake berween 219 and 29
streets, and from 16® to 25 street. The large interlocking
plant located at 43 St. to crosgover traffic coming from
the Union Stockyards on the Chicago Junction Railway

No. 5926 fP. b a6

to tha freight tracks on the east side of the mainline was
tliminated in favor of a single track concrete structure
which had spanned the suburban and passenger tracks
to reach the freight main. A short double track tunnel
was constructed at 67° St. 80 suburban trains coming
from the South Chicago Brunch did not have to cross
the passenger and freight mains at grade. This requited a
new interlocking to be built at 67* St. to replace the old
one at this location,

Tracks were arranged so Lhat the suburban, passenger,
and frelght operations would not interfore with cach
other. This is bow theoy were arranged:

Suburban tracks

Monroe to 1 {2 Plage--—-3 tracks
11* Place 10 51° Sireet—é tracks
$1% Street to 115" Street-4 tracks
115™ Street to Richton—2 tracks

Both passenger and freight mains had thelr own double
track between 23" St and Richtop. Two freight mains
existed between 11% Place and 23" St. to havdle tralos
coming out of the Congress St. Yard, Suburban tracks
were specifically located on the west side of the mainling
because this was the side where most of the residentisl
housing was located onmdwould better serve commuters.

71*, St Overpass, cuca 1915. This was one of tie first elovations to take place following the one done betwegn 51 St and 67
St. Cotriesy the Smoke Abarement and Eleclryiccn'on of Rallway Terminals In Chicago, 1915
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43 &1, Tower 1915: This was the rower that controlled the
masgive crozsing of the Chicago Junctlon wacke with the
IC mainfine 30 wnine from the stockyards could reach the
freight main. It was tom down when the new flyover bridge
was constructed and climinated the need of having o tower

io the crossing. Cosrtesy the Smoke Abatement and
Elecmification of Railway Terminals in Chicago, 1915
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This was also the tyme when the new. Markham Yard was
bolng consmucted 23 miles to the south as part of the
terminal project

New interlocking towers were constructed at Randaiph
St, $1*, Si, 67 St,, Kensington, (previously constructed °
in 1911), Homewood, and Richton, The tower at 51* St.
was strictly used for the crossover of suburban trains and
the freight connection with the Chicago Junction Railway.
Qrade separations to the south of 75* St. had climinated
imterlocking plants at Burnside (BRC, CR&IP), Blue
Island Junciion (C&WI), Riverdale (B&OCT, PRR),
Hatvey (BXOCT, OTW) and two at Matteson (MC
and EJ&E). Kensington intetlocking was enlarged to
hendle improved conriections with the CSS&SB, MC,
and the Blue Island branch. Subutban service on the

| CSS&SB was not sufficient to warrant a special fiyover

armengement at this junction.

The new Randolph St.--South Whter St. Swtion was
opened in Ostober of 1931 sfter being constructed in
siages since the abandonment of the old steam powered
terminal in 1926.The current South Shore station stands
where the temporary 1C eleciric station was located until
the permancnt was complated to the west. A key featurs
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594 St. Viaduct: This was part of the original elevation that took place in 1893 to serve the grounds of the Columbian Exposition.
It was Jater to be rebullt ag a oonorets reinforced viaduct in 1916, Courtesy Woodlawn Hisrorieal Sociery
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Plossmoor station 19}3. Eleutlbn céme equ to ll'll.l mlon with construction taking place jn J911. ‘l‘ha road I the foreground
ia Flossmoor Rd. Wiinols Ceniral Magazine

of this project wes the Randolph St. viaduct which was visducts over the right of way.. Track elevation between
built over the station and was to connect 1o the Outer B2 St. and 95* St (Burnside), the C&WI1 overpass at
Drive which later became known as Lake Shore Drive.  Kensingion(1927), end the elevation between Riverdale
This project was part of the famous City Beautiful and Harvey wore the very last stretches of right of way 10
Plan of 1909 that architect Danjel Burnham had created be constructed. The sievation marerial used at Riverdale
for the development of the lakefront. The tracks lesding and Harvey was sand that came from the Indiana Dunes
Into the station hed to be depressed L7 feet in order to area and was loaded in Haskell & Barker'side dump cary.
make sufficient room for the viaduct and station above. Completion of the entire e¢levation project was done
Subways were constructed across Michigan Ave. to give by 1927 with the exception of the Randolph St. sation
access to both Randolph and Van Buren Strect stations,  which was completed in 1931,
Much track clcvation in the suburbs was long completed  The entire mainline wes grade crossing free for 29 miles
before the work in the city was finjshed Viaduct work from Randolph St. clear to Richton, with the Chicsgo
wes donc jn Homswood and Flossmoor in 1911 The terminal projeot costing an estimated 65 million dollars.
clevation at Matteson was completed in 1923 with the No other rallroad in the Chicago had accomplished suth
dual benefit of eliminating & 0.4% grade going toward a task, The full electrification plan was never carried out
Monee. Dirt was removed from Mones to oreato @ cut due to the Great Depression in the 1930’5 slong with the
and brought to Matteson to elevats the tracks. coming of diese) power trains, The elevation project paid
Work continsed in earnest from 1925 to 4926 to for itself many times over by ellminating grade crossing
elevate the tracks in time for the comstruction of the accidents and expediting operstions. This investment
clectrification cantenary. Viaducts were built across the has continued to be a proven asset for both the current
tracks st Mowros, Jsckson Ven Burem, Congress,7th, owners, Metra and Canadian National and is a tributo to
Harrison, 23", 317, 35%, 39", and 43" streets, with tracks the forwerd thinking management of the Ilinois Centxel
being lowered at these locations to make it eamer to the Railroad in the early part of the 20" century.
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Thix I a detailed diagram of the wack configutation of the Chicago Terminal showing how tracks were assigned. Jlfinols
Central Magazine

T
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(Above) Amirak's Panams Limitad from New Oraans desconds the west
end of the Aur Line toward Unlon interlocking as the San Francusco Zephyr
gots wyed off the SN main, Feb 24, 1973

(Abovo right) Amtrak’s outbeund George Washington Is about 1o nose orto
te Alr Line bascule b-idge as it rolls slong tha St Chalas Ar Lins 1oward
the IC mmn on Aprd 7, 1973 Tha crossovers to tha right connoct the AlrLing
with 8&-QCT"s adjacent loady ko Grand Cential.

{Right) In this June 1984 scene, Amirak's Cily of Now Qrfeans s at nearly
the same position as the Gaarge [s in the upper dght photo The Ar Line
passes above Amtrak’s main locomeiive shop faciity, the view Bse! 14 lrom

the tower atop tha Amirak car shops -
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{Abovu Ioft and sbove) GE P30 Na 715 nogotates some of the tigh'
reverse curves of tha SL Charlas Aur Line at the Clark, Street juncbion with
tho southbound Amirak Shawnes In May 1972 The ralsod bascula bridge
balangs to B&OCT and carnes the now-delunct lasds to Grand Central
Station over the South Branch of tha Checage River,

-

' [Left) The George Washington (going) meets Lhe James Whetcamb Riley
(coming) on Feb, 24, 1973, at the point &* which the new connaction of f the
«east and of thy Alr Line Joins the old IC mawn near 18th Stroot, just beyana
the telt 'of the sbound Riley tha IC intercity passenger ma.n Jumps over the

1 suburban linés.

The;St.-fIharles Air Line o, How Amtrak |

-




“flies” over to the ICG. -~ -~

MIKE SCHAFER

Ruderl will nota the St Charles A Line name has surfaced several
times in the Chicago lssues, Formed by lGmors Central {the pnncipal
owner), Burlington, Michigan Central and Chcaga & North Western
madocassor Chicaga & Gulena Union, the St Charlesy Alr Uine Co buill,
trackage In tho mid 1850°s to connect G4-CU's termanal facdties (in the
vicinity of what s today the Amrak maintanance base) with IC's lake-

front ines and the ariginal Chicago Urwon Depot en the Iakefront, a shorl, -

portion was also used by IC Western Line tremn fo cennec! to lakefroni
trackage

in u:-roud termnology, the term “er hine™ usunlly denotas a diract line
betwaan two points, the " St Cheras" tn the name 11 [n refarence to that
Chicnge suburb, which was on the proposed route of the Chicage, 5t
Charles & Miasissippl Alr Line Ral'road, & ine which was building west
from the Chicago River and was absorbed by the G&CU The St Charles
Air Line was lg be 8 connecbien to e CSICEM.

The StCAL becams a Strategle sast-west freaght connection, but its
lnportance Lo passenger trains dimunished as the arrangement of down.
town passengor terminals evolved into the stx major stations of more
tecent times The Alr Lina was also part of the avalution, having been
rabur't and elevated for mast of its “As-mile length m 1889 to shminate
grade crossings and to soparate & from the PRR-CBEQ leads 1o the
original Canaf Street Union Depot. At the sama time, the NYC CRIGP
malns were ralied at 18th and Clork so they woukl continua to €ross the
Alr Line ol grade, IC's Western Line mein was abso ralsed here, ta jon the
Aur Ling at Clark Straat, but C&W1 and Santa Fe Lracks st this bottleneck
were lowgred to pass under the Ar Line and the NYC-CRISP The
massive bascule bridge winch today Is a langmark of the Awr Line was
msta'led n the lste 1920's when the Chicago River channel was relocat.
e a1 part of » ra-anginaering of rad (acinies on tra soLth sae cf the
busness distnct Prior to Amtrak, IC's Western Line trains mefoding the
Addisan suburban runs discontinued In 1937, represented the'pancipal
passangsr oparatlona an the Air Line Soo Line's Lake; also used It frem
19£3 to 1965 Evan 30, nesa trams orly Laed & partion of tha Alr Line,
from Clark Stroet to tha short hil” ramp leoding down inte Contra

. Station ('resghts used & longer apprcach ramp known as the ong hill",
oth rempy—and the latter 13 shil intact but ol of sarvice—were IC
ownad and rot aclually part ol the Alr Line} .

In the late 19607, KC da-amphasized ts Cangresa Strast fraight facli-

ties to further concentrats fraght operabors a1 Its huge Markham Yard

near Homewood This changs necessitsted a modification o the Alr -

Line—tha canstruction of a south log conneciion betwoen the Air Line
at Michigan Avenue and the IC Cantral Station luads at 18th Steaet. Once
completed, the new trachage allowed lowa lins fresghts to proceed
diractly to Markham Yard The futuro of interclly rail passanger service
indeed azpearod dim in the late 1560"s, sa panncrs of the now connec-
tion probably had o idea i would be of key importance to certain
pasIenger operations after 1971 )

With the dscontinuance of IC's Clucago-SToux City Hawkeye on
May 1, 1971, and the sama-day startup of Amtrak, the Alr Line became
devold of gll reguiar passenger service. Fresght-only status was short-
fived though tn March 1972 Ceant-al Station was closad and IC-operatad
Amtrak traing shiftad to Unlon Statan, which they reached by using the
new connection and the portion of the Alr Lina batween Michigan
Avonue and Clark Straal. From there the trains followed what had been
the path used by IC Weslern Line trains as for as Bridgepart From
Eridgeport, Amtrak had ta back the Lrains o'l the way to Unian Station via
GM&O-PRR—urd vica versa for outbound maves Eventually this com-
berioma srrangemant was a'leviated when Burlington Northern Ara"y
agroed 1o permit Amtrak trains to cross its busy cammuter-lsden man at
Unian interlocking from the north wye track of South Wye Juncton to
reach the west ond of the 5t Charlas Air Ling (mos? runs now sply usa
the Bustington main all the way aut te Union) By uaing tha arnrs Alr Line
from this paint, Amtrak trains hed quicker, more direct access (o the ICG
Iskefrant main, though back-up moves are stil necessary 1o gt ‘rany
praperty peintad

Though the Alr Une scluton of getdng tralns Lo the ¥C may not be
ideal u trip In or out of Chicaga on Amtrak's City of New Orlsans,
Shawnee cr /i ot least provides fans wilh & short bt fascinating
Journay over a segment of track that festures sbrupt grade changes,
tight curves, en improssive bazculs bridge, a lofty irip above Amtrak's .
malnlenancy base and & fine view of the Chicego skyline. * ~

- ] Zorfolk Southesn trakkh
bt |

LoD

CA&E interurhens unin 1857 nsed their own track v Laramie Avenyf, theore
ia CTA to a small terminal agalnst the Loop elevated a1 Wellst dher 1953
straction of the Elsenhoner Expressway forced the road to ts trrminal

fark tn lorest Park where the passcagers transfereed to CTA irfing nperaling
wntunib via a temporary routing

C&EI suoved litlle rom a stralght-line she into Chicglio Irom downatale
Nlishpls, conoecting onto the sery eod nf CAW s Dolton bfanch s Yard Center
Fronighere it wap 17 miles o Deartorn Sistlon for @ Iline In the Amirak ¢ra
Amtray, n Fioridinn used Ihiy C&WI-CAT] rouling as phrt of a drtyar aruund
bad tralk in Indi1ana

&

C&NW: A with Milwoukee Road oll three of (fANW s principal malas Into
Chikago slil| host passeager ralus all RIA, T Sorth Line serves some of
Chicage s wrijiiiles1 sulmrbs wnd the Wesl L 1une a cluse sevopd in that
cutegary 11l knawa is that Clybourn Is & tohnader palal belween Nartbwest
and %orlh Lioe e, with cunne Uotis purppsels scheduled to ab laie having
11 g &Il he was\te Morth Westrrn Termingd to change Irulns

GM&D, IC (Was:arn Ling} and Sants Fa ‘dnnal togather &t Bridgepart inter-
lacwng tg croas a defundl branch of 1+e Soyth Branch Chicago River and for
the GM&O 10 In effect gross the IC and Santa Fa On Apdl 7, 1923, Artrak’s
St Louls.bound Pralrie Sale fokaws the ox-G&-O path through the junctson

C&WI was principallf s passcnger terminal rdpd that provided an entrance
e duwplown {or severgl mads lser { W Fleatyrelpage 26), most of w kich bad
a alabe In UAW wpraklp &9V onnrd Dearburn Statton mnd sfter lia
clasure CAW trac eul back ta 213t Sireel and 1led bt the ex PRR main vor
CAWI could be arcesged (rom Lnion Stavon In thk Amtrak era, C&W| for a
time 0l thus providfd » way out nf Lhicago for rurlg de d lor Loulsnvilie
and Cincinmath, and the exsWabash commuter trasns st luse the AW i reach

CB&Q: Durlinging passeng r irains had a high-speed. three-irach rocomas
eniry trom Aurors where thr Jwin Cllzes and Omaha Kangas Clty lines joined,
which today s slill gne ol the muat photogenic and busy fputes sening Chica
K¢ The routr roas fpraugh several push suliurhis and in scvdprél owns the maln
Iierally spllts the buniness distriet in half Amtrnk Zehjnra uae the samre
muting 1odey as dM pre Amtrak Burlington tralas

CGW passengrefiraing used the BAUCT Trum Bellnoud un In {mingling whh
Sou's passrngel jralns [nan Foreal Park enstl (o Grand Central, COW slong
with paralie] CAGC was one of the first major raltronds In the'ghy 1o drop
passenger serslef 1hoth In 1957)

CHMStP&P: ftinanketr Raad trains off the three different rouie used
Milwankee traclf as far ns Waglern Avenur where they crossed CENW™ Weat
Hur and entereg tran b owned by I'RR dominated €L A € ampany ta reach Unlan
Siation Amiraf rons frum Milwaubte use same roullng lodey Lhough track
easl [rom Westprn Avenue is now owned by Amtrak The so-telicd Morth Line
aciually splitslrom the main to Milwaukee at Rondout and heads northwest 1o
Fox lake fand al one time Madlson, Wis )

LRo= —ACOC»



v o)

FREZOCON~ Z=3D— naMOTMANST

N
F

il-';lillrﬁ l_-.
e — g

= P Y,

L

i

-.!L!'IT'Z
i

g

S
aih

“Grand C
o s S i

L |_‘I§
| i . ST

W=,

e D ———

:

—
—
]
1 emm—
'-—-—

Grant Park
1
Fs

——

e

——
zj:—f

2

4
]
L]

i,
=
=4

E

Dearborn) Station » -

arn Stafion Arv

i 3
= 1

) A .
ni o 5] . §c
! 'H &n St Sm;blanSIwnn v 2 ..E;
1 . E :

l

i) i t =

!l;ﬂlv
_’-=|

L

ant Park
AT CRRE LR,

i o

wal arrangenia nt (or passea
grrs destined for downlow n Chicegy. Marth Shore s cntered CTA track mt
How ard Streel. praetrated the L nop haciness disitiet an Tl —thereby offer-
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__Sculs

trackage rights ovsr IC from Kensingion') 15h Sirect

e iLne Lackawznna from 1960 an) owned no track in Ilinols (but for
CE&WL, which kxir wos part swner of), 51 South Hammond, (nd. Lric passenger
tralas went anto the CEW] for the 233 mile idp tn Dearborn. In the Amirsk
cra, (rains (o Clneinnat| fur 2 time used a CEWT FT routing (from Zist Sireet tn

th, Ind . ta reach CAOs line (o Clacinnatl. shoritly after Conrall was burn
y was abundoard between Hammond snd Griifith

GM&O0's cnin [nlo meiro Chirago w y as direcl an Santa Fe which
GUEY wore or irss paratieled in feom Jyloet, byt was hampered—ani soili
fs—by a manoal Interloeking at Brighton Park Al 215t Street the GMAQ roded
awd tralns entered PRR track te reach U'nlon Station Amtrak tralns today to and
freim 51 Louis follow exacth the same path as their red and-maroon predeces
sars
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BEFORE THE
SURFACE TRANSPORTATION BOARD

STB Finance Docket No. 35087
CANADIAN NATIONAL RAILWAY CORPORATION
AND GRAND TRUNK CORPORATION
~CONTROL -

ELGIN, JOLIET & EASTERN WEST COMPANY
APPLICANTS’ RESPONSES AND OBJECTIONS TO
THE VILLAGE OF BARRINGTON’S
FIRST DISCOVERY REQUESTS

!

Pursuant to the Surface Transportation Board’s Discovery Rules, 49 C.F.R. §§
1114.21 through 1114.31, and Decision No. 2, served in this proceeding on November
26, 2007, Applicants hereby make these combined responses and objections to the first
sets of interrogatories and requests for production of documents served by the Village of
Barrington (“the Village”) on Friday, December 18, 2007, collectively referred to as the
“Discovery Requests.”

APPLICANTS' OBJECTIONS: BACKGROUND

The Village has served extraordinarily voluminous and burdensome Discovery
Requests — a total of 101 numbered requests, with subparts and complex, burdensome
definitions and instructions. These requests overlook the fact that the Village is not
entitled to invoke the Board’s discovery process to cxplore 1ssues that the Board has ruled
1t will address, as requested by the Village, in the Board's environmental review process.

Thas is not a private civil action in federal district court or state court where the
parties bave broad latitude to pursue discovery under flexible, permssive standards and

normally do not face inalterable statutory deadlines. Under the Board’s longstanding



Response

Without waiving any objections, and subject to any specific objections and the
General Responses and General Objections stated above, Applicants respond as follows:

CN has no such plans that would provide a basis for CN to alter its current
expectations for traffic levels on the EJ&EW.

Interrogatory No. 27

Please describe any planned, current, anticipated, or foreseeable expansions or capital
improvements of yard, repair, or similar facilities related to PPR and/or the Fairview
Container Terminal. i

Response
Without waiving any objections, and subject to any specific objections and the
General Responses and General Objections stated above, Applicants respond as follows:
CN has no such plans that would provide a basis for CN to alter 1ts current
expectations for traffic levels on EJ&EW line.

Interrogatory No. 28

Please describe any planned, current, anticipated, or foreseeable relocations of any yard,
repaur, or similar facilities from the Chicago area fo the EJ&E Line.

Response
Without waiving any objections, and subject to any specific objections and the
General Responses and General Objections stated above, Applicants respond as follows:
CN has no such plans that would provide a basis for CN to alter its current
expectations for traffic levels on the EJ&EW hne.

Interrogatory Neo. 29

Please describe your past, present, and anticipated or possible future relationship, duties,
and/or obligations with regard to CREATE, mcluding but not hmited to financial or
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funding relationships or agreements, planning requirernents or itiatives, and agreements
or negotiations with railroads, shippers, and/or other public or governmental entities.

esponse

Without waiving any objections, and subject to any specific objections and the
General Responses and General Objections stated above, Applicants respond as follows:

On June 14, 2003, the Association of American Railroads, representing
participating railroads including CN, entered into a Joint Statement of Understanding
(JSOU) with the Illinois Department of Transportation (IDOT) and the Chicago
Department of Transportation (CDOT) for Project CREATE (Chicago Region
Environmental and Transportation Efficiency Program). A copy of the JSOU is beirllg
produced. The goal of the parties to the JSOU was to increase the efficiency of the
region’s rail infrastructure and improve the quality of life of its residents More
specifically, the goals of the parties to the JSOU in participating in CREATE are to
reduce rail and highway congestion, improve passenger rail service, enhance public
safety, promote economic development, create jobs, improve air quality, and reduce noise
from idhing or slow-moving trains.

Its founders originaily esamated that CREATE would cost approximately $1.53
billion, with the rail participants collectively to contribute $232 million to pay for the
estimated railroad benefits of the Project, and the remainder to be funded from federal,
state, and local sources to pay for the Project’s public benefits. See JSOU at Art. I[1 6.
The JSOU provided that further agreements establishing the formal obligations of the
parties would be required (/d. at Art. V), and necessary governance requircments and
formal working groups to advance the Project, including in the Chicago Planning Group

(CPG), were established.
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A Memorandum of Understanding (MOU) among the participating raiiroads
dated May 6, 2003, allocated the railroad contnbutions for CREATE. A copy of the
MOU is being produced. CN, the only railroad participating in CREATE that would be
required to relocate its operations through Chicago and to a new route to be constructed,
known as the Central Corridor, was to contribute $63.4 million of the rail contnibution
dedicated solely to the rail assets (rail, ties, ballast, and signals) to construct that route.
The JSOU and MOU provided that railroads’ financial contributions and their continuing
participation were dependent upon full authorization and availability of the public funds
required for the Project.

The JSOU recogmized as a critical part of CREATE the City of Chicago’s interest
in the termination of CN’s rail operations through the City along CN's current rail line
over the St. Charles Airline (SCAL) and certain related connecting properties. CN's
discontinuance of use of the SCAL would eventually allow for the City’s acquisition and
development of the properties. Accordingly, on June 14, 2003, CN and CDOT entered
into an agreement indicating the parties’ intent for CN to sell the SCAL and such
properties to CDOT upon completion of the Central Corridor. A copy of the agreement,
redacted to exclude the acquisition price 15 being produced. Other projects included in
CREATE include the Beltway and Western Avenue Corridors.

Specifically, the Central Corridor properties include (1) CN’s 50% interest in the
0.7-mile SCAL line itself in downtown Chicago, (2) CN’s 7-mile wholly owned right of
way extending south from the eastern end of the SCAL to just north of 72nd Street, and
(3) CN’s wholly-owned westemn approach to the SCAL from the NS/Amtrak diamonds at

215t Street to the SCAL. Underlying the agreement, of course, was the understanding
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that any sale to CDOT would be subject to any abandonment or other regulatory
authorization that may be required by law. The agreement also provided that the
proceeds of any sale would include compensation for BNSF for conveyance of BNSF's
25% interest in the SCAL, and that the City would have a separate arrangement with UP
regarding UP’s 25% interest in the SCAL.

In 20085, in the SAFETEA-LU legislation, Congress authorized significantly less
federal funding for CREATE than 11s proponents had sought. The lower funding
provided would enable only a partial implementation of CREATE 1n the upcoming years,
and, with continued funding uncertainties, leaves realization of the remainder of the
Project in question, including construction of a new CN Central Corridor route through
Chicago. Both the Final Feasibility Plan and Final Feasibility Screemng, dated August
2005 are being produced.

The parties to CREATE nonetheless agreed in August 2006, to use the limited
federal funds, along with certain railroad and state and local funds, to attempt to move
forward with an abbreviated implementation of CREATE with project components
principally along the Beltway and Western Avenue comdors. A copy of the Fourth
Amecndment to the MOU, embodying this agreement, is being produced. Because CN
funds were committed solely to construction of the Central Cormnidor, and because these
components would not benefit CN, the CREATE participants agreed that CN would not
be a financial contributor for this limited CREATE wnplementation.

Should the STB approve CN’s Application to acquire the major portion of EJ&E,
and after building new connections and providing added capacity, CN will cventually be

able to relocate to EJ&EW all of its operations through Chicago via the St. Charles
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Sean Finn

CANADIAN NATIONAL RAILWAY
COMPANY

P.O. Box 8100

Montréal, QC H3B 2M9

(514) 399-5430

Theodore K. Kalick

CANADIAN NATIONAL RAILWAY
COMPANY

Suite 500 North Building

601 Pennsylvania Avenue, N.W.
Washington, D.C. 20004

(202) 347-7840

Respectfully submitted,

Paul A. Cunningham

David A. Hirsh

James M. Guinivan

HARKINS CUNNINGHAM LLP
1700 K Street, N.W., Suite 400
Washington, D.C. 20006-3804
(202) 973-7600

Counsel for Canadian National Railway Company
and Grand Trunk Corporation

January 3, 2008
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BEFORE THE
SURFACE TRANSPORTATION BOARD

STB Finance Docket No 35087
CANADIAN NATIONAL RAILWAY CORPORATION
AND GRAND TRUNK CORPORATION
~ CONTROL -
ELGIN, JOLIET & EASTERN WEST COMPANY
APPLICANTS® RESPONSE TO THE NATIONAL PASSENGER RAILROAD
CORPORATION’S INTERROGATORIES AND REQUEST FOR PRODUCTION
OF DOCUMENTS

Applicants respond to the interrogatones and request for production of documents

of the National Passenger Railroad Corporation {“Amtrak™), as follows:
APPLICANTS’ GENERAL RESPONSES

The following general responses are made with respect to all of the interrogatories
and document requests.

1. Applicants are in good faith completing reasonable searches for
information and/or documents responsive to some of the requests or parts thereof. Where
documents are being produced CN will do so by placing coptes in its depository, subject
1o these objections.

2. Where objections are made, Applicunts are willing to discuss searching for
and producing information or documents covered by a more limited interrogatory or
request taking into account: (1) the stated objections; (1) related matters such as the
breadth of the requests, (1n) the availability of extensive information in the Application

and Applicants’ work papers; (1v) the competitive sensitivity of the information or

documents requested; and (v) the substantial burdens of searching for, locating and



8 Applicants object to the Discovery Requests, insofar as they seek “any” or
“all™ information or documents “relating to™ a subject, as being unreasonably broad and
burdensome.,

9. Applicants object to Instruction No. 2 insofar as it seeks responses
covenng the penod from January 1, 2000 and thereafter Unless otherwise mdicated, CN
will respond with respect to the period from October 1, 2005, to the date of the filing of
the Application, October 30, 2007,

10.  Applicants object to Instruction No. 5 as being unduly burdensome in
requinng identification of persons who provided information used in responses to
interrogatories.

Il Apphcants objcct insofar as the Discovery Requests seek the production of
information subject to the attomey-client privilege, the work product doctrine and/or the

jont or common interest pnvilege

APPLICANTS® SPECIFIC RESPONSES

INTERROGATORIES

Interrogatory No. 1

Descnibe n detail (including without limitation operating railroad, train number,
frequency of operation, and potnts of entry upon and egress from the St. Charles Air Line
Route) all freight trains currently operating on a regular or irregular basis over the St.
Charles Air Line Route by railroads other than CN, and describe in detail how CN
expects these trains to be routed through the Chicago arca if freight operations on the Air
Line Route are discontinued.

Response
Without waiving any objections, and subject to any specific objections and the

General Responses and General Objections stated above, Applicants respond as follows



BNSF Railway Co. (“"BNSF™) operates one merchandise train (identified as
MGALCNI-#, wherc “#" is a day of the month) every other day on the St. Charles Air
Line route. This train enters the St Charles Air Line at the westemn edge of the Bascule
Bridge and operates eastward over the St. Charles Air Line and proceeds south over CN's
Chicago Subdivision to Harvey, where 11 15 interchanged with CN. The cmpties for this
movement are not returned over the St. Charles Air Line.

In addition, BNSF operates 10 coal trains per month over the St. Charles Air Line
route, following the same route to Harvey, CN returns the empty coal trains to BNSF
over the same route, interchanging them with BNSF at BNSF’s Western Yard. BNSF’s
coal train numbers vary based on the ongin, destination, and day of the movement

Any future routing of the BNSF trains now operating over the St. Charles Air
Line route would be a matter for negotiation between CN and BNSF
Interrogatory No. 2
Do the freight trains per day figures on pages 246 and 247 of the Apphication include.

a. 1n the “base” figures, all non-CN freight trains described n response to
Interrogatory No. 1; and

b. in the “total” figures, all freight trains operated by railroads other than CN,
EJ&E and Gary Railway (including without limitation the trains described
in response to Interrogatory No 1) that will operate over the CN or EJ&E
segments histed followimng consummation of the EJ&E acquisition?

If the answer to a or b 1s other than an unqualified “yes”, provide the number of
additional freight trains (“base™ and post-transaction) over each segment operated or to be
operated by freight railroads other than CN, EJ&E or Gary Railway, and describe 1n
detail why each of these trains was not included in the figures on pages 246 and 247 of
the Apphication.



Response

Applicants object insofar as the request calls for *“[a]ll documents . related to,

constituting or evidencing” the specificd ownership or operating nights.

No documents are being produced.

Sean Finn

CANADIAN NATIONAL RAILWAY
COMPANY

P.O. Box 8100

Montréal, QC H3B 2M9

(514) 399-5430

Theodore K Kalick

CANADIAN NATIONAL RAILWAY
COMPANY

Suite 500 North Building

601 Pennsylvamia Avenue, N.W.
Washington, D C 20004

(202) 347-7840

Respectfully submitted,

Paul A Cunningham

David A. Hirsh

James M Guinivan

HARKINS CUNNINGHAM LLP
1700 K Street, N W., Suite 400

Washington, D.C. 20006-3804
(202) 973-7600

Counsel for Canadian National Railway Company
and Grand Trunk Corporation

January 15, 2008
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APPENDIX

ASSESSMENT OF CTCO-SUGGESTED ALTERNATIVES

The rail industry’s Chicago Transportation Coordination Office (“CTCO") has
identified three potential alternatives (“Options 1-3") to the Grand Crossing Route that
are shown on the appended map (A-1). The problems associated with each of these
Options arc discussed below Also appended arc the track diagrams and aerial photos
referenced in the discussion, and the pure runming time calculations for each of the three
Options (as well as for the proposcd Grand Crossing Route to which they are compared).

The pure running time calculations reflect only the time required between
Homewood and Chicago Union Station on each of the routes by a train operating
continuously at maximum permitted speed with zero delays. Pure running times do not
include:

¢ the additional time required for stops while waiting for dispatchers to
authorize backup moves, line swiiches. and clear routes to allow trains to
proceed; or

o delays due to interfercnce from other trains; rail traffic congestion at known
chokepoints; and in connection with “handoffs” between dispatchers when
trains must shift from one railroad to another.

There can be great variability in each of these factors from one route o another,
depending upon the level of freight and commuter train congestion; track, interlocking
and signal configurations; the number of handofls between railroads along a route; and
other route-specific characteristics.

As depicted in the attached map, whilc the three Options leave CN's Chicago
Subdivision at diffcrent points and head north over different railroads, all of them
converge at 80" Street interlocking and follow the same route from 80" Street to Chicago
Union Station. The discussion in Option 1 below is therefore divided into south of 80™
Street and north of 80" Street segments, and the segment between 80™ Street and Chicago
Union Station 1s discussed only under Option 1 to avoid repetition

Option 1 (CN-BRC-Metra-NS-Amtrak)

Undcr Option 1, shown on the attached map in orange, northbound Amirak trains
would:

o switch from CN’s main tracks to a CN “Thoroughfare™ (running) track at
Wildwood, and continue north for four miles;

e at 93" Street, Icave CN via a backup move (approximately 1 5 miles) into the
Pullman Junction interlocking of the Belt Railway of Chicago (“BRC"});

e operate over the BRC from Pullman Jct. to 74" Street interlocking: and



e north of 80 Street, follow the route currently used by Amtrak’s
Cardinal/Hoosier State (“the Cardinal Route™) via Mctra’s Southwest Service
Corridor Linc, through the Norfolk Southern (*“NS™) controlled CP518
interlocking, back onto Mectra’s Southwest Service Corridor (or. altcrnatively,
NS's parallel Chicago Line), and onto Amtrak-owned trackage at 21 Street
interlocking into Chicago Union Station.

A. Wildwood-80™ Street

As indicated in the appended running time calculations, Option 1 is the slowest
route in terms of pure running time. From Homewood to Union Station, it is 9 mmutcs
longer than today's scheduled time via the Air Line Route, and 19 minutes longer than
projected pure running time via the Grand Crossing Route. A major reason for this is the
very slow maximum speeds on the four miles of CN Thoroughfare track (20 mph) and on
the slightly longer segment on the BRC (25 mph)

The backup move from CN to the BRC at 93™ Street begins with a hand thrown
switch from CN’s Thoroughfare track to the connecting track, and brings the train onto
the BRC (backwards) in the middle of BRC’s very busy Pullman Junction Although the
connccting track itself 1s less than a mile long, Amtrak trains making the backup move
would have to back up all the way cast to BRC Milepost 20 — a 1otal distance of about 1.5
miles — to clear the home signal; stop; and wait for authorization from BRC’s dispatcher
to reverse direction and proceed forward.

The track layout at Pullman Junction, and the tracks (highlighted in red) that
would be used by Amtrak rains making the backup up, are shown in the appended
diagram (A-6). BRC has about 14 train movements daily through Pullman Junction
interlocking that continuc west along the its main line via the routc Amtrak trains would
use (at much slower spceds than the 25 mph maximum for a following Amtrak train).

Amtrak trains would also be competing for track space at the interlocking with
approximately 35 freight train movements per day that operate to/from Pullman Junction
on the route from/toward the direction of CP509 on the NS's Chicago-Cleveland line.
Finally, NS performs several shoving moves each day in the Pullman Junction
interlocking of long road trains moving in/out of its adjacent Calumet Yard. These NS
trains back up, or pull forward, until the cntire train 1s occupying onc of the main tracks,
at which point the train reverses direction A freight train crossing over from one side of
the tracks to the other, or making a shove move, can tie up an interlocking for 10-15
minutes in a terminal arca where speeds are restricted.

The congestion created by these long freight trains moving slowly (if at all), and

in some cases moving in both directions, makes Pullman Junction and the adjacent
trackage a terrible place 1o consider subjccting six Amtrak tramns a day to backup moves.

B 80" Street-Chicago Union Station



Under Option 1 (as well as Options 2 and 3), Amtrak trains would cnter the
Cardinat Route at the BRC’s 80" Street interlocking and follow that route into Union
Station. They would remain on the BRC until 74" Street interlocking., where they would
diverge onto METRA's Southwest Corridor Line.

As shown in the appended diagram (A-7) that depicts the BRC line, the
interlockings at both 80™ and 74" Streets are convergence points for multiple routes,
most of which have significant train volumes. Just south of 80" Street, the two track
BRC line (Option 1 route) is joined on the west side by the two tracks of UP’s Villa
Grove Subdivision (Option 2 route), with trains operating over the four UP and BRC
tracks consolidating onto the iwo BRC tracks before passing under the bridge that carries
METRA'’s Rock Island District line over the BRC  The third track under the bridge — the
so-called NS Stack Connection — is uscd by NS intermodal trains that operate over the
BRC. and tics into the BRC no 1 (east) main track just north of the bridge at 78™ Strect
in the same arca where BRC main track 3 diverges from track 2 on the west side. Just
north of that point, the Cardinal Route leaves the BRC via the “NS Metra Connection
Track™ that diverges on the east side of the right-of~way and runs into the 74" Street
interlocking.

The majority of the BRC and NS trains, as well as CP trackage rights trains
operating over NS and UP trains moving between the Villa Grove Subdivision and
Metra’s Southwest Service Corridor, cross over at the interlocking. With 50 plus freight
trains a day converging at the interlocking, and almost all of them switching tracks at
slow speed (in many cases multiple times), the incvitable result is frequent backups while
trains wait for the interlocking to clear. Today this is a major source of delay that causcs
inconsistent on-time performance for the Cardinal/Hoosier State.

At 74" Street, the 30 Metra commuter trains that operale over Mectra's Southwest
Service Corridor Line join the mix, with all trains funneling through a short single track
segment at the interlocking. Here again. delays waiting for trains operating over ditferent
routes 1o clear the interlocking are a frequent occurrence.

Heading north from 74™ Street, the Metra line runs west of the right-of-way of
NS’s two main-track Chicago Line. The next major point of conflict 1s the NS-controlled
interlocking at CP 518 near 40" Street, which is depicted in an appended track diagram
(A-8). llere, freight trains operating over NS's Chicago Line on the east side -
approximately 18 daily doublestach and merchandise road trains cvery day, plus 3
ethanol trains and 3-5 coal trains in each direction per week — must cross over the Metra
route to reach NS’s Ashland Avenue Yard, which lies to the west. Also operating
through CP 518 are:

¢ 3 yard-to-yard transfer trains in each direction daily;
3 BNSF freight trains operating to/from Amtrak at 21* Street,
4 UP trains in and out of UP’s Canal Street Intermodal Yard that operatc over
Metra’s Southwest Corridor; and



¢ an average of 3 to 6 NS switching moves per day that pull out of the north end
of NS’s 47 Street Yard onto the interiocking and then shove back onto
another track.

Thus, the total number of freight train moves per day at CP 518 is in the mid-30's,
with most of these trains either operating on or crossing over the Metra line. Added to
the current volume are the 30 Metra and 2 Amtrak trains that operate via the Metra
Southwest Service Corridor Line, and the 14 Amtrak trains that operate through the
interlocking on NS’s Chicago Line.

Adding 6 Amtrak trains to this line, which all three Options would do, would
exacerbate the existing congestion problems at the three bottlenecks described above.
Significant capital investments to increase capacity on this line segment are contemplated
under the CREATE program, but none are currently funded to completion.

Option 2 (CN-UP-BRC-Metra-NS-Amtrak)

Under Option 2, shown on the attached map in green, northbound Amtrak trains
would:

e switch from CN to UP’s Villa Grove Subdivision via a newly constructed
connection somewhere between 130™ Street and 118" Street, and
operate over UP to 80" Street interlocking; and
follow the same route as Option 1 above, via BRC, MIETRA, and NS (through
the CP 518 interlocking) from 80" Street to Chicago Union Station.

Option 2 adds 11 new public grade crossings 10 the routes of the six trains
currently using the Air Line Route, which has no grade crossings. These additional grade
crossings, many of which cross major thoroughfares, are:



Street Name # Lanes Warning Devices Vehicular Traffic

Statc 2 FLG Heavy ~ BR
115™ 4 FLG Heavy ~ BR
Wentworth 2 FLG Heavy - BR
113" Pedestrian FLSAG Nonc

1 2 FLG Heavy ~ BR
109" 1 way FLG R only

107" 2 FLG Ileavy ~ BR
103" 2 FLG Heavy ~ BR
101* 2 TLG R only

g7 2 FLG R only

95" 4 FL.G Ileavy ~ BR

Legend: BR = Business Route
R = Residential Route
P = Pedestrian Only
FL = Flashing l.ights
FI.G = I'lashing Lights & Gates
FLSAG - Flashing Lights & Short Arm Gates

Potential locations between 130™ and 118" Streets for construction of the new
connection between the at-grade CN line and the elevated LP line are shown in the
appended aerial maps (A-9 and A-10). A new connection track at cither locanon would
require construction of a railroad roadbed (embankment) through property owned by the
Calumet Water Reclamation District 10 reach the elevation of the UP. Building the
conncction on the now-abandoned railroad right-of-way that crosses 130™ Street would
add yct another (1 2™} at-grade crossing or require a costly grade scparation over this very
busy four-lane street. In addition, the arca just north of 130" Strect abutting the
Reclamation District is a posted wetland naturc preserve.

Pure running time via Option 2 is comparable 1o today’s opcration on the Air Line
Route, but longer than via the proposed Grand Crossing Route  Tlowever, this Option has
the most handoffs (six in a stretch of approximately 15 miles) between dispatchers of
different railroads. From the proposed new connection at 118™/130™ Streets to Chicago
Union Station. the route is identical to that used by Amtrak’s Cardinal and Hoosier State
trains today, incorporating both the bottleneck-laden segment north of 80™ Street
(described above) and a UP-owned segment south of 80" Strect that has approximately
20-25 freight trains daily. The Cardinal/lloosier State are frequently delayed on the UP
segment today, and UP has indicated that it would seek construction of approximately
six mules of additional main line track from the new connection northward to the 0™
Street interlocking if this line was required 10 accommodate six additional Amtrak trains.



Option 3 (CN-BRC-Metra (Rock Island)-BRC-Metra (Southwest)-NS-Amtrak)

Under Option 3, shown on the attached map in blue, northbound Amtrak trains

would:

leave CN’s Chicago Subdivision via an existing connection at Harvey;
operate over CN’s Elsdon Subdivision from Harvey to Blue Island;

switch to Metra’s Rock Island District at Blue Island via a new connection;
operate from Bluc Island to 80™ Street on the Metra Rock Island line; and
use a newly constructed connection to the BRC at 80™ Street; and

operate from 80™ Street to Union Station over the BRC-Metra Southwest

Corridor-NS(CP 518)-Amtrak route described under Option 1.

Option 3 would require the construction of two new, grade separated connection
tracks: one at Blue Island and another in the vicinity of 80" Street. As i the casc of
Option 2. this routing option would add numerous (11) new public street/highway grade
crossings to the route of the six trains currently using the crossing-free Air Line Route, as

follows:

Street Name # Lanes Warning Devices
Lumber 2 FI.
Park Avenue 4 FLG
Broadway Avenue 4 I'LG
Center Avenue 2 FLG
Dells Avenue 2 FLG
Ashland Avenue 2 FLG
147" Street 4 FLG
Wood Street 4 FLG
Lincoln Avenue 1 FLG
Robey Avenue 2 T'LG
Western Avenue 4 FL.G

Legend: BR =Business Route
R = Residential Route
P = Pedestrian Only
FL = Flashing Lights
FLG = Flashing Lights & Gates

FLSAG - Flashing Lights & Short Arm Gates

Vehicular Traflic
Local only

BR - Heavy

R —Medium

R —Light

R - Light

R —~ Mcdium

BR - Hcavy

BR —IIcavy

BR - Plant crossing
R & BR — Medium
BR - Heavy

Although the pure running time is only slightly longer than today's operation via
the St. Charies Air Line, it is about 12 minutes {onger than via the Grand Crossing option.
Metra has indicated that it would oppose adding six Amtrak trains to its linc between
Blue Island and 80™ Street. Between 80™ Street and Union Station, this line would

operate over the Cardinal Route described under Option 1 above



A major 1ssue with Option 3 is the need to construct not one but two new
connections between grade scparated lines  As depicted in the appended track diagram
and acrial map of Blue Island (A-11 and A-12), constructing a connection at that location
would be a particularly significant undertaking, since the connecting track would have to
pass over two different railroads (CSX and Indiana Harbor Belt) as it descended from the
above- grade Metra Rock Island Line to the at-grade CN Elsdon Subdivision. A
connection in the vicimty of 80™ Strect would interject an additional rail line into the web
of tracks that currently converge at that location.
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