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PUBLIC WORKS JOBS ON THE RAILROADS 

TUESDAY, JUNE 17, 1975 

HOUSE OF REPRESENTATIVES, 
SUBCOMMITTEE ON TRANSK)RTATION AND COMMERCE, 

COMMMITTEE ON INTERSTATE AND FOREIGN COMMERCE, 
Washington, B.C. 

The subcommittee met at 2 p.m., pursuant to notice, in room 2218, 
Rayburn House Office Building, Hon. Fred B. Rooney, chairman, 
presiding. 

Mr. RooNET. The committee will come to order. 
Today we begin hearings on H.R. 6962 and several similar bills. 
The subject matter is railroad jobs. But more than that, we will 

discuss jobs which have immediate and long-range benefits for all 
of us. 

Some people have said, only half-humorously, that the problem with 
railroads is that they don't wear out fast enough. In our throwaway 
age that type of thinking is all too common. 

But the facts are these: A lot of our railroad plant is run down. 
A marvelous capital asset is being allowed to waste away. Deferred 
maintenance is a pleasant-sounding term used in the railroad industry. 
In plain language it means that the place is going ramshackle. It also 
means that safety is taking a licking; injuries, loss, and damage are 
running high; railroad service is poor; passengers and freight are 
going to other types and other modes of transportation and the rail- 
roads are the losere. 

But we are all poorer as a result. Our railroads are a great national 
resource. We have neglected this resource. The public's deferred con- 
sideration of the railroads is not unlike deferred maintenance on the 
railroads. We are not paying attention to business when we let the 
railroads lose their competitive position in the transportation field. 

We have built—largely with taxpayer dollars—a fine transporta- 
tion system by inland waterways. Our highways, and our private and 
for-hire trucking industry is second to none. Our public R. & D. and 
air traffic control have given us a reliable air service system. We 
should not entertain any notions to retard such development. But we 
should stait to build our rail service. Amtrak is making great strides 
on the passenger side. Our efforts in these hearings can give us a start 
in pulling rail service back to something resembling first-class rail 
service. 

Our job today is creating jobs. My review of the bills before us 
indicates that those which provide funds for material and equipment 
have full protections built in for the Federal taxpayer dollar. Where 

(1) 
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taxpayer dollars are used for any such materials and equipment, the 
Secretary or the Commission can impose necessary safeguards for the 
recovery of these funds. It has been my concern all along that we 
not use Federal funds to improve private industry and private 
property. 

Without objection, the text of the bills we will be considering during 
this hearing and the agency reports tliereon will be placed in the record 
at this point. 

[Testimony resumes on p. 99.] 
[The text of the bills and agency reports referred to follow:] 
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WTH CONGRESS 
lar SESSION H. R. 6808 

IN THE HOUSE OF REPRESENTATIVES 

MAT 7,1975 

Mr. STAOOERB introduced the following bill; which was referred to the Com- 
mittee on Interstate and Foreign Conunerce 

A BILL 
To improve the reliability and safety of railroad transportation 

so as t« promote the efficient use of energy in surface trans- 

portation, and to reduce unemployment by providing fimds 

for work in repairing, rehabilitating, and improving railroad 
roadbeds and facilities, 

1 Be it enacted by the Senate and House of Eepresenta- 

2 lives of the United States of America in Congress assembled, 

3 That this Act may be cited as the "Rail Transportation 

4 Improvement and Employment Act of 1975". 

5 DECLARATION   OF   POLICY 

6 SEC. 2. (a) FINDINGS.—The Congress finds and declares 

7 that- 

8 (1) Adequate and safe rail transportation is essen- 

9 tial to the public interest, and jobs which mvolve re- 

X 
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1 ing, rehabilitating, and improving essential railroad road- 

2 beds and facilities to increase the public service capabil- 

3 it)^ of railroads arc important public service jobs; and 

4 (2) unemployment can be reduced significantly by 

5 stimulating and expediting the repair, rehabilitation, and 

6 improvement of the Nation's railroad roadbeds and facili- 

7 ties, because there is a great need for such activity aad 

8 because such activity is labor intensive. 

9 (b) PusPOSE.—It is therefore declared to be the pur- 

10 pose of this Act to authorize tlie Secretary of Transportation 

11 in consultation with the Secretary of Labor to provide finan- 

12 cial assistance, from funds appropriated and made available 

13 under section 10 and in accordance with the provisions of 

14 this Act to eligible apphcants, for programs aimed at reduo- 

15 ing unemployment and at repairing, rehabilitating, or im- 

16 proving essential railroad roadbeds and facUities. 

1'7 SEC. 3. DEFINITIONS.—As used in this Act, unless the 

18 context indicates otherwise, the term— 

19 (1)  "eligible applicant" means any  (A)  State or 

20 political subdivision thereof, (B) railroad, (C) regional, 

21 State, or local transportation authority, or (D) regional 

22 commission; 

23 (2) "government" means the Federal Government 

24 or the government of a State; 

(3)   "railroad" means a common carrier by rail- 25 
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1 road, as defined in settiou 1(3) of the Interetate Corn- 

2 merce Act (49 U.S.C. 1 (3)) and includes the National 

8 Itailroad rasseuger Corporation, and the Consolidated 

4 liail Corporation; 

5 (4) "regional commission" means the Appalachian 

6 Regional Commission, established pursuant to section 

7 101 of the Appalachian Kegional Development Act of 

8 1965 (40 App. U.S.C. 101), and the Kegional Action 

9 Planning Commissions, established pursuant to title V of 

10 the Public Works and Economic Development Act (42 

11 U.S.C. 3181) ; 

12 (5)   "roadbeds and facilities" means the physical 

13 assets of a railroad, other than rolling stock, that are 

14 necessary for the actual movement of rolling stock, in- 

15 eluding, but not limited to, tracks, ties, rails, switches, 

16 roadbeds, bridges, yards,  stations and  terminals, ma- 

17 chines for loading and unloading, ferries and shoreside 

18 facilities for transporting rolling stock over water, signal 

19 systems, grade crossings, train monitoring systems, elec- 

20 trification and otlier power transmission systems, and 

21 structures and equipment necessary to the functioning 

23 of any of the foregoing; 

23 (6) "Secretary" means the Secretary of Transpor- 

24 tation;and 
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1 (6) "Secretary" means the Secretary of Transpor- 

2 tation; and 

3 (7) "State" means any State of the United States, 

4 or the District of Columbia. 

5 GBANTS FOB EMPLOYMENT  IN  RAILROAD REPAIR OB 

6 REHABILITATION   PROJECTS 

7 SEC. 4.   (a)   GENERAL AUTHORITY.—The Secretary 

8 shall, in accordance with this Act, provide financial assistance 

9 in  the form  of grants  to  eligible applicants  for projects 

10 involving tlie repair, rehabilitation or improvement of rail- 

11 rod roadbeds and facilities which meet the following goals: 

12 (1)   the reduction of unemployment in areas that 

13 are identified by the Secretary of Labor as areas of sub- 

14 stantial unemplojinent; 

15 (2)  the improvement of deteriorated roadbeds and 

16 facilities where such improvement would (A) reduce or 

17 eliminate hazards to pul)lic safety (including eliminafion 

18 of grade crossings), or (B)  expedite the movement of 

19 freight or passengers   (including improvement  of rail 

20 passenger service; modernization of facilities; and elec- 

21 trification of appropriate lines) ; and 

22 (3)   the  improvement  of roadbeds and facilities 

23 where die Secretary determines that such improvement 

24 would (A) contribute to the development of a balanced 

^ national   rail   transportation   system,   and   (B)   meet 
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1 national, regional, or local transportation needs or policies 

2 (including the acceleration and expansion of regionally 

3 balanced rail rehabilitation programs). 

4 In making such a grant, the Secretary shall obtam assurances 

5 satisfactory to him that the proposed project will be com- 

6 pleted within such reasonable period of time as he may pre- 

7 scribe, not to exceed 18 months after the date on which work 

8 on the project begms, and that, to the maximum extent 

9 practicable, individuals employed on such project will be 

10 afforded permanent employment opportunities. 

11 (b) GUIDELINES AXD PKOCEDUBES FOB GRANT AP- 

12 PLICATIONS.—(1)  To facilitate the rapid initiation of rail- 

13 road repair, rehabilitation, or improvement projects, the Sec- 

14 retary shall establish and publish, within 30 days after the 

1^ date of enactment of this Act, guidelines and procedures for 

^^ making and evaluating applications for financial assistance 

pursuant to this section. 

° (2)  Any such application shall be prepared and sub- 

1^ mitted to the Secretary pursuant to such guidelines and proce- 

•^^ durcs. Such an application shall include, but need not be 

limited to, the following information and documentation in 

^^ support thereof, with respect to the project for which finan- 

cial assistance is requested: 

^ (A) A description of the roadbed and facilities to 

. be repaired, rehabilitated, or improved. 
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1 (B) A statement as to the number of persons to be 

2 employed and the date on whieli work on the project 

3 will beffin and the date of eompletion of the project. 

4 (C)  A description of tiie relationship between the 

5 api)iicant and such roadbeds and facilities, if such appll- 

6 cant does not directly own or control such roadbeds and 

7 facilities. 

8 (D)  An evaluation of such roadbeds and facilities 

9 in terms of present or potential significance for national, 

10 regional, or local transportation. 

11 (E)  A statement of the goals set forth in subsec- 

12 tion (a) of this section to be achieved by the project, 

1>^ and the manner in which such goals will be achieved. 

!•* The Secretary shall act upon any conipleted application 

1^ mider this section within 15 days after it has been received. 

1<* (c) RAILROAD LEVEL OF MAINTENAXCK.—In admin- 

^"^ istering this Act, the Secretary is autJiortzed to establish 

1^ objective criteria to aid in determining whether the recipient 

19 of a grant made pursuant to this Act is nniintaining a good 

20 faith level of repair and relial)ilitatipn, on the basis of past 

21 experience   and   the  present   financial   capability   of   the 

22 recipient. 

23 (d) LuriTATioN.s.—Cirants made to eligible applicants 

24 pursuant to this section shall be used solely to pay the wages, 

25 and other benefits earned by individuals employed in pro- 
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1 grams funded by this Act, and shall not be used by such ap- 

2 plioauts for any administrative expenses incurred with respect 

3 to any such programs. Funds made available under this sec- 

4 tion shall he used by eligible appUcants only for repair, reha- 

5 bilitation, and improvement in excess of the level of mainte- 

6 nance described in sul)section   (c)   of this section. 

7 EMPLOYMENT  PRIOKITIES 

8 SEC. 5. The jobs created pursuant to financial assistance 

9 provided pursuant to this Act shall, after the recall of fur- 

10 loughed maintenancc-of-way and signal system maintenance 

11 employees pursuant to applic^ible collective bargaining agree- 

12 ments, be made available, consistent with other provisions 

13 of this Act, (1) to unemployed pei-sons who have exhausted 

14 unemployment insurance l)enefits,  to unemployed persons 

15 who arc not eligible for unemployment insurance benefits 

16 (except for persons lacking work experience), and to un- 

17 employed persons who have been unemployed for 15 or 

18 more weeks;   (2)   to luiemployed or underemployed per- 

19 sons as defined by section 601 of the Comprehensive Em- 

20 ployment  and  Training  Act of 1973,   as   amended    (29 

21 U.S.C. 801 et seq.). The Secretary of Labor shall promptly 

22 establish such procedures, rules, or regulations as necessary 

23 to insure that sufficient numbers of such unemployed per- 

24: sons are referred to eligible applicants receiving funds pursu- 

25 ant to this Act by State unemployment service agencies, by 
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- the Railroad Retirement Board, and by prime sponsors desig- 

„ nated under the Comprehensive Employment and Training 

2 Act. All jobs created under this Act, except those to which 

.   furloughed employees are being recalled, must be listed with 

- the State employment service at least 72 hours before such 

vacancies are filled. 

ELIGIBLE ROADBEDS AND  FACILITIES 

6 

7 
g SEC. 6. Roadbeds and facilities are eligible for project 

Q   grants pursuant to section 4 if such roadbeds and facilities— 

-.Q (1) have been included in the preliminary system 

m plan, or in any subsequent plan, that has been approved 

j2 by the United States Railway Association imdcr the 

jg Regional Rail Reorganization Act of 1973; 

14 (2) are used to provide rail commuter passenger 

15 service; 

16 (3)  are used by the National Railroad Passenger 

17 Corporadon pursuant to the Rail Passenger Service Act 

18 for providing rail passenger service or arc part of either 

19 the basic system or tlie experimental routes established 

20f pursuant to the Rail Passenger Service Act, or by any 

^ other railroad providing intercity mil passenger scmce; 

22 (4) have been subject to track usage of at least five 

23 million gross ton-miles per mile of road per ye^ir, during 

24 at least one calendar year following January 1, 1970; 
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1 (5) have been identified to the Secretary by auy 

g State,  political  subdivision  thereof,  or regional  com- 

9 mission  as  needed  to  restore,  improve,   or  continue 

4 present or anticipated transportation needs, if the Secre- 

5 taiy concurs in such identification; or 

6 (6) are owned by a State or public entity. 

7 MATERIALS AND  EQUIPMENT  ASSISTANCE 

8 SEC. 7. (a) GENERAL.—To the extent necessary to carry 

9 out a project receiving financial assistance pursuant to section 

10 4, the Secretary may provide financial assistance to eligible 

11 applicants, in accordance with this section, for the acquisition 

12 of materials and equipment necessary and appropriate to such 

13 project. Such financial assistance shall not be made available 

14 until the Secretary receives adequate assurances that it will 

15 not be used, directly or indirectly, as a substitute for financial 

16 resources which would otherwise have been expended for 

17 such purposes by the applicant. Financial assistance pursuant 

18 to tliis section may be provided by the Secretary in the form 

19 of guarantees by the United States of the payment of the 

20 principal amount of, and the periodic interest obligation on, 

21 loans, or in the form of grants, subject to such reasonable 

22 conditions as he may prescribe. In the case of a grant under 

23 this section, which adds, or may add, value to tlie rail proper- 

24 ties or other assets of a raih'oad other than a Govenmient- 

25 corporation, the Secretary may require that adequate aud- 
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1 binding assurances be made for t-onipeiisjiting the Federal 

2 Govenunent for any such vahie added, thi»ugh a mechanism 

3 such as reduced user fees for mil passenger service operated 

4 by the National Railron*! Passenger C/orporation or other 

5 compensatory device. lu the event of anj' transfer of railroad 

6 rojidbeds or facilities to the Government or to any coi-poration 

7 established by the Government, the transferring railroad shall 

8 not receive compensation for tliat portion of the value of such 

9 roadbed or facilities which was added by materials and cquip- 

10 nicnt oijtained with the proceeds of grants under this section. 

11 At any time after the completion of such a project, the Sec- 

12 retary and the railroad involved may enter uito a stipulation 

13 as to amount of such value added, or as to the absence thereof, 

14 and .such a stipulation shall be 1)iuding in any subsequent 

15 negotiation or proceeding. 

16 (b) LIMITATION OX AMOUNT.—The aggregate unpaid 

17 amount of outstanding obligations, including principtxl and 

18 interest thereon, that may be guaranteed under this section 

19 shall not exceed $100,000,000. No guarantee shall be issued 

20 under this section after July 1, 1977. 

21 LABOR  PHOTECTIOJf 

22 SEC. 8.  (a)  All work in connection with the projects 

23 funded under this Act which has been performed by practice 
» 
ii or agreement in accordance witli provisions of the existing 

25 contracts in effect with the representatives of the employees 



13 

11 

1 of the classes or crafts involved shall continue to he pcr- 

2 formed hy the employees of the railroad on which the project 

3 is located, including employees on furlough. If such railroad 

4 lacks a sufficient nuiuher of employees, including employees 

5 on furlough, and he unable to hire additional (jualified em- 

6 ployees from among the unemployed and underemployed 

7 persons specified uilder section 5 of this Act, to perform the 

8 work required, it shall he permitted to subcontract that part 

9 of such work which cannot be performed by its employees 

10 consistent with applicable collective-bargaining agreements. 

11 Before contracting out work under this subsection, such rail- 

12 road shall be required to secure certification from the Depart- 

13 ment of Labor that there is an insufficient number of fur- 

^•* loughed maintenance of way employees, or of unemployed 

^"^ persons referred pursuant to section 5 of this Act, to perfonn 

the work required. In the event that such work is subcon- 

' tracted, in accordance witli tliis subsection, wages and benc- 

° fits paid shall be not less than those provided for in collective- 

ly bargaining agreements in effect and negotiated pursuant to 

"^ the Railway Labor Act for similar jobs and classifications. 

^1 Such rates shall be considered in compliance with the Davis- 

22 Bacon Act   (40 U.S.C. 2G7 (a) ; Walsh-Healy Act   (41 

23 U.S.C. 35), or Service Contract Act   (41 U.S.C. 35)), 

whichever is applicable. 

56-654 O - 75 - 2 
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1 (b)   Work to  be perfornied witb liiiaucial assistance 

2 received under tbis Act, which has not traditionally been 

3 2)erformed by employees of the railroad, may continue to 

4 be performed by a contractor of the railroad:  Provided, 

5 however, That the railroad shall take such action as may 

6 be necessary to insure that all laborers and mechanics em- 

7 ployed by such contractor or subcontractors in the perform- 

8 ance of work done with the aid of such financial assistance 

9 shall be paid wages and benefits at rates not less than those 

10 prevailing on similar work in the locality, as determined 

11 in accordance with the Da\ is-Bacon, Walsh-Healy Act, or 

12 Service Contract Act, as applicable. No contract or agree- 

1^   ment for the perfomiance of work receiving Federal financial 

assistance shall bo entered into under this subsection without 

first obtiiining adequate assurances that required labor stand- 

ards shall be maintained in the performance of such work 

17 and that persons employed, whether by the railroad, con- 

18 
tractor or subcontractor of the railroad, shall be hired in 

accordance with the priorities and procedures set fortli in 

20 section 5 of this Act 

• JIISCELLANEOtIS PROVISIONS 

22 
SEC. 9.  (a) RECOIU)S XVKD AVDIT.—Encli recipient of 

23 
Federal financial assistance pursuant to this Act, regardless 

24 of form, shall maintain such records as the Secretary shall 

25 
prescribe, including records which fully disclose the amount 
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1 and disposition by such recipient of the proceeds of such 

2 assistance, the total cost of the program or project in con- 

3 nection  with  which  such  assistance  was  given  or  used, 

4 and such other records as will facilitate an effective audit. 

5 The Secretary and the Comptroller General of the United 

6 States, or any of their duly authorized representatives shall, 

7 until  the expiration of  three years after  the completion 

8 of such program or project, have access for the purpose of 

9 audit and examination to any books, documents, papers, and 

10 records of such receipts which, in the opinion of the Secre- 

11 tary of the Comptroller General, may be related to or per- 

12 tinent to any such Federal financial assistance.   . 

13 (b) COST AND BENEFIT ASSESSMENT.—The Secretary 

^^ is authorized to conduct, or to cause to be conducted, cost 

^^ and benefit assessment studies of various programs and proj- 

•^" ects receiving Federal financial assistance pursuant to this 

^^ Act and of proposed projects to the extent necessary to 

^° assure that funds appropriated for purposes of this Act are 

1^ expended in the manner most cost-beneficial to carry out the 

2^ provision of this Act. 

21 (c)  REPORTS AND OVERSIGHT.—The Secretary shall 

^ submit to the Congress and the President periodic reports on 

2"^ his actions taken pursuant to this Act, including statements 

*** as to progress made in reducing unemployment and in im- 
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1 AUTHOEIZATIONS   FOB  APPEOPBIATIONS 

2 SEC. 10. There are authorized to be appropriated, not 

3 to exceed $600,000,000 to the Secretary for purposes of 

4 providing financial assistance pursuant to section 4, of which 

5 not more than $7,000,000 shall be available to the Secre- 

6 taiy for administrative expenses in implementing this Act, 

7 such sums to remain available until expended. 
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[H.R. 4622, introduced by Mr. Heinz (for himself, Mr. HastinKs, and Mr. Skubitz) 
on March 11, 1975; 

H.R. 5244, introduced by Mr. Heinz (for himself, Mr. Moorhead of Pennsylvania, 
Mr. McDade, Mr. Myers of Indiana, Mr. Santini, Mr. Yatron, and Mr. Cohen) on 
March 20, 1975; and 

H.R. 7845, introduced by Mr. Flood on June 12. 1975, 
are identical as follows:] 

A BILL 
To amend the Interstate Commerce Act to provide assistance 

in rebuilding the Nation's railroad rights-of-way, and for 

other purposes. 

1 Be it enacted by the Senate and House of Represenla- 

2 tives of the United States of America in Congress assembled, 

3 That this Act may be cited as the "Railroad Right-of-Way 

4 Improvement Act of 1975". 

5 Sicc. 2. Part V of the Interstate Commerce Act is 

6 amended l)y adding at the end thereof the following new 

7 section: 

8 "EAILEOAD BIOnT-OF-WAY IMPROVEMENT 

9 "SEC. 520.   (a) (1)   The Congress hereby finds and 

10   declares that  (A)  there is at the present time and in the 

I 
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1 "TITLE IV-EMEEGENCY EAIL EMPLOYAIENT 

2 "SEC. 401. (a) To carry out the purposes of this title, 

3 the Secretary of Transportation,  in accordance with the 

4 provisions of this title and notwithstandmg any provisions 

5 to the contrary, is authorized from funds appropriated and 

6 made availahle under this title to provide financal assist- 

7 ance to common carriers engaged in transportation by rail- 

8 road, as defined in the Railway Lal>or Act   (45 U.S.C. 

9 51),  for  wages  of persons  employed  in  programs  and 

10 projects to maintain and improve their rights-of-way and 

11 structures,  including mainline  tracks,  sidetracks  adjacent 

12 thereto, roadbed, culverts, fills, tunnels, and other structures. 

13 "(b)  The Secretary shall provide financial assistance 

14 for any program or project under this title only upon applica- 

15 tion by the carrier under regulations to be prescribed by 

16 the Secretary. 

17 " (c) The Secretary shall not provide financial assistance 

18 for any program or project under this tide unless it is deter- 

19 nained under regulations to be prescribed by the Secretary 

20 that the program or project (1) will not result in the dis- 

21 placement of currently employed workers (including partial 

22 displacement such as reduction in the hours of overtime work 

23 or wages or employment benefits), and (2) will not result 

24 in the substitution of Federal for other fmids in connection 

25 with work that could otherwise be performed by the carrier 
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1 during  the  twelve  months  following application by  the 

2 carrier. 

3 "(d)  All persons employed under the program or proj- 

4 ect shall be considered employees of the carrier working un- 

5 der any applicable labor contracts and subject to the same 

6 managerial control as all existing employees of the carrier: 

7 Provided, however, That persons employed under such pro- 

8 gram or project shall not attain interests entitled to protcc- 

9 tion or the imposition of protective arrangpnients under the 

10 Interstate Commerce Act (49 U.S.C. 5) or any otlier pro- 

11 vision of law. 

12 " (e)   The provisions of title I shall npply as to eligi- 

13 bility: Provided, however, That to the extent the carrier had 

14 employees on furlough at the date of enactment, such em- 

15 ployees shall be first employed. 

16 " (f)  Persons (.mjiloyed under such program or project 

17 shall receive benefits and be paid wages in accordance with 

18 the terms of appUcable labor agreements existing between 

19 the railroad applicants and the railroad labor lirotiierlioods at 

20 the time funds authorized by paragrapli  (a)  are cxpciHlcd. 

21 "(g)  The Secretarj^ may require reports or by other 

22 means insure that assistiincc authorized under lliis title is 

23 expended by the cjirrier consistent witli its npi)Iicatioii, 

24 "Hv.c. 402. Tliero is autliorizeil to be appropnaled tlie 

25 sum of .$500,000,000 (o cany out the provisious of tliis title. 
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1 "SEC. 403.   (a)   The  Secretary of Trausportation  is 

2 authorized, on such terms and conditions as he may prescribe, 

3 to make loans on behalf of the United States to common 

4 carriers engaged in transportadon by railroads, as defined in 

5 the Eailway Labor Act  (45 U.S.C 51), to be used for 

6 equipment, materials, and supplies necessary for rehabilitat- 

7 ing, maintaining, and improving their rights-of-way and 

8 structures,  including mainline  tracks,  sidetracks  adjacent 

9 thereto, roadbed, culverts, fills, tunnels, and otlier structures. 

10 The maturity date of any loan, including all extensions and 

11 renewals thereof, shall not be later than thirty years from 

12 its date of issuance. 

13 "(b) Any loan by the Secretary under this Act shall be 

14 made within one year of enactment; shall not be terminated, 

15 canceled,  or otherwise  revoked; and shall be conclusive 

16 evidence that such loan complies fully with the provisions of 

17 this Act. 

18 " (c) Before making any loan pursuant to this Act, the 

19 Secretary' must consider whether the prospective borrower is 

20 responsible and whether adequate pro«sion will be made for 

21 repaying the loan. The Secretary may not make n loan under 

22 tills Act unless he finds that: 

23 "(1)  the loan is needed to provide emplo5'mcnt 

24 opportunities for unemployed and underemployed per- 

25 sons; 
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1 "(2) tlie loan will provide funds for needed reliabili- 

2 tadon, maintenance, and improvement of the Nation's 

3 railroads; and 

4 " (3) the activity to be financed will promote the 

5 efficiency of rail operations. 

6 " (d) The Secretary may prescribe, as he deems neces- 

7 sary and appropriate, rules and regulations for the admmis- 

8 tration of this Act. 

9 "(e)  The rate of interest to be charged the borrowers 

10 shall not be more than 3 per centum per annum. The aggre- 

11 gate unpaid principal amount of loans made by the Secretary 

12 under this Act may not exceed $2,000,000,000. 

13 " (f) Loans authorized under this Act shall be for pro- 

li grams and projects to be performed by the carrier during the 

15 twelve months following the carrier's application.". 
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94Tn CONGRESS 
1ST SESSION H. R. 5221 

IN THE HOUSE OF REPRESENTATIVES 

MARCH 19,1975 

Mr. DEVINE introduced tlie following bill; which was referred to the Com- 
mittee on Interstate and Foreign Commerce 

A BILL 
To provide employment opportunities for unemployed and un- 

deremployed persons and to promote safe and efficient 

service by rail, and for other purposes. 

1 Be it enacted by the Senate and House of Representa- 

2 lives of the United States of America in Congress assembled, 

3 That this Act may be cited as the "Rail Emergency Employ- 

4 ment Act of 1975". 

5 SEC. 2. The Emergency Jobs and Unemployment As- 

6 sistance Act of 1974 is amended by the addition of the 

7 following title IV. 

8 "TITLE IV—EMERGENCY RAIL EMPLOYMENT 

9 "SEC. 401.   (a)  Notwithstanding any other provision 

10   of law, the Secretary of Transportation is authorized to 

I 



45 

2 

1 provide financial assistance  in accordance  with  the pro- 

2 visions of this title to common carriers engaged in trans- 

3 portation by railroad, as defined in section 1 of the Eailway 

4 Labor Act (45 U.S.C. 151), for wages of persons employed 

5 in programs and projects to maintain and improve their 

g rights-of-way and structures, including mainline tracks, side 

7 tracks, adjacent thereto, roadbed, culverts, fills, tunnels, and 

8 other structures. 

g "(b)  The Secretary shall provide financial assistance 

10 for any program or project under this title only upon appli- 

11 cation by the carrier under regulations to be prescribed by 

12 the Secretary. 

13 " (c)  The Secretary shall not provide financial assist- 

14 ance for any program or project under this title unless it is 

15 determined under regulations to be prescribed by tlie Secre- 

16 tary that the program or project (1) will not result in the 

17 displacement  of  currently  employed  workers   (including 

18 partial displacement such as reduction in the hours of over- 

19 time work or wages or employment benefits), and   (2) 

20 will not result in the substitution of Federal for other funds 

21 in connection with work that could otherwise be performed 

22 by the carrier during the twelve months following applica- 

23 tion by the carrier. 

24 " (d) AU persons employed under tlie program or project 

25 shall be considered employees of the carrier working under 

56-654  O - 75 - 4 
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1 any applicable labor contracts and subject to the same man- 

2 agerial control as all existing employees of the carrier: Pro- 

3 vided, however, That persons employed under such program 

4 or project shall not acquire interests entitled to protection 

5 or the imposition of protective arrangement under the Inter- 

6 state Commerce Act (49 U.S.C. 5(2) (b) )  or any other 

7 provision of law. 

8 " (e)  The Secretary may require reports or by other 

0 means insure that assistance authorized under this title is 

10 expended by the carrier consistent with its application. 

11 "SEC. 402. There is authorized to be appropriated $250,- 

12 000,000 to carry out the provisions of this title." 
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94TH CONGRESS 
1ST SESSION H. R. 5744 

IN THE HOUSE OF REPRESENTATIVES 

ApRa 8,1975 

Mr. EVANS of Indiana introduced the following bill; which was referred to tho 
Committees on PMucation and Labor and Interstate and Foreign Commerce 

A BILL 
To provide employment opportunities for unemployed and under- 

employed persons and to promote safe and efficient service by 
rail, and for other purposes. 

1 Be it enacted by the Senate and House of Representa- 

2 lives of the United Stales of America in Congress assembled, 

3 That this Act may be cited as the "Rail Maintenance Im- 

4 provement and Employment Act of 1975". 

5 8BC. 2. Section 601 of the Comprehensive Emploj'ment 

6 and Training Act of 1974 (29 U.S.C. 961) is amended by 

7 striking out "$2,500,000,000" and inserting in lieu thereof 

8 "$3,000,000,000". 

9 SEO. 3. The Emergency Jobs and Unemployment As- 

I 
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1 sistance Act of 1974 (88 Stat. 1845) is amended by adding 

2 at the end thereof the following new title: 

3 "TITLE IV—EMEKGENCY KAIL EMPLOYMENT 

4 "SKC. 401.  (a)  The Secretary of Transportation shall 

5 provide financial assistance through gi-ants to common car- 

G riers for wages of persons employed in programs and projects 

7 to maintain and improve theu- rights-of-way and structures, 

8 including mainline tracks, sidetracks adjacent thereto, road- 

9 bed, culverts, fills, tunnels, and other structures. 

10 "(b)  The Secretary shall provide such financial assist- 

11 ancc for any program or project under this section only 

12 upon application by the carrier under regulations  to be 

13 prescribed ])y the Secretary. 

14 " (c) The Secretary shall not provide financial assistance 

15 for any program or project under this section unless he deter- 

IG mines that the program or project (1) will not result in the 

17 disi)]acemcut of currently employed workers (including par- 

18 tial displacement such as reduction in the hours of overtime 

19 work or wages or employment benefits), and (2) will not 

20 result in the substitution of Federal funds for fimds held by 

21 the carrier in connection with work that could otherwise be 

22 performed ])y the carriir during the twelve months following 

23 application by the carrier. ' ^• 

24 "(d) All persons employed uuder any program or proj- 

25 ect financed under this section shall be considered employet^ 
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1 of die carrier working under any applicable labor contracts 

2 and subject to the same managerial control as all existing 

3 employees of the carrier; except that persons employed under 

4 such program or project shall not attain interests entitled 

5 to protection or the impositi<m of protective arrangements 

6 under the Interstate Commerce Act (49 U.S.C. 5)  or any 

7 other provision of law. 

8 "(e)  The provisions of title I shall apply as to cligi- 

9 bility; except that to the extent tlie carrier had employees 

10 on furlough at the date of enactment, such employees shall 

11 be first employed. 

12 " (f)  Persons employed under any program or project 

13 financed imder this section shall receive hencfits and be paid 

14 wages in accordance with the tenns  of applicable  labor 

15 agreements existing between the railroad applicants and the 

16 railroad labor brotlierhoods at the tmie funds authorized b\' 

17 paragraph (a) are expended. 

18 " (g)  The Secretary may requn-e reports or by other 

19 means insme that assistance authorized under this section is 

20 expended by the carrier consistent with its application. 

21 "(h)  There is authorized to be appropriated the sum 

22 of $500,000,000 to carry out the provisions of this section. 

23 "SEC. 402.   (a)   The Secretary of Transportation  is 

24 authorized, on such terms and conditions as he niny prescribe, 

20 to make loans on hehalf of the I'uited States to common 
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1 carriers to be used for equipment, materials, and supplies 

2 uecessary for rehabilitating, maintaining, and improving their 

3 rights-of-way and structures, including mainline tracks, side- 

4 tracks adjacent thereto, roadbed, culverts, fills, tunnels, and 

5 other structures. The maturity date of any loan, including 

6 all extensions and renewals thereof, shall not be later than 

7 thirty years from its date of issuance. 

8 "(b) Any loan by the Secretary under this section shall 

9 be made within one year of enactment; shall not be tenni- 

10 nated, canceled, or otherwise revoked; and shall be con- 

11 elusive evidence that such loan complies fully with the 

12 provisions of this section, 

13 " (c) Before making any loan pursuant to this section, 

14 the Secretary must consider whether the prospective bor- 

15 rower is responsible and whether ade(iuate provision will be 

16 made for repaying the loan. The Secretary may not make a 

17 loan imder this section unless he finds that— 

18 "(1)   the loan is needed to provide employment 

19 opportunities for unemployed and underemployed per- 

20 sons; 

21 " (2)  the loan will provide funds for needed rehabili- 

22 tation, maintenance, and unprovement of the Nation's 

23 railroads; and 

24 "(3)  the activity to be financed will promote tho 

25 efficiency of rail operations. 
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1 'H^I The Secretary may prescribe, as lie deems neces- 

2 sary and appropriate, rules and regulations for the adminis- 

3 tration of this section. 

4 "(e) The rate of interest to be charged the borrowers 

5 shall not be more than 3 per centum per annum. 

6 " (f)   Loans authorized under this section shall be for 

7 programs and projects to be performed by tlie carrier during 

8 the twelve months following the carrier's application. 

9 " (g) There is authorized to be appropriated the sum 

10 of $2,000,000,000 to carry out the purposes of this section. 

U "SBO. 403. For the purposes of this title, the term 

12 'common carrier' means a common carrier by railroad subject 

13 to regulation by the Interstate Commerce Commission under 

14 part I of the Interstate Commerce Act.". 
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[H.R. 6563. introduced by Mr. Litton on .^pril 30. 1975; 
H.R. 6654. introduced by Mr. Bedell on May 5. 1975; and 
H.R. 7630, introduced by Mr. Bedell (for himself, Mr. Solarz. Mr. Downey of New 

York, Mr. I'attison of New York. Mr. (iilman, Mr. Harrington, Mr. Wirth, Mr. 
Richmond, and Mrs. Meyner) on June 5, 1975, 

are identical as follows:] 

A BILL 
To improve the relial)ility, safety, and energy efficiency of trans- 

portation I)y providing funds for roi)airing, reliahilitating, 

and improving railroad roadbeds and facilities. 

1 Be it enacted by the Setiate and House of RepresenlOr 

2 twcs of the United States of America in Congress assembled, 

3 That this Act may l)c cited as the "Rail Transportation 

4 Improvement and Employment Act of 1975". 

5 KMKUCiKNCY I'UliLIC SEKVICE EMW^OYMENT FOR RAILROAD 

6 IMPROVEMENT 

7 SEC.  2.   (a)   FINIUNOS.—The   Congress   finds   and 

8 declares: 

9 (1)  Adp(|iiate and safe rail transportation is essen- 

10 tial to the piihlic interest, and joi)s which involve repair- 

I-O 
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1 ing, rehabilitating, and improving railroad roadbeds and 

2 facilities to increase the public service capability of rail- 

3 roads are public service jobs. 

4 (2) Unemployment can be reduced significantly by 

5 stimulating  and  expediting   the  ropnir,   rehabilitation, 

6 and improvement of the Nation's railroad roadl)eds and 

7 facilities, because there is a great need for sudi activity 

8 and because such activit}' is labor intensive. 

9 (b) PURPOSES.—It is tJiereforc declared to be the pur- 

10 pose of the Congress in this Act to authorize the Secretary 

11 of Transportation to provide financial assistance, from funds 

12 appropriated and made available under section 11 and in 

13 accordance  with  the provisions of this Act to  railroads, 

14 States, political subdivisions, and regional commissions, for 

15 programs aimed at reducing unemployment and at repairing, 

16 rehabilitating, and improving railroad nmdbeds, and facilities. 

17 (c) USE OI<' FUND.—The Federal share of any ])rogram 

18 funded under this title shall be 100 per centum. Except with 

19 respect to financial assistance under section 8 for the pur- 

20 chase of materials, such funds shall be made available solely 

21 to pay the wages, salaries, or other benefits earned l)y in- 

22 dividuals employed in programs funded under this title. 

23 SEP. :•). DKFINITIOXS.   AS used in this Act, the term— 

24 (1) "railroad" means a common carrier by railroad 

25 as defined in section 1 (i!)  of the Interstate Connnerce 
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1 Act (49 U.S.C. 1 (3)) ; the term includes the National 

2 Eailroad Passenger Corporation, the Consolidated Rail 

3 Coi-poration, and the Consolidated F«cilities Corporation; 

4 (2)   "roadbeds and facilities" means the physical 

5 assets of a railroad other than roiling stock that is neccs- 

6 sary for the actual movement of rolling stock, including, 

7 but not limited to, tracks, tics, rails, switches, roadbeds, 

8 bridges, yards, and terminals, machines for loading and 

9 unloading, ferries and shoreside facilities for transport- 

10 ing rolling stock over water, signal systems, train moni- 

11 toring systems, electrification and other power transmis- 

12 sion systems, and stiiictures and equipment necessary to 

13 the functioning of any of the foregoing; 

14 (•))   "rolling  stock"   means  an}'  new  or  rebuilt 

15 locomoti\e, cal)oose, or railroad car capable of being used 

16 in the carriage or transportation of any freight or pas- 

17 scngers; 

18 (4)   "Secretarj'" means the Secretary of Trans- 

19 portation; 

20 (i»)  "State" means any State, and the District of 

21 Colnmliia. 

22 »'^Kc.   4.   MAIXTI:NAXCE-OF-WAY  EMPLOYEES.—(a) 

23 Within sixty days after enactment the Secretary shall make 

24 fluids availaijlc to any railroad which has laid off, furloughed, 

25 •'!• otherwise  reduced  the  number  of niaintenance-of-wav 
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1 and  signal  system  maintenance  employees  between   the 

2 period from June 1, 1974, through April 15, 1975, to the 

3 extent necessary to enable such a railroad to liire and main- 

4 tain until June 1, 1976, sufficient numbers of such employees 

5 at prevailing wages to restore the size of its repair and 

6 rehabilitation work force to the maximum level maintained 

7 between June 1, 1974, and April 15, 1975: Provided, Tliat 

8 such a railroad gives adequate and binding assurances to 

9 the Secretary  (1)  that such additional employees shall be 

10 utilized by the railroad for priority categories of work as set 

11 forth in section 6; and (2) tliat the railroad plans, intends, 

12 and will take sufficient steps to meet substantially tlie objec- 

13 tives set forth in section 7. 

14 (b)   In hiring new employees with any funds made 

15 available to it pursuant to this Act, a railroad shall accord 

16 the highest priority to furloughcd maintenajicc-of-way and 

17 signal system maintenance employees, the second highest 

18 priority to other furloughed railroad employees, and the 

19 tliird highest priority to other unemployed persons who have 

20 sought work without success for more than three months. 

21 SKC. 5. GRANTS TO STATES AND RI-XIIONAI. COMMIS- 

22 SIGNS FOB SPECIFIC PROGRAMS.—(a)  In order to assure 

23 the implementation of an expanded nationwide program of 

24 emergency railroad roadbed, and facility repair and rcha- 

25 bilitation, the Secretary is authorized until December .')1, 
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1 1976 to provide financial assistance in the form of grants 

2 to States, political subdivisions or combinations thereof, the 

3 Appalachian  Regional  Commission,   or  Regional   Action 

4 Planning Conmiissions established pursuant to title V of the 

5 Public Works and Economic Development Act (42 U.S.C. 

6 3181)   for a  rehabiUtation  program  involving  a  facility 

7 within the cjitegories set out in section 6 of this Act. In re- 

8 viewing the applications for financial assistance under tliis 

9 section, the Secretary shall consider: 

10 (1)  The extent  to  which   the  proposed  project 

11 meets the objectives set out in section 6 of tliis Act, 

12 (2)  How the proposal contributes to a regionally 

13 balanced rail rehabilitation effort; 

14 (3) The severity of unemployment in the affected 

15 area and the impact that the propose<l jtroject is likely 

16 to have on that unemployment; and 

17 (4)  The coordination of the proposed project with 

18 other government transportation priorities such as the 

19 elimination of grade crossings and other safct}' problems, 

20 the enhancement and improvement of rail passenger 

21 service, the modernization of facilities, including electri- 

22 fication; and other such priorities. 

23 (b)  There is hereby established an Advisory Commis- 

24 sion to assist the States, political subdivisions, and regional 

25 conunissions in identifying eligible roadbeds and facilities, 
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1 and ill fonmilatinj^ and submitting appiDpriafc grant appli- 

2 cations. The Advisory Conniiission shall consist of the Sccre- 

3 tary, or his designce;  the  Director of  the  IJail  Services 

4 Planning Office o( the Intcrslalc (Jonniicrcc Coniniission, or 

5 his dcsignce, the Chairman of tiic I'liitcd States Railway 

G Association, or his designcc; and the Chief of Engineers of 

7 tli(; I'.S. Army Corps of Engineers, or his dcsignee. Tiic 

8 purpose of the Advisory Commission shall I)C to facilitate 

9 decisionmaking and to expedite tiic allocation of funds to 

10 facilitate employuicnt and improve rail transpditiitioii. 

11 Sioc. 6. CATiXiOUiKS oi- ELIGIBM': FACILITIKS.—The 

12 following roadheds and facilities are priority categories for 

13 purposes of section 4 and are eiigiUle for gnmts under scc- 

14 tion 5: Koadheds and facilities which— 

15 (1) have been included in tlie preliminary system 

16 plan or any subsequent plan developed by the United 

17 States Railway Association and reviewed by Congress to 

18 he administered by tlie Consolidated Rail C!orporatioii, a 

19 Consolidated Facilities Coi"])oration, or any corporation 

20 established pursuant to I'uldic Law 9;)-2:)(), as amended; 

21 (l?) are used in a substantial way in a rail commuter 

22 passenger service; 

23 (3) are utilized by the Xational Railroad Passenger 

21 Corporation pursuant to the Rail Passenger Service Act 

25 for providing rail passenger service; 
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1 (4) are subject to track usage of at least five million 

2 gross ton-miles per mile or road per year, and which are 

3 determined by the Secretary to be useful and desirable 

4 for present and future rail service needs on a national or 

5 regional basis; 

6 (5) have been identified to the Secretary by any 

7 State, political subdivisions or combination thereof, or 

8 regional commission as useful and desirable for present or 

9 anticipated transportation needs, if the Secretary concurs 

10 in such identification; or 

11 (6)   are in such condition, as a consequence of 

12 deterioration or because of the method of original con- 

13 struction, that they constitute a significant risk to public 

14 health or safety. 

15 SEC. 7. OBJECTIVES.—The objectives which are referred 

16 to in sections 4 and 5 are as follows: 

17 (a) the roadbeds and facilities must contribute sig- 

18 nificantly to essential national or regional transportation 

19 needs and must be consistent with established national 

20 and/or regional transportation poHcy; 

21 (b)  the proposed project must be capable of com- 

22 pletion within twelve months after the date of approval 

23 by the Secretary; 

24 (c)  the application must contain a sufficient show- 

25 ing b}', or on behalf of any railroad which will be af- 
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I fected by the project jn\olved, that the Federal funds 

j{ made available or granted will not be used to replace, 

3 or as a substitute, for any other money which such rail- 

4 road would have been reasonably expected to utilize for 

5 roadbed or facility rehabilitation or maintenance in the 

6 absence of this section; 

7 (d) the proposal should maximize the chances for 

g the permanent employment of the individuals hired for 

9 the project involved; and 

10 (e)  the Secretary shall consider tlie competitive 

II position of any railroad involved as compared with other 

12 railroads in the approval of a project. 

13 SEC. 8. MATERIALS AND EQUIPMENT ASSISTANCE.— 

14 To the extent necessary to carry out railroad roadbed and 

15 facilitj- repair, rehabilitation, and improvement work in con- 

16 nection with tlie increase in the number of maiutenance-of- 

17 way employees pursuant to section 4, or in connection witli 

18 the carrying out of a specified program granted financial 

19 assistance pursuant to section 5, tlie Secretaiy may provide 

20 financial assistance,  in  accordance  with  tliis  section,  for 

21 assistance to be expended solely for the acquisition of ma- 

22 terials or equipment necessary or appropriate for implement- 

23 ing or carrymg out a repair, rehabilitation, or improvement 

24 program or project receiving or approved to receive Federal 

25 financial assistance pursuant to section 4 or 5. Financial 
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1 assistance under this section shall not he made availahle 

2 'until the Secretaiy receives adequate and hinding assurances 

3 that such financial assistance will not he used, directly or 

4 indirectly, as a suhstitute for financial resources which would 

5 otherwise have been expended for such pui^pose by  the 

6 railroad. Financial assistance under this subsection may be 

7 provided by the Secretary in the fomi of (1)  loans by the 

8 United States bearing no obligation to pay interest or an 

9 obligation to pay interest at a market or a lower-than-market 

10 rate; (2) guarantees by the United States of the payment of 

11 the principal amount of, and the periodic interest obligation 

12 on, loans; or (3) grants, with or without conditions. In the 

13 case of a grant under this subsection, which adds, or may 

14 add, value to the rail properties or other assets of a railroad 

15 other than a Government corporation, the Secretary shall 

16 require that adequate and binding assurances 'be made for 

17 recompeusating the Federal Government for any such value 

18 added, through a mechanism such as reduced user fees for 

19 rail passenger service operated by the National Eailroad 

20 Passenger Corporation; deduction of such value added from 

21 the amount of any compensation otherwise owed, or whidi 

22 may be owed to, such a railroad by the Federal Government 

23 of Government created corporation in the event of any trans- 

24 fer of assets from such railroad to a Government agency or 

25 to a corporation established by a Government agency or 
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1 corporation to administer certain railroad facilities; or direct 

2 repayment of the amount of such value added, and through 

3 such interim protection as is appropriate to secure the interest 

4 of the Federal Goveniment without jeopardizing the finau- 

5 cial structure of the railroad involved, such as a position as 

6 a junior lien creditor. 

7 SEC. 9. LABOB PROTECTION.—Railroads receivmg Fed- 

8 eral financial assistance under this Act shall take such action 

9 as may be necessary to insure that all laborers and mechanics 

10 employed by railroads; contractors, and subcontractors in 

11 the performance of work done with the aid of such financial 

12 assistance shall be paid wages at rates not less than those 

13 prevailing on similar work in the locality, as determined in 

14 accordance with the Davis-Bacon Act (40 U.S.C. 267 (a)). 

15 No contract or agreement for the perfoimance  of work 

16 receiving Federal financial assistance shall be entered into 

17 under this section without first obtaining adequate assurances 

18 that required labor standards shall be maintained in  the 

19 performance of such work.  Wage rates provided for in 

20 collective bargaining agreements negotiated under, and pur- 

21 suant to, the Kailway Labor Act shall be considered to be 

22 in compliance with the Davis-Bacon Act. 

23 SEC. 10. MISCELLANEOUS.—(a)  The Secretary may 

24 issue regulations to the extent necessary to administer the 

25 provisions of this Act, and may modify such regulations as 

S6-e94 O - 7S • 5 
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1 required, in accordance with the provisions of section 553 of 

2 title 5, United States Code. The Secretniy sliall issue regu- 

3 lations with respect to the manner and form for applying, 

4 and the authorized terms and conditions for financial assist- 

5 ance pursuant to section 8; such regulations shall he pro- 

6 tective of the interests of the United States. 

1 (h) Each recipient of Federal financial assistance under 

8 this Act, directly or indirectly,  regardless of form,  shall 

9 maintain such records as the Secretary shall prescribe, in- 

10 eluding records which full}' disclose the amount and disposi- 

11 tion hy such recipient of the proceeds of such assistance, the 

12 total cost of the program or project in connection with which 

13 such assistance was given or used, and such other records as 

2^ will facilitate an effective audit. The Secretary and the Comp- 

•J5 troller General of the United States, or ony 'of their duly 

jg authorized representatives shall, until the expiration of three 

Ifj yeare after the completion of such program or project, have 

jg access for the purpose of audit and examination to any 

jg books, documents, papers, and records of such receipts which, 

2Q in the opinion of the Secretary of the Comptroller General, 

21 may be related to or pertinent to any such Federal financial 

22 assistance. 

23 (c) The Secretary is authorized to conduct, or to cause 

24 to be conducted, cost and benefit assessment studies of various 

25 programs and projects receiving Federal financial assistance 
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1 under this Act and of proposed such programs, to the extent 

2 necessary to assure that funds appropriated for purposes of 

3 this Act are expended in the manner most cost-beneiicial to 

4 the people of the United States, except that this provision 

5 may not be applied in any way which is likely to delay 

6 reduction in unemployment. 

7 SEC. 11. AUTHOBIZATIONS I^R APPEOPRIATIONS.— 

8 (a) For the purposes of this Act, there are authorized to he 

9 appropriated, not to exceed $600,000,000 to be used by tlie 

10 Secretary for providing fiiianciri.1 assistance pursuant to sec- 

11 tions 4 and 5, of which not more than $7,000,000 shall be 

12 available to the Secretary for administrative expenses in 

13 implementing this Act, suoh sums to remain available until 

14 expended. ,   ,          . 

15 (b) For the purposes of thjs Act, there are authorized 

16 to be appropriated, not to exceed $100,000,000 to be used 

17 by the Secretary for providing, iinftncial assistanc* pursuant 

18 to section 8, such sums to remain available until expended. 
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94TH CONGRESS 
IsT SESSION H. R. 6767 

IN THE HOUSE OF REPRESENTATIVES 

MAY 7,1975 

Mr. HEINZ introduced the following bill; which was referred to the Com- 
mittee on Interstate and Foreign Commerce 

A BILL 
To improve the reliability, safety, and energy efficiency of 

transportation and to reduce unemplo3rment by providing 

funds for work in repairing, rehabilitating, and improving 

essential railroad roadbeds and facilities. 

1 Be it .enacted by the Senate and House of Representa- 

2 tives of the United States of America in Congress assembled, 

3 That this Act may be cited as the "Emergency Rail Trans- 

4 portation Improvement and Employment Act of 1975". 

5 DEOLAEATION  OF  POLICY 

6 SEC.   2.    (a)    FINDINGS.—The   Congress   finds   and 

7 declares that— 

8 (1) Adequate and safe rail transportation is essen- 

9 tial to the public interest, and jobs which involve repair- 

I—O 
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2 ing, rehabiHtadng, and improving esseDtial railroad road- 

2 beds and facilities to increase the pubfic service capabil- 

3 ity of railroads are important paUie service jobs. 

4 (2) Unemployment can be redaced significantly by 

jj stimulating and expediting the repair, rehabilitation, and 

g improvement of the Nation's railroad roadbeds and facili- 

7 ties, because there is a great need for such acti^^t^' and 

3 because such activitj- is labor intensive. 

9 (b)  PuBPOBE.—It is therefore declared to be the pur- 

10 pose of the Congress in this Act to authorize the Secretary 

11 of Transportation in consultation with the Secretary of Labor 

12 to provide financial assistance, from funds appropriated and 

13 made available under section 11 and in accordance with the 

14 provisions of this Act to eligible applicants, for programs 

15 aimed at reducing unemployment and at repairing, rehabili- 

16 tating, or impronng essential railroad roadbeds and facilities. 

17 8BC. 3. DEFINITIONS.—As used in this Act, unless the 

18 context indicates otherwise, the term— 

19 (1)  "eligible applicant" means any  (A) State or 

20 political subdivision thereof, (B) railroad, (C) regional, 

a State, or local transportation authority, or (D) regional 

22 commission; 

28 (2) "government" means the Federal Government 

2i or the government of a State; 

26 (3)   "railroad" means a common carrier b 
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1 road, as defined in section 1 (3) of the Interstate Cora- 

2 merce Act  (49 U.S.C. 1 (3)) ; the term includes the 

3 National Railroad Passenger Corporation, and the Con- 

4 solidated Rail Corporation. 

5 (4)  "regional commission" means the Appalachian 

6 Regional Commission, established pursuant to section 

7 101 of the Appalachian Regional Development Act of 

8 1965 (40 App. U.S.C. 101), and the Regional Action 

9 Planning Commissions, established pursuant to title V of 

10 the Public Works and Economic Development Act (42 

11 U.S.C. 3181) ; 

12 (5)  "roadbeds and facilities" means the physical 

13 assets of a railroad, other than rolling stock, that are 

14 necessary for the aofcual movement of rolling stock, in- 

15 eluding, but not limited to, tracks, ties, rails, switches, 

16 roadbeds,  bridges, yards, stations and terminals, ma- 

1*^ chines for loading and unloading, ferries and shoreside 

18 facilities for transporting rolling stock over water, signal 

19 systems, grade crossings, train monitoring systems, elec- 

20 trification and other power transmission systems, and 

21 structures and equipment necessary to the functioning 

22 of any of the foregoing; 

(6) "Secretary" means the Secretary of Transpor- 23 

24 tation; and 
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1 (7) "State" means any State of the United States, 

2 or the District of Columbia. 

3 GBANTS FOB EMPLOYMENT IN RAXLEOAD BKFAIB OB 

4 REHABILITATION PEOJBCTS 

5 SEC. 4. (a) (IENERAL.—The Secretary shall, in accord- 

6 ance with this Act, provide financkl assistance in the form 

7 of grants to eligible applicants for projects involving the 

8 repair, rehabilitation or improvement of railroad roadbeds 

9 and facilities as set forth in section 6 of this Act and that 

10 best fulfill the following three objectives: 

11 (1)  the reduction of unemplo3Tnent in area.s that 

12 are identified by the Secretary of Labor as areas of sub- 

13 stantial unemployment; 

1* (2) the improvement of severely deteriorated road- 

ie beds and facilities that (A) constitute a significant risk 

1° to public safety or (B) seriously inhii])it the expeditious 

^' movement of freight or passengers; and 

^° (3) the improvement of roadbeds and facilities that 

1^ (A) cx)ntribute significantly to a balanced national rail 

^ transportation system, and (B) meet national or re- 

" goals set forth in section 79 of this Act. 

^^ In making such a grant, the Secretary shall obtain adequate 

^^ assurances that the proposed project substantially meets the 

goals set forth in section 7. 
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1 (b)   QTJIDBLINBS AND  PBOCEDtTBES  FOB GRANT AP- 

2 PLICATIONS.— (1)  To facilitate the rapid initiation of rail- 

3 road repair, rehabilitation or improvement projects, the Seo- 

4 retary shall establish and publish withm 30 days after the 

5 date of enactment of this Act, guidelines and procedures for 

6 making and evaluating applications for financial assistance 

7 pureuant to this section. 

8 (2)  Any such application shall be prepared and sub- 

9 mitted to the Secretary pursuant to such guidelines and proce- 

10 dures. Such an application shall include, but need not be 

11 limited to, the following information and documentation in 

12 support thereof, with respect to the project for which finan- 

13 cial assistance is requested: 

14 (A)  a description of the roadbed and facilities to be 

15 repaired or rehaibilitated or improved; 

16 (B)  a statement as to the number of persons to be 

1'^ employed; 

18 (C)  a description of the relationship between the 

19 applicant and the roadbed and facility to be affected, if 

20 such applicant does not directly own or control such 

21 roadbed or facility; 

22 (D) an evaluation of the roadbed and facility to 

23 be affected, in terms of its present or potential signif- 

24 icance for national or regional transportation; and 
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1 (E)  a description of the way in which the goals 

S set forth in section 7 of this Act will ibe realized, and the 

8 manner in which such realization will Tbe monitored. 

4 The Secretary shall act upon any application under this sec- 

5 tion within 15 days after it has been received and is complete. 

6 (c) SuPEaivisiON OF PBODUCTS.—In administering this 

7 Act, the Secretary is authorized to establish objective criteria 

8 to aid in determining whether the recipient of a grant made 

9 pursuant to this Act is maintaining a good faith level of re- 

10 pair and rehabilitation, on the basis of past experience and the 

11 present financial capability of the recipient. 

12 (d) LIMITATIONS.—Grants made to eligible applicants 

13 pursuant to this section shall be used solely to pay the wages, 

and other benefits earned by individuals employed in pro- 

grams funded by this Aot, and s'hall not be used by sudi ap- 
1 fi 

pHoants for any administrative erpenses incurred with respect 

17 to any such programs. Funds made available under this seo- 

18 tion for roadbed and facilitj' repair and rehabilitation are to 

be used "by eligible applicants in addition to, and not as a 

partial or total substitute for, or as a replacement for, any 

21 other funds that the applicant would have been reasonably 

22 expected to utilize in the absence of this Act, for roadbed and 

23        • . facility repair and rehabilitation. 
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2 EMPLOYMENT PBIOEITIES 

A SEC. 5. The jobs created pursuant to financial assistance 

3 provided pursuant to this Act shall, after (he recall of fur- 

4 loughed maintenance-of-wuy and signal system maintenance 

5 employees pursuant to applicaible collective bargaining agree- 

g ments, be made available, consistent with other provisions 

7 of this Act, (1) to unemployed persons who have exhausted 

8 unemployment insurance benefits, to unemployed persons 

9 who are not eligible for unemployment insurance benefits 

10 (except for persons lacking work experience), and to un- 

11 employed persons who have been unemployed for 15 or 

12 more weeks;   (2)   to unemployed or underemployed per- 

13 sons as defined by section 601 of the Comprehensive Em- 

14 ployment and Training Act of  1973,  as  amended   (29 

15 U.S.C. 801 et seq.). The Secretary of Labor shall promptly 

16 establish such procedures, rules, or regulations as necessary 

17 to insure, that sufficient numbers of such unemployed per- 

18 sons are referred to eligible applicants receiving funds pursu- 

19 ant to this Act by State uneraploAonent service agencies, by 

20 the Railroad Retirement Board, and by prime sponsors desig- 

21 nated under the Comprehensive Employment and Training 

22 Act. All jobs created under this Act, except those to which 

23 furloughed employees are being recalled,  must be listed 
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1 with the State employment service at least 72 hours before 

2 such vacancies are filled. 

3 ELIGIBLB EOADBEDS AND FAOILITIBS 

4 SEC. 6. Roadbeds and facilities are eligible for project 

5 grants pursuant to section 4 if they: 

6 (1) have been included in the preliminary system 

f plan, or in any sulbsequent plan, that has been approved 

8 by the Board of the United States Railway Association; 

9 (2) are used in a substantial way in a rail commuter 

10 passenger service; 

11 (3) are utilized by the National Railroad Passenger 

12 Corporation pursuant to the Rail Passenger Ser\'ice Aofc 

18 (45 TJ.8.C. 501 et seq.) for providing rail passenger 

14 service or are part of either the basic system or tlie 

16 experimental routes estabhshed pursuant to  die  Rail 

16 Passenger Service Act (45 U.S.C. 501 et seq.), or by 

17 any other railroad providing intercity rail passenger 

18 service; 

19 (4)  have been subject to track usage of at least 

20 five million gross ton-miles per mile of road per year, 

31 during at least one calendar year following January 1, 

W 1970; 

28 (5)  have been identified to the Secretary by any 

24 State,  political subdivision  thereof,  or regional  com- 

25 mission as signifioantly contributing to improvements 
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1 in, or the continuation of, essential present or anticipated 

2 transportation needs, if the Secretary concurs in such 

3 identification; or 

4 (6) are owned by a State or public entity. 

5 GOALS 

6 SEC. 7. In order to receive financial assistance under this 

7 Act, a project shall be structured and administered so as to 

8 achieve substantially the following goals: 

9 (1) the reduction of unemployment; 

10 (2) the acceleration and expansion of a nationally 

11 balanced rail rehabilitation efiFort designed to improve 

U railroad roadbeds and facilities that meet essential na- 

il tional and re^onal transportation needs or policies or 

14 that will eliminate serious safety hazards involving Buidi 

15 roadbeds and facilities; 

19 (3)  the coordination of repair and rehabilitation 

17 work with other national transportation priorities, such 

18 as the elimination of grade crossings and similar safety 

19 problems, the improvement of rail passenger service, and 

20 (he modernization of facilities, including the electrifica- 

21 tion of appropriate lines. 

22 (4)  the substantial completion of such project with- 

23 in 18 months after the date on which work is com- 

2i menced; and 

26 (5)  the maximization of the chances for permanent 
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j employment by the railroad of the individuals employed 

2 on such projects. 

3 MATKBIALS AND EQUEPMBNT ASSISTANCE 

4 SEC. 8. (a) GENERAL.—To the extent necessary to carry 

5 out a project receiving financial assistance pursuant to section 

6 4, the Secretary may provide financial assistance to eligible 

7 applicants, in accordance with this section, for the acquisition 

8 of materials and equipment necessary and appropriate to suet 

9 project. Such financial assistance shall not be made available 

10 until the Secretary receives adequate assurances that it will 

11 not be used, directly or indirectly, as a substitute for financial 

12 resources which would otherwise have been expended for 

13 such purposes by the applicant. Financial assistance pursuant 

14 to this subsection may be provided by the Secretary in the 

15 form of guarantees by the United States of the pajTnent of the 

16 principal amount of, and the periodic interest obligation on, 

17 loans, or in the form of grants, with or without conditions. 

18 In the case of a grant under this subsection, which adds, or 

19 may add, value to the rail properties or other assets of a rail- 

20 road other than a Government corporation, the Secretary 

21 may require that adequate and binding assurances be made 

22 for recompensating the Federal Government for any such 

23 value added, through a mechanism such as reduced user fees 

24 for rail passenger service operated by the National Railroad 

25 Passenger Corporation or other compensatory device. In the 
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1 event of any transfer of railroad roadbeds or facilities to the 

2 Government or to any corporation established by the Gov- 

3 emment, the transferring railroad shall not receive compen- 

4 sation for that portion of the value of such roadbed or facilities 

5 which was added by materials and equipment obtained with 

6 the proceeds of ip^nts under this section. At any time after 

7 the completion of such a project, the Secretary and an 

8 afiFected railroad may enter into a stipulation as to amount 

9 of such value added, or as to the absence thereof, and such 

10 a stipulation shall be binding in any subsequent negotiation 

11 or proceeding. 

12 (b) LIMITATION ON AMOUNT.—^The aggregate unpaid 

13 amount of outstanding obligations, including principal and 

14 interest thereon, that may be guaranteed imder this section 

15 shall not exceed $100,000,000. 

16 LABOE PROTECTION 

1"^ SBO. 9.  (a) All work in connection with the projects 

18 funded under this Act which has been performed by practice 

19 or agreement in accordance with provisions of the existing 

20 contracts in efifect with the representatives of the employees 

21 of the classes or crafts involved shall continue to be per- 

22 formed by the applicant's employees, including employees on 

23 furlough. Should the applicant lack a sufficient number of 

24 employees, including employees on furlough, and be unable 

25 to hire additional qualified employees from among the imem- 
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1 ployed and underemployed persons specified under section 5 

2 of this Act, to perform the work required, it shall be permit- 

3 ted to subcontract that part of such work which cannot be 

4 performed   by  its   employees   consistent   with   applicable 

5 collective-bargaining agreements.   Applicants  shall  be  re- 

6 quired, prior to contracting out work under this subsection, 

7 to secure certification from the Department of Labor Ihat 

8 there is an insufficient number of furloughed maintenance of 

9 way employees, or of unemployed persons referred pursuant 

10 to section 5 of this Act, to perform the work required. In the 

11 event that such work is subcontracted, aft«r meeting the 

12 requirements of this subsection, wages and benefits paid shall 

13 be not less than those provided for in coUective-bargaining 

14 agreements in effect and negotiated pursuant to the Railveay 

15 Labor Act for similar jobs and classifications. Such rates shall 

16 be considered in compliance with the Davis-Bacon Act (40 

17 U.S.C. 267 (a) ; Walsh-Healy Act (41 U.S.C. 35), or Serv- 

18 ice Contract Act (41 U.S.C. 35)), whichever is applicable. 

19 (b)   Work to be performed with financial assistance 

20 received under this Act, which has not traditionally been 

21 performed by employees of the applicant, may continue to 

22 be performed by a contractor of the applicant: Provided, 

23 however, That the applicant shall take such action as may 

24 be necessary to insure that all laborers and mechanics em- 

25 ployed by such contractor or subcontractors in the perform- 



76 

13 

1 ance of work done with the aid of such financial assistance 

2 shall be paid wages and benefits at rates not less than those 

3 prevailing on similar work in the locality, as determined 

4 in accordance with the Davis-Bacon, Walsh-Healy Act, or 

5 Service Contract Act, as applicable. No contract or agree- 

6 ment for the performance of work receiving Federal financial 

7 assistance shall be entered into under this subsection without 

8 first obtaining adequate assurances that required labor stand- 

9 ards shall be maintained in the performance of such work 

10 and that persons employed, whether by the applicant, con- 

11 tractor, or subcontractor of the applicant, shall be hired in 

12 accordance with the priorities and procedures set forth in 

13 section 5 of this Act. 

14 MISCELLANBOtTS   PROVISIONS 

15 SEC. 10. (a) RECORDS AND AUDIT.—Each recipient of 

1^ Federal financial assistance pursuant to this Act, regardless 

1'' of form, shall maintain such records as the Secretary shall 

18 prescribe, including records which fully disclose the amount 

19 and disposition by such recipient of the proceeds of such 

20 assistance, the total cost of the program or project in con- 

21 nection  with  which  such assistance was  given  or used, 

22 and such other records as will facilitate an effective audit 

^ The Secretary and the Comptroller General of the United 

24 States, or any of their duly authorized representatives shall, 

25 until  the expiration  of three years after the completion 
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1 of such program or project, have access for the purpose of 

2 audit and examination to any books, documents, papers, and 

3 records of such receipts which, in the opinion of the Secre- 

4 tary or the Comptroller General, may be related to or per- 

5 tinent to any such Federal financial assistance. 

• 6 (b) COST AND BENEFIT AsaBSSMENT.—The Secretary 

7 is authorized to conduct, or to cause to be conducted, cost 

8 and benefit assessment studies of various programs and proj- 

9 acts receiving Federal financial assistance pursuant to this 

10 Act and of proposed projects to the extent necessary to 

11 assure that funds appropriated for purposes of this Act are 

12 expended in the manner most cost-beneficial to the people 

13 of the United States, except that this provision may not be 

14 applied in any way which is likely to delay reduction in 

15 imemployment. 

Ifi (c)   EEPOBTS AND OVERSIGHT.—The Secretary shall 

17 submit to the Congress and the President periodic reports on 

18 his actions taken pursuant to this Act, including statements 

19 as to progress made in reducing unemployment and in im- 

20 proving the Nation's rail transportation system in terms of 

21 reliability, safety, and energy efficiency. 

22 (d) CONFORMING AMENDMENT.—Section 5108 (c) of 

23 title 5, United States Code, is amended by addmg, immedi- 

24 ately after paragraph   (II)   thereof,   the  following  new 

25 paragraph: 
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j "(12) The Secretary of Transportation, subject to 

2 the standards and procedures prescribed by this chapter, 

3 may place an additional 6 positions in the Federal Rail- 

4 road Administration in GS-16, GS-17, and (TS-18 for 

5 the purposes of carrying out his responsibilities under 

g the Rail Transportation Improvement and Employment 

7 Act of 1975, and related legislation.". 

g AUTHORIZATIONS FOR APPROPRIATIONS 

9 SBC. 11. There are authorized to be appropriated, not 

10 to exceed S600,000,000 to the Secretary for purposes of 

11 providing financial assistance pursuant to section 4, of which 

12 not more than $7,000,000 shall be available to the Secre- 

13 tary for administrative expenses in implementing this Act, 

14 such sums to remain available until expended. There are 

15 also authorized to be appropriated, not to exceed $100,- 

16 000,000 to the Secretary for purposes of providing grants 

17 pursuant to section 8, such sums to remain available until 

18 expended. 
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[H.R. 7487, introduced by Mr. Studds on May 22,1975; and 
S. 1730, referred to the Committee on Interstate and Foreign Commerce on 

May 19, 1975, 
are identical as follows:] 

AN ACT 
To improve the relia'l)ility, safety, and energy efficiency of 

transirortation ami to reduce nneniploynient hy providing 

funds for work in repairing, rehabilitating, and improving 

essential railroad roadbeds and facilities. 

1 Be it enacled b'/ the Senate and House of Representa- 

2 lives of the United Slates of America in Conrjrcss assembled, 

3 That this Act may be cited as the "Emergency Kail Trans- 

4 portnition Improvement and Employment Act of 1975". 

5 DECLARATION OF POLICY 

6 SEC.   2.    (a)   FINDINGS.—The   Congress   finds   and 

7 declares that— 

I-O 
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1 (1) Adequate nnd safe rail transportation is essen- 

2 tial to the public interest, and jobs which involve repair- 

3 ,     ing, rehabilitating, and improving essential railroad road- 

4 beds and facilities to increase the public service capabil- 

fl ity of railroads are important public service jobs. 

6 (2) Unemployment can be reduced significantly by 

7 stimulating and expediting the repair, rehabilitation, and 

8 improvement of the Nation's railroad roadbeds and facili- 

9 ties, because there is a great need for such activity and 

10 because such activity is labor intensive. 

11 {b) PURPOSE.—It is therefore declared to be the pur- 

12 pose of the Congress in this Act to authorize the Secretary 

13 of Transportation in consultation with the Secretary of Labor 

14 to provide financial assistance, from funds appropriated and 

15 made available under section! 1 and in accordance with the 

16 provisions of this Act to eligible applicants, for programs 

17 aimed at reducing unemployment and at repairing, rehabili- 

18 fating, or improving essential railroad roadbeds and facilities. 

19 DEFINITIONS 

20 SEC. 3. As used in this Act, unless the conte-xt indicates 

21 othei-A^'ise, the term— 

22 (1)  "eligible applicant" means any (A) State or 

23 political subdivision thereof, (B) railroad, (C) regional, 

24 State, or local transportation authority, or (D) regional 

25 commission; 
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1 (2) "government" means the Federal Government 

2 or the government of a State; 

3 (3)   "railroad" means a common carrier by rail- 

4 road, as defined in section 1 (3) of the Interstate Cora- 

5 merce Act  (49 U.S.C. 1 (3) ) ; the term includes the 

6 National Eailroad Passenger Corporation, the Consoli- 

7 dated Rail Corporation, and The Alaska Railroad. 

8 (4)  "regional commission" means the Appalachian 

9 Regional Commission,  established pursuant to section 

10 101 of the Appalachian Regional Development Act of 

11 1965 (40 App. U.S.C. 101), and the Regional Action 

12 Planning Commissions, established pursuant to title V of 

13 the Public Works and Economic Development Act (42 

14 U.8.C. 3181) ; 

15 (5)  "roadbeds and facilities" means the physical 

16 assets of a railroad, other than rolling stock, that are 

17 necessary for tlic actual movement of rolling stock, in- 

18 eluding, but not limited to, tracks, tias, rails, switches, 

19 roadbeds,  bridges, yards, stations and tenninnis,  nia- 

20 chines for loading and unloading, ferries and shoreside 

21 facilities for transporting rolling stock over water, signal 

22 systems, grade crossings, train monitoring systems, elec- 

23 trification and other power transmission systems, and 

24 stractures and equipment necessaiy to the functioning 

25 of any of the foregoing; 
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1 (6) "Secretary" means the Secretary of Transpor- 

2 tation; and 

3 (7)  "State" means any State of the United States 

4 and the District of Cohimbia. 

5 GRANTS  FOR EMPLOYMENT IN  RAIUBOAD BEPAIR OR 

6 BKIIABILITATION PROJECTS 

7 SEC. 4. (a) GENERAL.—Tlie Secretary shall, in nccord- 

8 ance with this Act, provide financial assistance in the form 

9 of grants to eligible applicants for 2>rojects involving the 

10 repair, rehabilitation or improvement of railroad roadbeds 

11 and facilities as set forth in section 6 of this Act and that 

12 best fulfill the following three objectives: 

13 (1)  the reduction of unemployment in areas that 

14 arc identified by the Secretar)' of Jjiibor as areas of snb- 

15 stantinl unemployment; 

16 (2) the improvement of severely deteriorated road- 

17 beds and facilities that (A) constitute a significant risk 

18 to public safety or (B) seriously inhibit the expeditions 

19 niovenient of freight or passengers; and 

20 (3) llie improvement of roadbeds and facilities that 

21 (A) contribute significantly to a balanced national rail 

22 transportation system, and   (B)   meet national or re- 

23 gionnl transportation needs and policies. 

24 In making such a grant, the Secretary' shall obtain adequate 
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2 assurances that the proposed project subsliuitially meets the 

2 gojtls set f«»rth in section 7 of this Act. 

3 (b)   OUIDKLIXKS AXU  PMOCEUI KKS  I'OK  GKANT  AP- 

4 PLICATIONS.— (1)  To facilitate tiic rapid initiation of rnil- 

5 road repair, rehabilitation or improvement projects, the Sec- 

g retary shall establish and publish within 1)0 days after tlic 

7 date of enactment of this Act, guidelines and procedures for 

g making and evaluating applications for financial assistance 

g pursuant to this section. 

JO (2)  Any such application shall be prepared and sub- 

11 mitted to the Secretary pursuant to such guidelines and procc- 

12 dures. Such an application shall include, 'but need not be 

13 limited to, tlie following information and documentation in 

14 support thereof, with respect to the project for which finan- 

15 cial assistance is requested: 

16 (A) a description of the roadbed or facility to be 

17 repaired or rehabilitated or improved; 

18 (B)  a statement as to the number of persons to be 

19 employed; 

20 (C)  a description of the relationship between the 

23. applicant and the involved roadl)cd or facility, if such 

22 applicant does not directly own or control such roadbed 

23 or facility; 

2i (D) an evaluation of the involved roadbed or facil- 
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1 ity, in terms of its present or potential significance for 

2 national or regional tiansportation; and 

3 (E)  a description of the way in which the goals 

4 set forth in section 7 of this Act will be realized, and the 

5 manner in which such reahzation will he monitored. 

6 The Secretaiy shall act upon any complete application mider 

7 this section witliin 15 days after it has been received. 

8 (c) SiTPEKVisioN OF PKODUCTS.—In administering this 

9 Act, the Secretaiy is authorized to establish objective criteria 

10 to aid in determining whether the recipient of a gi'ant made 

11 pui"suant to this Act is maintaining a good faith level of re- 

12 pair and rehabilitation, on the basis of past experience aud the 

13 present financial capability of the recipient. 

14 (d) LIMITATIONS.—Grants made to eligible applicants 

15 pursuant to this section shall he used solely to pay the wages, 

16 and other benefits earned by individuals employed in pro- 

17 grams funded by this A(^, and shill not be used by such ap- 

18 plicants for an}' administrative expenses incurred with respect 

19 to any such programs. Funds made available under this sec- 

20 tion for roadl)ed and facihty repair and rehabilitation are to 

21 be used by eligible applicants in addition to, and not as a 

22 partial or total substitute for, or as a replacement for, any 

23 otlirr funds that Ihc applicant would have been reasonably 

24 expected to utilize in the absence of this Act, for roadbed and 

25 facility repair, rehabilitation, and improvement. 
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1 EMPLOYMENT  PKIOBITIES 

2 SEC. 5. The jobs created pursunut to fuianeiul assistniicc 

3 provided pursuaut to this Aet shall, after the recall of fur- 

4 loughed lIlaiutenance-of-A^•ay aud signal system maintenance 

5 employees pursuant to applicable collective bargaining agree- 

6 ments, be made available, consistent with other provisions 

7 of this Act, to unemployed or underemployed persons as 

8 defined by section 701 of the Comprehensive Employment 

9 and Training Act of 1973, as amended  (29 U.S.C. 801 et 

10 seq.). In the selection of such persons, priority shall be given 

11 to unemployed i)ersons who, within the 365-day period prior 

12 to the date of application  (1)  have exhausted all rights to 

13 benefits, allowances and assistance payable with respect to 

14 unemployment under any law or (2) have been unemployed 

15 for 15 or more weeks. The Secretary of Labor shall promptly 

16 estal>lish such procedures, rules, or regulations as are neces- 

17 st\ry to provide for referral of eligible persons to eligible appli- 

18 cants receiving funds under this Act by State employment 

19 ser\'ice agencies, by prime sponsors receiving funds under the 

20 Comprehensive Employment and Training Act, and by the 

21 Kailroad Retii-ement Board. All jobs created under this Act, 

22 exempt those to which furloughed employees are being re- 

23 riilled must be listed with the State employment service at 

24 least 72 hours Itefore such vacancies are filled. 
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1 ELIGIBLE  ROADBEDS  AND  FACILITIES 

2 SKC. 6. Koa(ll)cds and facilities are eligible for project 

3 grants pursuant to section 4 if they: 

4 (1) have been included in the preliminarj' system 

5 plan, or in any subsequent plan, that has been approved 

(j ljy the Board of Directors of the United States Railway 

7 .Association; 

8 (2) are used in a substantial way in a rail commuter 

9 passenger service; 

10 (3) are utilized by the National Railroad Passenger 

H Corporation pursuant to the Rail Passenger Service Act 

12 (45 U.S.C. 501 ct seq.)  for providing rail passenger 

13 service or are part of either the basic system or the 

14 expciimeutal routes established pursuant to the Rail 

15 Passenger Stuvice Act (45 U.S.C. 501 et seq.), or are 

IG utilized by any other railroad providing intercity rail 

17 passenger service; : i. 

18 (4)  have been subject to track usjige of at least 

19 5,000,000 gross tun-miles j)cr mile of road per year, 

20 during at least 1 wilcadar year following Jnuuary I, 

21 1970; .             . 

22 (5)  have been identified to tlie Secretary by any 

23 State,  political  subdivision  thereof, or regional  cora- 

24 mission as significantly contributing to improvements 

25 in, or the continuation of, essential present or anticipated 
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M'1< •• employment by die railroad of the individuals employed 

2 on such projects. •   •    ' 

3 MATEBIAIiS AND EQUIPMENT ASSISTANCE 

4 SEC. 8. (a) GENERAL.—To the extent necessary to carry 

5 ' out a project receiving finajicial assistance pursuant to section 

6 .4 of this Act, the Secretaiy may provide financial assistance 

7 to eligible applicants, in accordance with this section, for the 

8 acquisition of materials and equipment necessary and appro- 

9 priate for such project. Such finanraal assistance shall not be 

10 made available until the Secretary receives adequate assur- 

11 ances diat it will not be used, directly Or indirectly, as a sub- 

12 stitute for financial resources which would otherwise have 

IS been expended for such purposes by the applicant. Fmancial 

14 assistance pursuant to this subsection may be provided by the 

15 Secretary in Uie form of guarantees by the United States of 

16 the payment of the principal amount of, and the periodic 

17 interest obligation on, loans, or in the form of grants, with or 

18 without conditions. In the case of a grant under this subsec- 

19 tion, whidi adds, or may add, value to the rail properties or 

20 other assets of a railroad other than a Government corpora- 

21 tion, the Secretary may require that adequate and binding 

22 assurances be made for compensating the Federal Govem- 

23 ment for any such value added, tlirough a mechanism such as 

24 reduced user fees for rail passenger service operated by the 

25 National Railroad Passenger Corporation or odier compensa- 
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l. Jrtry device. In the event of any transfer of railroad roadbeds 

2 or facilities to the Government or to any corporation estab- 

X • lished by the Government, the transferring railroad shall not 

4 receive compensation for that portion of the value of sudi 

5 roadbed or facilities which was added by materials and equip- 

g ment obtained with the proceeds of grants under this section. 

7 At any time after the completion of such a project, the Secre- 

g tary and an affected railroad may enter into a stipulation as to 

<) amount of such value added, or as to the absence thereof, and 

JO such a stipulation shall be binding in any subsequent negoti- 

11 ation or proceeding.                                                               • 

12. (b) LIMITATION ON AMOUNT.—The aggregate unpaid 

13 amount of outstanding obligations, including principal and 

14 interest thereon, that may be guaranteed under this secdon 

15 shall not exceed $100,000,000. 

16 LABOB PBOTECTION 

tl •       SEC. 9.  (a) SUBCONTRACTING.—All work in conneo- 

Ig tion with the projects funded under this Act which has been 

19 performed by practice or agreement in accordance with pro- 

20 visions of the existing contracts in effort, with the representSr; 

21 tives of the employees of the classes or crafts involved shall 

22 continue to be performed by the applicant's employees in- 

23 duding employees on furlough. Such employees shall be pjud 

24 at nrtes provided for such work by such contracts. Should the 

25 applicant lack a sufficient number of employees, including 
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i employees on furlough, and be unable to hire a<f<titional qufil- 

2 ified employees from among the uueinploytd and nnderem- 

3 ployed persoits spcfsified under section 5 of tJfds Act, to per- 

4 frtrm-the wwk req>irired, it shall be permitted to subcontract 

5 that part of such work whieh cannot be [lerformed by its em- 

6 ployeeg   consistent   with   npplica-ldo   collective   bftrgnining 

7 aj^reements. Applicants shall be required, prior to c/>ntrft<:filig 

8 out work under this subsection, to secure certification fnmi 

9 the Department of Labor that there is an insufficient nunilK?r 

10 of furlonglied moiiit^-nanc* of way employees, or of nnem- 

11 ployed persons referred pursuant to section 5 of this Act, to 

12 perform the work required: Protided, That work to be per- 

13 formed with financial a*sistan<*e received under thii» Act, 

14 which La.s no* tm;ditionally been performed )>y employees of 

15 the applicant, may contintie tb' be performed by A ctotmctor 

16 of the applicant. 

17 (b) WA(}KS AND BENEFITS.—In the evc^nt tliat work 

18 suliject to this subsection is contracted aft^^r meetin/tf the 

ly requirements of subsection   (a),  wages and Iwnefits paid 

20 sliftll be not less than those pnivided fop in the cctllectivo 

21 btvrgaiitirig agrctnients in effect for Nirtiilar joliPs and clasiq- 

22 fi^AtiOns: I'rmnded, That the applicant slialf lake such action 

23 as may l»e nect»ss«ry to insure that all persons employed by 

24 any t^outrflctor or subcontractor, in the |»orformanc€ of work 

2.J dftne with the aid of finMicial assistance under this Act sliall 
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1 be paid wages and benefits at rates not less 'than  those 

2 prevailing on similar work, as determined in accordance 

3 with the Service Contract Act  (41 U.S.C. 351 et seq.), 

4 tlie Walsh-Healcy Public Contracts Act  (41 U.8.C. 35 et 

5 seq.),  or  the  Davis-Bacon  Act   (40  IT.S.C.  276a),  as 

6 amended,  to the extent that such  Acts would be appli- 

7 cable to such work if it were done under contract witJi 

8 the  United States.  The  Secretary  of  Labor  shall  have, 

9 witl»  respect to such labor standards,  the authority and 

10 functions provided in such acts and in Ueorganization Plan 

11 Numbered 14 of 1950 (15 F.R. 3176; 64 Stat. 1267) and 

12 section 2 of the Act of June 1, 1934, as amended (48 Stat. 

13 948, as amended; 40 U.S.C. 276 (c) ). No contract or agree- 

14 ment subject to this subsection for the performance of work 

15 receiving Federal financial assistance shall be entered into 

16 prior to the olrtaining of adequate assurances that required 

17 labor standards shall be maintained in the performance of 

18 such work and that persons employed, whether by contractor 

19 or subcontractor of the applicant, shall be hired in accordance 

20 with the requirements aud priorities, and procedures set forth 

21 in section 5 of this Act. 

22 MISCBLLANKOUS PKOVI8IONS 

23 SEC. 10. (a) EECORDS AND AUDIT.—Each recipient of 

24 Federal financial assistance pursuant to this Act, regardless 

25 of form, shall maintain such records as the Secretary shall 
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1 prescribe, including records which fully disclose ^Ixe aiooui>t 

2 and disposition by such recipient of the proceeds, of such 

3 assistance, the total cost of the program or project in con- 

i nection with which such assistance was given or used, 

5 and such otlier records as will facilitate an effective audit. 

.6 The Secretary and the CouiptroUer General of the United 

7 States, or any of their duly authorized representatives shall, 

8 until the expiration  of thrvc years after  the completion 

9 of such program or project, have access for tlic pur^sc of 

10 audit and examinatiou to any bopks. docunicuts, papers, and 

11 records of such receipts which, in the ophiion of the Secro- 

12 tary or the Comptroller General, may be related to or per- 

13 tinent to any such Federal financial,a.ssistance.     .  .     ; •'   /• 

14 (b) COST AND BENEFIT AssEssMENT.—The Seci-etary 

15 is authorized to conduct, or to caus<; to be ooliducted, cost 

1€ and benefit assessment studies of .vai-fous programs and proj- 

17 ects rcceixing Federal financial assiiitance pursuant to this 

18 Act and of proposed projects to the extent 'necessary to 

19 assure that funds appropi-iated for purposes of this Act arc 

20 expended in the manner most cost-beneficial to the people 

21 of the United States, except tliat tliis provision may not IK) 

22 applied in any way whidi is likely to delay reduction m 

23 nnemploymcnt. ,       ;••••'    ' 

24 (c) REPOhTS.—The Secretary >ihaII submit to the Con- 

25 gress and the President periodic reports on his' actions taken 
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,1 pursuant to this Act, iiidudiug stateiueuts as to progress made 

2 in reducing unemployment and iu improving the JX^ation's 

3 rail transportation sy.stem in terms of reliability, safety, and 

4 energy efficiency:. 

5 (d) CoxKOKMiNG AMENUJIKNT,—Section 5108 (c) of 

6 title 5, United States Code, is amended by adding, innacdi- 

7 ately after paragr{?pli   (11)   tliereof,  the foUowmg  new 

8 paragraph: 

9 "(12)  The Secretaiy of Transportation, subject to 

10 the standards and procedures prescribed by this chapter, 

11 • may place an additional 6 positions iu the Federal Kail- 

12 road Administration in GS-16, GS-17, and GS-18 for 

13 the purposes of canying out his responsibilities under 

14 the Eail Transportation Improvement and Emplo^'ment 

15 Act of 1975, and related legislation.". 

16 AUTItOKlZATIOXS I'OE API'MOPKIATIOXS 

17 SEC. 11. There are authorized to be appropriated not 

18 (0 exceed $000,000,000 to the Secretary for the puq)ose of 

19 providing financial assistance pursuant to section 4, of which 

20 not more than $7,0(X),000 shall be available to the Secre- 

21 tary for administrative expenses in iniplemcnliiig this Act, 

22 such sums to remain available for obligation until Decem- 

23 ber .31, 197G. There are also authorized to Ijc aitpropriated, 

24 not to exceed $100,000,000 to the Secretary for the i)urpose 

50-054—75 7 
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1 of providing grants pursuant to section 8, such sums to 

2 remain for obligation available until December 31, 1976. 

•a TERMINATION DATE 

4 SEC.  12. The authority  of the Secretary under  this 

.5 Act, except for his responsibility to monitor uncompleted 

6 projects and to carry out his duties under section 10 of this 

7 Act, shall terminate on October 1, 1977. 

Passed the Senate May 16 (legislative day, April 21), 

1975. 

Attest: FRANCIS R. VALEO, 

Secretary, 
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ISTEKSTATE COMMERCE COMMISSION, 

OFFICK OF THE CHAIKMAN. 
Washingtmi, D.C., June 17, J975. 

Hon. FkKO B. RooNET, 
Chairman, Subcommittee on Transportation and Commerce, Committee on Inter- 

atntc and Foreign Commerce, House of Representatives, M'ashington, B.C. 
DEAB CHAIRMAN RODNEY : This responds to your letter of June 9, 1975, which 

requests the Commission's comments on three bills relating to public works pro- 
grains to rehaliilitnte the Nation's deteriorated r:iil lines. 'J'hese bills are, respec- 
tively, H.R. 6808, the "Rail Transportation Iiuprovement and Employment Act 
of 1975," S. 1730, the "Emergency Rail Transportation Improvement and Employ- 
ment Act of 1975," and H.R. 4622, the "Railroad RIght-of-Way Improvement Act 
of 1975." All three bills are the subject of hearings scheduled to be held by your 
Subcommittee on June 17-19,1975. S. 1730 has, of course, already been passed by 
the Senate. 

The Commission supiMrts legislation designed to relieve unemployment through 
programs to rehabilitate rail lines. We have previously expressed that support in 
a letter of May 13,1975, to Senator Magnuson, Chairman of the Senate Committee 
on Commerce, concerning S. 14.36, a bill similar in content to the three hills now 
before your Subcommittee. As I observed in that letter (a copy of which is at- 
tached hereto), the needs of the Nation's railroads In the area of roadway main- 
tenance and improvement are very great, and well beyond the ability of the 
railroads to meet by themselves. To illustrate, I would point to reports filed by the 
railroads in Ex Parte No. 805. Nationwide Increase of Ten Percent in Freight 
Rates and Charges, 1974, which indicate that, as of December 31, 1974, tie rail- 
roads collectively had $2.46 billion in deferred maintenance of roadway and $2.14 
billion in delayed capital Improvements of roadway. The gravity of the problem is 
underlined by tlie fact that the ten-percent rate increase authorized In Ex Parte 
No. .305 generated $288.2 million of additional carrier revenues durintr the <iuar- 
ter ended December 31, 1974. of which only $158.1 million was available to apply 
to deferred maintenance and delayed capital Improvements of roadway and 
equipment. 

At the same time, large portions of the revenues derived from general rate 
increases granted to the railroads have had to be devoted to operating expenses 
such as fuel and labor. The continuing need to raise revenues for these purposes 
impedes the progress of the carriers in meeting their requirements in maintenance 
and improvement of roadways, and suggests that there are severe limitations on 
the efficacy of solving this problem solely through the proce.«!s of increasing rates. 
Notwithstanding that several general increases h«ve been granted, the current 
situation of the economy has obliged the railroads to curtail their active employ- 
ment of maintenance-of-way employees by approximately 16,000 since October 
1974, which has further impeded efforts to upgrade their facilities. Accordingly, 
the efforts represented by the pending bills to improve the situation, as well as to 
provide additional employment, should be welcomed. 

There are, however, aspects of the rail public works concept which the Sub- 
committee may wish to examine before endorsing any particular bill. One is the 
availability of material and supplies, a matter oh which the Comml.islon testified 
at hearings before your Subcommittee on June 11, 1975.' At present It does not 
appear that there are any measurable rail material shortages. However, signifi- 
cant increases in rail rehabilitation activity could produce shortages, as could 
Increased demand for basic commodities from other .sectors of the economy. This 
factor assumes Importance Insofar as a provision of one of the bills—section 4(a) 
of II.R. 6808—would put an 18-month time limit on pro.iects under the program. 
Such a time limit may prove cumbersome if in fact shnrins^es do arise, and for 
this reason we believe the whole question of such time limits might better be left 
to the Secretary of Transportation to de.nl with throncli nppropiiate regulali,)n«. 

Another matter of po.ssible concern is the way In which tlie rail Jobs program 
would be terminated at such times the imemployment problem iiinv sullir-ipntly 
Improve. Section 12 of S. 17.30 would deal with this by cutting off the Secretary's 
powers as of October 1. 1977. H.R. 6808 would not address this problem ^pecifi- 
cally, but would permit funds to be used until expended. II.R. 4622 would authorize 

> See ."Statement of .Tohn A. Grad.v. Director. Burenu of Ai-roonts. Interntiite rommerce 
CommlRslon. on the Rnllroad Accountinc System. Rail MaterlnU .\vallBblIlty .ind H It. 
7509, the "Transportation Statistics Act of 1975," of June 11, IST.'i, at pp   19-^23 



96 

fundiiijj of the program through 1077, and also would, through proposed section 
520(d) (2) of the IntersUite Commerce Act, prescribe a meaus whereby the Sec- 
retary of TTansportation may be precluded from funding programs during times 
of less than 4.5 iwrcent unemployment. This provision of H.R. 4622 represents a 
laudable effort to deal on a continuing basis with the problem of allowing the 
program to outlive the need for it, but we iKjIieve the practical workability of such 
a plan sliould be closely scrutinized. In general, we believe I hut the tiuestion nf 
how to terminate the program at the appropriate time is an important one which 
the Subcommittee may wish to consider. On the basis of our initial analysis, it 
appears that the flat cut-off date of S. 1730 may be the best approach. 

Another consideration involved In the way in which a rail-jobs program would 
me.sh with proposals currently before Congress which would involve either the 
Government's assumption of ownership of certain rail lines or substantial Gov- 
ernment commitment of funds toward major rail rehabilitation efforts. I refer 
specifically to H.H. 43Ci), the "Federal Aid Railroad Act of 1975," which would 
create an Interstate Railroad Corporation with powers to acquire and rehabili- 
tate essential rail lines, and H.R. 5777, the "Railroad Right-of-Way Protection 
Act of 1975," which would create an Interstate Railroad System within the De- 
partment of TransiKirtation, which would perform similar functions.* 

Both S. 1730 and H.R. 6W8 (but not H.R. 4622) address this problem by pro- 
viding that the value adde<l to railroad plant under the jobs program may not be 
considered for compensation in any future transfer of railroad properties to the 
Government or a Government-established corporation. This strikes us as a sound 
Idea to protect tlie interest of the taxiMiyers. It may also be desirable to Insert 
a provision allowing for the inclusion or recognition of such grants or loans In the 
Commission's Uniform System of Accounts. 

S. 1730 and H.R. (WOS (but again not H.R. 4622) also address the question of 
possible future Government rail initiatives by specifying In some detail the eli- 
gible roadbeds and facilities. Again we believe tills is a good l<lea. since the lines 
.specified are in the high-priority categories which likely would be primarily, if 
not exclusively, covered by any future program of Government acquisition of rail 
lines and/or major Government rehabilitation aid to the railroads. 

One further matter warrants l)rief comment. Unlike the other two bills, H.R. 
4622 would amend part part V of the Interstate Cfjmnierce Act by including there- 
in a new .>;ection 520. We do not see the pnrpase behind this partioular form of the 
bill, and we believe that it would be inappropriate to include new rail jobs legis- 
lation as a part of the Interstate Commerce Act. 

In summary, we believe that all three bills under cconslderation strive for a 
laudable objective, and that the funding levels are justified by the magnitude of 
the problem involved. While we do not express any strong preference for any one 
of the three bills, we believe that S. 1730 combines several desirable elements, not 
all of which are present in the other bills : (1) the specific cut-off date of October 1, 
1977: (2) the absence of a definite limitation on the time in which a contract 
must be carried out (as contrasted with H.R, 6808) ; (3) considerable .specificity 
in the asccrtninnieut of eligible rail lines (this also appears in H.R. 6^08) ; and 
(4) a "value-added " provision to off.set comjiensatlon to railroads in any future 
Government acquUilion plan (this also appear^i In H.R. 6808). We believe that 
prompt euaclment of a rail-jobs program would substantially help the current 
unemployment problem and would materially a.sslst in upgrading the Nation's 
seriously deleriorulcd rail lines. 

Fiiiall.v, I would like to observe that there is another related bill, H.R. «787, 
the "Emergency Rail Transportation Improvement and Employment Act of 1975," 
which was introdnccd by C(mgressman Heinz. While H.R. 67(i7 has not specifically 
been includtHl as a .subjwt of the June 17-1!) hcarin'iS. it is very close to S. 1730 
in many particulars, and contains all the attributes of S. 1730 which we believe 
are desirable with the sole exception of the October 1, 1977, cut-off date. 

Thank you for the opportunity to comment on this bill. If the Subcommittee 
desires additional information, please feel free to call upon the Commission. 

Sincerely yours, 
GEOBOB JL STAFFORD, Chairman. 

Attachment. 

= Sbiitlnr proin>n,ilB Ii.ivp lim>i) Intrortnood tn thp Spnntc. IncItKllntr S. l.^^."! tho "Rnllroad 
Ri'halillltatinn niirt Rocnvr-rv .Vi'l of I!>7.')." S. 114.1. the "Rnllrnnd Rcvpiiiip Act nf lft7,">,'' 
S. ]14«. til? "Intprstiilp HiiUroaii Act of 1975," nnd .S. 1S08, the "Knllroad Fticllltlps Act 
of l!17ri." 
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INTERSTATE CoMMEKCE COMMISSION, 
OFFICE OF THE CHAIRMAN, 

Wuifhington, D.V„ May 13,1975. 
Hon. WAKKKN G. MAGNUSON, 
Vhainnan, Committee on Commerce, U.S. Senate, • 
Washington, D.C. 

DEAR CHAIRMAN MAONHSON : Tliis replies to your requeist for our coiniiients on 
S. 1436, a bill, "To improve the relinbility, safety, and energy etiioiency of trans- 
portation by providing funds for repairing, rehabilitating, and improving rail- 
road roadbeds and facilities." 

The purposes behind S. 1436 are to reduce unemployment and to repair, reha- 
bilitate and improve railroad roadbeds and facilitie.s. To accomplish these goals, 
the bill would authorize the Secretary of Transportation to provide up to $700 
million made available under section 11. Under sections 4 and 5. the Secretary 
may di.sburse authorized funds to any railroad which has laid off or otherwise 
reduced its employment of railwa.v maintenance personnel, or to any State or 
subdivision thereof or Regional Commission, to implement rail rehabilitation 
programs In accordance with section 6. An Advisory (^'ommission is set up to as- 
.sist the States, their sulnlivisions, and the Regional Commissions in identifying 
eligible facilities, formulating and suljmitting grant applications, and expedit- 
ing the allocation of funds. The categories of eligible facilities are identified in 
section 6, and the ol>.iectives which the Secretary must consider are set forth in 
section 7. Materials and equipment assistance in connection with tlie program is 
provided by section 8. 

The Commission generally supports this legislation. Indeed, in my letter of 
February 3, 1975, to the Secretary of Commerce, the Commission suggested a 
work program similar in concept to that which would Ive established by S. 1436. 
A copy of that letter is attached hereto. 

There is no question tliat the needs of tlie nation's railroads in the area ot 
roadway maintenance and improvement are very great, and well beyond the 
ability of tlie railroads to meet by themselves. By way of illustration I would 
point to reports filed by the railroads in Ex Parte No. 303. Nationwide Increase 
of Ten Percent in Freight Rates atid Charges, 197.'i, which indicate that, as of 
December 31, 1974, the railroads collectively had .$2.4G billion in deferred main- 
tenance of roadway and .'52.14 billion in delayed capital improvements of roadway. 
The gravity of the problem is underlined by the fact that the ten-percent rate 
increase authorized in Ex Parte No. 305 generated ?28S.2 million of additional 
carrier revenues during the quarter ended December 31, 1974. of which only 
.$158.1 million was available to apply to deferred maintenance and delayed capital 
improvements of roadway and equipment. Accordingly, the effort represented by 
the present bill to improve this situation, as well as to provide additional em- 
plo.vment, should be welcomed. 

It may l)e, however, that .several aspects of the bill should be explored further 
before it is enacted. One of these is the operational feasibility of the grants under 
the proposed legislation. Roadway maintenance and improvement have frequently 
been impeded by a number of constraints, including a lack of materials (rail, ties, 
ballast, etc.), qualified manpower, and roadway work e(iuipment. These and re- 
lated problems are discussed in the Preliminary System Plan of the United States 
Railway Association (pp. 73-7G) and to some extent the discussion therein applies 
to all railroads nationwide. These shortages may well impede the effectiveness of 
this proposal. Section 7(1)1 of the bill should be amended to make the require- 
ment of that section more flexible in order to allow for any such .shortages that 
develop which will have an impact on completion dates. 

Another possible problem area is in section 7(c) of the bill, which provides 
that an applicant for funds must show that any fimds received will not be used 
lo replace or substitute for funds which a railroad "* * * would have been rea- 
.sonably expected to utilize for roadbed or facility rehalulitation or maintenance 
in the ab.sence of this section." The policing of s^nch a requirement may involve 
difficulties in view of periodic changes in the railroads' own plans for improve- 
ments, and sufficient study should be given to this aspect of the bill. As a result 
of the Commission's recent experience with Ex Parte No. .305, the Commis.sion 
has become more cognizant of the difficullies in this area. The agency would be 
most willing to work with the Committee to develop language which might better 
achieve the Committee's objectives. 

Finally, the Commission recommends a change in the membership of the Ad- 
vl.sory Commission set up under section 5(b). The bill as written provides that 
the Director of the Commission's Rail Services Planning Office or his designee 
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slmll be a member. The Commission believes tliat its Chairman, or his deslgnee, 
should also l)e a memljer of this panel in order to maite more readily available the 
expertise of Commission offices other than RSPO. Contributions of a Commission 
representative could iuc-lnde, for example, data such as that gathered in Ex Parte 
No. 305; financial Information available in the Commission's Bureau of Accounts; 
statistical data awunnilnted and anal.vzed by the Bureau of Economics; and the 
practical knowledge of the Bureau of Operatlcms and the Office of Proceedings. 
Moreover, nil of the exjjertise is based on the Commission's nationwide responsi- 
bilities as compared to RSPO's regional mandate. 

Tlianlc you for giving u.s the opportunity to comment on this bill. If the Com- 
mittee desires additional Information, please feel free to call upon the 
Commission. 

Sincerely yours, 
GEORGK M. STAFFORD, Chairman. 

Attachment. 
INTERSTATE COMMEECE COMMISSION, 

OFFICE OF THE CHAIRMAN, 
Wanhington, B.C., February 3, J975. 

Hon. FREDERICK B. DENT, 
8eci-efary of Commerce, 
Dvptirtmrnt of Commerce. Washington, D.C. 

PEAR MB. SEcRETARy : Following your letter of .January 21.1975, I requested an 
exploration by our staff as to how the Interstate Commerce Commission can con- 
tribute to the Job Opportunities Program of Title X, Public Works and Economic 
Development Act of 1965, as amended. In this process, our Personnel Director, 
Curtis F. Adams. talktKi by tcleplione with Mr. Nathan L. Maryn, Special Assist- 
ant to the Deputy A.ssistant for Economic Development, Department of Com- 
merce, as to his views in regard to the contributions a regulatory agency may 
miike. It is our understanding, from this conversation, that you recognize that a 
regulatory agency of our type does not have the missions and programs that can 
lend tlieui'iclves readily to the .lob Opportunities Program, but it is believed that 
we can respond in narrative form (as requested in the di.scu8.sion) as to p(jssil)le 
explorations you may make into temporai"y Job opportunitias in the transporta- 
tion industry field and as to possible tempomrj- hiring we could jnstify on our 
current rolls. We are glad to respond along these lines. 

In respect to suggestions for temporary job opportunities at the transportation 
industry levels, we suggest you explore the railroad rehabilitation needs with 
practically all railroads. The railroad industry indicates it has over $7 billion 
in deferred maintenance and delayed capital improvements. This falls primarily 
in the repair of tracks and roadways. The Penn Central (currently in bank- 
ruptcy) alone has deferrals totaling about ?2 billion. Congres.s. through the 
Regional Rail Reorganization Act of 1973, has indicatefl that rail service in the 
Nortlieast is at a poor level and has provided some funds for upgrading of plant 
and equipment. The money appropriated .so far is deemed inadequate so that any 
additional money supplied to supplement labor costs could be readily used. The 
tyjws of .lobs involved could range from maintenance and repair laboring jobs 
to clerical, administrative and transportation skilled positions numbering several 
thousand. It is lielieved these jobs can be temporary in nature and can be ex- 
tremely useful in a very important national priority program. 

The augmentation of the nation's rail-car fleet and reduction of the percentage 
of bad order cars is a program of great magnitude that Is dlreiy needed. Job 
assistance, even on a temporary bayis. can help the railroads commence meeting 
this need. The potential temporary job pool is one of many hundreds including 
skille<i craftsmen in the construction processes?. Co.st could reach into the millions. 

Turning to the carrier service field, there is a need for improved intercity rail 
passenger car cleanliness (including window cleaning), dining services, reserva- 
tion and ticket assi.stance. and assistance to the elderly and handicapped people, 
both in the rail terminal and on board trains. There is a similar service need in 
the motor bus terminals and facilities—including the need for improved sanitary 
conditions. Temporary carrier jobs could well be established to upgrade services, 
numbering in the many hundreds and costs into the millions. 

There are many needs within the Interstate Commerce Commission where tem- 
porary joiis can he established to assist in carrying forward our function of pro- 



moting a sound national trausp<irtation system under our regulatory authorities. 
We can organize study teams (composed of transportation and administrative 
personnel), chiefly In rail carriers' offices and yards throughout the United States, 
to (1) identify running tracks of all Class I Rail Carriers needing restoration 
to conditions necessary to handle normal traffic with safety and efficiency, and 
(2) Inventory rail freight cars in need of repairs to restore serviceahle conditions. 
Such studies can be performed in consort with rail carrier repairs of tracks and 
roadways and the upgrading of car fleets mentioned above as suggestions for 
your exploration with the rail carriers for employment to meet national trans- 
portation rehabilitation priorities. In addition to the usefulness of the data to 
the carriers, our Commission could use the study data in our activities and tlie 
Department of Transportation could use it in granting Federal aid to railroads. 
Temporary employment could reach into the hundreds and costs constitute sev- 
eral million dollars. A temporary Commi-ssion staff of fifty to a hundred (costing 
$75,000-$ 1.10,000) can rapidly be employed to supplement a present small staff 
to ride .\MTRAK and other intercity passenger trains subject to our jurisdiction 
to obtain data about the carrier's compliance with our service regulations. Tiie 
data would be used in rcQiiiring the rail carriers to improve passenger services. 
A similar force can be employed to specialize in observing the practices of AM- 
'I'KAK and the other carriers' compliance with our regulations applicable to pas- 
seiiger terminal facilities. 

We can employ a temporary semi-.skilled transportatiim technician force of 
fifty to a hundred (costing $7.'j,000-$150,000) under controlled conditions to con- 
duct mntor vehicular surveys at designated highway clieckpoints to identify gray 
area types of traffic and traffic patterns for program planning and direction pur- 
IKises. This can Include data about the flow of commodities, the types of carriers 
(i.e.. owner operations and exempt) engaged in the tran.sportation, empty back- 
hauls and energy problems-—all highly important in setting our motor carrier 
work plans and directing our staff. 

At our head(iuarters location, we can hire from fifty to a hundrwl (costing 
?100,0(M) to .«200.000) temporary clerical, administrative, technical and profes- 
sional personnel on a number of useful projects and services. One needed project 
is that of developing a detailed financial profile of profitable Class I motor car- 
riers—valuable to the Commissiou in its rate making and other proceedings as 
a basis for evaluation of the probable economic con.sequences of its decisions. 
Tlie study woiild include compilation of industry and regional averages in such 
areas as flow of funds and distribution of expenses by element of cost and relate 
these factors to average trip mileage, number of units of equipment by type, 
number and classification of employees, composition of traffic and other relevant 
criteria, .\nother needed project can be directed to flie overhaul of the Commis- 
si(m's rules governing the classification of railroad employees and reports of 
their service and compensation. Still other needed studies and services can l)e 
directe<l toward our economic, traffic, proceedings, accounting, fiscal, environmen- 
tal, and data processing functions—with temporary employees providing tlie 
needed help. 

AVe will be irlad to furnish you with more detailed information as to the above 
needed studies, projects and services for which we can employ temporary person- 
nel and, thereby, contributing to the objectives of the Job Opportunities Program 
of Title X. It should be pointe<i out that if we are supplied funds to employ per- 
sonnel under the Job Opportunities Program, there are certain administrative 
problems which must be resolved. Civil Service Commission authority to hire 
personnel on nn excepted basis should be sought for us in order that we may avoid 
delays required in seeking temporary civil service registers. Tlie raising of 
teiniMirary employnient ceilings would need to be sought from the Office of Man- 
agement and Rudget. 

We will be glad to cooperate In meeting the objectives of the Job Opportunities 
Program. 

Sincerely yours, 
GEOBOE M. STAFFORD, Chaiitnati. 

Mr. TiOOXKY. Our fir.st witness today is ono of our distinjtjuishetl ami 
one of nur liard woi kiiiir meuihers of this sulicomniittee. the very dis- 
tinguished fTcntloniaii from the preat State of New Jorsoy, Hon. 
Jauies J. Florio. 
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STATEMENT OF HON. JAMES J. FLOEIO, A REPEESENTATIVE IN 
CONGRESS FROM THE STATE OF NEW JERSEY 

Mr. FLOKIO. Tliaiik you very much, Mr. Cliairnian. 
ilv. Chairman and members of the committee, I have introduced 

H.R. 6962 to this committee for consideration. It authorized up to $600 
million in prant money to provide 40.000 direct jobs and thousands of 
additional backup jobs to rejiair the Nation's deteriorating railroads. 

This bill provides the benelits of correcting two of our Nation's ills: 
Our unemployment problem and upgrading the Nation's railroads. 
Maintenance of way crews alone have been cut back 20 percent causing 
well over 15,000 rail wdrkeis to lose jobs. At the same time, an esti- 
mated 8,000 miles of railroad track re^juire immediate attention to con- 
tinue service and some 20 million ties oupht to be replaced right now. 

There is a job to be done and I Icnow that in New Jersey alone we 
have thousands of experienced workcis to get it done. The creation of 
the 40,000 direct rail jobs will cause a spinoff of such backup jobs as 
manufacturing of additional steel rails and other rail e(iuipmeut. 
Grants will be made to States, local transportation authorities and 
railroads to hire workers. 

Eepair projects will qualify if they: (1) Provide jobs in high unem- 
ployment areas; (2) eliminate serious rail deterioration and safety 
hazards; and (3) improve tho.se railroad roadbeds and facilities which 
are essential to national or i-ecrional transportation needs. 

The roadbeds and i-ail facilities elicible for repair work include those 
in the preliminary plan for consolidation of the Penn Central and 
other railroads, that is Conrail. issued by the I'.S. Railway Association, 
Amtrak. and other passeiiger rails, commutei- services, and those which 
carrv more than 500.000 gross ton miles per year. 

The financial losses due to railroad detei'ioration are enormous. 
Train derailments have occurred with increasing frequency and go 
slow orders on badly damaged sections of track—sometimes forcing 
trains to £ro no faster than 10 miles an hour—create tremendous 
problems in shipping cargo by freight. 

We are beginninir to realize moi-e and more that America needs the 
railroads, and this bill, bv providing constructive and needed work to 
tli()us!>nds of unemployed, Avill help put our job market and the rail- 
roiids back in order. 

So T look forward to bipartisan coonei-ation and T expect biiiartisan 
cooperation in cretting a bill accentable to the Congress and liopefully 
accentnhle to the President as well. 

"^fr. RnoNEY. Thank vou ve.rv much, Mr. Florio. 
Our next witness will he John Tnprani, president of the Chicaso. 

T?ofk Island & Pacific Raili'ond Co . Chicn.o-o. Til., and accompanying 
liini to make some remarks will be William M. Gil)l)ons, trustee. 

Yon may proceed, gentlemen. 

STATEMENTS OF JOHN INGRAM. PRESIDENT. CHICAGO. ROCK 
ISLAND & PACIFIC RAILROAD CO. [ROCK ISLAND LINES]. AND 
WILLIAM M. GIBBONS. TRUSTEE 

Mr. IxoRAM. Thank vou, Mr. Chairman. 
^fr. Chairman, first let me thank von and the committee for this 

opportunity to testify in favor of legislation that is pace .setting, 
timely, and worthwhile. 
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Seated with me is Williimi M. Gibbons of Chicago, trustee of the 
Rock Island. Our railroad is most fortunate in that Bill Gibbons is a 
full-time trustee and is devotinj^ great effort and determination to 
bring about a successful ii'organization. AVe will be glad to res[)ond 
to questions following my brief statement. 

in the interest of time, Mr. Chairman, I do not propose a lengthy 
conunentary on the current status of the Rock Island. I covered that 
material in some depth in testimony before your counterparts in the 
Senate on May 1 and with your permission I would like to submit that 
statement for the record here. 

Mr. R(M>NEY. Without objection [seep. 108]. 
Mr. INGRAM. Let me only reiterate that we are in full operation at 

least through calendar 197o—with no forecast yet for next jnear. one 
way or the other; and that we are maintaining service on the railroad 
through severe manpow(>r cutbacks and a bare-bones level of mainte- 
nance. I always find that I have to counter optimistic reports about 
tlie Ro<'k Island's future with realistic conmients on our present less- 
than-adeqnate physical situation. And we would better serve our cus- 
tomer.s with better track. 

I would like to comment today on refinements that I tliink are needed 
in legislation that has already passed the Senate—S. 17;50. That is a fine 
bill, but it gives me pause in two specific areas. I am concerned that all 
of tJie funds may disappear into the one geographic area of the Nation 
where railroad problems are endemic—the Northeast; and in the alter- 
native. I have some concern that without additional criteria, moneys 
from this program misht be disadvantageously s])ent in areas where 
money isn't really needed simply because .some i-ailroads have been in 
good enough physical shape to be able to furlough maintenance em- 
ployees in reaction to the calamitous drop in business during the first 
((uaiterof 107i). 

First—regarding geographical distribution of the proceeds of this 
program—I suggest that the legislation call for .50 percent of the total 
appropriation to be allocated among the 48 Continental United States 
on a proportionate track-mile basis. The remaining half would be 
distributed at the Secretary's discretion in keeping with the priorities 
establislied in the bill, and I am talking about section 6 of the Senate 
bill. 

Second—aiid again I refer to section 6 of the Senate bill—I think 
thei-e is a necessity of assuring that the manpower and money go to 
those parts of the rail system that not only get the most use, but also 
need the mo.st help. The Senate legislation provides for this, but in a 
i-ather loose fashion. One of their criteria is that eligible roadbeds 
and facilities be subject to usage of at least .5 million gross ton-miles 
per mile of road per year. It is conceivable that a fairly prosperous 
railroad with a heavy-density mainline now carrying freight at GO 
miles an hour onuld use this provision of the act to bring their speeds 
up to the 70-miles per hour range. That's nice, but it's not necessary 
to a stable economy. 

I suggest. Mr. Chairman, that criteria for rehabilitation and mainte- 
nance can be established by utilizing the Federal Railroad Adminis- 
tration's national track safety standards that went into effect on Octo- 
l>er Ifi. Ii17.'^. These standards—which are finite specific regarding tlie 
inunber of sound crossties per length of rail, the number of spikes per 
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tie plate, the number of bolts per joint, and the amount of leeway 
that is considered acceptable i-egarding such things as crosslevel and 
gage—are now part of the Code of Federal Regulations and are well 
understood by the industry. In effect, they say "this is what your track 
and roadbed should be like relative to the speed at whicK you are 
moying your trains." The standards range from class fi, which allows 
metrolmei-s to move at well over 100 miles an hour, to class 1 which 
restricts freight trains to no more than 10 miles an hour. 

Frankly, Mr. Chairman, I think the intent of Congress would be 
severely abused if this program allows public employment funds to 
underwrite the upsrrading of class 5 track to class 6 levels anywhere 
in the country. If Government assistance in building the best railroads 
in the world is to happen at some time, it should be the result of a 
larger and more sweeping legislative program than this one. 

I suggest that the criteria in the House legislation be revised to 
cover track that is subject to usage of .5 million gross ton-miles per 
mile of track per year provided that the track in question is ranked 
as either class 1, class 2 or class 3. At the same time criteria regarding 
passenger traffic and a finding of necessity by the Secretary or by a 
State or other political subdivision, as outlined in section 6 of the 
Senate bill, should also be part of your legislation. 

Let me stress that this would not funnel good money into bad 
routes. Rather, it would channel productive employment into bad track 
on routes that need the most work. T am sui-e that when the Secretary 
appears before this committee tomorrow afternoon, he will agree that 
cia.ss 1, 2 or 3 track can and does present a hindrance to a sound 
national rail transportation system. 

There is a third point that I want to address—^because committee 
staff membere have mentioned it and I do not want anyone to think 
we are avoiding the question. It has been suggested that top priority 
for projects under this bill go to railroads that express a willingness 
to repay. Philosophically I think that's fine. As a taxpayer. I think 
that's fine. And as president of the Rock Island I'm on record in many 
places as stating that we want to borrow, not beg. We still maintain 
that a loan big enough to restore the Rock Island to an earning posture 
is a loan that can and will be repaid. But a partial loan, one that 
provides emergency relief to the worst parts of our railroad, could 
carry no assurance of a highly productive railroad that pays off its 
loans with interest in a quick and happy fashion. 

It has been our experience that the niles for borrowins from the 
Government are always stricter than the rules for grants. By the time 
one gets through with prior liens, written findings of an ability to 
repay, and so forth, there are an awful lot of reasons for bureaucrats 
to say no. 

"We would support a provision for possible repayment as lone as 
it were thought of in exactly those terms—"possible repayment." We 
have had very successful projects with shippers in Iowa, for instance, 
where they underwrite track improvement projects for expansions 
and we pay them back on a per-carload basis relative to tlie amount of 
traffic they extend to us. Perhaps such a program for Government 
freight shipments could be worked out under this legislation. But a 
hard, fast requirement—with the Government taking a position in 
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front of other creditors—will probably lead to a dead end for rail- 
roads whose tracks are in the greatest need for repair. The tracks got 
tliat way because tlie railroads' cre<lit deteriorated too. 

A couple of final, brief points. The Senate was quite interested in 
the reemployment asjjects of this legislation, hoping that it woaiM ptit 
people back to work in areas where unemployment is most criiical. I 
would note'that the majority of our track maintenance gangs have 
traditionally consisted of American Indians from the Southwest. They 
are union niembers—they are skilled—they are productive. Tliey are 
out of work. We need them, and they and'their families Aecd us and 
need this bill. 

Finally, here are the latest figures as to the number of maintenance 
employees who have been furloughed off of Rock Island as of 9 
o'clock this morning when I left Chicago. As of right now, we have 
477 people in furloughed status who work maintaining our track 
signals, communication systems and bridges and buildings. That is 
about 25 fewer than we had in furloughed status 6 weeks ago but it 
does not represent any rehiring on our part. 

Some of them relinquish reemploj'ment rights and moved to other 
lines of work and others have passed away or moved away. 

Two facts remain. We have not been able to bring any of them back 
to work and we are trying to hold the line with what we have got in 
the way of further layoffs. This is the maintenance season and we 
are u-^inc: the people we have now and we would like to get the 477 
back to work as soon as possible. 

This would not only provide gainful reemployment for all of these 
people but we have enough work to do on the Rock Island to provide 
jobs for nonmaintenance people as well as others from high imem- 
plnvment areas in our general territory. 

That concludes my formal statement and we will be glad to respond 
to 11 nv questions the committee may have. 

[Mr. Ingram's Senate testimony, referred to, follows:] 

TESTIMONY OF JOHN W. IXOBAM, PRESIDENT, CHICAGO, ROCK ISI.AKD & PACIPIC 
BAILBOAD CO.,  BEFORE THE TRANSPORTATION  .SUBCOMMITTEII; OF  THE  SE.NATE 
COMMEKCE CO.MMITTEE—MAY t, 1975. 

Mr. CHAiRMAf!: Let ine expres.s my deep apprecl.Ttion for this opportunity to 
appear before this committee, speaking in favor of a concept and a coinmitiiient 
that has become none too soon. I endorse wholeheartedly the determination 
of the Senate to meet foursquare two major problems facing- the nation—The 
need to bring responsible, honest, hard-working men back to gainful employment, 
and the need to keep this nation laced together with a railroad system tliat will 
pfTeetively move our commerce and our people. I endorse equally, the concern 
of Congressman Heinz, and trust that his side of Capitol riill will respond to 
this most obvious opportunity with alacrity similar to that of the Senate. His 
bill, H.R. 4022, is deserving of the support of his colleagues. 

I think my most worthwhile contribution to today's hearing would be to 
comment on how S. ]4.3fi and similar legislation would contribute to the resur- 
rection of the Rock Island. We were delighted with the Senate's forthright 
action in approving the appropriation of funds for emergency employment, and 
we are particularly appreciative of the Senate Appropriations Committee's com- 
ments nn page 92 of their report, in which they say "the combined u«e of these 
funds for labor and materials will make the program available to all railroad.s 
including the bankrupts and near-bankrupts. For example, the Committee 
expects the funds to provide railroads such as the Rock Island and the Chicago 
& North Western with critical resources to repair and upgrade many of their 
routes." It is always pleasant to be singled out. 
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The Rock Island, as this Committee is well aware, is at a critical turning 
point in its 123-year history of service to the 13 states that make up the geo- 
gmphical heartland of our nation. Our people, close to 10,000 of them, have 
heen and continue to he subject to the threat of unemployment, dislocation and 
uncertainty. Our physical plant, for reasons well known to the Chairman and 
the members of this Committee, has been subjected over the last decade to the 
ravages of neglect. Throughout this period, however, there has been considerable 
demand by the public for the service the Rock Island offers. In 1974, for example, 
we were called upon to haul close to a million carloads of freight valued at 
more than 10-biIlion dollars. We did not get this business because we have high- 
pressure salesmen, nor did we get this business because our shippers admire our 
si)eed and efficiency. We were tendered this freight because the Rock Island 
wa.f—pure and simple—the best of the transportation alternatives available to 
our shippers. 

Tliere are those, however, who still question the "essentioHty" of the Rock 
Island's routes. 

Mr. Chairman—We at the Rock Island could not agree more with the Depart- 
ment of Transixirtatifin".*! stated position—which is really a generalization— 
that "everywhere the Rock Island goes, other railroads gri jis well." What has 
not been considered is the fact that no other single railroad goes to the same 
total number of markets served by the Rock Island. Similarly ignore<l are the 
facts that the Rock Island has more interchange points with other railroads 
than anyone else, and that we serve more so-called ''gateway" cities than anyone 
else. 

This widespread geograi)hicBl network through 13 states, along with the 
volume of essential freight we now carry, says something for the essentiality 
of the Rock Island's major routes. 

Let me be clear, Mr. Chairman, that I am not talking of the essentiality of 
the Rock Island as a corporate entity : I am talking of the essentiality of our 
routes. 

In a number of cases, our routes are shorter, flatter and stri'ighter than those 
of the competition. Unfortunately, they are also slower—because the physical 
structure of the track was neglected for such a long time. 

In other cases, the Rock I.^lnnd tracks provides the onlj/ competitive routes 
between major markets: the Kansas City to N'ew Mexico route being a i>rime 
example. And yet here we are not providing the shipper with competitive serv- 
ice—again, because our tracks cannot sustain the speeds necessary to move the 
nation's commerce effectively. 

^fv iioint is this: Out of the ".TOO-iriles of the Hock Mand's mostly-rnain'ine 
svsteni. T nm quite sure tlint n sizeable number of our through routes mvt be 
operated by someone, and those routes and rights-of-way must be parts of the 
sffe and effiflent nationwide rail system we all envision at some future date. 
We are similarlv convinced that a mainline railronrl fnot neeessorily ours) wi" 
awavs cnnnert I)es INIoines with Chiengo and Omaha, for example, and that an 
efficient, safe classification yard will he needed in Des Moines. But no matter 
who puds up owninc and operating what are now Rock Island's major yards 
and tb''0"sb rnntes. the track linn fn hr fl.rrtl. 

S. 143'! gives the Secretary of Transportation and hi« snecially-created Ad- 
Tisorv Commission the nuthoritv and the responsibility to approve or disanprove 
specific nrojects. This is as it should be. We at the Rock Island would not want 
to see Congress' appropriations spent on rusty tracks to nowhere. We would, 
should this bill become law. work closely with the Pepartment of Transportation 
and the Advisor.v Commission to ascertain precisely where rebuilding and re- 
habilitation would be in the i)nblic interest. 

Finally, let me give you a rough estimate of how much of the money available 
under S. ]-13(! would i)e .sought by Ihe Rock Island and how many people would 
be returned to gainful eniployznent. Under the terms of the bill, we could re-hire 
all maintenanco-of-way employees furloughed between .Time 1. 1074 and -\.pril 
l.T of this year. That niimhcr is prcciHcly .'iOO. Track gangs account for 410. 29 
are from Bridges and Buildings, 23 from the Signal Department, and 32 from 
Communiiations. Including fringe benefits, these people earn (on average) 
roughly Sl.OOO per month each. We could utilize If.'iOO-thousand a month in pay- 
roll supplements. 
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Tbsse men, of (course, need materials and supplies as tliey reliuUd kpy spgnieiits 
of our railroad. That is why, in ouv case, Sectiiia 8 of the bill Is vit.il iind wel- 
come. A eery rough rule of thumb calls for a dollar's worth of material for every 
dollar's worth of lab(»r. This hrio^ Rock Islaud partifipatioii in the program up 
to one uiillioB dollars ppr month. Given the 12-month time frame mandated in 
SftaJioa. 7(h) of the hiU, we wtjwld be ellsU*a for $12 million, or 1.7% of the 
t«t«U. Tak«i another way, we would feel eligible for 1% of the employment 
aulwidy appropriation iiad 6% of the material funding under Seel ion 8. 

I might note, Mr. CbHlrmai)., that the aforementioned figure?;; relate only to 
the 5()0 maintenance of way pei-sonnel who have been furlonghed during the 
lOVj montk i)eiio<i stifrabitt'd an Section 4(a). During fhi.s same time period we 
bare l)een Coreed to fojrloiish approximately 1"KH> other employet-s, and it would 
he our inteiit to <xffer work to as many of them as possible, as provided for in 
Swtion 4<b). Some aJ the l>aslc maintenance work that needs to be done on the 
Kock Island i§ a mumdaiie as brn.«h-cutHng and weed removal. This does not 
T(><]utTe a sreat deal •of skill or training and we feel that in addition to being 
vital to a roadbed lurproiremeiit program. It would be better than no work at all 
for a Tramteer of our iieople who are straggling to fpod families and meet mort- 
gage payments. It is far tow early for us to give you an exact number of people 
who would Ije needed for such work. It would depend upon the amount of "•- 
htiTldlng approved by tlie Secretary and his Advisory Commission. 

Mr. Chairman—It's Tmneeessary to explain to this Committee that such a pvo- 
gram will nrrt get my corporation out of the financial wowls. Much more will lie 
newled—anfl much more Is going on right now—to solve the larger problem of 
reorganization and rationalization. The entire Rock Island resurrection is like a 
Jigsaw puzzle, with many pieces—all of them necessary. 

We still feel it necessary and appropriate that a larger sflilution he found, such 
as that projwsed by Senators Bartlett and McClellan in S. 1306, now pending 
before this committee. And we make no secret of the fact that a preliminary and 
partial disposition of certain of our lines might bring us nee<led revenues while 
contributing to the overall improved efficiency of tJie national railroad system. 
Again, there are many things that need to be done. S. 1436 can be a key piece to 
our puzzle, and a key step in solving the national railroad crlw.s. 

Thank you for this opportunity, Mr. Chairman. I will be glad to respop4 to any 
questions. 

Mr. RooNET. if r. Gibbons, you may proceed. 

STATEMENT OF WILLIAM M. GIBBONS 

Mr. GrrtHON-s. Mr. Chairman and members of the committee, 
I just wanted to acquaint you briefly with my job as trustee, which 

is to guide the railroad to a reorganization plan but in the best interests 
of the creditors and of the public, I have a dual function. 

I have a mandate to se« that the essential tran.sportation services 
continue uninterrupted and that railroad employees are treated 
fairly and equitably and shippers and consignees receive services they 
pay for and observe. At the same time I must avoid erosion of the 
croditora' interest. 

T am a tyro railroader and I am an attorney by profession. T will 
leave questions of an inherent railroad nature to our capable presi- 
dent. Mr. Ingram, but I have be^n on the property long enou.o-h and 
fidl-time, as Mr, Ingram pointed out, to know if the Rock Island is 
to continue its services and be reorganized on an income basis it most 
definitelv needs restoration and renewal of its critical routes and I 
mp v add in some cases here correct its horrible shape. 

But I camiot be party to a plan to rebuild Rock Island simply be- 
cause there is work to be done. I would not want to revive a railroad 
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which is redundant and unnecessary. I don't think that it would bo 
in the best interests of the creditors, the taxpayers, the shippers or 
the communities that we now serve. 

A sizable part of my responsibility over the past 3 months has 
Ixen to gage the essentiality of the Kock Island and although I ara 
still learning, let me say I have been particularly impressed by the 
fact tliat in 1974, when the railroad was obviously in disrepair and 
continuing to deteriorate, it was called upon to haul close to 1 million 
carloads of freight with a weight of 50 million tons, valued at $10 
billion. If it was a nonessential railroad providing imeeded services, 
American industry would not have routed so much traffic over the 
Kock Island. 

I talk with the shippers, the users of the railroad, and meet with a 
number of government leaders and elected officials at the national. 
State and local levels. There are a great many people that have iio 
doubt that Rock Island Railroad should survive. We are working 
hard every dav to determine what such a railroad would look like. 
We have negotiated and have had discussions with other railroads 
in an attempt to eliminate duplicative services and consolidate some 
of the line^ which operate on a sort of parallel basis. We have been 
receptive to other railroads concerning the purchase of other rail line 
that might be part of adj acent systems. 

To come back to several basics: 
One: That the Nation has need for the sort of railroad that c^n 

provide one-line service from agricultural areas of the upper Midwest 
to ports on the Gulf coast. 

Two: That the best loutes included in a transcontinental system 
should be routes that not only serve major cities along the way but 
have advantageous gi*ades and curves. "While we may serve com- 
munities served by other railroads, we are very frequently the only 
railroad in town that can give them through-service to desired 
destinations. 

It has been said that because the Rock Island was the first mid- 
western railroad to go under, it should be summarily liquidated. The 
parallel has been drawn to a dying man in an overloaded lifeboat. 
My answer is, we are not dead yet and there is reasonable hope of 
recovery; in many regards, we are the only ones in the lifeboat who 
know where we should he^id to reach safety. Dumping us may help 
the lifeboat, but those that are left need us more than what they 
think right now while water is coming over the gunwales. 

I want to make sure we keep it alive long enough to make sure the 
good routes do survive as part of our railroad svstem and as through- 
route, not segmented branch lines to nowhere. The concept of public 
railroad legislation not onlv puts good people to work, but lets the 
Nation buy time while arriving at a determination as to what its 
rail system should be. 

Thank you. 
Mr. RooNT5Y. Tliank you. Mr. Gibbons. 
Mr. Ingram, in your statement on page o. vou arc talking about 

loans and you talk alwnt a partial loan, "one tliat provides emergencv 
relief to the worst parts of our railroad, could carry no assurance of 
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liighly productive railroad that can pay off tlie loans with interest 
in a quick and happy fashion." How many millions would you need? 

Mr. IxGRAM. Approximately $100 million to do a sufficient rebuild- 
ing project so we can continue to support the railroad's function and 
generate money from the operations of the raili"oad to carry on. 

Mr. EooNEY. Earlier—I guess it was this year—you told the Con- 
gress and the public that the Rock Island would shut down if it did 
not receive a substantial loan from USRA or other Federal assistance. 
Tlie date for embargo on traffic was set at March 31, I believe, and 
then April 12, and then May 15, and now you indicate that you will 
survive through 1975. 

What circumstances clianged the Rock Island's position? I mean, 
liere you are, yet earlier this spring you were crying "wolf" and, as 
I understand from some Members of the Oklahoma delegation, you 
blamed it on Congress and denounced Congress for its failure to act— 
and now you can go throiigh 1975. 

Mr. INGR-^M. I never blamed Congress on its failure to act. I think 
0>ngress did a magnificent job all the way through in many cases. 
There were others that failed to act and I think my testimony before 
the Senate Subcommittee outlines pretty much what I thought along 
those lines. 

The reason we did what we did was because we very nearly did 
close down. We had a cash balance, just before we were going into 
bankruptcy: rather forecasted a cash balance of $200,000, before we 
went into bankruptcy. Now Rock Island spends $1 million a day on an 
average. 

Mr. RooxEY. What is your cash balance today ? 
Mr. INGRAM. Cash balance today is about somewhere around $7 

million to $9 million. 
We were doing the best we could under difficult circumstances to 

warn eA-erylx)dy of the problems that Rock Island faced. They were 
sevei'e problems and still are severe problems. When we went bank- 
rupt, of couree, we stopped paying our pre-bankruptcy debts. We built 
up a cash balance because of that ability not to pay pre-bankruptcy 
and ability not to pay interest on bonded indebtedness and ability to 
defer taxes and so forth on our real property. 

That built up our cash balance to a high of $12 million. Our cash 
is starting to go back down again. As I say, it is somewhere now 
lietween $7 million and $9 million. We have been able to continue to 
operate and we think we will be able to continue to operate through 
the rest of this year by rather severe reductions in employment. We 
have reduced our employment levels on an annual basis by approxi- 
mately $40 million. 

Wo have Pot exempted from those reductions any nifinagement em- 
ployees, and we have reduced our management staff by about 300 
employees and are operating with an extremely bare-bones crew now 
and operating at an insufficient maintenance level. 

We certainly will be able to continue. I sliould not say certainly, 
but we feel we will continue through the rest of the 3ear. "\W.at hap- 
pens aftei' thn t will be determined by: 

1. The kind of assistance we get from various sources and, 
2. What happens to traffic volume next year. 
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'Sir. RooxEY. Ho-vv many miles of track docs the Rock Island linvel 
Mr. Ixr.KAM. Roucldy. 7.500 miles, of whicli wc own ahout 6.800. 
Mr. Rooxicv. And you mentioned in your testimony. I believe, that 

you would like to sev the Congress pass a bill whereby 48 States would 
jret 50 percent and tlie other 50 percent would ^o to the Secretary of 
the Department of Transpoi'tation to distribute ? 

Mr. IxGUAM. Yes. 
Mr. RooNKY. ^Vhat do you think it would cost Rock Island to re- 

habilitate its rail system? 
Mr. I.xoi:.v>i. The entire I'ail system ]'as been estimated at various 

h'vels depending on tlie kind of work and the amount of work you do. 
There is some questioTi as to wiiether you would want to rehabilitate 
all of it. We have 170 miles of railroad currently before the Commis- 
sion for abantlomnent and will file abandonment applications on 
another 50 miles. 

AVe estimate a 10-year rehabilitation jjroject would total somewliere 
around $350 million to $400 million for the track. The total rehabilita- 
tion job for all of tJie fixed property as well as the rolling stock on 
the railroad over that .same 10-year period will probably run some- 
whei-e around $700 million or $750 million. 

Mr. RooNEY. So you testified that you favor the Senate version and 
the $700 million would go right into the Rock Island. 

'Sir. IxGUASi. Xo, sir. I couldn't conceive of all of that money going 
into the Rock Island. We couldn't spend it that quickly. 

MI-. ROOXEY. Well, you need $700 million and Northeast needs any- 
where from $4.6 million to $7 million and we heard testimony from 
various witnesses. 

Mr. IxoKAM. Yes, I am talking a long-term rehabilitation program 
that will take a total maylie as much as 10 years to put in place. We 
lune always said that aasistance in an amount of about $100 million is 
sufficient seed money so we can generate the rest of the capital from 
our own earnings. 

In other words, if we have high rate of return projects in which to 
)nit that monev. those activities will produce good earnings to pay for 
the balance of the projects. The $100 million was ba.sed on estimates 
])ut together in the middle of last year. Of course, we have had a little 
inflation since then but outside of that adjustment. I think that figure 
still holds. 

Mr. RiKixr.v. How nnich did the Rock Island derailment cost in 
1074? 

^Fr. IxGR-\M. We spent al)Out $14 million for derailments in 1974 
and that includes the cost of repairing the truck, cars and, of course, 
jiaying for merchandise that was damaged inside of those cars, which 
was entirely too much. 

Mr. Roox'EY. How much can you conceivably use for fiscal year 1076 
if this legislation should pass? 

yh: Ixni!.\jr. In fiscal year 1076.1 think we can spend as much as $50 
million, depending on tlie nature of the legislation and v.-hat it allowed 
us to do. We obviously could not spend that amount of monev if we 
were limited tri the fiirlouffhed maintenance of wav employees' of our 
own railroad. Rut if we can hire furloughed maintenance of wav em- 
ployees of other railroads or furloughed employees of other craft.s and 
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put thcni in our work, I think we could assemble a large labor force in 
a reasonable time so that that expenditure would be reasonable. 

Mr. KnoNEY. Is your number of furloughed employees similar to 
other Midwest railroads or the railroads srenei-ally in the country 'i 

\Mi-. Ix(jRAH. 1 don't really know, I have not seen the figures on it, 
but I would guess, based on my experience, tliat probably we lia\c a 
higher percentage that have Ix'en furloughed than other railroads. The 
only tlnnjr that makes me hesitate is that the level of maintenance on 
our" railroiid last year was not sufficient to really maintain the propeily. 
So basically we were working with a lower than neccssaiy group of 
people at that time. 

When you make the subtraction to get tho furloiighs to date, you 
prohablywonld understate what would be required to do an adeciuate 
]ob of maintenance. 

Mr. RooxEY. There has been much debate on the floor in the bust 
couple of weeks on the $700 million figure in the supplemental appro- 
priation bill. If Congress passes a $700 million appropriation to re- 
build the Nation's railroads, how many people would it put back to 
work ? 

Mr. INORAM. I don't know what it would put back in the Avhole 
Nation. I know that we could, as I said before, put together a program 
that would lie at least 3.000 people that we could put back to work just 
on the Rock Island Railroad. 

Mr. RooNEY. 3,000, with how much expenditure ? 
Mr. INGRAM. AVell, on an annual basis, you could figure maintenance 

of Wiiy people around $1-2,000 to $14,000 each It comes out to alwut $36 
million and then you add the materials and you get up to what I was 
talking about, a $50 million piogi-am and I think it conld be put 
together next year and part of this year, we would like to get started 
this year. 

Mr. RooNKY. Mr. Santini. 
Mr. SANTixr. In regard to the materials, would you be able to offset 

costs of materials with existing materials at the site or in your yard ? 
Mr. iNGRAsr. There is a problem, no doubt aliout it, on the nuiterial 

thing. The problem of course is fii-st of all we are short on money and 
se<-ond, it is difficult to find materials or has been difficult to find ma- 
terials. "We had to make a hard decision earlier this month regarding 
the purchase of 40 miles of rail from a steel mill. Under normal wear- 
out conditions we should be installing somewhere betweeji 200 and 300 
miles of rail a year. But it is difficult to come to grips with a problem 
of how we would finance 40 miles, but we decided to go aliead with it. 
If we had given up the delivei-y position we might not have gotten back 
on the delivery list for some later delivery so we sought permission 
from the court to go aliead with the purchase of steel. 

Thei-e are shipments on the way now. Fortv miles of rail can be 
cascaded by taking up rail and putting it back into good shape by 
cropping the ends and welding it, so you get actually more than 40 
miles of good rail out of 40 miles of purchased rail. 

A somewhat similar situation exists with crossties. They were short 
but now they are in greater supply and I think we can get them if we 
have enough monev to do it. 

56-654—75 
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I think vre can easily acquire something like half a million crossties 
without too much difliculty and our pui-chasing people say there are 
more available if we can some way or another finance the program. 

Mr. SAXTINI. I was interested in your suggestion of loan repayment 
based on the amount of shippage that you carry and a percentage de- 
duction therefrom of the repayment basis, particularly directed toward 
Federal Government shipments. Are you aware of any other instances 
in which this form of repayment of lo-ans are given to railroads? 

Mr. IxoRAM. That was the way the original land grants were com- 
pensated for in the West. The railroads for years handled Government 
freight at lower than average levels and it was not until after World 
War II when the railroads went back to handling Government freight 
at the level applicable to all freight. There is f)lenty of precedents. 

Mr. SANTIXI. With reference to the experience you are having in 
Iowa, is it the State or a private shipper ? 

Mr. INGUAM. We have a program tliat works with a combination of 
shipper and State money and one with just shipper money. We have 
one situation where the State and shippers on the line, local shippers, 
have felt that a particular branch line should be i-cbuilt to move solid 
trainloads of grain out of their elevators. The shippers put up $200,000 
and the State put up $400,000 and we rebuilt the line and should be 
finished with that job the middle of July. 

We rebuilt it so that 100-ton cars could use the lines, modem cars 
for movement of grain. We will pay back the shippers on the basis of 
$25 per car for every car they ship. 

Mr. SANHXI. TO mv knowledge, this is the fii-st time that that eco- 
nomy suggestion has been offered in the context of tlio whole rail solu- 
tion problem. Has this been explored by RSPO or any other agencies 
that are reviewing the labyrinth of confused concerns that involve the 
Northeast rail system i 

Mr. IxGiUM. Not to my knowledge. It is the traditional way that 
railroads use to pay industry for the construction of a side track. 
When a side track is built into an industry, usually the industry puts 
up the funds to do the construction and tlie raihx)ad pays them back 
for the funds advanced at $10 a car, or $15 a car, sometimes as high as 
$25 a car, so it is typically used for those purposes. 

I know of no studies such as you suggest. 
Mr. SAXTIXI. Of tlw. 7.500 miles of track, and I l>e]ieve you indicated 

you own 6,8()0, how many miles of that track is class 1 track? 
Mr. IxGit,\M. I can't give you those figures off the top of my head. 

T know tliat 3,000 miles of that track is under slow order, whicli means 
it is not operating at the sjwed stated in the timetable and the slow 
orders exist because tJie track is in poorer condition than it should be. 

Mr. SAXTIXI. What- docs the slow area mean in terms of actual 
speed ? 

Mr. IxGRAM. It can Ix; as low as 10 miles an hour. 
Mr. SAXTIXI. Would you be able to provide to the committee and 

for this record a breakdown of the cla-ssifications of your rack in order 
for the coii.iuittee to a.ssess the immediate crisis you are facing in 
terms of rail maintenance? 

Mr. IN-<!PAM. Yes, sir. 
[The following information was received for the record:] 
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CHICAGO. ROCK ISLAND AND PACIFIC RAILROAD CO., SUMMARY OF PRESENT SLOW ORDERS BY MAJOR LINE 
SEGMENT MAY 19, 1974 

Segment 
No. 

Description 
Track 
miles 

Less than 
30 mi.lir 

Slow orde 

30mi/1ir 
to 45 
mi/hr 

r miles 

Over 45 
mi/hr From                              To 2d mains Total 

1  
2  
3  
4  
s 

Blue Island, III  Rock Island. Ill  
Rock Island, III  Davenport, Iowa  
Davenport, Iowa  Omaha, Nebr  
Albright, Nebr.  Phillipsburg, Kans... 
Phillipsburg, Kans  Limon, Colo.  
Davenport, Iowa  Allerton. Iowa.  

..     317.40 
20.02 

..     348.70 

..     239.10 

. -     246.58 

..     210.46 

..     143.56 

..     161.70 

..     229.35 

..     213.26 

..     259.29 

..     204.45 
.     188.23 
.       73.98 
-     163.53 
.     104.09 

133.50 
.     S78.10 

247. 30 

38.38 
4.30 
5.30 

53.36 

110.86 

•98.06" 
177.28 
168.65 
23.49 
8.03 

60.10 
76.65 . 
37.25 . 

253.59 . 

0.20 

•'52."45" 
8.46 

53.00 
91.20 
96.73 
33.00 

149.44 
4.30 

155. 81 
239.10 
221.65 

6  
7 

80.15 
.94 

1.20 
75,10 
6.26 
5.24 

194.84 
105.70 

1  
9 

Topeka, Kans   Herington, Kans  
Herington, Kans  El Reno, Okl.i  
EIReno, Okia  Fort Worth, Tex  
Herington, Kans.  Liberal. Kans  
Liberal, Kans Tucumcari, N. Mex.. 
Inver Grove, N. Mex.  . . Des Moines, Iowa... 
Des Moines, Iowa Allerton. Iowa  
Manly, Iowa West Liberty, Iowa.. 
McFsrlend, Kans  Belleville, Kans  
Briark, Ark  Little Rock, Ark  
Little Rock, Ark.  El Reno. OkIa  

94.30 
151.75 

10 43.51 
11 258.83 
12 
13 10.45 

5.90 
19.52 
39.03 
10.% 
34.94 
4.90 

137.75 - 148.20 
14 5.90 
15 82.55 .. 

65.06 .. 
34.96 .. 

126.91 .. 
115.12 .. 

102.17 
16 104.09 
17 45.92 
18 161.85 
19 120.02 

ToUl . 3,882.60 396.03 1, 576.31 335.04 2,307.38 

]Mr. IxfiRAM. If yon would like to see some pictures of some of our 
track. I think you (an get an idea of some of our problems by lonkiiig 
at them. 1 would be fjlad to pa.ss them around. I hasten to say these are 
.some of the woi-st e.xamples. Wc have good track on the Rock Island, 
too. 

Mr. SAxnNi. Do your carry passengers on the Rock Island line? 
Mr. INGRAM. Yes. 
Mr. SANTINI. Are any passengere traveling over these tracks ? 
Mr. INOR.\M. Ye.s, in two cases I believe that is true. 
Mr. SANTINI. Are they wary ? 
Mr. INGRAM. AV'^ell, we go ver}' slowly. 
Mr. SANTINI. AVliat percentage of your service is passenger service 

and what percent.:ige is freight service ? 
Mr. INGRAM. A very small percentage is passenger. I would say 

probably 2 percent. We run an extensive commuter service, though, in 
the (liicago area from Joliet into Chicago and two intercity passenger 
trains, one to Peoria out of Cliicago and one to Roc.lc Island out of 
Chicago. 

Mr. SANTINT. Ninety-eight percent approximately is freight? 
Mr. INCR.VAT. Yes. 
Mr. IiooNKY. AVill you yield? 
Mr. S.\NTiNi. Yes. 
]\Ir. KooNKV. I think after oI)serving the jihotographs vou need more 

than $700 million I think, if this is typical ? 
Mr. INGKAM. No, the pictures are not typical. Tliey arc the worst ex- 

amples. AVhen you call the public relations group on the railroad for 
photographs you sometimes get something that is not typical. 

Mr. SANTINI. It makes for an interesting ride, though; it appeai-s 
from the photGgraph that a car can go in two diffei-ent directions at 
the same time. 

You testified in part with ivgiird to offers to purchase either your 
line or. I gather that you had offers made to you for purchase of seg- 
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ments of your line bj' other railroads, did I undei-stand your testimony 
correct !>• ( 

Mr. IMGR-VM. Tliat is corroct. 
Mr. .SANTIXI. Plow many of the 7,500 miles have specific offei-s of 

purchase been addix'ssed to? 
Mr. INGRAM. I would say roufrhly l;") percent to 20 percent, some- 

thing like tliat. I would not i-ealTy say they were all offers. Let's call 
them expi-essions of interest. There was one roughly 650-mile stretch 
on which there is a solid offer. 

Mr. SAXTI.VI. And was that offer made by a so-called profitable 
profit-making raili-oad ( 

Mr. Ix(jp^\M. Well, it depends on what quarter you look at. Actu- 
ally tliey lost a little more tlian we did in the first quarter, but the 
offer- was made l)y the Southern Pacific and it is considered to be a 
sound railroad, yes, sir. 

Mr. SAXTIXI. Now, you expressed a reasonable hope of recovery, 
which is at least a more affirmative ex})ression of optimism than appar- 
ently any public statements that have issued from Rock Island in 
the past. What is the basis for this hopeful expectation ? 

Jlr. IxGRAM. The basis is that fii-st of all we have had a veiy severe 
reduction in tiie employment levels on tlie Rtx'k Island. We have re- 
duced the total employment on the Rock Island about 25 percent, per- 
haps a little bit moi-e tlian that. In fact we just laid off another 400 
l>eople this week. 

The traffic picture appears to be bejirinninp: to turn up a little bit in 
areas other than jirain. Grain traffic is still off severely but that is 
basically because the farmers are holding their product for price at 
tiiis time. Those tonnages I imagine will mo\e in the future at some 
time. 

So we are begimiiug to get up to at least our forecasted level of 
operations and we have l)ased our expectations in our forecast on a 
break-even cash flow for the following months. In other words, if the 
revenue gets up to the forecasted reveniu^ levels and our expenses stay 
down to our forecasted expense level, we will then have a break even 
asfai' iiscash flow. 

That is progress on the part of the Rock Island. By the end of the 
year MC are lioping to break even on an accounting basis. That is more 
hopeful tlian established progress but that is our plan. 

Air. SAXTIXI. Have you conducted an analysis (m the projected sav- 
ings that track restoration would mean to the Rock Island? 

^f r. IXGKAM. Yes. We have done that. That has been done in several 
areas. Basically the savings relate to improvements in the ti-ain speed 
which you can translate into car costs which are better utilized. Tlie 
ones we have made, liowever. have been done on the basis of complete 
rehabilitntion of a pnrticulnr route. "What would you save here in 
terms of time if you did that ?" 

Obviously cutting luusli is a good thing to do for safety. We have 
some overgrown railroad where the weeds ought to be cut down for 
safety and to improve roadlied drainage. You can do it with manpower 
and a little iiiatei-ial hut it is not the sort of thing that improves your 
rate of retuin. It does allow us to run a moi'e safe railroad. Proiected 
savings would depend on what kind of project you had in mind. 
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The kind of saviufrs we have worked out have always been in con- 
nection with a complete rebuilding of a particular route. 

Mr. S.vNTiNi. You mention $1-1 million s<ivings in derailment co.sts. 
Mr. INORVJI. 1 think sqme of that cost will be expended no matter 

how safe the railroad. ;> . 
Mr. SAXTINI. What is the projected factor of the gross overhead 

or cost factor in terms of percentage for derailment or related fact.s? 
Mr. IxoRAM. You want to know Avhat deiailnients cost compared to 

the total revenue of the railroad? . .    - 
JIi-. SAXTIXI. Yes. 
Mr. IxGRAM. Roughly a good rule of thumb is we take iu and spend 

$1 million a day, roughlj- $360 niillion a year, $14 million over that 
is a licalthy percentage. 

Mr. SAXTIXI. Can you calculate a percentage of the expected loss 
as a result of the derailments or impairment of delivery on a well- 
maintained railroad? 

Mr. IxoKAM. \'es. It is a number that can be calculated. I mean it 
is a significant figure, but it is far below the percentage you would get 
on the Rock Island today. 

Mr. SAXTIXI. I can understand that from the photographs. 
Mr. Ingi-am, thank you very much. 
Mr. IxGiL\M. Thank you, sir. 
Mr. RooNEY. The gentleman from Kansas, ilr. Skubitz. 
Mr. SKUBITZ. MV. Chairman, I want to commend j'ou on your line 

of questioning. I thought it was outstanding. You asked the que.stions 
I was going to ask. 

Mr. Ingram, I have not had an opportunity to carefully examine 
the Senate bill but as I listened to your testimony and tried to follow 
it and it seamed that it was aimed at the Senate bill, is this correct 
or not ? 

Mr. IxGiLVjtf. The original testimony I gave in the Senate of coujse 
was and I expanded on that and had a few further comments on other 
criteria I thought should be included in the bill to put together a 
House bill. 

^Ir. SKUBrrz. Ha\e you read the other House bills? 
Mr. IxGR.\M. As I recall. I lead two of them. I think two of them 

are rather new. I have not seen those yet. 
MI-. SKttBiTZ. T think you understand that the reason this legisla- 

tion is before us is because of the desire of some of our colleagues to 
find an answer to the unemployment problem rather than build a safe 
and sound transportation system. 

Mr. IxGRAM. Yes, sir. 
Mr. SKUKITZ. So although you speak of the way you would handle 

it in order to develop a safe and sound transportation system you 
shoidd understand that is not the major objective insofar as the mem- 
bership of Congress is concerned, at least those that wanted this piece 
of legislation. Some of us question taking up this tyjie of legislation 
at this time. 

If I understand you correctly, you would say that 50 ]>ercent of the 
funds available, $350 million, would be allocated to the States, is this 
correct ? 

Mr. IxfiRAM. Allocated for expenditures in each State on the basis 
of track miles in the State, j'es, sir. 
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'Mr. SKtTJtTZ. And the remainder would be left to the discretion of 
the Secretary of Transportation? 

Mr. INGRAM. Yes. sir, according to criteria in the Senate bill. 
Mr. SKXJBITZ. I thiiik the Senate bill has another criteria on which 

says these funds oufjht to l)e spent on railroads that have been men- 
tioned in tire preliminary systems plans, is this correct? 

Mr. INGILVM. I am not sure of that one, sir. I think that may be 
correct, but I don't recall that criteria. ^ 

The criteria are in section 6 of the Senate bill I have in front of 
me. You are right. The first one is that the track be included in the 
preliminary systems plan or subsequent plan approved by the Board 
of the U.S. Railway Association. 

ifr. SKLTBITZ. Would you care to comment on that? Would that nde 
a lot of railroads completely out ? 

Mr. INGHAM. It would, sir, but there is great need in the Northeast. 
I don't want to underestimate the need for Penu Central for right-of- 
way improvements. I know they have that need. But the onlj' reason 
I suggest allocating 50 jiercent on the basis of the State's rail track 
mileage is so that not only the railroads in the Northeast would get the 
money. 

Mr. SKUBITZ. In the Senate biU this would rule out most of the 
railroads completely? 

Mr. INGRAM. Yes, sir. without the 50-percont criteria I suggested. 
Mr. SKunrrz. You would not favor that. That would not bother you ? 
Mr. INGRAM. No, sir, I am not part of the preliminary systems plan 

and it would bother me. 
Mr. SKUBITZ. YOU are entitled to borrow some money under the 

Northeast railroad  
Mr. INGIL\M. NO. sir. We were only entitled to borrow money from 

TTSRA under the Railroad Reorganization Act as long as we wei-c on 
the verge of bankruptcy and we are past that stage. 

Mr. SKUBITZ. I would like to ask you this question. This $700 million 
that you talk about, do you tliink that should he in the form of 
grants under any system or should it be on a loan basis or a matching 
fund basis? 

Mr. INGRAM. The funds for putting people back to work, I think, 
should be on a grant basis and perhaps something could be worked 
out on a repayment plan based on Government freight shipped as I 
stated in my testimony. 

Mr. SKUBTTZ. Why shoidd the Government advance money on a 
grant basis to take care of unemployment for the railroads, a private 
enterprise? 

Mr. INGRABI. Well, the main i-eason of course is to put people back 
to work. 

Mr. SKUBITZ. Well, if we put them back to work on the railroads, 
what about the highways? The county roads in my district are in ter- 
rible shape right now. Why not jjut them to work tliere ? 

Mr. IxGR,\M. T think there are funds available from tlie Federal 
Government for work projects in that area. I don't know of anv avail- 
able, however, for the railroads. 

Mr. SKUBITZ. I have had the feeling that the monev ought to be 
on some sort of a matching basis; that is, that the railroads put up 
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so much money and that the Government match those funds in putting 
these people back to work. 

Mr. IxGR.\M. We would lie delighted with a nlan like that if we had 
the money to do the matching. That is the problem. 

Mr. SKUBITZ. I realize that but haven't we loaned a lot of the rail- 
roads money and liaven't they received guaranteed loans in order to 
take care of their own maintenance problems; therefore, why should 
they come in under this project? 

Mr. IxGTLMH. I believe only the railroads in the Northeast have been 
able to Iwrrow such money in the recent past. 

Mr. SKXTBITZ. Well, should they be able to secure additional funils 
under this program ? 

Mr. INGRAM. On the basis of need, I think so. sir. I just wouldn't 
like to see it all go in that direction. I would like to lie able to do 
something outside of the East, say in the area I serve as well. 

^[r. SKTHJITZ. Well. I have only one other question. If this is an 
unemployment bill, it will take care of jobs, and under the Senate 
bill I think the only people entitled to jobs are the people that have 
been laid oft' that worked on the railroads, is this correct? 

Mr. INGRAM. That would be the first priority, but I believe after that 
priority was filled other people that were laid oft" in a heavj' unem- 
ployment area would also be eligible. 

Mr. SKIBITZ. Under the Railroad Act. what sort of wage would 
you pay ? 

Mr. INGRAM. Standard union wages. 
Mr. SKT'BITZ. Standard union wages? 
Mr. INGRAM. Yes. sir. 
Ml'. SKX'BITZ. YOU would hire people in addition to those that 

worked on the railroad. AYould they be paid the same rate of pay as 
the railroad workers are getting? 

Mr. INGRAM. Yes. sir. 
'Mr. SKTBITZ. Would tiiey have to belong to the union or not' 
]\fr. iNGRAsr. Yes. sir. 
^fr. SKUBITZ. They would have to join the union ? 
Mr. INGRAM. Yes. sir. 
Mr. Sicrnrrz. How mucli money would tliey get. each man? 
Mr. INGR,\M. Well, of course it depends on the job a,ssignment but 

between $12,000 and $14,000 a year. 
"^fr. SivtTirrz. $12,000 to $14,000 a year ? 
Mr. INGR,\M. That is a rough average. There is a lower range for 

lower ranked employees. 
Mr. SKITBITZ. "What talent does the employee have to have? 
Mr. INGRAIM. There are many very talented in nmning machinerj- 

for moving the materials, inserting" the materials, and applying the 
materials in track maintenance. For instance, in many areas we have 
mechanized track gangs which involve the use of tie inserters, balla.st 
regulators, and various other mechanized functions and it requires skill 
to run those. 

As I have shown, which I didn't pass up this picture to you before, 
we also have many people that work with picks and shovels! 

Mr. SKUBITZ. HOW much would you pay those people? 
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Mr. INGRAM. Between $10,000 and $12,000 a year is the annual wage 
for lower ranked track people, in that area. It depends on the assi^jn- 
ments and working hours and amount of overtime earned and other 
factors. 
.   Mr. SKUBITZ. That is all. 
- Mr. RooNET. Mr, Florio. .    '. 

]\Ir. FiX)iuo. Thank you, Mr. Chairman. 
Sir, you made reference to October 1972 standards. Could j'ou elab- 

orate on that? 
Mr. INGRAM. The track standards published by the Federal Railroad 

Administration were published nationally on October 20,1971, in vol- 
ume 36, No. 203 of the Federal Register. They were eflfective in part 1 
year after that and in total in 2 years after that, and that is why I 
referred to them as the 1973 track standards. That is when they became 
fully effective. 

The track standards were published by the Federal Railroad Ad- 
ministration in response to the act passed by Congress requiring the 
Federal Railroad Administration to administer safetj- .standards in 
the area of track structure and its suitability for various speeds. 

Mr, FLORIO. That is the Rail Passenger Construction Act of 1970? 
Mr. INGR.\M. NO, it was the Federal Railway Safety Act of 1970 

which is at 84 statutes, 971. 
Mr. FLORIO. I am concerned with Mr. Skubitz's concern, that is, the 

thought concept of using Federal moneys to provide for unemploy- 
ment but providing some systems for making railroads profitable. 
"VN'ould you have difEculty, particularly in light of the fact you have 
had offers of interest for purchasing some lines, with provision in 
II.R. 6962 that would require any railroad that accepted these grants 
to be bound by the requirement that in the event of a transfer or 
conveyance sale, that either the buyer or seller would be required to 
repay the value of the money tliat had been given with this? 

Mr. INGRAM. I don't tliink that would give us any problem because 
the offere we talked about are for a rather small portion of the total 
railroad. There are no offers nor to my knowledge any interest on the 
part of other railroads at this time in purchasing or acquiring in any 
other manner any of the other railroad lines we operate. 

Many of the lines we operate are an essential part of major trans- 
continental and north-south routes that we feel are required by the 
public we serve. However, they just don't hap)ien to be lines tliat other 
railroads seem to have an interest in at this time. Refunding on pur- 
chase does not appear to us to be a problem. It could be a problem 
perhaps on these lines for which railroads have expressed an interest. 
But efforts that are provided for in the funds that are available in tliis 
legi.slation, should it pass, will be channeled on the lines on which rail- 
roads have not expressed an interest. 

Mr. FLORIO. I am talking primarily about a grant program—the 
bill H.R. 6962. the same thing as his bill, is a grant loan bill. Would 
you be inhibited from accepting grants if, in fact, the law contained 
a provision conditioning the grant upon your willingness to comply 
with a law requiring that in the event of a sale, lease, or any soi-t of 
transfer, that the Secretary would have to be notified and tliat. in fact. 
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out of the proceeds of the sale the Government would be repaid the 
enlianced value of the railroad? 

Mr. IxGRAsr. AVe would have a problem in this area of "enhanred 
^alue." Maintenance expenditures provide a capability to provide 
tiansportation over a period of time and eventually you have to ^o 
back and do the maintenance over again because what you put m 
would be worn out. As long as the provision is tied to the life of the 
imnrovements made, it would provide, I think, no great problem. 

The right of way, to the extent that it is made better, would 
presumablv bring a higher price. From that higher price, we certainlv 
would be happy to pay back the Federal Government. However, if 
that were extended on into infinity, 10 or 20 years from now, .say. quite 
obviously the added capability that was put into the track as a result 
of that money would no longer be there because it would have been 
worn down, so to speak, over that period of time and it would then 
produce a problem for us. 

Mr. FLORIO. With regard to the materials question that was raised- 
if you had 40 miles of track on its way? 

Mr. IxoiLVM. Forty miles of rail ? 
Mr. FLORIO. Forty miles of rail. Wliat is your stockpile, if any. of 

ties? 
Mr. IxGRAM. We liave about 500,000 tics, cither in our own account 

or in processing for us by manufacturers but we hope to be able to 
afford title to those with these funds and our pnrcliasing people say 
tliev can line up additional sources of supply if we can line up 
additional money. 

Afr. FLORTO. Foi-getting about money, assuming you get the money 
and it is to hire employees. I a.ssume you have rail on the way. Have 
you the ties available to put people to work? 

Mr. IxGRAM. We certainly have ties available for the initial opera- 
tions and I asked mv maintenance people that question. I put it to 
them this way. "Could you triple my tie availability, the half million 
we have been spoken for now," and they said yes. given the money, 
we can do it. 

TVFr. Fr-oRTo. This will be a hypothetical question. If you would 
utilize all of your furloughed employees and still have work to do. 
would you have any difficulty with the law tliat required us to go to 
other companies to use up their furloughed employees, assuming: they 
are willing to come to work on your line before you go outside of 
the market? 

Mr. TNGRAM. XO. sir. 
Mr. FLORIO. That would l>e acceptable? 
'Sir. IxGRAM. Yes. sir. 
Afr. FLORIO. Are you part of the Amtrak? 
Mr. IxGRAivr. No. sir. wo operate our own passenger trains. We never 

joined Amtralc. 
Mr. FLORIO. I have nothing further. 
Mr. RooNET. Are you sorry yon never joined Amtrak? 
]Vfr. TxGR-VJr. No. sir. 
Mr. SAXTIXI. Why didn't you join? 
Mr. IxGRA?!. The reason we didn't join Amtrak based on reading 

the history of the Roclc Island—nnd I was not there at the time—was 
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that as the Amtrak law was written you took a percentage of your 
passenger loss at a certain time to determine the amount of nionev 
vou paid Amtrak for the privilege of joining it. It happened on Rock 
Island that they had just got rid of a lot of passenger trains between 
the time the bill was passed and time specified in the act so they no 
longer had the passenger deficit on which their entry price would be 
based. They thought tney would be better off not to join. 

We have two intercity passenger trains left and they are subsidized 
by the State of Illinois. The State pays two-thirds of the losses of 
operating those trains. 

Mr. FLORID. May I ask one more question? 
^Ir. RooxEY. I think in all fairness  
Mr. HASTINGS. Thank you, Mr. Chairman. I will yield. 
Mr. FLORID. Thank you very much. 
A number of people expressed concern that the money might be 

channeled to one section of the country to the detriment of others and I 
was going to ask you what you thought it would be if the Amtrak sys- 
tem was used as—possibly if it was given priority with regards to its 
ability to apply for money inasmuch as the system is a nationwide 
system which might provide a vehicle to provide distribution of money 
throughout the country ? 

Mr. Ingram. "We would have no trouble with a preference for passen- 
ger train lines; in otlier words, lines over which passenger trains 
operated. But we are one of the few that continue to operate withoiit 
assistance from Amtrak and if the goal was to make it easier to operate 
passenger trains, I think the trains tliat serve our area should be as 
eligible as the ones that serve Amtrak. 

Mr. RDDXET. Mr. Hastings ? 
Mr. HASTINGS. Thank you, Mr. Chairman. I just want to get clear 

in my mind as far as what you favor: As far as criteria for eligibility, 
you favor Senate bill eligibility with the 50-50 formula inchided in 
your statement? 

Mr. INGRAM. Yes, sir. 
Mr. HASTINGS. Without any change ? 
Mr. INGRAM. Yes, sir. 
Mr. HASTINGS. OIV. Now on the question of value added, you would 

favor value added but primarily for the loan part of the program? 
Mr. INGRAM. We would have no objection, are you talking about the 

recapture provision ? 
Mr. HASTINGS. Right. 
Mr. TNGR.\M. We would have no objection to that provided that the 

value added had not been wasted by time and use. To the extent that it 
is wasted by time and use and is not there it is not really an asset of the 
corporation. It would be difficult to generate a purchase price that 
would include enough money to pay back the Government. 

Mr. HASTINGS. I am trying to interpret what you are sa}'ing here 
when you talk about your great belief in borrowing and not begging. 
Your top priority for the project under the bill is to build a railroad 
which expressed a willingness to repay and on page 3, "We would sup- 
port a provision for possible repayment as long as it were thought of in 
exactly those terms, possilale repayment," and I don't really know what 
possible repayment would be. 
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Would it be to declare anybody who applies for a grant, to say, ''We 
want to pay if possible" and would it be part of the eligibility test ? 

Mr. INOKAM. Kepayment to others who have financed the work has 
been based on traffic generated. We think it is fair and if a person wants 
to use a railroad and he feels it does not meet the standards of his busi- 
ness and he wants to put up money to do the rebuilding job, we are 
certainly happy to pay him as he generates that traffic. 

Mr. IrLvsTixGS. What I am trying to determine, are you suggesting 
we include some lines in the House bill that we could defer the possible 
repayment as part of the criteria for eligibility ? 

Mr. INGRAM. This was suggested to us by the committee staff. I just 
wanted to give you my reactions to the suggestion. 

Mr. HASTIN(!S. I understand this is a big staff operation for the rest 
of the Congress but to those of us with some hand in writing it I would 
like your clarification personally for the members of the subcommittee. 

Mr. RooxEY. Will you yield for a minute. What committee staff are 
you talking about? 
,   Mr. iNGRAJt. Where did we get it ? 

Our Vice President here in Washington testified to it. We didn't 
want to duck the issue because we think it is an important issue. We 
told everyone and we still believe that we feel that with an adequate 
loan we can repay. 

Mr. HASTINGS. That is all right. That is what T am trying to elicit. 
Are you suggesting that in a bill that we include that as part of the 
eligibility criteria? 

Mr. INGR.\M. Yes; I think it would be good to include it if you could 
somehow or other also include in the bill a sufficient grant or loan out 
of this bill so that the railroad could be rebuilt so it could be put on a 
paying basis. 

]\[r. HASTINGS. Possible repayment is not a good choice of words, I 
suggest to you. I don't know how we would write tliis in. Would you 
give me your intention tliat you are going to repay if possible ? 

Well, if tliat is the criterion for eligibility I suspect everybody will 
sav, "Well, if it is possible we are going to repaA' you," but actually it 
M-i11 be ju.st to get consideration for the grant. I don't know if this is 
all tliat significant and I don't think it is too important and I don't 
wajit to waste much time on it but you are suggesting inclusion of that 
kind of language? 

]\r7-. INGRAM. Yes, sir. 
[Tlie following statement was subsequently received for the record:] 

Rcpa.vniont would be "possible" in a direct relntionship to tlie extent the GOT- 
ernment—as n shii)pcr—uses that railroad. The Federal Government is a major 
customer to the railroad industry. I am .suegestinR that a loan could be repaid 
on a per-car basis—an adjustment in the final billing for the freight .shipment. 
I call it a "possible"' repa.vment because if the Government decided not to ship by 
rail it would be impossible to make an adjustment in the freight rate. 

]Mr. HASTTNGS. Let me ask j'ou, how much deferred maintenance 
do vou have in Rook Island? 

Mr. INGRAM. I don't know if we ever measured it. T think as T said 
before, the rehabilitation, a program about the size of $.'5,')0 million to 
$400 million, would put the railroad back into very good shape. 
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Mr. HASTIXOS. That is what amount should be asked for to liave it 
ill pood operating condition. 

Mr. IxGPv.\xr. But I also said that money would be spent over a peiiod 
of 10 yeare and of couT-se included in usual maintenance in that 10-year 
period. I don't know if we ever put a measure on exactly how far we are 
behind the mark at this particular instant. 

Mr. HASTIXOS. I don't know how much difference there is between 
makinjj that kind of judgment and depending upon w^hether you 
spend the stockholders' money or whether you spend the Government's 
money. You know I suggest in many ca.ses there is sometimes a differ- 
ence. I just wanted to get that straightened out. 

I understand overall for all of the railroads there will be a re- 
quirement on somewhat of a magnitude of $12 to $13 billion for 
maintenance in the next several years and is that consistent with your 
understanding? 

Mr. IxonAM. I don't know of any study that has come out with a 
specific figure but certainly it is going to be an awful lot of money. 

Mr. ILvsTiXGS. It is probably not true that unless that kind of main- 
tenance is accomplished we will have total deterioration, not only of 
service but probably profitability of the individual lines? 

ISIr. TxGRAjr. I guess that is true, sir. 
Mr. IIARTIXOS. The jwint I am trying to develop is that, as we take 

a look at it, yes, this is an unemployment type of bill to a degree but it 
is also saying this is money that will have to be spent one way or the 
other and experience under the Eeorganization Act tells us that Con- 
gi*ess is not going to allow the railroads of the countrv' to close down 
completely so through one fashion or another we are going to have to 
tiT to save them and this seems to me a good device which will accom- 
plish the purposes that i\Ir. Florio talks about, but I think we should 
make it clear, if we are talking about $12 to $15 billion for that kind of 
maintenance and we are talking here of $700 million only, although 
those figures still stagger country Ixjys like me, it is still not going to 
solve that problem. 

If you are talking about 8i/^ million unemploved in the countrv, and 
using your figure of say $14,000 per worker, $13,000 or $14,000' I be- 
lieve you said, we are talking about probably 42,000 jobs to go to the 
$700 million which does not put a great dent in the 8i/^ million 
unemployed. 

So this is not a cure-all for either the maintenance problems of the 
railroad industry or certainly does not cure our unemployment 
problems. 

Mr. IxouAM. That is certainly correct. 
Mr. I-lAsnNGs. I certainly support some sort of proposal but 

wouldn't want to delude ourselves tliat we are solving both or either 
of (hose problems with this kind of effort. 

I thank you, Mr. Chainnan. 
ISfr. RooxEv. Thank you very much. 
What is the problem? You say the Rock Island lost $14 million last 

year in accidents ? 
Mr. IxGRAM. That was the expenses of the derailments. The loss for 

the corporation was $23 million. 
Mr. RooxEY. How does it compare to your net income ? 
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Mr. INGRAM. The net income was the $23 million loss in 1974. 
]\rr. RooxEY. $23 million loss? 
Mr. INGRAM. Yes. sir. 
Mr. RooNEY. Do you have any national average of losses ? I under- 

stand there was a report put out a few years back that all railroads 
combined incurred a total of $000 million in losses because of 
accidents ? 

Mr. INGRAM. I don't haA-e any figures like that at the tip of my 
tongue, but I could provide them to the committee if you would like. 

[Tlic following statement was received for the record:] 
I was unable to get figures from either FRA or AAR. 

Mr. EooNEY. I would appreciate them very much. I have no further 
questions. 

Mr. Florio or Mr. Santini ? 
Mr. SANTINI. Mr. Chairman, one thing I wanted to clarify with Mr. 

Ingram. You referred to the fact you have read and considered the 
Senate bill S. 1730, sponsored by Mr. Hartke of Indiana; is that 
correct ? 

Mr. INGR.\M. Yes. 
Mr. SANTINI. And that is to which most of j-our testimony was 

directed here today ? 
Mr. INGRAM. Yes. 
Mr. SANTINI. Yon referred to the Senate bill ? 
Mr. INGRAM. S. 1730; yes, sir. 
Mr. SANTINI. Have you read any of the House's proposals? You 

indicated you had seen one or two. 
Mr. INGRAM. That is correct. I have not seen them all. I think some 

of them are rather recent. 
ilr. SANTINI. Have you seen H.R. 4622 by Mr. Heinz of 

Pennsylvania? 
Mr. INGRAM. Yes; I have that one in front of me. 
Mr. SANTINI. Have you seen H.R. 6808 by Mr. Staggers of "West 

Virginia? 
Mr. INGRAM. No, sir, I have not gotten that one. 
All right, my man has it now. 
Mr. SANTINI. But you have not reviewed it personally ? 
Mr. INGRAM. NO. 
Mr. SANTINI. SO your judgments and evaluations of the pending 

legislation obviously could not include H.R. 6808 by Mr. Staggers of 
West Virginia ? 

Mr. INGRAM. That is right. 
Mr. SANTINI. And H.R. 6962 by ]Mr. Florio of New Jersey, you 

have not had an opportunity of reviewing that bill ? 
Mr. IxGRVM. No, sir. 
Mr. SANTINI. SO that none of your comments and testimony before 

this committee this afternoon can address itself to the merits or de- 
merits of those legislative proposals? 

^fr. INGR^VM. TO the extent they differ from S. 1730, that is correct. 
Mr. SANTINI. "Would you provide me and the committee with your 

evaluation of H.R. 6962 and specific proposals therein ? 
Mr. INGR^\M. I will be glad to do that. 
[The following memorandum was received for the record:] 
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JUSK 23, 1975. 

MEMORANDUM KOR THE HONORABLE JAMES SANTIKI 

From: Ray Chnnibers, Representing the Boston and Maine Railroad and tlie 
Rock Island Railroad. 

Subject: Comparative analysis of legislation which would provide Federal funds 
for employment to Improve railroad roadbeds and facilities. 

This memorandum is in response to your reyuest of Mr. Ingram of the Rock 
Isluud and Mr. Dustin of the Boston and Maine to provide their view.s on various 
••rights of way employment" policy issues pending before the Sulxommittet- on 
Trausporlation and Commerce of the House Interstate and Foreign Commerce 
Committee. 

'I here are two basic "rights-of-way employment" legislative formats ponding 
before the Subcommittee. Kirst is the Senate-passed S. 1V30, which Ims been 
iuti-oduced with some variation by Mr. Florio (H.R. 6962) and Mr. Staggers 
(H.R. 6808). Tlie second approach is that taken by Mr. Heinz in H.R. 4«22 and 
other identical bills. 

Mr. Florio's bill, H.R. C962, deletes provisions of S. 1730 concerning grants 
and loan guarantees for ac<iuisition of materials and equipment. It also author- 
izes less money. Mr. Staggers^ H.R. 6808 includes tlie materials provisions and 
authorizes more money than S. 1730. Mr. Heinz' H.R. 4622 establishes different 
kinds of criteria, has a materials provision and authorizes more money than 
S. 1730. Attached to this Memorandum is an analyHis of the provisions of eacli 
of these bills. 

Following are the views of the Chief Operating OfiBcers of the Boston and 
Maine and the Book Island to selected policy Issues that must be resolved 
by your Subcommittee in marking up legislation. The term "we" expresses a 
common viewpoint of the CEOs. 

I. OoaU, Objectives d Definitions. The above bills adequately cover this 
subject. Since this is not a comprehensive railroad bill, but a flr.st step in address- 
ing one problem, we believe the primary goal should be reduction of unemployment 
through a program that meets a secondary goal—rehabilitation of roadl)ed. 

II. Time LinUtu on Implemnilaiirm. Very Important If the bill is to have any 
Impact this season. S. 1730 gives the Secretary 30 days to work out guidelines 
and procedures and 15 days to accept or reject applications. This seems rea.son- 
able. The Committee Report might well urge the Secretary to move even more 
rapidly If at all possilile. 

III. Eligibility for Grants. The rules should not bo overly restrictive. They 
should, however, make clear that areas of high unemployment and roadbeil tliat 
Is most essential and in the greatest need of work have the highest priority. 

Mr. Ingram suggests specific criteria utilizing the FRA's National Track 
Safety Standards. He recommends that the category in H.R. 6flfi2/S. 17.S0 <";• 
tablishing as eligible track that carries at least live million gross ton miles per 
mile of road tier year be nmende<l by adding, "provided that the track in question 
I« rankefl as either Class 1. Clnss 2 or Class 3." This would restrict money 
from flowing to a prosjierous railroad that wi.shes to ujigrade benvy-<lenslty 
mainline from say Class 5 to Cla.ss 6 to gain a slightly improved competitive 
edee. 

Mr. Pustin snggests several criteria from existing bills: iX) railroads In reor- 
ganization under section 77: (B) railroads with high-density freight line.s, and 
lines {Including passenger lines) with serious .safety hazards or substantial bottle- 
necks in rail lines and ynnls: (C) Lines Identified by State, regional, or local 
nuthnrlty as essential, so long as the Secretary c<mcnrs; (PI lines owned by n 
State, or other public entities. (Note: criteria (A) and (B) are Included In 
H.R 4622 and (C) and (P) in H.R. 6962/S. 1730). 

Mr. Pustin feels the categories should not have any order of priority in order 
to nrhieve flexibility. 

IV. Fnndinrj Formula^. Existing bills give the Secretary discretion over all 
the funds within the establishefl guidelines and priorities. Mr. Ingram suggests 
that "tOofp of the total appropriation be allocated among the 4S Continental 
T'nited States on a proportionate track-mile basis. Tlie remaining 50% would be 
distributed at the Secretary's discretion. This would create geographic balance 
In the program. 
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V. Materials nnd SiippUcs. We feel that provisions of S. 1730, H.R. 6S08 
(Staggers), and H.ll. -I(i22 (lleinz as amended by liimself) relating to assistance 
for i-ailroads in purchasing materials and eQuipment necessary for projects 
lunded by euiploymenc provisions slioiild be enacted. Most of these supplies and 
materials are now readily available (except rail), but flnaneially out of reach for 
many railroads in the greatest need of this legislation. 

\'l. Grants or Lonnn. Grants seem appropriate for the employment provisions, 
nnd are provided for in each of the bills before the Subcommiltee. JIaterials and 
eipiipmeut provisions of S. 1730 and U.K. CSOS (Staggers) allow the Secretary 
to provide assistance in the form of grants or loans. These bills appropriately 
nntielpute that railroads in severe financial difficulty will receive grant assist- 
ance. Senator James Buckley, who was very much involved with this issue during 
Senate consideration, suggested Hint it was the intention of the Senate that, 
"those railroads in section 77 reorganization under the bankruptcy laws, or those 
whlcli are on the verge of section 77 reorganization, would qualify for the grants, 
wiiereas the linancially sohent railroads would be eligible for loan guarantees." 
IJoth the Rock Island and the 1'. & M are in section 77 reorganization. Because 
a Federal loan would reipiire a "prior lien", and bondholders may object to the 
court (wliich must approve all major fiunnicial transactions), it might be im- 
possible for either of the railroads to participate in a loan program. We there- 
fore endorse the S. 1730/II.U. t(808 provision on this question and the Buckley 
interpretation. 

VII. Recapture. The S. 17oO/H.R. 0808 bills provide that grant recipients COUT- 
|)ensate tlie Federal Govenmient for the value added to private properties by a 
grant for materials and equipment. >Ir. Heinz' H.R. 4622 would extend this to 
the employment grants. Sucii provisions are worthwhile from a public interest 
viewpoint, ami in fact Mr. Dustin a.sslsted in developing language for Mr. Heinz. 
We wish to point out. however, that these provisions could limit the partlcipatiod 
of tlie section 77 railroads, since tJie "conditions" for a grant could have the same 
liractical result as a prior lien. Mr. Ingram makes a suggestion that "conditions" 
might include lower rates on government traffic as a means of recapturing grant 
funds. Adding any recapture provision to the employment provisions may prove 
over complicated. l)ut ihould be considered for materials provisions. 

A'lII. Au-ihoriiation Level. Because of Administration concern over budget 
deficits, and the fact tlmt tliis is an emergency employment program, we recom- 
mend that a modest budget figure be agreed upon. Mr. Dustin suggested, in his 
testimony, a JJSOO million one year authorization for employment grants. An 
addition SlOO million for niateri>ils and supplies grants and some loan guarantee 
money would also seem approiiriate. The key is to find a dollar that will 
not invite a veto—if possible. 

Mr. SANTIN'T. Thank you voi-y much. 
Mr. KooxEY. Thajik roii. ^[r. Gibbons, arid thank you, sir. 
Mr. SKUBITZ. One other question, !Mr. Chairman. 
Mr. Ju<rrain, wliat is the difference between a class 1, 2, 3, 4, 5, or 6 

raih-oad i 
Mr. IxonAM. Tliere are many differences. Basically they deal with 

tlie sjifety w ith which a railw.iy can be operated. 
Class i has a sp(>pd limit for frei^jht trains of 10 miles an hour. 
Mr. SKUBITZ. Who establishes that rate of speed on a class 1 

railroad? 
^[r. Ixr.R.\M. The Federal Raih-oad Administration estjiblishes and 

the railroads are responsible for inspection of the tracks. The speed 
limits are. a.s a result of tho.se standards, applied to their tracks. 

Mr. SKI'UITZ. "\\niat I want to know is, are there certain routes where 
1(1 miles an hour is a reasonable speed ? 

Mr. 1NGR.\M. "Well, lets .see. 
Mr. SKI nrrz. Or it is Ijecause the tra<-k is so deteriorated it is not 

safe to sro o\'er 10 miles an hour? 
Mr. I NORA At. Both (hinrrs exi.st, of course. There are some railmad 

tracks you wotild not operate faster than lO miles an hour no.matter 
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how much maintenance yon put in, such as switching tracks in industry 
areas. 

ilr. SKUBITZ. What percent of your track is that kind of track on 
the Rock Island ? 

Mr. IxGRAM. 1 will get the figure. 
Mr. SKT-TBITZ. Just an estimate ? 
Mr. IxcRAM. 1") or 20 percent of tlic track, not the route miles. That 

is mainly the vaixl trucks and trucks in the terminal areas and so 
lorth. 

Our main lines out wliere the freight trains should be moving, they 
vary from clas.s 1 to as higli as class a. We imve some railroad that 
operates at (51) miles an hour, which is a class 5 track. Class 1 track, as 
1 say, lias an upi)er speed limit of 10 miles an hour. 

^Ir. SKirBiTz. Some of your lines, big freight lines, operate at 10 
Jiiiles an hour? 

^Ii-. IxGR.\M. Yes, sir. 
Mr. SKUBrrz. Is that as fast as j'ou want them to go? 
ilr. INHRAM. NO, sir. 
Mr. SKI'BITZ. It seems to me that you lose a lot of money if you have 

100 miles to travel and it take you 10 hours to make that trip whereas 
if you luxd your road built up you could make it in two hours. 

Mr. INGRAM. That is exactly correct, sir. We have some real problems 
in this. 

Mr. SKIBITZ. I am glad you recognized that. I wondered if the 
enterprise permitted the track to get into these conditions, how you 
got it that way ? 

^Ir. IxiiR-wr. I don't tliink a raihond would operate with that kind 
•of track if they could avoid it but it is simply a question of monej'. 

Mr. SAXTIXI. All of man's pioblems are. 
'Mi: SKUP-ITZ. Class (i is the best ? 
^Ir. TxcRAM. Class 0 is the best class they publish and that is good 

for UO-mile-an-hour o])erations and we don't have any track that we 
feel should be that class, but class .") which has an upper speed limit 
of SO miles an hour and we hn\e a considerable amount of track. We 
ha\e cla.si-es 1. 2 and •'$ whicli have sjjeed limits of 10, '25, and 40 miles 
an hour, which should bi- operated at mu''h higher speeds. It costs us 
money not to ojierate at tliose hitrher speeds, not only in terms of 
IfK'omotives and car time but in tiie cost of labor, keeping a crew on 
boanl on the train a long period of time when there is JIO reason to 
do it. 

Jlr. Sivrnrrz. In terms of passenger service, it seems to me until we 
get u[) to 80 or 100 miles an hour, we are not going to nuike it profitable 
for that type of operation. 

Mr. IX<JRAM. That is tine. Our passenger routes operate normally 
an hour late because of tra< k conditions. 

Mr. Sivinrrz. That is all. 
Mr. RooxKV. No further cpiestioiis? 
Our next witness will be ^Ir. Alan Dustin. president, Boston and 

Maine Corp., Boston,^Iass. Accompanying Mr. Dustin will he ^Ir. Ray 
Chambers of Vrashington. 

I appreciate very nuich your moving your schedule from tomonow 
to today. I think we botli were lucky because we are not going to have 
a meeting tomorrow and you filled in as a witness this afternoon. 

36-654—75 9 
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Unfortunately, I must announce now, because of the fact there is 
a caucus tomorrow morning, the full coinmittoe will meet at 2 o'clock 
tomorrow afternoon and thei'oby piohibiting tliis subcommittee from 
meeting tomorrow for the benefit of tiiose people that are liere today. 

Mr. DusTiN. I am glad it worked out this way, then. 
Mr. RooNEY. You may proceed. 

STATEMENT OF ALAN G. DUSTIN, PRESIDENT AND CHIEE EXECU- 
TIVE OFFICER, BOSTON AND MAINE CORP., ACCOMPANIED BY 
KAY CHAMBERS, WASHINGTON REPRESENTATIVE 

Mr. DusTiN. We appreciate the opportunity to appear before you 
today. 

Mr. Cliambers is our Washington representative. 
The Boston and Maine Corp. is in a unique position in the North- 

east. While we arc not far removed financially from the ConKail 
candidates, we are determined to .«ta_v out of tliat system. We are the 
only one of the Xortlicast I)ankiupts not to liave succumbed to the 
Kegional Kail Iveoi'gaiiization Act of 1973. We are presently the sole 
survivor in the Northeast. Thus our fortunes vis-a-vis tlic private 
sector may well be a liarbinger for rail concerns across tlie country. 

I am confident we have a chance for survival and reemergentre as a 
profitable railroad. We are trying to do it on our own. Since bank- 
ruptcy, we have received no subsidies, no grants from local. State, 
or tlie Federal Government, nor any lotius of any sort, except tlirough 
conventional means. In fact. l;ist year we made a r^2 million final pay- 
ment to tlie Government on a loan v^•hi(•ll had been arranged by pre- 
vious management {)i-ioi- to bankruptcy. We are settling our property 
taxes. We have ]iigl\ liopes. tliis year, of closing tlie books on 13 years 
of deferred taxes witli every State, city, and town tlirough which we 
run. Tliis amounts to well ovei' $(5 million. The sale of a commuter Ime 
to the State of ilassachusetts lielped us to meet those tax and loan 
obligations. I ask permission to submit a statement on the B. & M. tax 
st!ttleincnt for the record, and this will be identified as Exhibit A, and 
it discloses the settlements by State that we have made in the past j-ear 
and a lialf. 

^rr. liooNEY. Without objection [see p. 129]. 
Mr. DusTiN. Most imi)ortantly. we have not only avoided deferring 

maintenance: over the last 2 years we liave engaged in an accelerated 
improvement program unmatched for any comparable period over 
the last 14 years. 

If I may, I would like to submit a chart at this point identified 
as Exiiibit B, wjiich indicates the put-back into the railroad in the 
foiin of ties. rail, ballast, and surfacing during tlie period from 1961 
through 1974. to siiow the improvements in the basic ingredients that 
go into track maintennnce, 
" Mr. RooNEV. Without objection [see p. i;>0]. 

Mr. DusTix. Our derailment experience during the last decade is 
a good illustration of the importance of improving track condition. 
Tlirough the late 19()0's and the early 1970's the B. & M. was notorious 
for its major derailments. The railroad averaged two serious derail- 
ments a month. Three years ago we began our stepped up maintenance 
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proirram. We acquired nearly $3 million worth of maintenauce-of-way 
equipment, togetJier with about $1 million worth of highway vehicles 
related solely to maintenance of way, and nearly i?3 million in improve- 
ments to fixed plant—all paid for through internally generated funds. 

If I may, I would like to submit a statement identified as Exhibit 
C. which identifies and lists the capital improvements and the acquisi- 
tions during the past 3 years. 

Mr. KooNEY. AV^ithout objection [see p. 131]. 
Mr. DcsTiN. "W'e purchased new ties and rail and generally increased 

our operating expenses in this maintenance area. With the help of 
good maintenance of way employees and patrolmen we were able to 
substantially cut our casualty loss and funnel money into improve- 
ments instead of casualty loss. In fact, it has been over a year, ^larch 
of 1974, since we had a serious derailment. Our personal injury rec- 
ord for the past 2 years has been improved by 50 percent. 

Xow tlie recession, which, to B. & M. is a railroad depression, h.ns 
dealt our plans to escape bankruptcy a serious blow. Business condi- 
tioris during the first 5 months of this year progressively worsened 
from a droj) of 13.G percent in January as compared with the previous 
year to a decrease of 24 percent for the month of May. While the 
economv mav be bottoming out, the normal siunmer slump will put the 
B. & M.to the test. 

It is of little consolation that we are not alone. The first quarter 
financial results for railroads in the United States was the worst ever 
experienced. It is no secret that the disease that sapped the strength 
of the Noithcast rail system is spreading. 

TJiis sulwommittee is to be commended for refusing a "quick fix" 
approach, but attempting to develop a national program. Your hear- 
ings on standardized accounting and material availability and soon 
on rocrulatoiy restraints are right on target in making a beginning 
at addressing causes. 

The legislation before 3'ou is a good example of a short term pro- 
gram which fits perfectly into the development of a national strategy 
for rail recoA-ery and rehabilitation. In developing the committee bill, 
there are several specific points this subcommittee will consider. 

First, the jirogram should be seen as primarily emergency employ- 
Tiiont legislation at a time when unemployment is at unacceptable 
levels. On the Boston & Maine, if this bill is enacted on a timely bapi=, 
we ai'e prepared to hire 400 imemployed people within 30 days and 
iret them to work on our roadbeds putting in ties, laying rail, surfrt^- 
insr. cutting brush, improving communications and signals, and doinnr 
other productive work that is badly needed on the B. & M. right of 
way. If the bill is signed into law soon, the B. & M. could provide 
over 4,5.000 man-davs between now and December for a labor cost 
of approximately S3'.055.000. 

I would like to submit a statement identified as exhibit D, which 
dotnils the man-hours and the work allocation. 

^fr. RonxEV. Without objection fseo p. 1311. 
Mr. PrsTTN-. Second, this legislation will stimulate material and 

eqtiipment purchases from depressed industries. Right now, the Bos- 
ton & yWmo, has stockpiled 208,000 ties, which have been paid for, 
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and 26.5 miles of rail available for use this season with a total value 
of $3.5 million. Plus a substantial value for related items such as 
the tie plates, spikes and joint bars, rail anchors, et cetera. Under 
existing cash resources, we simply can't put workers to work puttinjj 
this material on the roadbeds; that material, for the most part, will 
lie idle for a year, or in the case of rail, may even have to be resold. 
Through enactment of this legislation the B. & M. will move forward 
into the third year of its accelerated improvement program, then new 
orders will be placed with hard-pressed supply companies as this years 
material is used. 

Because of the recession, ties, ballast and related rights-of-way 
materials are readily available. I hope this subcommittee will give 
serious consideration, Mr. Chairman, to grants or loans for material 
and equipment. There coiild be no better time for a national rights of 
way materials purchase ])rogram. Indeed, as the economy comes back, 
"ConRail's voracious appetite for material and equipment will absorb 
much of the existing supply, and as more and more industries will 
cf)mpete for raw materials, we will once again experience the scarcities 
•of last year. 

Third, tliis legislation addresses the verv serious industry wide prob- 
lem of deteriorating roadbed. Priorities should be established to see 
tliat it most effcrtively accomplishes its objective. .A.cross this country 
crumbling ties, rusting and broken rails and bad ballast are causing 
innumerable slow orders that blunt the competitive edge of railroads 
ftnd create a national safety hazard. To the extent possible—that is 
the track that should get first attention. AMiile the mechanisms of the 
law should not be overly complex, a simple formula for distribution 
of monev based only on the numlwr of maintenance of way employees 
furloughed is not a complete answer. Area \uvemj)loyment rates coupled 
with the need for track improvement should be the basic critei'ia. 

Fonrtli. in setting dollar levels for this program, the attitude of 
the Ford admiiiisti'ation should be taken into account. T^ndoubtedlv 
tomorrow Secretarv Coleman will oppose this legislation in favor of 
tlie ndministi'ation's Kail Revifnlization Act. In my view, this bill is 
not incompatii)le with the objectives of tlie Kail Kevitalization Act and 
there is a great deal of symi)atliy for this concei)t in the Federal rail- 
road a<lniinisti'ation. Tlie actual problem seems to be budget constraints 
in a hijTli deficit year. A big dollar autliorization of, say. $800 million, 
or a Ijillion. even in a 2-yoar jjvogram will undoubtedly l)e vetoed. 
Perhaps if the Congress is v. jjiing to lower if-s si.'rlits to soi^cthing like 
a Si^OO million, 1-year autliorization, the President would lx> more 
willing to avoid confrontation, and sign the progiam into existence 
and reconcile it with his own proposal. 

Wiiile I mav be overly optimistic. T feel that this sugjrestion should 
at least Ite iu'f'onually exjilored with the Department of Transpoi-ta- 
tion and the White House and an eil'ort should lie made to jeach a 
good faith agreement with the adinini.stration. This is especially im- 
portant since the season is rajiidly slipping by. especially in the Xorth- 
east where working niontlis are limiteil for track repair due to the 
severe winter season. 

"S^r. KrviNF.Y. "\"\'c wUl recess this meeting until after the vote. 
[Brief recess.] 
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Mr. RooxKT. You may proceed, Mr. Dustin. 
Mr. DrsTiN. Thank you. 
Fiftli, this subcommittee should address the problem of value added 

to the property as a result of Federal activity. I know there is real con- 
cern by some members of this committee that the program under con- 
sideration will ultimately benefit shareholders of privately owned 
i-ailroads. The Senate-passed S. 1730 addresses that problem in the 
materials acquisition section by allowing the Secretary* a range from 
loans to grants, with or without conditions, and requiring binding as- 
surances for paying back the Federal Government for any value added. 
Conjjressman John Heinz's bill covers this problem in the employment 
provision. I worked with both Congressman Heinz and Senate Mem- 
bers in developing those provisions. However, I do want to make the 
point, that in considering this issue it must be remembered that all 
existing direct and indirect transportiition subsidies—to ship buildere, 
truck lines, barge lines, aviation, et cetera—result in substantial benefit 
to bondholders and stocldiolders of these transportation media. These 
conflicts can never be fully resolved if we are to have a Federal/private 
interface in transportation. 

That concludes my formal statement, Mr. Chairman. I will bo 
pleased to respond to any questions. 

[The exhibits referred to follow:] 

EXHIBIT A 

BOSTON AND MAINE CORI'ORATIOS TAX SETTLEMENT 

Since mid-1874, tlie followinR deferred property taxes have been paid or are 
about to he paid on a negotiated basis wltli the various communities In eacli state 
we serve: 

The followinj? amounts have been paid to date: 
Massachusetts $4, S71, 605. 41 
New Hampshire  2. 010. 62 
New  York         156, 078. 43 

Total    5, 020. 694. 16 
Tlie following have been submitted to Federal Court and are awaiting payment: 

MasBachusetts  $61.108. 00 
New Hampshire  "«, 770. OO 
New   Yorli  300, 040. m 
Vermont   4,100.33 
Maine    16,665.00 

Tot.il         387, 752. 88 
Citie.s and towns within tlie following states have agreed but not settled: 

Massachusetts      $827. .500. 73 
New  lork        329, 234. 39 

Total     1.156, 735.13 
Grand total     6. 574,182. 46 

NOTE.—Some of these taxes which have been settled have been deferred since 
1962. 
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EXHIBIT C 

BOSTON & MAINE CORP. HAS PURCHASED THE FOLLOWING M. OF W. EQUIPMENT SINCE BANKRUPTCY 

Unit Number Cost 

OWNED EQUIPMENT 

Welding machine _  
Huck fastener equipment _  
Electromatic tampers  
Switch tampers _.. ,  
Piasser road'iiaster tamper _  
Ballast regulators   
Tie handlers   
Jet snow blowers  
Brush cutter  
Aulomalic anchoring machine.  
Tie borerc ,  
Spikin' hammers ,.      
Rail lifters  
Tie sheir ._  
Tie bed scarifiers _   
Nordbefg hydraspiker ,  
Spike pullers •_  
Tie plug inserters   ,  
D,W. difgei _  
Tie inserter,  
Plate placer  
Rail healer heads   
Ballast cn.bbei  
Railsloiter   
Cresosoie machine  
Adzer. _  
Spike siiaightener    
Rail drill.  
Rail expander  
Clamshell bucket  
Diesel portable lights   
Caterpillar front end loaders  
Air compre*isors _ _ _  
Grouting and gi^niie equipment  
Used backhoetrencher  
Rail end welding equipment „    

Tolal  
Autos and trucks: Specially equipped autos and trucks, some equipped with hy-rails... 

Total  
leased equipment: Specially equipped autos and trucks, some equipped v/ith hy rails. 

Total         3,319,510 

BOSTON & MAINE CORP. HAS MADE THE FOLLOWING PROPERTY IMPROVEMENTS SINCE BANKRUPTCY 

Location: Description Capital 

System: Install addilir^nal stone ballast  $43,775 
Peppeiell. Mass.: Install new steel girder span in place of wood truss—Bridge No. 36  20,812 
Reynolds, N.Y.: Install No. 10—U2ili crossover, vicinity of brick yard crossing  11,496 
Nashua. N.H.: Install 2 No. 8 connections and 570 ft of track  15,497 
Mechanicville, N.Y.: Convert manually operated gates at Vial .ind Railroad Sts. to automatic operation  50, 770 
Belmont, Mass.: Install new improved type aerial cable hill crossing  13,863 
Fitchburg. Mass.: Install 5 mi of new lli# jointed tiack  211,699 
East Deertield to Williamstown, Mass.: Install additional stone ballast  23,269 
Somerville Junction to Lowell: Install additional stone ballast   11,336 
Filchburg to East Desrfield, Mass.: Install additional stone ballast  72,517 
Royalston. Mass.: Inst.^ll additional slcne ballast   22,957 
Somerville, Mass.: Construct combined headquarters building in Yard 21   15, 323 
Hoosac Tiinnel: Install 132# new-welded rail—5.5 mi, undercutting, ballast cleaning, relocate track, 

drainage and improved clearance. -  383,180 
Billeriea, Mass.: Provide low-pressure heat for shops and office building  79,736 
Billerica, Mass.: Erect rail welding plant and purchase of rail welding equipment  100,000 
System; Purchase 10 Motorola radios lor diesel locomotives  13,635 
Worcester, Mass.: Install fueling facilities for diesel locomotives at MillbrookSt. yard  16,760 
eillerica, Mass.: Relocation of geneial office, phase 1  106. lU 

$1,030 
5,200 

132,648 
191,158 
41,016 

187, 571 
92,133 
248,902 
49, 800 
33,390 
8,946 
10,136 
7,908 

60,980 
41,800 
34,500 
9,225 
9,590 
7,600 
31,197 

976 
5,000 
4,725 

605 
2,500 
8,200 
4,115 

773 
2,765 
6,566 
2,400 

89,188 
11,897 
25,834 
4,980 

26,342 

72 
154 

1,401.7% 
997, 714 

2,399,510 
103 920,000 
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BOSTON & MAINE CORP. HAS MADE THE FOLLOWING PROPERTY IMPROVEMENTS SINCE BANKRUPTCY-Con. 

Location: Description Capital 

FitchburgM.L.: 
Increase O.H. bridge clearance lo permit trl-level aulo movement between McVllle, N.Y., and Ayer, 

Mass _ -   ,  46,800 
Increase O.H. bridge clearance to permit trl-level auto movement between Meclianicville and Ayer, 

Mass    29,100 
Billerica, Mass.: 

Provide office space (or relocation of general offices to Billerica, Mass., phase II  82,891 
Purchase and Install air-conditioning units, phase I and II areas, general office   75,509 

Hoosac Tunnel: Install 176 ft of liner plate in Hoosac Tunnel (includes 50 ft previously installed by emer- 
gency authorization _      138,306 

Rices lo Soapstone, Mass.: Install 7 mi of new 115# welded including No. 10 connection  53,952 
East Deerfisid, Mass.: Install pollution control facilities..  40,200 
Lancaster, Mass.: Upgrade crossing protection at 4 public grade crossings  11,301 
Mechanicville, N.Y.: Provide locomotive fueling and water pollution abatement facilitlds .-. 57,597 
Billerica, Mass.: Install 40 resolite and 40 aluminum windows to replace wood windows in locomotive 

shop, building No. 20 _      14,781 
Clifton Park, NY.: Install automatic crossing protection al 2 grade crossings   20,430 
Billerica. Mass.: Install facilities to remote control the McVllle traffic control system from dispatchers 

office, Billerica   65,433 
Lawrence, Mass.: Install automatic protection at Broadway and Water Sts  14,198 
North Andover, Mass.: Install autotr.atic crossing gates at Sutton St.    37,845 
Rotterdam Junction, NY.: Install 1 No. 10 main line crossover „.  11,807 
Billeiica, Mass.: Install rollers and ramp to accommodate 3 tiers of welded rail at Welding plant  43,250 
Mechanicville, N.Y.: Consolidate hump retarder and switch controls from 2 control towers into 1 control 

tower      _    15,765 
Salisbury, Mass.-Seabrook, N.H,; Railroad portion of reconstruction of Overhead bridge No. 41.42  14,652 
System: Provide improved train radio communication system...   _  343,781 
East Deerlield, Mass.: Combine work equipment shops _.  45,125 
System: Install steel wire circuits—2 carrier systems and switching equipment  145, 550 
West Portal to Williamstown. Mass.: Install 6.3 mi of new 115* welded rail    83,194 
Hoosick to Johnsnnville. N.Y.: Install 13.7 mi of new 1I5# welded rail.    188,795 
East Deer field, Mass.: Install additional yard compressed air capacity in East Deerfief^ yard   33,4<0 
Somerville. Mass.: Purchase and install 2 air compressors for Boston engine termll^al  67,410 
Ayer, Mass.: Construct Ford automatic unloading facility            1,750,000 

Total         4,643,991 

EXHIBIT D 

ITEMIZATION OF POSSIBLE BOSTON AND MAINE USAGE or RAIL EMERGENCY EMPLOY- 
MENT FUNDS 

(1) The Boston and Maine could employ from July 1-December 15, 1975: 
3 Tie Crews (fiiUv equipped)  90 
2 Tard Tie Crews  40 
2 Branch Line Tie Crews  40 
1 Rail Crew (fully equipped)  40 
6 Surfacing Crews (fully equipped)  60 
6 Brush Cutting Crews (hand tools)  36 
6 Insulated Joint Renewal Crews (hand tools)  18 
4 Culvert Cleaning Cr«ws (hand tools)  24 
4 Right of Way (Tie Butts, etc.) Clean up Crews  16 
2 Pole and Line Crews (fUUy equipped)  12 
2 Bridge Tie Crews (fully equipped).  14 
1 Cable Gang (fully e<iulpped)  10 

Total  men      400 
(2) 400 men at li? working days equals 45,600 man days of employment. 
(3) This would cost for labor and fringe benefits: $67.00 per man day or 

$3,055,200. 
(4) Ties   (on hand or on order)  available for use:  208,000. Valued at: 

$2,412,800. 
(5) 26.4 miles of rail paid for or on order available for laying. Valued at, 

$1,133,034 ; total value of ties and rail, $3,545,8.^. 

Mr. RooxEY. Thank you very mucli, Mr. Dustin. 
On page 1 of your statement, you stated tliat you are not far removed 

financially from the ConRail candidates, and you are determined to 
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stay out of the system. Am I to take it tliat you are implying that 
ConRiiil is not a viable system, it won't work ? 

Mr. DusTix. I have seiious doubts about the economic viability of 
CoiilJail. but my remarks aro more related to the desire of the lioston & 
Maine to remain as an entity of free enterprise, independent of 
ConRail. I think by doin<r this we can do Ix^tter by our customers by 
being more responsive on a local basis to their needs. 

We can do better for our employees, and I think we can provide more 
equity for our landholders. 

Mr. RooNEY. How lonir have you been in bankruptcy? 
Jlr. DusTiN. Since 1970, in March. 
Mr. RooxEY. What do you attribute as the greatest factor that caused 

your railroad to go into baid<ruptry ? 
Mr. DrsTix. Well. I can't leally answer that liecaiLse I luive only 

been with the Boston & Maine foi- alx)ut 2 yeais. There was a niultitude 
of problems. One in the Mortlieast. where indu.strv has seriously de- 
clined, especially in the Massachusetts area where tlie Boston & Maine 
gets a preponderance of its freight. 

The Boston & Maine did have some management problems. I think 
one very serious cause which peihaps started the B. & M. problem and 
continued in its i)rogressivenes8 to undo the Boston & Maine and is 
i-eachijig into othei' areas of the coimtry, is the inequity between vari- 
ous modes of transportation. 

For example, the Boston & Maine today spends 25 cents out of each 
dollar it takes in to meet its fi.xcd charges on an amounting basis, its 
taxes, its maintenance of right-of-way, all related to its right-of-way- 
Truckers pay about 6 peicent or the equivalent of fl j>ercent of its, if 
it is private trucking, of their dollar for the use of the highway system 
in user charges. 

Mr. R<K)NEY. Suppose the Federal Government takes o^'er the rail 
network in the country, woidd you favor that idea ? 

Mr. DusTiN. If the (Tovernnient would take over the Boston & Maine 
freight lines and charge us what tJie truckers pay on a gross ton-mile 
basis, instead of losing $4 million last year, we would have made about 
$18 million, so I would say yes, I would l)c in favor of it. 

Mr. RooxEv. Do vou think we could do this throughout the entire 
330.000 or 340,000 miles in this country 'i 

Mr. DirsTJX. No, sir, I don't think so. I think there would be a good 
deal of opposition from certain carriei-s. It depends on their position. 

Mr. RooxEY. I didn't ask that^ I said do you think it could work? 
I am not talking about opposition. I know there is opposition. You 
tiro associated v.ith one industry that has absolutely no unanimity on 
any given subject. 

Mr. I )rsTix. I agree with that. 
Mr. RooxEY. Do you think we could have a viable Govenmient- 

operated national rail system in this country, paid on an ccross-the- 
board basis as I said on numerous occasions here before, charge the 
shippers, charge, or put a tax on, diesel fuel and put it in a trust fund, 
so that you would charge the barge lines a diesel fuel tax and the 
truckers a diesel fuel tax and, of coui-se. the railroi^ds^ 

Mr. DrsTJX. Are, you referring to Government ownership of the 
rights-of-way and leasing back ? 

Mr. RooNEY. Right. 
Mr. DusTiN. Yes; I think it would work. 
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!Mr. EooNEY. You talked about the recession and how it has had an- 
adverse effect on your railroad. What is your Ko. 1 shipper on your" 
railroad ? 

Air. DusTix. Brown Paper Co. 
Mr. RooN'EY. And how much of that  
Mr. DosTix. That is ori;;inated traffic; we have another company 

that <rives us more overhead traffic. It is paper and paper products 
amomitinp to about 33 percent of our total traffic, paper and paper- 
related traffic. 

Mr. RODNEY. HOW much money do you think it would cost to up- 
grade your entire s_ystem ? 

Mr. DusTix. Well, the figures we put together last summer was $20" 
million. 

Air. RooNET. $20 million. Then you are talking about working with 
the administration and, for 3^our information, Mr. Skubitz, I want to 
work with the administration and I certainly respect you for all of 
the cooperation you have given this committee, but when we begin 
talking about $200 million, we are going back to that leaf-raking 
operation. You need $20 million and you heard testimony from Mr. 
Ingram saying over a long period of time he needed $350 million and 
we heard testimony that the Northeast needs anywhere between $6 
billion and $7 billion and how can we do anytliing with $200 million? 
You take 10 percent of it jourself. 

Mr. DusTiN. $200 million is for a period of less than a year. We are 
talking about 1 year's program. Now the Boston and Maine's $20 
million, which would probably be more than that now because of infla- 
tion is a long-range program. It could not be done in 1 year. It would 
take more like .5 years if all material were available. The $200 million 
that I referred to would be the fii*st j'ear of this program. 

Mr. RooxEY. Air. Santini. 
Mr. SANTIXI. Thank you. Air. Chairman. 
When you referred to this legislation, to what specific bills are you 

i-eferriner and what specific legislative proposals have you individually 
reviewed ? 

Air. DrsTix. Well, primarily, the Senate bill which passed the 
Senate and the maior portions of the other bills that I referred to 
that are essentially tlie same. 

Air. SAXTIXI. All right. Have you specifically reviewed H.R. 6962? 
Air. DcsTix. Very briefly, yes. j went over it today. 
Air. SAXTIXI. Tliis was your first opportmiity to just review the 

highlights rather than an indepth analysis? 
Air. DusTix-. Yes. 
Air. SAXTIXI. Would yon provide the committee with your assess- 

ments of that particular bill ? 
Air. DusTix. Certainly. 
Af r. SAXTIXI. On a section-bv-section basis. 
rSeo memorandum for the Honorable James Santini, dated June 23, 

1075. p. 12.'5. this hearing.] 
Air. SAXTIXI. Were you present in the hearing room durincr the 

testimony of Air. Ingram when he suggested that a possible means of 
recoupment of the moneys advanced would be a loan repayment basis 



135 **: 

citing an experience within his rail line of the Iowa project and how 
they recover $10 per carload ? 

Jlr. DusTix. Yes, sir, I was. 
Mr. SANXINI. Have you had such loan or advance monetary 

arrangements ? 
Mr. DusTiN. No, sir. Tlie only arrangements we had similar to this, 

which is pretty much the same throughout the coimtry with most of 
the railroads, is a payback by a customer or rather to a customer wlit'ii 
a side track is installed. The railroad would install it. The custoujer 
would initially pay the amount, and then it would be paid back to the 
customer on a carload basis. This protects the investment that is put 
into the properties on a basis of the user. 

Mr. SAXTIXI. What is your evaluation on the feasibility of such 
a proposal ? 

Mr. DusTix. Well, for the labor portion, I would certainly prefer 
to see it a grant. The material portion, we would certainly recognize 
the need to pay it back under some form. This would seem to me to be 
a form based on actual usage. 

Mr. SAXTIXI. Would a repayment condition of any kind as related to 
the employment phase of the legislation be impossible for you to live 
with i 

Mr. Dv^rm. It might be, because of the problem we have with the 
bondholders on liens. Of course, anything like this would have to have 
court a]>prova]. We do have problems in this area. 

ill-. SAXTIXI. What is tiie total trackage of B. & M. ? 
ilr. DcsTix. Total trackage is 2,200 miles. We liave 1,450 miles of 

liglit-of-way. 
Mr. SAXTINT. Have you done an a.ssessment of the classification of the 

repair status of this 2.200 miles of track ? 
Mr. DusTix. We have not put it all togethei-. 
Mr. SAXTIXI. Would you be able to approximate between the sug- 

gested classifications of 1 through 6, what percentage of your track are 
in what condition? 

Jfr. DusTix". I would say we don't go above class 3, which is masi- 
nuun speed of 40 miles an hour for freight and 50 miles an hour for 
pr.t-senger. I would say that about, well, first of all I would like (o 
reduce tlie total 2,200 miles of track by 15 or 20 percent because that is 
yard, secondary tracks, which we generally would not want to run more 
than 10 miles an hour from the standiwint of use. Other than that 
I would say oO percent of our track is good track for class 3, which 
is 40 miles an hour. I would say about 30 percent would be, or 35 per- 
cent would be good for up to 25 miles an hour. Tlie remaining would be 
10 miles an hour. This includes a couple of hundred miles of branch 
lines that are very lightly used. 

^Ir. SAXTIX'I. i am encouraged by the representation on page 1 of 
your vigorous demonstration of the independent determination of pri- 
vate enterprise. I would like to wrap-up to know exactly where you feel 
3-ou aie going in terms of economic potentiality for the future. 

Mr. DUSTIX". Last year, when we went befoi-e the court to seek per- 
mission to reorganize on an independent basis and from which we re- 
ceived a favorable decision from the court, we presented a business 
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plaii which justified a reorganization on the basis of the economic con- 
ditions at the time and hite 1978. AA'c actually experienced 5 profitable 
months durintr 1!)74. July, August, September, October, November, on 
a fully accrued basis just as if we vrere making full payments on our 
fixed charges and taxes, and the other deferred payments that we have 
i-elief from in bankruptcy. 

If the recession had not come about when it did, and as deeply as it 
did, I am quite certain that this target of late 1978, on ait income- 
based reorganization, could have been nwt. I consider the present busi- 
ness recession to be a postponement in our plans, depending upon how 
long this lasts. 

So far we have been able to maintain an adequate supply of cash, 
althougJi it has meant delays, meant delays of course in our task pro- 
gram, l)ut we have been al)le to maintain a sufficient amount of cash to 
carry on our operations. "We feel confident that we can continue to do 
this if the depi-cssion does not last too long, or get any deeper. 

Mr. S.\NTiNi. I don't share your optimism. 
Do you feel or do you share Mr. Ingram's enthusiasm for a formula 

such as you j)roposed of a distribution of whatever moneys are deter- 
mined from whatever piece of legislation on a 50-percent outside the 
Xortheast basis ? 

Air. DnsTiN. I can't answer that, because I don't know what the 
analysis would show. 

Mr. SANTIXI. Well, he simply suggested that he didn't want to see 
all of the money go into the Northeast corridor and, therefore, he pro- 
posed an arbitrary formula of 50 percent outside of the Northeast 
corridor. 

Mr. DrsTiN. Well. I agree. I don't think that all of the money should 
go into the Northeast section of the coujitry. This is the one that, the 
area that gets the most publicity, but there are certainly needy rail- 
loads in other sections, but I don't know whether 50-05 or 75-25, or 
whatever might be an appropriate split. 

Mr. SAXTINT. Thank you, Mr. Chairman. 
Mr. ADAMS fj^residing |. Mr. Skubitz, 
Mr. SKITJITZ. T have no questions, Mr. Chairman. 
Mr. ADAMS. ISIr. Florio. 
IVIr. Fix)Rio. Thank you. Air. Chairman. 
First, I want to compliment von for your candid and very modest 

testimony. One point you raised that was very encourasring. vou say 
you have stockpiles of a sufficient number of ties and rails, so if money 
was provided to you on grants and loans for emplo^'ment of workers 
you would be able to go to work very quickly ? 

Mr. TVsTix. Yes. sir, that is what is f lustrating to us. Jjast year when 
we had a ffood cash flow situation we made commitments and paid in 
advance for tJie ties. You had to clo that last year to iret ties promptly. 
"We put in l.'io.OOO ties in our railroad last year, which we acquired 
about Aufnist. .started to acnuire in .\u£rust liecause they were extremely 
short earlier in the ye^r. We have taken deliveries of ties, dried them, 
and thev ai-e bcMng treated now. and we have a total of 208,000 ties 
that we own, that are not all creosoted yot, but they are in the drying 
period and will be creosoted this year, and they ajre available oa a. 
co"tinuina: basis. 

We have 10 miles of rail which we bought last week at ?5fiOO.OOO, 115 
pounds, which we are taking delivery on starting this week from 
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Bethlelifim Steel, Avhich we will weld in our own welding plant and 
put out. 

This veiir, with a makaup gang on rail that wo acquired last year, 
which was too late to j)ut in last year because of weather conditions, we 
have already put down 10 miles of welded rail this year. There will 
also be a relesiso on secondhand rail that we can bring in and weld and 
cascade down bito other main line tracks. 

Mr. FLOKIO. YOU say that is standard operating procedure in the 
industry for a company to have on hand a minimum number of rails 
and ties ? 

3Ir. DrsTix. Xo, sir. Rails are extremely difficult to get. Eecognizing 
the problems we had 2 years ago, we put in orders ahead of time for 20 
miles of rail for the next 2 years and this year we were cut back to 10 
miles of rail because of scarcity. Our inventory value increased from 
$2,900,000 la.st year to over, rather from $2.9 million to over $6 million 
at tlie present. So we have, or when we had the money last year we built 
lip a heavy supply of inventory in scarce items. This included diesel 
wheels, freight car wheels, and other similar type of material that has 
been extremely hard to got. 

IMr. Fi.oRio. How many men are f ui-longhed ? 
Jlr. DisTix. In maintenance of way we have roughly 110 people 

fuTJoushcd that worked late last year for us that we had to furlough 
this winter. 

Mr. FLORIO. If the work would be performed, financed by this piece 
of legislation, if it goes through here, if such were to acquire more 
than that number, would you have trouble getting other employees 
from other companies ? 

Mr. DrsTiN. No. sir. We could utilize 400 employees right now. We 
have the necessary equipment and the materials to keep them busy for 
the rest of this year. 

Jlr. FLORIO. Do you have any prospective purchasers for your bank- 
rupt railroad, anyone that expressed an interest? 

Mr. DTSTIN. XO. We have been negotiating for some period of time 
for sjile of our commuter lines, about 1;'0 miles of commutei- line close 
into Boston to the Massachusetts Bay Transit Authority, and it could 
be a reality in the near future. This is the only potential sale we have. 

]Mr. FLORIO. If a grant pursuant to this jnece of legislation was con- 
ditioned upon a company's willingness to abide by the reouirements in 
the event of transfer, conveyance, lease or whatever, of any of this 
property, there would lie a payback provision paying back the amount 
of money that was granted, would it be an inhibition to accepting a 
grant ? 

^Ir. DusTix. It could be from my standpoint. I would go all out to 
tr\' to £ret our trustees and bondholders through the courts to approve 
it. But sometimes the bondholders don't share our enthusiasm for 
spending money. 

Mr. FLORIO. Of course, in that situation it would not be spending 
money. 

Mr. DusTix. Well, it would be a prior lien on the estate. From this 
standijoint I am sure we would have some problems. How intense it 
iniirht be, I don't know. 

Jfr. Fi-ORo. And the suggestion, to ami)lify on Mr. Snntini's question, 
•the suggestion that was made about we having some kind of arbitrary 
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formula lo insure the fact that the Xortheast area does not get all of 
the money. I think everybody sympathizes with that. 'My own opinion 
was tlie arbitrary formula, was extremely arbitrary. I wondered if you 
luid any thought on devices that would insure the i'act that one specific 
area does not get all of the money ? 

Mr. DusTiN. No, I don't have any magic formula. I do think the 
two criteria I mentioned should be miemployinent whore your unem- 
ployment is the highest, coupled together with the greatest need for 
tiaclc improvements. I think those are the two basic criteria that 
should be \ised. 

Mr. Fi.onio. Incidentally, just in conclusion, the suggestion you made 
or T am not sure who, it was a proposed amendment as to criteria for 
railroads, I think that is very wise and it should be given due consid- 
eration to incorporate into the bill H.R. 69G2. 

Thank you, Jfr. Chairman. 
;Mr. APAMS. I wanted to follow up on his last question. There are 

three bills presently pending before the subcommittee, each with a 
difl'eront set of te.sts as to eligibility for grants. Do you believe that 
the Boston and INIaine would qualify under all three? 

^Ir. DusTix. From what I see, yes; we would. 
Mv. ADAMS. DO you have lines on which Amtrak presently operates, 

or what is the basis on wliich you would (jualify under lI.E. 0808 or 
ir.U. 6962? 

I can see how you would qualify imder H.R. 4622 because yon are a 
common cari-ier that is bankrupt and you have, I assume, high density 
freight lines? 

Air. Dt'STix. Yes. We have Amtrak operations from Springfield, 
^rass., to White River Junction, a distance of about 100 miles, and we 
handle about 240 commuter trains a day, within a radius of about 35 
to 4<i miles from Boston on several corridors. 

Mr. ADAMS. I will tell you what the basis of my question is, and 
perhaps you can answer it generally. T simply referred to the liills 
because they have different criteria. That is, we have potentially thi^ce 
p!'ogi'anis for assistance that will appear before the committee on 
throe ditl'erent bases and one is a present program which is a type of 
public works, public jobs type of assistance. 

And the second is a type of bill that has been recommended by the 
administration, and at various times by the Congress, which is a loan 
guarantee program coupled with some kind of regulatorv reform. The 
tliird is some type of assistance or front end money for the solution 
of the total >(ortheast problem. 

So when we get to the one that we have now in front of us, it be- 
comes difficult for us to determine which railroads get assistance and 
whicli ones don't. In other words, if we don't have some kind of 
jiiiblic criteria we are accused of benefiting stockholdei-s or private 
individuals. 

My question to you is. do you feel that you fit under the criteria and, 
i f vou do. should we be limiting it to bankrupt roads or those that are 
jmblicly owned or to those that have some public interest where we are 
already spending money such as Amtrack or where we are going to 
linve to put money anjnvay? Otherwise, you might have to wait for, 
sav the loan guarantee type of bill. That is essentially what I am 
asking. 
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Mr. DTTSTIX. SO far as S. 6808, a good deal of our lines would be 
•covered by passenger service and other criteria. Also the 5-million- 
gross-ton iniles per road per year a good deal of our main line would 
qualify under tliis. 

In liiy judgment, I selected what I considered to be the best out of 
the Heinz bill and also the Senate version, which was a railroad in reor- 
ganization under section 77 of the Bankruptcy Act and with high den- 
sity freight lines and lines including passenger lines with serious need 
for rehabilitation. 

Another would be those lines which had been identified by the Secre- 
tarv of the DOT by any State and political subdivision thereof or 
regional commission as significantly contributing to improvements or 
-the continiiation of essential present or anticipated transportation 
needs if the Secretary concurs in such identification. 

Another is, those lines which are owned or whose rights of way ai-e 
owned by a State or public entity and those lines which are perform- 
inir maintenance or improving rights-of-way, those railroads rather 
wliich are performing maintenance or improving rights-of-way under 
tliis act or severe unemployment. I think unemployment certainly has 
to be a major criteria here. 

But. insofar as just limiting it to railroads in bankruptcy, con- 
sJderotion should be given to the fact there are other marginal carriei-s 
that are close to slipping into bankruptcy. 
•   Mr. An\-\r5. .And we mirrlit encourage them to so slip if we are 
not careful as to Iiow we do this ? 

^f r. DrsTix. T think it would be bad. 
1\ h: AnAjrs. We don't want to give them an incentive. 
Mv. DrsTix. T agree. 
Mr. ADAMS. That is why, to follow up on Mr. Florio's question, 

it is one of the reasons for a plowback, one of the reasons for a T^IOW- 
bfi'^k is to try to prevent that kind of an incentive. I know I cer- 
tainly favor funding public service type jobs for the railroads. We 
are placing it in many other places, and I think it should eo there. 

I am concerned about the criteria we use for placing it, that is. one, 
flccornplishes crood works, public works, but I also have a problem 
that if Ton spread it out over all railroads how someone sits down 
and decides that a profitable railroad or at least a railroad in a difficult 
situation. A, as opposed to B, receives money because that gets to bo 
a \y.rv stickv question for anybody to decide, unless the Congress sets 
guidelines. Do you agree? 

^^v. Drs-rrx. Yes. Except I think somewhere alone the line vou 
'have to have some judcments applied with somebody that is familiar 
with the railroad and its needs. T don't know that you could come 
up \yith any formula that would do the job that is needed to be done. 
T tliink somewhere along the line you need some personal judgment 
involved. 

ISfr. AoAAfs;. T ajrree with that but do you think we should make 
funds availal-ile to a rather profitable railroad, even if it has some 
tliin <rs that need to be done on it ? 

Mr. DrsTix. Well. no. I think that the money, if you are looking 
nt it from the standpoint of the railroad needs, I think the money 
•fhoiild lie used on a priority basis on the railroads that don't have 
the ability to help themselves but it has to be tied in, too, I thinl:. 
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•with the unemployment problems in certain sections because essen- 
tially it is an unemployment bill. 

Mr. ARAMS. Thank you. 
Mr. Florio. 
Mr. Fix)Rio. Just one question. ISIr. Cliairman. 
If the national railroad Anitrak were made an eligible applicant, 

do you thiiik you could profit from that, could your line be benefited 
from tliat ? 

Mr. DusTix. Yes. 
MI-. FLORID. Would that avoid any of the legal problems for you? 
Mr. DusTiN. It would not be spending the money wliere it is most 

needed; on the B. & M. because our lines that are used in passenger 
service in concert with Amtrak are the best lines essentially that we 
have. 

Mr. FLORIO. I am presupposing, and perhaps I am wrong in that 
position, we are not going to redo lines already in good shape. In your 
situation Amti-ak has t]w best linos? 

ilr. DusTix. Yes, they have. Certainly there can be more money 
spent to bring them up to a better standard, but for the most part they 
are essentially the best lines we liave on the railroad now. 

Mr. FLORIO. Generally, if that were not the case and I am trying to 
apply to others who are iu that position, if that were not the case and 
Amtrak liad lines on a railroad that were in need of repair and they 
repaired those, even thougli the company may not liave re})aired those 
particular railroads, don't you think that would enable the company 
to utilize whatever limited funds tliey liave for maintenance on otiier 
areas because Amtrak would take up the cost of mahitaining other 
roads tliey have jurisdiction of? 

Mr. DisTix. Yes; it would. It would free money thoy would other- 
wise have to spend on the Amtrak lines. Then again it does not proffer 
direct help in other areas of the Amtrak area. 

Mr. FIXMUO. From my undor.standiug, Amtrak is bringing a suit to 
a number of roads for having deferred maintenance; are you one of 
the lines? 

Mr. DrsTix. No; we are not. "We have one of tlie best on-time per- 
formances, over our section. AVe have the lines from the Penn Central 
and deliver to Central Vermont who deliver to the Canadian National 
that goes to ^Montreal, but our schedule that is based on running time, 
and the schedule that is maintained actually is one of the best on time 
performances of Amtrak records. 

Mr. FLOKIO. Thank j'ou very much, 
ilr. ADAMS. Mr. Skubitz, any (juestions? 
Mr. SKVIUTZ. You operate a paasenger service at a loss? 
Mr. DrsTix. It is overall a loss; yes, sir. It was what we call a 

subsidized passenger operation on aira\oidable basis. In otlier wonls, 
we collect from the passengers the rates that are established by the 
IMasi^achufietts Bay Transit Authority, and the total avoidablecosts 
that are dii-ectly related to our opeiating conmiuter service ai-e re- 
imbursed to us by MHTA. Thev don't pay us any user charge or inter- 
est on investment, and they don't pay tov.ard the program maintenanco 
of tlie track. 80 it is not a complete reimbnrsemejit on the total loss, 

Mr. SKTHITZ. Have you attempted to make an adjustment on it? 
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Mr. DrsTix. "We have attempted to, but they refused up to tliis point. 
Because of our continued negotiation to sc'l ilio lines to AIBTA with 
other provisions, we iiave not forced it because we want to continue 
to maintain commutei- lines and jrood reiatiousliips Avith these people 
until the sale is consunnnated or vro tind out the sale cannot be iruide. 

^Ir. SKVBITZ. "\Miat is there in the foreseeable future to make vou 
feel by upfrradinfr the maintenance of your roadbeds that you can tlien 
operate as a profitable line ( 

Mr. DrsTix. It is not just the roadbeds, and that is an imp<n-tant 
part, but we have done a lot of thintrs in tlie last few yeai-s to reduce 
casualty losses and a lot of things to improve etiiciency of the railroad. 
AVe have taken certain stei)S that perhaps siiould have been taken yeai*s 
ago but were not to improve productivity and make it a better operat- 
ing railroad. 

Certainly there is a lot of vahio in improving your rights-of-way; 
you are reducing youi- derailment potentnil which over the years costs 
as much as $o million in some years for the B. & M. We can run our 
trains faster, which leduces the crew pay and gives us an opportunity 
to get more business. Theie is a direct relationship to bringing a line up 
to standard and then improving it on a program basis like mass 
production. 

Right now, our main-line track that is in bad condition pi-obably 
costs us $10,000 a year per mile to maintain because^ you are always 
out there doing emergency work. But if you bi-i)ig a line up to standard 
with good tie conditions and good rail conditions, well ballasted, gowl 
drainage, and surfaced i)roperly. you only have to go back eveiy 7 or 8 
years on that piece of tiack on a program maintenance basis and re- 
store the ties and do major surfacing. 

On that basis, you are probably—your costs per year probably would 
be reduced to $2..')00 per mile, and tiiis is an actual sjivings in nuiinte- 
nance of way, and you also experience the imjirovemeut that your 
•whole railroad will benefit by faster ti-ain ojjeration and so on. 

Mr. SKUTUTr',. Freightwise. did you haul more freight or dollarwise 
last year than the [)rioi- years? 

Mr. DisTiN. Fieight, yes, sir, we did, and dollarwise yes because 
of a rate increase. 

Mr. SKTIUTZ. Does your freight thow a profi*^ or loss? 
Mr. DrsTix. The fI'eight shows a lo.ss. Probably last year on a fully 

accrued basis oiu- freight losses were between $2 and $4 million. Our 
total ordinary loss for 1974 was sM million, but we consider about 
$1 million of that probably going back to passenger service, a million 
or two. 

Mr. SKTBITZ. Does it take into consideration the fact you didn't 
pay your taxes ? 

Mr. DrsTix. Yes, sir, it is fully accrued. Taxes, debt, services, 
evei-vthing. 

Mr. .SKnnxz. TTow much tax do you pay ? 
Mr. DrsTix. We pay about $4 million a year in jiroperty and local 

taxes. 
^Ir. SKXTBITZ. That is all. 
Mr. ADAMS. Thank you. Mr. Skubitz and Mr. Florio. Thank you 

very much for some excellent testimony. "We appreciated it; it was 

06-654—73 10 
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very candid and very much to the point. You have assisted the 
coninuttee. 

The committee will stand in recess until 2 p.m. on Thursday, when 
it will meet in this room, and we will try at that time to hear the 
witnesses that have been scheduled for Wednesday and Thursday. 
There is a conflict tomorrow with the full committee meeting and with 
the caucus meeting, and that is the reason the subcommittee will not 
meet tomorrow. 

We will stand adjourned, subject to the call of the Chair. 
[Whereupon, at 4:35 p.m., the subcommittee adjourned, subject to 

the call of the Chair.] 
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WEDNESDAY, JULY 9, 1975 

HOUSE OP EEPRESENTATrvEs, 
SunCOJUriTTEE ON Tl!AXSI»OnTATIOX AND CoMJIERCE, 

CoMMin-EE ON INTERSTATE AND FOREIGN COJIMERCE, 
Washington, D.C. 

The subcommittee met at 10 a.m., pursuant to notice, in room 2218, 
Eaybuni House Office Building, Hon. Fred B. Eooney (chairman) 
presiding. 

Mr. EooNEY. The committee will come to order. We are resuming 
hearings today on H.R. 6962, H.R. 6808, II.R. 4622, and Senate bill 
1730 and similar related bills. More than a dozen bills relating to jobs 
for rehabilitation of the railroads have been introduced in the House 
of Representatives. The list of authors and coauthors is too long to 
read into the record. This extensive interest is indicative of tJie veiy 
real concern for people, for jobs, for upgrading tlie railroads, and for 
better and safe transportation for all of us in the United States. 

I have heard little, if any, opposition to th^ bills. The basic purpose 
of these bills is to give willing workers some work to do and get things 
done on our railroads that need to be done. 

This committee will, of course, make the determination as to what 
is the appropriate legislation to accomplish these pui-poses. As in most 
of our work, this very difficult question arises. Is this a matter which 
should receive priority in the use of taxpayers' funds? 

At this point, I would like to apologize for the inconvenience caused 
the witnesses and other parties by the delay in completing the hearings 
on this subject. It was a matter of priority, the emergency energy bill, 
which forced the postponement of these hearings. 

Our first witness today is our very distinguished colleague and 
colleague of mine from the great State of Pennsvlvania, the Hon. 
H. J. Heinz III. 

STATEMENT OF HON. H. JOHN HEINZ III. A EEPESSENTATIVE IN 
CONGRESS FROM THE STATE OF PENNSYLVANIA 

Mr. HEINZ. Mr. Chairman, thank you. I am <rrateful for the oppor- 
tunity to appear Iwfore your Transportation Subcommittee to testify 
in favor of absolutely essential legislation to create meaningful jobs 
rehabilitating our Nation's badly deteriorated railroad rights-of-way. 

My interest in this legislation goes back many months. As a result, 
I have become deeply involved in trying to addiT.ss the many questions 
that confront an entirely new legislative idea, ily answers to these 

(U3) 
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questions resulted in H.R. 4622, which you kindly included anionjr tlic 
bills to be considered for markup in tiiis committee, wliich Mr. Skubitz, 

I Mr. Hastinofs and I introduced on March 11, 197.5. Since that tinip. 
! 01 of our colleagues have joined in cosponsoriiifr U.K. 4622 or identical 

bills, and the concept has been strongly endoi-sed in the press, by 
industry groups such as USRA and AAR. and by a diverse group 
of labor organizations including the United Steelworkers of ATiierica, 
the United Transportation Union, the American Federation of Coun- 
ty, State, and Municipal Employees, the Railroad Labor Executives 
Association, and the AFI^CTO. 

Wliile it is fair to sav that the other major bills under consideration 
by the subcommittee—S. 1730. H.R. 6H()8, and H.R. 6962—aim at the 
same idea as H.R. 4622, there are numerous, substantive ditl'ercnces as 
v.ell. It is how H.R. 4622 is difl'ercnt and why it is different that I 
would like to discuss today. 

H.R. 4622 authorizes $2..5 billion over 21,^ years for employment 
purposes only. In this respect. H.R. 4622 su])piies .substantially more 
money over a longer period of time for employment than any of the 
other bills under consid'eration. The reason for this is twofold. 

First, information I have received suggests that up to 90.000 people 
could 1)6 productively employed in railroad right-of-way and yard 
maintenance. It is estimated tiiat the expenditure of funds at the $1 
billion annual rate, proposed in H.R. 4622 would employ apj^roxi- 
mately 6.5.000 people at rates of pay and fringe benefits under existing 
industry contracts. 

?iIoreover, to the extent that materials are on hand or immediately 
pioctirable. n substantial'portion of the.se people could be pnt to woik 
aliuost at once. This, of course, would liave a very beneficial effect on 
our eco7ioniy. In recognition of the possibility tliat tjie major employ- 
ment effort contemplated under H.R. 4622 might necessitate additional 
production capacity for steel rails, T have made inquiries of the Ameri- 
can Iron and Steel Institute, the United States Steel Co.. the head- 
quarters of the United Steelworkers of America and the I'nitod Steel- 
workers District 20 officials to ascertain how quickly I'ailmaking 
capacity mifht be brought into production. I am advised that such 
capacitv could be 7nade available as quickly as 6 months and in no 
more than 12 months. 

H.R. 4622"s 2i/>-year funding period is substantiallv longer than 
that anticipated by any of the other bills, and it has been proposed 
with several thoughts in mind. Li the first instance, it s(>ems highlv 
imlikely that aiiything less than a 2i£>-year program will siirnificantly 
contribute to improving the conditions of our Nation's railroad system, 
which in too many cases has been the victim of mismaniVJTement or 
Federal subsidies to competing transjiortation modes, or both. The 
re>*ult too often has been deferred maintenance—in some cases sub- 
stantial maintenance has been deferred for SO or more years. Of 
l)erhaps more importance, the President's Economic Report foreca.'its 
.1 rate of imemDloyment persisting at or near the level of 8 percent 
for the next 3 fiscal years. For this rea.son alone, we should .structure 
cny railroad employment program for substantial continuity and 
longcvit}-. 
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Anothpi- (lifforonce is that II.R. 4622 provides solely for employ- 
mont assistance and only in the form of grants as opposed to loans. 
To some, it mi<.>;i)t appear that we arc not requiring the railroads to 
contribute any quid pro quo in the form of matchinf;: contributions 
oi- princiiMjl "or interest. Wo have drawn our legislation this way 
because FKA information indicates that for every $1 expended for 
employment in tlic maintenance and upgrading of yards. righ(s-of- 
way and so fortli, railroads nuist spend up to $2 additional for 
material and eciuipment such as rails, ties, and crushed rock. In many 
ca.ses, tlie laying of railroad track is highly automated and the cost 
of the labor involved is proportionately small compared to the capital 
and material costs involvecl. The result is a high proportion of cost- 
sliaring by railroads l^aying for the material. It goes without saying 
that as j-ailroads spend tlieir own money to acquire materials and 
equipment to lay and install track, their purchase of these items neces- 
sarjlv employs large numbei-s of people in the supplying industries, 
wliich number among them such economic sectors as steel, lumber, 
an.d macliinery. 

Tills cleai'ly repi'esents an inq)ortant and beneficial "employment 
rijiple eilect" (Iiat, by increasing spending in the private sector, stim- 
ulates our entire economy by creating many a<lditional jobs. E(|ually 
important, the expenditure for material by railroads results in major 
costsharing l)y any a]jplicants receiving employment grants under 
tlio legislation. 

H.R. 4622 specifically avoids loan provisions for materials because 
t]»e evidence is tliat they are totally unnecessary and a Avaste of tax- 
payers' monev. For example, one must particularly question tlie need 
fnr material loans wlien two bankrupt railroads, in testimony liefore 
tliis committee, have indicated that they are managing to stockpile 
materials in snite of their shakv financial condition. The Rock Island 
has testified that it has over 500.000 ties available and has on order 
JO miles of rail. The Boston & ]Maine said it has stockpiled 208.000 
ties and 26.4 miles of rail but lacks the financial capability to hire 
t}>" neonle to use these materials. 

If "bankrupt" railroads such as the Rock Island and the Boston 
S: Maine have this kind of material available, how much material 
do the solvent railroads have on hand or on contract? Until we have 
these answers we cannot reasonably justifv the need for another loan 
])roo'ram for rail materials to the American people who will ulti- 
Tna*elv pav the bill. As it is. railroads in reorganization under Con- 
Rail nb-eadv have access to loan funds under section 215 of the Re- 
."ion'^l Rnil Reor'ranixation Act. Therefore, until any other railroads 
cnn insfifv n real n^ed for another loan program, I see no reason for 
th" Confirress to create oTie. 

Of nar*^ic'dar ipmortance in proparinc H.R. 4622 has been the ^^ro- 
tr>r.*;on of the public interest. To guarantee such protection. K.R. 
4P-22 contains two provisions which to.o^ether appear to Ix- touffher 
ar'l +o CO further than anv of the other bills being considered. 

Fir«t. section (b) (3) of H.R. 4622 mandate's that the Secretary 
establish terms and conditions to safeguard and protect tJie public 
interest in any financial assistance granted. In addition, we have 
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amciidecl H.R. 4622 to prevent any railroad, its shareholders or 
creditors from proliteeriug from any ejnployment grant, tjpecifically, 
Me i-eqnire tliat in the event of tiie sale, lease, or transfer of any 
proj>erty improved by grants received vmder such rail legislation, the 
])rolit or gain attributable to any such transaction must bo turned over 
to the U.S. Treasury. This amendment was oiiginally published in the 
Congressional Record on April 30,1975, and has been incorporated into 
thetextof H.R.4()-J:i. 

Mr. Chairman, wc have also tried to write 11.11. 4()-22 to promote a 
reasonable amount of administrative sijnplicity and ficxibility in the 
making of grants for employment purposes. ILR. 4622 allows the 
Secretary of Transportation considerable disci-otion based on the need 
for the grant and the benefit resulting tlieivfrom. Specifically, H.R. 
4022 provides that tlie Secretarj' "may give preference to" certain 
priority categories such as: 

Raihoads in reorganization imder section 77. 
Carriers serving areas witli a high degree of unemployment, 
Lines with high density freight and passenger services, and 
Lines serving fossil fuel areas. 
In other words, H.R. 4622 encourages the Secrefaiy to eiuphasize 

these goals in meeting the purposes of the act. but it does not bind the 
Secretary with mandatoiy pro^'isioIlS. Coi'respoudingly, we would 
caution against unduly resti'ictive language limiting what entities 
may receive job creating grants. 

A case in point is section 6 of S. 17-"10, which lauiruncre is also con- 
tained in H.R. 6808 and H.Ji. 6!)62. TJie languaiic of this section may 
arbitrarily deny employmeiit op))ortunities to tens of thousands of 
Americans because an entirely desirable project may not meet aJiy one 
of the six narrow criteria. 

For example, no one knows wluit railroM.ds wiil ho included in the 
final system plan dexeloped by USRA. and if tlie scftiou 6(1) criteria 
for eligibility remain, this ambiguous definition may delay full im- 
plementation. A similar situation exists with the ci-iteria of section- 
6(4), tlie limitation applying to track usage of at least .5 million gross- 
ton-miles per year. 'Sir. Harold Crotty. speaking for tlie Railway 
Labor Executives As.sociation. addressed tiie problems of this provi- 
sion when he testified before the Setuue on S. 17".0. He stated: 

yVo do not bplievp the discretion of the Secretary should he so rcstricte<l. If 
the Secretary determines n line i.s deslmble for future needs, he should he able 
to provide the funds for its restoration, otliorwise such a line—wliich indeed 
may now be transporting several million gross-tons annually—will surely be 
abandoned. 

Jlr. Chairman, I happened to be in your district last week looking 
at some I'ailroad track. And the track that serves as an economic life- 
lino numing throuirh the middle of your district would not, because it 
serves ai>proximatrly 2 million gross ton miles, be eligible for assist- 
ance under the Senate bill. Similarly in Canilu'ia Coiuitv where there 
is a line, Irvona Branch line rounds ofl' the main line of Penn Central 
starting in Cresson, Pa., going some .">0 miles. Xoi+h. this line currently 
serves a numl>er of coal mines in central Pennsylvania. 

At the present time, oidy 250.000 tons a year can be transported on 
that track. It can only bo ti'ansported on that track because the track 
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is in such terrible shape that more coal literally cannot be moved on it. 
In fact, the speed at wliich trains are limited to is 5 miles per hour. 
It takes 71/2 hours to move 37 miles with frequent derailments. In fact, 
on the da3' I visited the Irvona Bi-anch of line in Crcsson, three diesol 
engines were up to their axles in mud as a result of a derailment. The 
rail simply tipped over because the line was in such bad condition. 

The superintendent of the mine of Cambria Coal Co.. which 
produces *250,00() tons of low sulfur, less than 2 percent sulfur coal, 
^vas tlicre because he had a larpe economic inteiest in the coal cars be- 
hind the engines and he has indicated publicly and also to me that were 
the rail lines on the Irvona Branch line in better shape, they would 
expand the capacity of that line from 250,000 tons a year to 750,000 
tons a year, a threefold increase in the production of low sulfur coal. 

Therefore, Air. Cliairman. T cite that as an example of one of the 
many cases that I would be happy to provide foi* the lecord of restric- 
tive provisions in the Senate bill and some related bills which I thinlc 
Avould be injurious to the best interest of the economy. 

Another i)roblem is 6(5). "While section 6(5) seems to be a catchall 
to include those carriere that do not meet the other criteria of section 
6, but are politically popular enougli to catch someone's attention, I 
liave serious resei'vations about how this would work in practice. For 
example, if the State of Pennsylvania wanted to rehabilitate a lin& 
that ran ijito a neichborinir State, and tliat neichlwrinf^ State would 
not ask the Secretary' to rehabilitate the poi'tion of the track continuing 
intx) the neighboring State, wliat would happen? At best, there would 
be confusion. At worse no grant would be made, and this is all too 
likely to be the case. I liave concluded that if our goal is to eliminate 
serious rail safety hazards in areas of high unemployment, binding 
provisions such as those in section 6 of S. 1730, however well-meaning, 
are counter productive and should be modified or, at the very least, 
made permissive or nonbinding priorities. 

There are three other jii-ovisions of H.R. 4622, Mr. Chairmnn. that 
I believe are essential to any effective rail jobs legislation. Wliile the 
provisions are largely self-explanatory I wish to very briefly call 
tliesc elements of H.R. 4622 to the attention of the committee. 

They are: 
Section (e)(2)(A), which requires that applicants have sufficient 

material on hand or on order as a condition of receiving a grant, 
Section (3)(2)(B), wliich requires assurances written onto the 

application that grantees will not substitute railroad jobs for existing 
railroad jobs, and 

Section (g)(1), which requires railroads to take several steps to 
insure that persons employed under Federal grants wUl have maxi- 
mum prospects for future employment. 

To my Icnowledge, none of the other bills under consideration con- 
tains such provisions, which, taken together, strengthen both the 
immediate and long term employment effects of a rail rehabilitation 
jobs program. 

In conclusion, IMr. Chairman, I particularly wish to commend the 
subcommittee for addressing itself to the question of providing mean- 
ingful work at a time when so manj job creating efforts seem to be 
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aimed only at raking leaves, sweeping streets or shuffling paperwork. 
Legislation to provide onii)loyment in rehabilitating our deterio- 

rated railroad rights-of-way, if enacted, will provide two particidarly 
attr!icii\e benefits. First, it will result in a fair day's pay for a fair 
day's work. Second, and of particular importance to our Nation's tax- 
payers, rehabilitated railroad trackbeds Avill be a long lasting and 
nearly permanent public benefit. SpeciScally, well maintained rail- 
road rights-of-way will repay the taxpayer many times over in faster, 
cheaper, and safer rail transportation for passengei-s and freight. I 
cannot stress too strongly these substantial and valuable consumer 
benefits. 

Nonetheless, there is one other important benefit. There are those 
who argue that this legislation is too costly. I believe such critics are 
wrong and am convinced that failure to enact legislation like H.li. 
4{'>22 will be more costly still. In fact, the Library of Cojigress has 
f'stimated that the Federal Government wouki directly and immedi- 
ately save one of every $3 expended because of offsets in unemploy- 
ment compensation, welfare benefits and tax revenue gains. Taking 
into accoimt the indirect "ripple" effects of railroad material purchases 
and the increased consumer purchasing power on reducing other mi- 
employmeut and generating other taxable payi'olls and business re- 
ceipts, it is estimated that the Federal Government will actually break 
even in enacting legislation like H.R. 4fi2"2 because for ever\' dollar 
spent, we will save $1 in outlays and that is good news indeed for 
taxpayers. 

Mr. Chairman, the job grant program of H.R. 4622 is admittedly 
a sliort term measure and a first step toward the massive challenge of 
making the Nation's railroads do the job they should be doing. But I 
do want to reemphasize tJiat with better, safer tracks, railroads could 
move into a more competitive position with other carriers putting 
downward pressure on all transportation coats. Loans for boxcars, 
locomotives and other rolling stock will not do much if anything, to 
achieve this. Material gi'ants and loans simply won't increase the speed 
of the average loaded freight train from the unbelievably slow speed 
of 3.1 miles per hour. Putting people to work on rehabilitating the 
roadl^ds—on the contrary—will help make railroads more competi- 
tive. In addition, and most important, we will l)e providing meaning- 
ful jobs at a time when our people's need has never been greater. I 
stiongly urge early action by this subcommittee and prompt con- 
.Tressional enactment of legislation like H.R. 4022. Such coneressional 
initiative, in my judgment. M-ill help silence those critics of Congress 
who say Ave have not the imagination, wit or will to enact into law 
meaningful answers to our nation's economic and energy woes. 

I ihank the committee and its distinguished chaii-man for this 
o]iportunity to appear, and am willing to respond to any questions 
you mav have. 

;\rr. RooxKV. Tliank you, A-ery much, Mr. Heinz. I do appreciate 
your testimony this mornincr and your great interest in this problem. 

Of course, we discu.ssed this on manv occasions over on the floor of 
Congress. How is your bill H.R. 4fi22 jirotecting the American tax- 
payers from a giveaway of $2i/^ billion to railroads that are operating 
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in the black? I am talking about railroads that are viable railroads^ 
making money, making profits, making dividends. Will you advocate 
giving iiioney to railroads that are making money? 

Mr. HEIXZ. Only if it is in the puljlic interest. Mr. Cliairman. And 
as I indicated in my testimony, our legislation, H.R. 4622 attempts, I 
think successfully attempts, to protect the public interest verj' s^je- 
cifically by doing two things: 

First, it directs the secretary to take whatever steps he deems neces- 
sary to protect the public interest. 

Second, so that it is impossible for any railroad, its creditors or 
its shareholders or any otiier l>encficial interest attached to or a part o£ 
that railroad, from profiting under any employment grant under this 
legislation. "We specifically pi"ovide that in the event of a sale or lease 
or transfer of any asset, improved by virtue of employment grants 
under this legislation that the amount of such grants made by the 
Federal Government for emploj'ment purposes be returned dollar for 
dollar to the U.S. Treasury. 

Mr. RooNKV. But if they don't transfer the properties, if they don't 
sell the properties, you have improved the properties at the taxpayers* 
expense. 

Mr. HEINZ. I would say that the pi-operties are improved just as we 
improve waterways by the Corps of Engineers which are funded by 
the Congress. I would say we would he impi'oving the roadbeds just 
as we improve interstate highways by building them with Federal 
dollars. 

Mr. RooNEY. Would you advocate taking them over? 
Mr. HEINZ. May I finish my response, Mr. Chairman ? 
^Ir. RooNEY. You may. 
Mr. HEINZ. I would suggest that what we are talking about here in 

this leffislation is eventually a new concept of a public-private partner- 
ship. It is attempting to make a very firm distinction on the one liand 
between private ownership and operation of the railroads or tracklied 
or whatever, on the other hand; and equally firm distinction between 
the ownership of the roadbeds on some basis or other or a trust fund 
approach such as has been ])roposed by the Governor of Pennsylvania. 

What I am suggesting here, you don't have to have a dichotomy like 
that. That it is possible as we did with lend-lease during World War 
II. to give a benefit of a restricted kind to the railroads whi^h is 
returned many times over to the taxpayers. It is a new kind of jmrtner- 
ship that does not fall into either category and to which are attached 
certain provisions which would prevent profiteering? 

Mr. RooNEY. I have one final question. What is the difference be- 
tween this bill. $-2i/r> billion giveaway to railroads versus the $5.6 bil- 
lion jobs program that was vetoed by the Pi-esideut ? 

Mr. HEINZ. I think there are many obvious differences, Mr. Chair- 
man. Could you IK? more specific ? 

Mr. Rot)XEY. Here he said the Government cannot afford $r>.6 billion 
to put people back to work. Xow, do yon think that the President will 
accept the $2i4> billi(m grants to railroads to ]>ut people back to work ? 

Mr. HEINZ. I think, ilr. Chairman, that in this conmiittee room ai? 
between the committee and my.self as a Member of Congiess, the issue 
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IS larjreJy what we as Congress tliink is sound policy and whether we 
are willing to make the effort to try and enact sound policy. It can 
never be certain that other people will agree with you or me, whether 
it be the Wliite Ilouse or whether it be our own colleagues. 

Therefore. I am certainly in no position to answer your question 
directly for the administration. I would only point out to the chairman 
that I have seen very good editorial comments from around the United 
States. I have i-eceivcd editorials from Houston, from "Wisconsin, from 
many places in Pennsylvania, from all over the United States sup- 
porting this idea. T must sti'ongly disagree witli the chairman's char- 
acterization of this and the other legislation before this committee 
as a "giveaway." 

It is not a ^2V> billion giveaway and I respectfully request that 
you look carefully at the legislation. If it was a giveaway, there would 
not be the muncrous terms and conditions and strings attached to the 
legislation that is part and parcel of H.E. 4622. 

In fact, I am suggesting to the committee that should the com- 
mittee choose to wiito its own version of legislation, should the com- 
mittee choose the Senate version which passed fi7 to 10 in the Senate, 
then tlie committee should strengthen such legislation by using the 
provisions that aie in H.E. 4622 to prevent giveaways. 

Mr. EooxFT. Your bill does amend part i> which is a loan guarantee 
to railroads for financing capital expenditures. 

Mr. HEIXZ. My bill amends part t>. Mv. Chairman? 
Mr. RooxKY. Part '> is loan guarantees. 
Mr. IIuixz. My bill does not amend part 5. 
Mr. RooNEV. Part 5 of the Interstate Commerce Act is loan 

•guarantees. 
Mr. HEIXZ. Tlio legislation, in fact, is drawn as an additional section 

to the Interstate Conunerce Act. Mr. Chairman. It does not, in fact, 
change any provision in existmg law other than to add a new section. 

Mr. RooxEY. Mr. Florio. 
Mr. pLoran. Obviously, I am very sympathetic to most of the points 

you have raised. I commend you on raising a number of other good 
l^oints. I am not going to go into specitlcs, but amplify a point the 
chairman made. It is not really a matter of speculation as to what the 
administration is going to do. I liave had conversation, I suspect every- 
body lias had con\ei-sation, with the secretary and representatives of 
organizations and tlie fact of the matter is they are not clearly enthused 
about any of these bills. 

My biil is merely S600 million as contrasted with the larger figure 
in some of these other bills. In all but certain terms they told me they 
would not support any of these. Perhaps, with a greater degree of rap- 
port you have with the administration than I do. I was wondering if, 
in fact, there has been any attempt to discuss what would be an ac- 
ceptable figure to the .ndministration. accepting the fact there is an 
employment problem, and accepting tlie fact the railroads' right-of- 
way and ti'acks are in a state of decay, it is a national disgrace. 

What, if anything, is the administration Avilling to do on a short- 
term basis? I know what they are doing long term and they want to 
handle it on a long term expensi%'e proposition. 
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Tho expense is 'wortli it. but that is not poinp; to deal witli the 
immediate problems we liave and I really don't think we are going to— 
it is not a matter of tliinking—I am positive we are not going to get 
tho cooperation of tiic administration as we have seen in the hist 
number of weeks in the Congress. AVe have to have some cooperation 
with the executive branch in order to resolve this problem as well as 
others in tiiis counti y. 

Mr. IIEIXZ. 1 would tliink, Mr. Florio, that it would make some sense 
for tho committee to tr\- and come to a resolution of the issue as to what 
kind of specific piece the subcommittee thinks is a good piece of 
legislation. 

Until you get into a markup session, of course, you can't possibly do 
that, at which point then there is a position on tiie part of tlie commit- 
tee that is negotiable. 

I would suggest that at this point, the committee is negotiating from 
wealcness that you have not taken a position on this legislation, and as 
such, you cannot expect anybodj' to negotiate with you, if that is what 
you want. 

Mr. Fr,onTo. I tliink it is really a hearing on a number of bills. We 
have four or five 1 lills with different operations, the loan approach and 
tbe grant approach. I would have thought, and still think, that it has 
been the best approach, that we have put out the feelers and now it is 
incumbent upon the administration to say these are the different ap- 
proaches and liills and options. We would prefer this. 

I would ask your assistance and assistance of some of the minority 
members to attempt to urge the administration to show us some sign 
as to what it is they would have us do if, in fact, we are going to address 
this very serious problem. 

Mr. ilKiNz. If I may respond to you, Mr. Florio, making two 
comments. 

First of all, I would reiterate that until the committee indicates that 
it has a will of its own. that it doesn't intend to do just what the ad- 
ministration asks, until it stakes out its ground and says. OK, here is 
what we tliink is right, but we are willing to compromise, not on prin- 
ciple, but on tho issue, on the minor issues involved. Until the commit- 
tee has staked out its ground in tho form of its own piece of legisla- 
tion. I don't tliink you can have a meaningful conversation with 
anyone until you do your negotiating from weakness. 

T don't think that should be the position of any couiiressional com- 
mittee. It certainly has not been the position of our Health and En- 
vironment Committee as we mark up the Clean Air Act. The commit- 
tee is doing wliat we think is right. We listen to the administration 
and we listen to our constituents and various points of view, and you 
and T are working riglit now on the Clean Air Act on this line. 

Second, on the energy bill, as another example, there were many at- 
tempts on the part of my subcommittee. Energy and Power, and the 
full Commerce Committee to write what we thought wjis a good energy 
bill. We have not come to the horse trading point with the administra- 
tion ns yet on that bill in my judgment. 

T think your point that what you should do is negotiate without a 
position is not a realistic point of view to begin with. It runs counter 
to everything, I thinlc, the Congress should stand for. 
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I woTjld ]X)iiit out also, that there is considerable bipartisan s-up- 
poi-t for fchis kpislation. t think it is significant that tlie lankin-f Re- 
publican on your committee. Mr. Skubit/,, is a co-sponsor of legislation. 
Mr. Hastings, the distinguished gentleman from New York is also a 
co-sponsor. Tlie Kepublicans have, on the Transportation C'onunittee, 
stood united for this legislation. 

The ranking minority ^Memlier of the Commerce Committee, Mr. 
Devine, is also a co-sponsor of identical legislation. The vote in the 
Senate, a vote of 67 to 10 in favor of this legislation, was a very bipar- 
tisan measure, and I might add the principal sponsoi-s of this were 
Jim Buckley and Jacob Javits. ^Ir. Buckley i>eing thought of as a rela- 
tively consemative Kepublic^in and Mr. Javits being thought of as a 
relatively liberal Kepublican. They managed to agree and they got a 
piece of legislation the Senate considpi-s goo<l. 

I would like to think the House of Representatives can also get itself 
together on a piece of legislation thev think is good. Xonetheless, I am 
committed to the enactment of legislation. 

I didn't propose this just as a means of spending my time with your 
committee this morning. I proposed it because I tliink it needs to be 
enacted and to that end. I pledge whatever help I can be to you with 
the administration, or whoever, to bring about an agreement that is 
enact able by whatever means. 

Mr. RooNKY. Mr. Hastings. 
Mr. HASTIXGS. Thank you. 
Of course as co-sponsor of your bill, I obviously share some enthu- 

siasm to this approach, a combination of problems I see. The imem- 
Eloyment problem, serions problem \nth the conditions of the road- 
eds. particularly the bankrupt railroads of the country. I might make 

the observation I think regardless of what the vehicle is for improving 
the roadbeds of the country, the Federal Government is going to have 
to do it. 

Is that a fair assumption? 
Mr. HEIXZ. I would agree, but I think your committee is even in a 

better place than I because you are more knowledgeable. 
Mr. HASTINGS. It seems apparent to me if we aro going to save the 

bankrupt railroads and not go to nationalization that that kind of 
commitment is going to have to be made, and T certainly too would 
like to respond to the chairman's que.stion, whether or not this is a 
giveaway. 

I see the Congress taking so much action so frequently. T might cite 
one that is going to be on the floor this week where the Fedei-al Gov- 
ernment has committed $1 billion for the training of doctors and den- 
tists in this country over the past 3 years which is certainly aubsidv by 
the taxpayer's dollars, and we don't seem to think there is anythii^ 
out of order in that. 

Yet, here we ai-c with a vast unemployment problem for medium 
income people, and with the knowledge that if we are going to save 
the railroads of this countrv, we are eoinir to nuike a Federal commit^ 
ment which will be asked oif the ConRail proposal in front of us to do 
precisely that. 

I look at this as a pragmatic approach to solve one part of the em- 
ployment proffram and the commitment of dollars that is going to be 
in the form of meaningful employment. 
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That is an oversiniplificntion I am sure, but that is my viewpoint of 
this kind of legrislatioii. Ijoth yours and mine, Mr. Florio, and others 
fluit have been introduced. They make a frreat deal of common sense. 
It is a little ref leshinjr to see the Conjrress appi-oachinp; something: that, 
in fact, includes a little bit of common .sense. I would like to be a party 
to it. 

Tlie State of New York has raised a question with me, would I t^ke 
a look at the possibility of the inclusion of a formula, specific formula, 
in the legislation as to the allocation and funding, and they pointed 
this out. if you can use the unemployment rate, population, miles of 
Imnkriipt railroads and total miles of railroads within the State as a 
basis for the allocation and funding that it might be better equity 
tlian if we just leave it up to the Secretary. Would you be adverse to at 
least a consideration of that kind of a formula ? 

Mr. IIKIXZ. Tlie legislation, in fact, attempts to develop some direc- 
tion to the Soci-etary very much along the lines you suggested. 

On page 5 of my testimony I indicated that the Secretary is supjiosed 
to give preference to railroads and reorganization, carriere serving 
areas of high degrees of unemployment, lines with high density freight 
fi!ul jvas-senger service and lines serving fossil fuel areas. Because I 
didn t have the compute!- capability to simulate a formula such ns you 
have suggested, what I attempted to do M-as give direction to the Secre- 
tiuy to achieA'c what 1 liope is substantially the same result of a fair 
allocation of the money around the country based on need. 

I would like to add, if T may- too, one ]K)int that was brought home 
to me very forcefully on Weclnesday last week as to just how vital 
this legislation could be to consume>"s. 

On Wednesday I was in Lancaster. Pa., looking at tlie new Holland 
fec<mda:y track line which runs off the main line of the Penn-Central 
and serv'.'s two industrial park's. 

On Tuesday it was announced that that line was not going to be 
iufludi'd in ConRail. Virtually assuring that should that decision hold, 
that tlie two iiulustrial parks there would .sutler sul)staiilially. Those 
two industrial parks are almost es.sential to the functions of Agway 
in Ijancasti'r (\)unty. Pa., because Agway has two big terniinals in 
tliose parks and, second, as 1 am sine many of you are aware, the 
nii.'biJe home inchistry is tremendously iniftortant in Lancaster- County 
and tiiest^ two industrial p-nks which are being served by this brunch 
line are, iai f;ict. c^'uters of prodtn-tion of mobile homes. Without the 
tracks, the mobile home industry thei-e would l)e cut otf hn-gely froui 
vciy vital soiirces of supply which they would have to bring in, pre- 
sumably, by truck and at additional expense. 

My ci)nstituents complain about the cost of food and they complain 
about the cost of housing, and if the jiew Holland secondary track 
yvew to be abandojied. atul it might well be rehabilitated under this 
Jtgisiation so it would be in good enough shape to bf included in 
CoiiRuil, we -would suffer acordinirly. AA'e would suffer in housing, 
we would suffer in the cast of our food. And there is the opiiortuuity 
for us to turn this situation around verv quickly with legislation like 
this. 

Very (juickly, because while there is. 1 know, an interest on the part 
of the chaii-m.an of the couiuiitfee in finding some land of long-Xei-m 
•aibitlon to the problems of the railroads whieh are developed over the 
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last 30 or 40 j^ears, I think we have to l)c realistic and understand we 
are not going to lind that solution overnight. 

There are going to be treniendons disagreoinents. There are going 
to be issues that are extremely difficult to resol\e. There are in that 
area many more tlireats of our inability to enact legislation. 

The proposiils provided from separate sources, including the admin- 
istration's, differ widely, and if we wait for a long-term solution to the 
railroad crisis and put legislation like this on a back burner and say 
we will inckide if in the final solution to the railroads, we may well 
have a final solutitm to the railroads which is tliere annihilation and 
along with it the annihilation of vital industries that our constituents 
arc all interested in as consumers. 

Mr. ILvsTjXGS. One final question. 
Air. KooNEY. Would the gentleman yield to me. 
]\ir. HASTINOS. I woukl be delightetl. 
Mr. RooxKv. You mentioned my name, you talked about a billion 

dollar giveaway to the intermediate schools in this country. Isn't there 
a provision in there that students have to rehnburse the Federal Gov- 
ernment once thej' graduate? 

Mr. HEINZ. I am glad you asked that. That happens to be my amend- 
ment. There is going to be a move to knock that out when the bill gets 
on the floor. 

Mr. RooNF.r. Maybe you can amend this bill too. 
Mr. HASTINGS. I would like to ask one question. 
A-ssuming this bill is marked up and is signed into law, how quickly 

do you think it will translate itself into a meaniuirful purpose? 
Mr. HEIXZ. So much depends on the attitude of the Department of 

Transportation. If it is signed into law by the President, I would 
assume that that would mean thei-c would be a very strong conunit- 
ment to making the legislation work. 

I knew the Secretary of Transportation before he became the Secre- 
tary of Transpoi'tation and he felt legislation like this had enormous 
merit. 

I know the Federal Eailroad Administration feels that work could 
become a Presidential and national proirity. They feel it would lie very 
impoi-tant to move on it and make it work just as quickly and effec- 
tively as posisble. 

Air. HASTINGS. From my question, one of the concerns of the jobless 
bill, it looks at some of the public work projects which would be 3 or 4 
years down the line before it could provide the kind of employment we 
pre interested in providing and. of course. T would be most anxious to 
determine if this legislation could result in that kind of employment in 
a reasonable period of time. 

Mr. HEINZ. T think we are talking about a matter of 1 or 2 months 
from the day the money becomes available to the day the first dollar is 
spent. It is much easier for private industry to put people to work be- 
cause they know how to employ those people. They have the mainte- 
nancc-of-way workers around 10,000 or more people laid off right now. 
It could be greater than that. I have no doubt that a substantial amount 
of people could be nut to work almost at once. Mr. Hastings. 

Mr. HASTINGS. Thank you very much. Mr. Chairman. 
ATr. "RooNET. Mr. Metcalfe 
Mr. METCAUE. Thank j-ou, Mr. Cliairman. 
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I would like to compliment you, Mr. Hoinz, on your very line state- 
ment, and without going into the merits of it I just say that I am cer- 
tain you have an immediate grasp of a need and need not have any 
research of the impoitance of establishing good roadbeds not only for 
the railroads but for the general economy, as well as for the employ- 
ment of additional people. 

How many employees would return to work under your bill ? Do you 
have a figure on those ? 

Mr. HEINZ. The legislation establishes certain employment priori- 
ties. Maybe I don't understand the gentleman's question. How many 
people would be emploj-ed under the legislation ? 

Mr. METCAF^FE. Yes. 
Mr. HEINZ. Approximately 65,000 at any one time, directly. 
Mr. METCALFE. GO.OOO ? 
Mr. HEINZ. At an\' one time. 
Mr. METCALFE. What would be the cost of upgrading the tracks 

under your bill ? 
Mr. HEINZ. The legislation would spend, if appropriated, $2^^ 

billion over a 21/; 3-ertr period. 
Mr. JIETCALFE. That is the total amount of your api)ropriation? 
Mr. HEINZ. That is the authorization. 
Mr. ilETCAi,FE. The Senate bill, Senator Hartke, as I recall, has a 

bill. His bill does not call for the expenditure of as much as yours of 
$21/2 billion. 

Mr. HEINZ. That is correct. My legislation calls for spending at the 
rate of $1 billion per year for 21A years. Tlie Senate bill is a 1-year bill 
containing $600 million or 60 percent as mui'h money as my bill for 
employment purposes, plus I recall $100 million in loans. It is a $700 
million package only over 1 year. Mbic is a $2 billion package. 

Mr. METCALFE. ITave you evaluated how man.y miles of rail you 
think your bill would cover ? 

Mr. HEINZ. I have tried to do that and found it very difficult to do. 
It is my hope that you will be able to do that more successfully than I. 
The statistics on that vary, but I can give you some examples. 

I mentioned earlier today your Irvona Branch line, which is 37 miles 
of track. It would cost the railroad $2..5 million for materials alone to 
rehabilitate the Irvona Branch line, 37 miles of track, and let me assure 
you it needs rehabilitation. Its the worst section of track I think I 
have ever seen. 

Under a rule of thumb, which I think is fair to say, it would cost 
about a million dollars worth of lalx)r to rehabilitate that track. Per- 
haps $2 million worth of labor. Therefore, we would be rehabilitating 
37 miles in this instance. $1 million or $2 million worth of labor paid 
for under the bill. 

Mr. METCALFE. In other words. ]Mr. Heinz, your bill is restrictive as 
to the number of miles on the lines where you woidd improve the road- 
beds? 

Mr. HEINZ. Restrictive? 
Mr. METCALFE. Yes. 
Mr. HEINZ. HOW do you mea n ? 
Mr METCALFE. Nationall V. roadbeds are in bad shape. 
Mr. HEINZ. If the question is, would it make a big dent in the prob- 

lem, will it rehabilitate all the tracks, the answer is "No." It would 
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vebabilitate a modest amount of railroad tracks because -we have tens 
and tens of thousands of miles of raihoad track. 

Mr. METCALFE. HOW many miles does your bill include of the tens 
and tens of thousands ? 

Mv. HEIXZ. I can't pive you an accurate answer to that and T hope 
in the hearings that you "can establish that. They were unable to 
estal)li.sh that question"in the hearings on the Senate side, as I under- 
st.and it. 

Mv. Mi-rrcALFE. "Who owns the lines of the roadbeds that your bdl 
proposes to upgrade ? 

>Ir. HuNZ. The legislation is silent as to who the Secretary- makes 
grants to. The railroads apply and they can be bankrupt railroads or 
they can be profitable railroads. 

The Secretary, however, has given substantial encouragement to 
give preference to railroads in reorganization under chapter 77 to 
cari'iers serving areas of high degree of unemployment to lines that 
have high density freight and i)assenger service and lines servicing 
fossil fuel areas in light of the energy crisis. 

^Ir. iUrrcALFE. Thank you very much. 
Mr. RooxEY. Mr. Adams. 
]V[r. .VDASIS. DO you think that it should be left completely in the 

disci-etion of tlie Secretary or that there should be a statutory 
formula ? 

Mr. IIEIXZ. For? 
^fr. ADAMS. Or a statutory formida. 
JIi-. HEIXZ. TO achieve what end ? 
Mr. AnAMs. To distribute- fi'2.5 billion. 
Mr. HKTXZ. I think that is up to the "will of the committee. If you 

can find a reasonable statutory fornuda. T would think that that might 
not be a bad idea, but I think you want to make sure that a statutory 
formula will meet needs. 

It is impossible for mo to know whether the needs of the railroads 
in "Washington State, where the di.stinguished gentleman is from, 
match the needs of some of tlie railroad tracks I have seen in my State. 
It is for this reason that I was personally imable to develop such a 
fonnnla, and instead have established a set of preference categories 
which I would hope could be the liasis for an equitable distiibution 
of the funds. 

I think the committee in the final analysis has to decide whether they 
want to nuike this an entitlement program or whether you want to do 
it on some basis of need. 

If you can come up with a formula that really works on the basis 
of need, it takes into account unemployment, takes into account the 
very del!ii)idated state of railroad track, takes into account the in- 
credibly low speed with which i-iiil cars move over certain section= of 
track as opposed to other sections of track. I think if you can take 
into account other nalional priorities S!U'h as the developing of fossil 
fuel resoiu-ces. then 1 (hink the conuuittee would be well advised to 
write into law such n formida. It is ])robablv diflicult to do. 

^fr. An.VMs. :Mr. Heinz, do you have anv feeling that this bill would 
be lens subject to a veto if it were part of an omnibus package? 

Mr. HEIXZ. It is impossible for mo to know what the omnibus 
package consists of. 



157 

Mr. ADAMS. The rail bill gambit we passed last year, a bill that 
passed and went over to the Senate and didn't come back. 

Mr. HEINZ. I can"t, obviously, prejudge. 
Mr. ADAMS. I am just asking if you have inquired, if you have had 

any word from the admmistration, that is all. 
Mr. HEIXZ. You are suggesting, I think, that you l^elieve that any 

legislation your subcommittee writes along these lines would be vetoed 
by the President? 

Mr. IVDAMS. I am just inquiring as to your information. 
Mr. HEIXZ. I have no information I can give you about the legis- 

lation written by the subcommittee because you have not written any 
yet. 

Mr. ADAMS. We had legislation written before. "\A'hat I am inquirmg 
of you, there are two proposals pending before the committee, actually 
tlirec, and I want to know if you just had any information you wanted 
to give us on the status of those that is my last question. 

Mr. HEINZ. Mr. Adams. I have no direct information about the 
legislation, on any of the three pieces of legislation, because I think 
that before the subcommittee is going to be able to make an inquiry 
that has any validity, the subcommittee needs to knovr what it -wants 
to do. At this point, the subcommittee is not marking up legislation, 
it has not made its will known to itself as to what direction you want 
to go in. 

I am suggesting that until the subcommittee has a piece of legisla- 
tion actively imder consideration that represents the initial and best 
thinking with respect to railroad jobs, that the subcommittee can come 
up with, that it is impossible to answer your question. 

Mr. FLORID. Will the gentleman yield ? 
Mr. ADAMS. Yes. 
Mr. FLORIO. YOU made the point a number of times. I think the 

members have attempted to make their points. I think the frustration 
.=ome of us have we feel in many respects we are going througli an 
academic exercise. 

YOU made the point that you think it is appropriate for us t« finalize 
some preliminary form of bill and then go to tlie administration and 
say, "What do you think?" I think this committee is taking a much 
more rational and much more accommodating ajiin-oach toward the 
problems saying here ai-e a numlier of options. Here are a number 
of proposals each of which deal with a problem in a ditT'erent way. 
but each of which would be satisfactory if we can get some sense of 
feeling from the administration as to what they want to do. 

Our difficulty on this committee I think through the course of this 
year with regard to the question of railroads and transportation is that 
we are not getting any signals. The ConEail was thought to be the 
Secretary's approach and the Secretary came and said, "This is not 
what Are like." We have something else under consideration. We reallv 
know what wo have under consideration, from the Attorney General's 
Office. We are not going to tell you right now. We need more coojjera- 
tion from the administration. 

T tliink our approach has been a fair one in attempting to work 
with the administration in giving them the different approaches wo 
would like to take and asking from them to give us a signal. 

58-B54—75 11 
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I think that was the thrust of the gentleman's remark. He would 
like to know if you had any information, and you don't. And the only 
tiling I would like to ask is to attempt to elicit from the administration 
some indication as to what they would find acceptable in this gap they 
are concerned about, and the problems that we, as sponsors of similar 
legislation, are concerned about. 

Mr. HEINZ. AS I indicated to the gentleman a few minutes ago, I 
would be happy to do so. 

Mr. ADAMS. Thank you. 
Mr. HEIXZ. I am not a member of your committee, and would appre- 

ciate being a part of any initiatives that the committee sees appro- 
priate in that regard, if the committee so wills. But, I have to say, I 
am made very uncomfortable by something that is being said here. 
.Vnd it is that it comes out as sounding that this committee is going 
to do what the administration wants. 

I am a Republican, but I came here to represent my constituents. I 
didn't come here to do exactly what the administration wants. I am 
happy to listen to their point of view. I try and detei-mine for myself 
what their good points are and their bad points are. Nobody is perfect. 
They occasionally make mistakes just as I do and it is of some distress 
to me to hear this committee say: "Unless the administration is for it, 
we are not goins to do anything." 

Mr. ADAMS. Did you vote to override the jobs veto? 
Mr. HEIXZ. Yes, I did. Did you ? 
Mr. ADAMS. Yes. We are faced with a position that there is a Rail 

Revitalization Act that has been sent up by the administration. They 
have vetoed a bill with very similar type provisions on jobs and have 
indicated that that kind of veto might continue. 

"We are not trying to tell you what the subcommitt<'e is going to do. 
WP are in the process of doing that. We liave the rail revitalization 
bill up here with tlie potential of another compromi.se such as we sent 
over to the Senate before on a general overall rebuilding of rights-of- 
way. We have tlie Northeast rail plan wliich has got to be approved 
or not approved in October, and we have the jobs bill that is before 
us now. 

Wliat Mr. Florio and T are trj-ing to inquire of you is that if we go 
with the jobs bill, take the time, take it to the floor, get it up, have it 
^•etoed, don't override it. then we ha\'e to start all over again on another 
l)ill. We are trying to get some feeling from either the Members that 
yon are going to be able to override a veto or there is not going to be a 
veto or we want to put tosether another package. 

Tliat is all. Thank you." 
yir. HASTIXOS. Would the gentleman yield ? 
'Mr. ADAMS. Yes. 
Mr. HASTINGS. I will be the first one to suggest to you that this sub- 

committee does produce the kind of bill that we think is right, that I 
will be in the front line, and No. 1, have the administration buy it. No. 
2. if they don't override the veto, and I don't hesitate a bit to say that. 

'Sir. HEIXZ. Permit me to respond. I would like to share that 
sentiment. 

What you are asking me is. have T gone down to the administration 
to insist on the passage of my bill ? 



159 

I can't do that. You are the committee. It would be presumptuous of 
me to go down to the administration and say: "I have the greatest 
piece of legislation in the world, and I want you to agree to support if. 

I feel very' strongly about this idea. I will fight for good legislation. 
If the subcommittee comes up with a good legislation, it would be a 
personal delight to tight \ery hard for passage and enactment to work 
in whatever way is necessary because I am really convinced that this 
is a priority tliat makes a groat deal of sense. That it is Congress that 
must work to set those priorities. That is what I hope your committee, 
Mr. Chairman, will do. 

]Mr. ADAPTS. Thank you, Mr. Chairman. 
Mr. EooxKY. Thank you, Mr. Heinz. I appreciate very much your 

appearance today and your testimony. 
Our next witness will be our very distinguished colleague from the 

great State of Massachusetts, the Honorable Silvio Conte. 

STATEMENT OF HON. SILVIO 0. CONTE A REPRESENTATIVE IN 
CONGRESS FROM THE STATE OF MASSACHUSETTS, ACCOMPANIED 
BY MATTHEW SCOCOZZA, LEGAL ASSISTANT 

Mr. CoNu-E. I have with me Jlatthew Scocozza, who was with the 
ICC and now is my legal assistant and I thought I would have him 
accompany me here today. 

Mr. KooxEY. I appreciate you being here today because you have 
been a real champion of the amendment to the second supplemental 
approi)riation on the floor the past several weeks. You may proceed. 

Mr. CoxTE. Thank vou, Mr. Chainnan. I am pleased to be before 
your committee, the cfiairman of the subcommittee and all the other 
members on the committee. 

I appreciate this opportunity to express mv views on H.R. 7065, 
H.R. 6808, H.R. 6962, S. 1730 and other related legislation. 

As you know, I fought hard on the floor of the House on three occa- 
sions to provide funds that would immediately be available as soon as 
rights-of-way rehabilitation legislation was passed. Unfortunately, my 
amendments were not successful. 

It is my hope that authorizing legislation can be reported out as soon 
as possible so that our efforts can be i-enewed to provide the necessary 
funding to implement these rehabilitation programs. 

I believe no one can deny the dilapidated condition of many thou- 
sands of miles of our rail rights-of-way. Because of tlie serious eco- 
nomic conditions we are now in the midst of. many railroads have 
chosen to lay off virtually all their rights-of-way workers. This unfor- 
tunate practice of economizing through deferred maintenance has re- 
sulted in extremely dangerous and deteriorated rights-of-way. 

Further, the layoffs have contributed markedly to the rising rates of 
unemployment. The number of derailments caused by deteriorated 
tracks and roadbeds have sharply increased over recent years. Just this 
past year, a Norfolk and Western train derailed in Decatur. 111. The 
train was carr3'ing hazardous materials which exploded and destroyed 
a nearby elementary school. Luckily, no major injuries resulted from 
the incident. Another train derailed under the city of Chicago which 
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also had carloads of explosive materials. Fortunately, no explosions 
resulted. The incident could have resulted in the virtual destruction of 
a city block. 

Latest statistics from the Department of Labor re\eal that more 
llian 35,000 railroad workers are now unemployed with the number 
sharply increasinir. 

The bills before your committee are all desi^ied to cope v.ith both 
of these problems—rehabilitating rail rights-of-way and creating 
productive jobs. 

I would like to express mv concern about the eligibility provisions 
in ir.ll. (>808, H.R. 6IJG2, and S. IToO. All three bills provide, in section 
VI of their respective texts, that funds shall be made available to 
ivhabilitatc roadbeds and facilities which— 

1. Will be part of any system plan approved by the U.S. Railway 
Association. 

2. Are used to pro\'idc rail commuter passenger service. 
3. Are used by the Xational Railroad Passenger Corp.—^\jntrak— 

pursuant to the Rail Passenger Service Act of 1970. 
4. '•na\e lieen subject to track usage of at least 5 million gross t«n 

miles per mile of road per year, during at least one calendar year fol- 
lowing January 1970." 

My objections to the qualifications criteria are as follows: 
1. Inclusion of particular track miles in the USRA preliminary sys- 

tem plan does not preemiit exclusion in the final plan. Accordingly, 
projects on trackage subject to exclusion might be unnecessarily 
funded. 

2. The Urban ifass Transit Administration provides funding for 
projects such as these on commuter rail systems. Further, title 2:5 or 
the Federal-Aid Highway Act of 1973 would provide some funding 
of this type. 

3. The Department of Transportation and related agencies appro- 
priations bill for 1976 (H.R. 8365) will provide $200 million to the 
Amtrak system for rights-of-way rehabilitation projects. Accordingly, 
inclusion of language regarding Amtrak in this bill would be dupli- 
cation of provisions in H.R. 8365. 

4. Requiring 5 million gross-ton-miles for a calendar year follow- 
ing January 1. 1970. would exclude many railroads wliich are vitally 
needed in many light traffic rural areas. 

I was pleased to cosponsor H.R. 7065 and would like the committee 
to note that the eligibility criteria is more responsive in this bdl and 
a\oids the problems that I have already set out. Notice that the 
language is broad enough to insure that the funding will reach those 
rights-of-wav in the most serious need of rehabilitation. 

Further, the legislation insures that funds will reach those rail- 
roads not eligible for funding of this type under other alternative 
sources. 

T woidd also like to direct your attention to another problem in 
S. 1730. Sections 8 and 11 of that bill provide $100 million for the 
" * * * acquisition of materials and equipment necessarv and anpro- 
priate for such Crehabilitation) projects." The Federal Railroad 
Administration advises that railroads across the Nation have more 
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than -24.2 million ties as well as more than 3,500 miles of lail 
stockpiled. 

Fui-tlier. representatives of the Western Eailroads Association, (he 
Amei-ican Association of Railroads, and the United Transportation 
Fnion indicate that if Federal funds were provided for labor on 
rehabilitation crews, the respective railroads would be able to pur- 
I'hase all the necessary materials. H.R. 7(X)5 provides assistance only 
for labor—not the incidental materials and equipment. 

Incidentally, the amendments which I attempted to have adopted 
in the jobs bill and the second supplemental specifically provided 
fundinj; for labor only and also excluded commuter rail systems from 
eliiribJlity. 

Afr. Chairman. T believe the problems with H.R. 6962, H.R. 6S0S, 
and S. 17;U). %vhich T have set out above, merit your close scrutiny. 
I believe that the clifribility and funding problems would impair 
the effectiveness of job-oriented rehabilitation projects we are at- 
jemptinirto authorize. 

It is my hope that the House will act as quickly on the passajre of 
this necessary legislation as the Senate did on S. 1730. T assure you 
tliat I will channel all my efforts once again toward providing funds 
for tl)e jirogram finally enacted by^ both chambers. I urge the niem- 
bei-s of this subcommittee to recognize the particular problems of 
these three bills I have mentioned. 

Gentlemen, T woidd r.irain like to thank yon and the members of 
this subcommittee for this opportunity to appear before you this 
morning. 

Let me mention several of the questions that were asked, and 
niavhe it will save time. The question of whether this is a giveaway 
bill. T take no pride of authorship whatsoever. I think it is up to 
this committee to work its will. 

If the committee wants to work out a statutory formula, that is 
OK with me. If they have the ability and know-how and the staff 
to do that, and T think 3'ou have, that is fine. In fact, I would like 
to sec a bill with a statutory formula. There is a big difference be- 
tween this and the bill that was vetoed was that the bill that was 
vetoed. I sat in on the Appropriations Committee and T saw the 
process in which $2 billion was put together, and they called in the 
beads of all departments and Federal agencies who requested funds 
for all their pet projects. I could have gotten something in that bill. 
Aiivbody could have who served on the Appropriations Committee. 

That is not the wav to legislate. $2.-3 billion of that bill was for 
immediate jobs, CET.\. Older Americans, the WIN proei-am. col- 
lege wmk-st)idy. all of those have been pas.sed now and signed by the 
President. So. anything that affected a real fast job has been passed 
by the Congress. 

The $.^..3 billion, included provisions for automobiles, which were 
not needed. Thev were not to be 200,000 replacement vehicles, thev 
were to be nn additional 200.000 vehicles and with the energ\- shoi-t- 
o<re. we have today, we certainlv don't need 200.000 more vehicles in 
the Ff^dcT-al Ciovernmont. Additionally if they had to get rid of the 
cars tliey have now, they would have a problem unloading 200.000 
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used cars. This is a big difference between that type of lc<»islation 
and this type of legislation. 

Giveaway, heck, we have poured billions, billions, hundreds of 
billions of dollars to countries all over the world. Every year, we 
htiro a foreijm giveaway program. We build railroads overseas for 
nothing. We have the agricultural giveaway program which ran So 
billion a year which I fousrht year after year. You talk about give- 
aways, the Interstate Foreign Commerce Committee, I believe, went 
along with the Democratic project in Morgantown. I never saw a 
biegev giveaway than that iPRT System up there. We could have 
gi\en every student three golf carts. 

You can have a complete litany of giveaways. This would put to 
work at least fi.o.OOO employees. My amendment of $700 million which 
I fought for and the Senate had in the sunplement and the jobs bill 
(H.R. 4481), would have provided for 3.^.000 jobs. But liot only 
pioviding the jobs, when you get through like the old WPA project. 
you have somethintr. You have got something to show. You have a 
go'^d healtliy rondbcd which is badly needed in this country. 

T>et me reiterate, no pride of sponsorship and authorship. T hope 
this committee ciin work its will and come out with a good bill. All I 
want is not go overboard and put in too much money. 

Tret's start walking liofore we start running. If you want to cut this 
bill down, maybe the Heiiiz bill is way too much money. Maybe the 
1 -year program for $700 million is a step in the right direction. If you 
want to make it 2 years, fine, but let's move slowlv. If the President 
vetoes; a fairlv responsible bill. I think that maybe he will find that he 
is going to lose one. He is not going to want them all. He won the 
Housing bill. I voted against him. but he went over fo the House com- 
mittee and Banking and Currency went overl)oard. They admitted it. 
'\^nien you see the resnonsiblo inemWrs stand on the floor and ask for 
a vote to sustain the President, you know thev must have gone over- 
board. Let's show restraint, but let's do something. 

It is too bad my amendment was not adopted liecause the min\ite 
you passed vour legislation and asrreed with the Senate on a comnro- 
mised bill. T spoke with the Federal Railroad Administration. They 
come up with rules and regulations in 30 days and we co>dd have had 
something on the board and moving by September. 

As it now stands. I see this thinar way off another 6 or 8 months. We 
have to <ro throuirh the ap)>ropriation process and all. 

Thank you. 'Mr. Chairman. 
Mr. ADAM'S rnresidin.'rl. Thank you. 'Mr. Conte. for nn excellent 

statemont. All of us on this co'umittee are well aware of t1ie wo7-k vou 
have done on the floor in tryins to see that this type of legislation 
would l>e passed, and we are deeply appreeiatiAc of the cooperation 
that this authoiizing conunittee has received from you and the otlier 
niembers on the Appropriations Sulicommittee. 

Mr. CoxTE. Tha"k vou. I don't want to sound like a mutual admira- 
tion ''Ofietv. I workod Hosely with Brock .\<lams on the reorganiza- 
tion. He cam*^ in and helped us gi-eatly. I have said many times, there 
is no one in the Congress that knows more about it than you do. 

Mr. An.wfs. Our ivoblem right now is how we are goinsr to fund 
that as well as this. We will be having further discussions in the sub- 
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committee and witli other interested members. I am deeply concerned 
f hci-e Avill be ample funding and that this will go forward. That is tied 
in with this problem. 

Mr. Florio. 
Mr. FLORro. Thank von. 
What I would like to do is get some elaboration on the justification. 

You criticize the eligibility reticjuirements. I would like to get some 
amplification to provide some guidance. Yon indicated that you didn't 
look favorably upon the criteria which is to be included in the plan 
wliich has been approved by USEA. It is my undei-standing that if a 
line is included in the preliminary plan, it will be included in the final 
plan, is that correct ? 

Mr. CoxTE. That is right. 
Mr. Fix>Rio. What was your concern ? 
Mr. CoN'TE. Counsel tells me that there is an amendment in the 

ConRaii system that a carrier in the preliminary system plan could 
be taken out in the final system. 

Mr. FLORIO. That was your concern ? 
Mr. CoxTE. That is right. 
Mr. Fix)Rio. With regard to the Amtrak provision, it seems to me 

one of the concerns we have had all along in dealing with this. The 
term "give-away" was used and that was used because we were con- 
cerned with giving taxpayers money to private profitmaking entities 
that could be diverted off to someone else's interest. 

Isn't there some desirability, emphasizing funding to those entities 
that are ali-eady becoming, in a sense, not public but at least goveni- 
mentally sponsored, such jis Amtrak? 

Mr. CoxTE. I have no objection, but we are already providing $200 
million for rehabilitation of roadbeds for Amtrak under another law. 
I don't want to see a duplication. 

Mr. FLORIO. The last point, your criticism with regard to the ton/ 
mile standard  

Mr. CoxTE. Yes. 
Mr. Frx)Rio. Admittedly, whatever figure we use, the hisrh one, the 

low one of $800 million, none of those, figures are really adequate to do 
the job. You are talking about a lot more. Doesn't it come down to a 
question of priorities? 

We would like to assist all the lines but isn't it a fairly rational 
standard to use those lines that are most highly trafficked in allocating 
of tlie inadequate funds we are going to come up with? 

Mr. CoxTE. That is an excellent question. We are elected from dif- 
ferent districts. I happen to come from a rural district and, unfortu- 
nately, we have the Penn Central up there. Take my hometown of 
Pittsfield for example, there is a big General Electric plant there. 
They make heavy transfoi'mers. They employ n..50O people. They are 
the whole town, and tliey are completely dependent upon the railioads 
to transport their transformers. They may not qualify, and they may 
need it more than some big area like Chicago. 

AFr. FixiRio. Are any of j-our lines in vour district in the preliminarv 
plan; 

Mr. CoxTE. Yes, most of the lines, but not the one that I am speak- 
in£r of. 
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Mr. FLORIO. I tliiiik wliat we are attemptiiig to do, is to get the 
broadest possible approacli. For example, Amtrak has lines through- 
out (lie entire United States. I would be happy to receive from you 
and I think the committee would be happy to receive from you. an 
alternative theory as to how the money should be allocated but in 
justification of what we have done, at least in my bill, and other bills 
was to make the best out of a bad situation. Tlie situation being there 
are not enough monies to take care of all the lines needed to be 
I'epaired. 

Ml-. CoxTE. I can understand it. I can understand your position. 
I hope you can see the other side of it. You don't have a low density 
line and you have have a bankrui^t railroad besides. This is the one 
that really needs it. 

I ran into an article. This is an outfit in my district that made rail- 
road ties. I didn't know it existed. They went out of business tlie other 
day because their main customer was the Penn Central. They couldn't 
get money for their ties. Even though it is a light density line, it is 
very vital to Detroit and General Electric. 

-\Ir. FLORIO. If I can conclude, I agree with you 100 percent with 
regard to the priority being for labor rather than material. In testi- 
mony we had before tiie committee, the railroads for the most part 
appear to have adequate stockpiles and I have written that into my 
piece of legislation and hope it would lie the final product of this 
committee emphasizing the laboring money as opposed to loans and 
graiits for purposes of material which seems to be available to most 
of the railroads already. 

Thank you, Mr. Chairman. 
Mr. ADAMS. Mr. Hastings. 
Mr. HASTINGS. I have no questions, but T want to join with the 

chairman in accommodation with your very firm support for this 
concept that we are here discussing and your continued support which 
you term in response to a piece of legislation. 

I also want to indicate my sympathy in not restricting to that 
5 million gross ton/mile for the same reason that you articulated there 
are many instances throughout certainly the northeast where a line 
may in the future become a Amiable line that now may not be because 
of poor track conditions. 

Again. I thank you very much for your time and your continued 
sunnort. Thank vou. Mr. Chairman. 

^Fr. CoxTE. Let me say. Chairman Rooney mentioned about pav- 
b-icke. T woTildn't have any objection of putting anything in the bill 
about repayinj'- back this monev for what thev receive. 

Yon know what the end result is ? The Rock Island, the Penn Central 
and the rest of the delanidated railroads are not going to be able to 
renav anytliing because they have no money to renay. 

^fr. ADAMS. Suppose it was a secondary liabilitv standing ahead of 
stockholders but behind all other creditors, would that be something 
that vou think might be possible ? 

Afr. CoxTK. Yes. T do, definitely. 
]\rr. ADA:>IS. Thank you, very much, ^fr. Conte. I appreciate it. 

Tlvink you for your excellent statement. 
It is n sfveat pleasure to recognize and welcome to the committee the 

Hnnornble Berkley Bedell. Representative from the State of Iowa. 
Do you wish your statement placed in the record ? 
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STATEMENT OF HON. BERKLEY BEDELL, A REPRESENTATIVE IN 
CONGRESS FROM THE STATE OF IOWA 

Mr. BEDELL. Rather than read the whole thing, I would like to high- 
light it. 

Mr. ADAMS. Witliout objection, the statement of Congressman Berk- 
ley Bedell will appear in full in the record following his summation 
[see p. 166]. 

Mr. BEDELL. Mr. Chairman, the point is to begin, not with a blind 
and costly plunge into what we hope will be an easy, albeit costly, 
solution, but with a rational first step that is at once within our 
financial means and promises to deliver some very tangible and posi- 
tive results. 

The concept behind the bills now before this subconnuittee—includ- 
ing tlie Rail Maintenance Improvement and Employment Act. whicli 
I introduced in the House as H.R. 6654, and which the Senate passed 
in modified form as S. 1730—provides just such a step. 

Beyond this first, reasonable step, this legislation is double-edged 
in that it simultaneously attacks another of our most urgent problems: 
imemployment. H.R. 6654 and S. 1730 and similar measures would 
]n'ovide work for approximately 40,000 workers who would otherwise 
remain unemployed. And they would be employed not through "leaf- 
raking" jobs but in work which is productive in the maintenance and 
rehabilitation of roadbeds while meeting a real public need for jobs. 

It has been covered well by the previous witnesses before your com- 
mittee. I would just like to tell you we are all aware of our transpor- 
tation problems. I am having hearings out in our district just this 
weekend in regard to some of the railroad abandonments. That is 
from the SBA committee which I served on. 

I think the whole country is concerned about these problems. I ac- 
tually walked the Rock Island Railroad out in my district. The amaz- 
ing thing is we don't have many derailments. The amazing thing, as 
you walk the rail, is that they manage to keep a car on the track at all 
with the conditions we find. In my area, as we look to more and more 
transportation of grain and as we look to tlie importance of our grain 
exports. I think, in our total econoni)' and more pai'ticularly as we look 
at the enei'gy problems of which we are so well aware in the Congress. 
I think we have to be aware of the importance of maintaining an 
adequate rail system for the transportation of commodities wherein 
that transportation is much more efficient in terms of energj' 
consumption. 

One of the things T do when I go back to the district, we have open 
meetings. We have them in every county. The way we operate, we 
simply ask the people in attendance what they would like to talk about 
and frequently, the problem comes up of the railroads. Then we talk 
about the different solutions and we ask for them to vote and tell us 
what tlieir feelings are. 

Time after time, it comes up that they consider the real problem 
of the roadl)eds of the railroads and they tell us that what they believe 
is that the Government is going to have to move in to give some help 
in tliat regard. 

In Iowa, the Staie. itself, lias contributed $3 million to help to re- 
l)uild the roadbeds for our railroads. And particularly, it seems to me 
in this type of higli miemployment we have, it just makes a lot more 
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sense to try to put these people to work in something that we need so 
urgently and will couti-ibute not only to part of our energy problem 
l)Ut to the building of a lietter aofiety. So I strongly support not only 
tliis bill H.K. 3654, but the other legislation that has come before this 
connnittee. 

There is very much similarity in all of these bills. I don't think it 
is a solution to our iii'oblem, but it seems to me we do have a problem. 
We should get started with it, and I would hope the committee would 
rake some affirmutive action in that direction. 

[Mr. Bedell's prepared statement follows:] 

STATEMENT OF HO.X. BKRKT.KY BEUEIX, A REPHKSE.VTATIVE IN CONGRESS 
FKOM THE STATE or IOWA 

Mr. Cliainimn. Just ns conceru with o\ir nation's railroads does not lie in one 
i"eglon. wifli one industry, or even ^^ifhin one sector of tlie economy, so their 
sr.rvivnl cannot depend iu>!'n the efforts of one individual, one governiiient agency 
or (rne ••iiiterestoil" grimp. 

Why liotlier to have tlie railroads? Far from being a relic of the romantidzed 
past, our railroads are iutiiiiatcly tied to tlie economic and social \vell-l)eing of 
present-day Aiuerioa. Our- tW railroads serve over 45.000 coiiiruunities. liandle 60 
percent of all domestically manufactured goods and transport 70 i>ercent of 
the coal used in this coiu;try. The survival of a railroad can come dowii to the 
health of an industry and even the continued existence of a town whose only 
link with outside niarket.s is often a railroad. 

But, statistics go on and they eventually turn to paint another picture that is 
growing increasingly lileak. Th.ere are 200.000 miles of railroad track in the 
United States: an esiinialed 20-45 percent is operated under some type of "slow 
tirder", too often as slow as 10 miles an hour. Between 1!W.^ and 1072. faulty rail- 
heds were the cause of .j.700 rail accidents \\ith damage estimated at mor«! than 
S500 niilliou. Since 1!)72. tlie rate of such accidents has gone up alarmingly. 
AVithin tlie last year, thousands of additional miles of railroad tracks have been 
ordered to be operated at 10 miles an hour—or loss. The Association of American 
Railroads estimates that over 8.000 miles of track reciuire immediate attention to 
keep them in .service. .\nd. 20 million ties ought to be replaced right now. Hardly 
tlie picture of an etUcient, safe or even viable system of transportation. 

Wliat is called for is a hard, comprehensive look at the entire s.vstem of 
American railroads on a long range basis. Such a project will take time and end 
np costing billions of dollars. At the moment we obviously have not got billions 
of dollars to spend and time is running out. 

However, the point is to begin, not witli a blind and costl.v plunge into what 
we lioiie will be an easy albeit cosily solution, but with a rational first step that 
Is at once within our financial means and promises to deliver some very tangible 
and positive results. 

The concept behind the bills now before this subcomroitte, including the Rail 
.Maintainance Improvement and Employment Act, which I introducetl in the 
Ilonse as IIR 60-">4, and which the Senate passed in modified form as S 1730, 
provi<lcs just such a step. 

Beyond this first, reasonable step, this legislation is double edged in that it 
simultaneously attacks another of our mo.st urgent problems: unemployment. 
HR CMTA and S 17.^0 and similar measures would provide work for approximately 
40.000 workers who would otherwise remain unemployed. And the.v would be 
employed not through "leaf raking" jobs but in work which is productive in the 
maintainance and rehabilitation of rail beds while meeting a real public need 
for jobs. 

Over eight million .4niericans are now out of work and looking for new jobs. 
As bad as that figure is—and it represents about ff^'r of the .\merican work force— 
it does not represent the millions who are either unemployed or underemployed. 
Over 1.1 million known as "discouraged workers" who have simply given up and 
dropped out of the labor force, and nearly 4 million persons with part time jobs 
who want and need full time employment, are not counted in the 990 unemploy- 
ment figure. 
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The railroad industry has been ixirticularly hard hit by the recession, leading 
to a reduction in the amount of freight carried. This lias lead to a reduction of in- 
come received by the railroads which has in turn lead to the reduction of niain- 
tainance-of-way crev»s by an average of 20%. In more human terms, that means 
tliat l.'.,(HH) individuals have joined the list of jobless. 

Admittedly, none of tlie bills now l)eforc the subooniraittee approached per- 
fection : there are problems which must be w<jrkeil out. But, the concept behind 
tlie bill is worthy and above all exceedingly practical. It offers a rare means 
of tackling two of our most urgent problems and it does so effectively. 'Whichever 
bill is passed out of committee. I would Iior>e that action would be prompt so 
that this badly needed work can begin and in a way that is responsive to the 
dual needs of rail improvement and employment. 

I thank the siibeommittee for its consideration. 

Mr. Ai).\MS. Tliank yon, vei-y iimch, Kepresentativo Bedell, for an 
excellent .statement. We appreciate your being here this morning. 

Mr. Florio. 
Mr. Fi.oRio. I would like to observe, I had an opportunity to read 

the entire statement of the Congressman. I think it is paiticulaily 
helpful because coining from the Xortlieast with tlie problems that 
we have in such givat magnitude, quite frequently I ]o<xi perspective 
as to the fact this is a natioiiwitle problem, and yoti highlight very 
succinctl}- that this is a problem of great importance to your area, the 
Mi<lwest, and of u-ourse, to the Far AVest as well. 

To the extent you perfonned a vital service to me and to the com- 
mittee, and hopefully, the importance of this nationwide problem 
will be reflectecl in the legislation which will ultimately result-in the 
committee's deliberations. 

Mr. BiiDEi.L. 1 think that is a problem we face in the Congress. I 
face it in the area from which I serve. That is. realizing the problems 
that exist in the other aretis and Ixung receptive to those type of 
problems Iwcause I think we have a tendency to see the things we see 
ourself in our own area, and belie\e me, we have a problem out there 
in thetrajisportation of grain. 

Mr. .^DAMS. ^Ir. Hastings. 
Mr. IIASTIXOS. I would like to join with Mr. Florio and you in sup- 

port of your remarks about these prol;lems. The support from the 
gent!(untin of Iowa, the gentleman from Xew Y(jrk, and Xew Jersey, 
and ^h: .\dams from the great .State of Washingtott, is certainly most 
apjireciated and will be as we continue to develop responsible 
legislation. 

Thank you, very much. 
Mr. Ai)AMs. Thiink you, very much. "We appreciate your testimony, 

Mr. Bedell, and we welcome your appearance today. 
The next witness before the committee is Mr. Paid Reistrup, presi- 

dent of Amtrak. Mr. Reistrup. 

STATEMENT OF PAUL EEISTRUP. PRESIDENT, NATIONAL 
RAILROAD PASSENGER CORPORATION (AMTRAK) 

Mr. REISTRUP. Thank you, 5[r. Chairman and members of the 
committee. 

Mr. AoA^rs. We are pleased to have you here this morning and look- 
ing forward to your testimony. 

^h: RKISTKUP. AVould the committee like to liave me tr>- to brief my 
testimony, or should I go through it? T believe it is 9 or 10 pages. 
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Jlr. RnoNKY. I niiclit siiiT'/ost if tlicre is no objection from the mom- 
bci-s (if the coinmitteo. wo niifrht put your Ptatcment in the record in 
full and then have you summarize from it. Is there objection from 
members of tlic conimittee? If not. the statement of Paul Reistrup, 
pl•e^^ident of Amtrak, will appear in full in the record following his 
oral statcnient [sec p. 10!)]. -r   , •  ^ 

Mr. EKISTKVI'. Amtrak, in this case, is rcspondino; to what I think 
is a veiy constructive effftrt on the part of the committee, and that is 
to do something to repair the track that needs rejiair in the country, 
and of course, we operate over some 24.000-plus miles, much of which 
is in dire need of repair. 

AVe are at Amtrak implementoT-s, operators. "We do a lot of repair 
work ourselves. "We arc not the policymakinp agency as is the Depart- 
ment of Transportation, so our response to this committee is, if it is 
deemed a]Dpropriate that this money be spent and these people be ]>ut 
biick to work and the much needed work be begun this summer, which 
is the work done on tracks, we have a list of places in order of priority 
which are verv much in need of repair and improvement, and will 
benefit the public, will havo lasting improA'ement in passenger train 
operations and in 0 out of 10 cases are consistent with the freight op- 
eiational need in those territories. These are not exclusively passenger 
lines. 

I would like to point out that since 1971. when Amtrak started. 
Amtrak itself has suffered $21,^ million in equipment dama<re due to 
track-caused derailments. That is significant, just in our rather large 
operating losses that that much money has been spent. Further, tho-se 
cai's and locomotives that were damaged are out of service, so we can- 
not handle the public in them. 

We at Amtrak probably are in the position of taking the lead and 
showing the way as to how this work might be accomplished in a work- 
able manner in that we are now working actually improving the tracks 
and bridges north of Xew York toward Boston. 

We started 'Slav 1. We proved that it can be done in short order. 
As yon recall. I took over !March 1. We got an interim aereement 

with Penn Central, and T wa.s informed that this week that the jndse 
affirmed our arrangements and a lot of work to the tune of $1.5 mil- 
lion that is actually taking place. 

I think that with the arrangements that we have to protect our 
iin-estmeiifs, wliich i.s the investment of the public, the Congress of 
the I'nited States, will M-ork for track repair Avhich is the purpose 
of under this present proposed legislation. 

Onr .scheme throughout the country, and it is geographically spread 
all the way fi-om Seattle to Bostoii and down to San Diego .and even 
to Texas, our scheme would be to fix the worst spots first and also try 
to do work where the most improvement in the elapsed time could lie 
attained. So we would improve the passenger service and therebv 
.Teuprate increasing revenue and tend to pay for this project through 
lesseninrr .\mtrak loss. 

At this jioint. I would like to correct somethinc I believe should be 
corrected on the record. "Mr. Conte mentioned that .Vmtrak received 
an appropriation and authorization for $200 million for track work in 
its recent legislation. This is not the case. We asked for it and it was 
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piono'ed but it was not authorized nor vcas it appropriated. It was 
felt in the final markup, as I understand it, that the track issue was a 
national question rather than specifically an Amtrak question, so we 
clid not get money for that to the tune of $200 million. 

We. in our proposals, have many other railroads, those who are do- 
in<r a lot better than Penn Central as well as those in bankruptcy, m- 
cluding those that would be getting funding. 

We do have some that are in diflicult times. The Missouri-Kansas- 
Texas, known as the Katy. would be one. Our project in Texas would 
les.sen the running time o"£ a train by almost an hour, bv improving a 
stretch of 38 miles which would also, of course, help the Katy Kail- 
road. 

We have an example of work that would be done on a railroad that 
is doing quite well, the Sante Fe, between San Diego and Los Angeles. 
This is small corridor-type operation, 12G miles. We would be able to 
reduce the running time by 38 minutes and make it really an attractive 
service. It is just a little bit too long a running time for the distance 
involved. 

In summary, I Avoiild like to point out that we are responding to the 
committee. We think we have the proper priorities for dohig tJiis 
work. We have a method for controlling the work, laj'ino; out the 
plan, telling the workman just which ties should go. rails ancfso forth, 
and auditing this to make sure we get wliat we pay for. 

There are significant problems to be worked out. I think one of the 
major ones is that it is my understanding that only 235 men are 
actually out of work in the maintenance-of-way departments of Penn 
Central. 

One idea we had was that perhaps we could get men from other 
railroads to go to work on Penn Central track should the Penn Cen- 
tral not be able to hire other unemployed workers either from other 
railroad crafts or from outside to go to work in the Northeast. 

The advantage—having worked on the track myself years ago—• 
the advantage of having these people, you don't have to teach tliem. 
They know the business, and they can go right to work. 

A final point: With the geographic spread that we have for our 
program, working this winter in Texas, for example, and southern 
California and Portland to Seattle which do not have winter pi-ob- 
lems. We are almost too far into the summer now to begin significant 
track work in the northern climes before it freezes up. Generally, 
the work has to be pretty well completed bv tlie first of November, 
particularly when you get north of the line about Pittsburgh, Pa., up 
in that area. 

That is my summary statement, Mr. Chairman. 
[Mr. Reistrup's prepared statement follov.s:] 

STATEMEiST OK PAUL KtaSTRLP,  PRESIDE.\T, NATIONAL RAILBOAD PASSENGEE CORP. 

(AMTRAK) 

Mr. Chairman, Members of the Committee. Amtrak is pleased to respond this 
afternoon to the fonimitte'.s request for our comments on proposed legislation 
that would authorize an immediate start on a national roadhed, right-of-way and 
track improvement program. 

I would like to say at the outset that I wholeheartedly ai)plaud thp Subcom- 
mittee's interest In thi.s problem, which is serious today and is only going to get 
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•worse unless we can find a way to stop talking and start doing the necessary 
work. Federal assistance to halt and reverse the serious decline in this nation's 
physical rail pliir.t is a subject that can be studied to death. Good traclc crews 
Jinow what to do and where to do it. Tl.e policy problems are difficult but they 
are not insolulile. 1 believe we are in a position today to offer the Congress a 
practical program for getting started. 

I am not going to tr.v to dellne a national transportation policy here today, 
althmigh I hope I may be al)le to slied some light on the policy (juestions. Amtrr.k 
is not a policy-making agency of the Federal government. Anitrak is an imple- 
menting organization. Legally, we are a railroad Init we operate through ton- 
traet.s with the participating railrojids, which actually operate the Amtrnk 
trains. At the same time, we are the government's cori)oration of choice for 
expenditure of Federal funds, for v,-hich we are to provide, on heluilf of the 
Amtrak public, a continuitig and improved intercity rail pas.senger service. In 
furtherance of this goal, which is national policy as embodied in the Rail Passen- 
ger Service Act, Amtrak has already received or has on order more than $525 
million worth of new pxromotives, cars and Turbotrains. So we can say that we 
are doing something about the equipment problem we inherited. 

We've also got to start doing something about the track problems. We have. 
I am very pleased to say, actually begun some upgrading work in the N'ortlieast 
corridor north of New Vork City in cooperation with the Department of Trans- 
portation, and other corridor improvements now are programmed scmth of 
New York. But we have serious problems beyond the Northeast corridor. We 
have hud track deterioration tm many Anitrak routes and on all routes that are 
on bankrupt property. .Tust as serious, especially now that we liave new equip- 
ment cimiing on stream, is the fact that since 1971, when we began, there has 
not been one single case in the entire country of a substantial track improve- 
ment permitting Amtrak's basic schedule times to be reduced by any significant 
amount. 

To put the matter in its simplest terms, the Federal government is not going 
to get full value received for the investment in new, high-speed equipment unless 
track is improved. In broader terms, the whole intent of the Rail Pas.senger Serv- 
ice Act will be fru.strated uide.ss something is done. In still broader terms, the 
whole economy is going to pay a steep price if this coinitry's rail plant is per- 
mitted to fall into further disrepair. 

It is a l^rge job, but we can approach it on tlie i)rinciple of "fixing the worst 
first", and the important tiling is to get started. We believe the most rational 
approach is to focus first on the Amtrak routes, for it is on these routes that we 
already have a Federal involvement and therefore an immediate public interest. 
There will be other public benefits as well, to tlie freight shinjiers and consumers, 
although they are harder to cjuautify. The Itenertts to Amtrak service are first, 
more reliable schedule iierforniatice and smoother rides to re<luee the wear and 
tear on etpiipment as well as pas.sengers, and second, faster schedules. 

These benefits can be achieved b.v implementing certain fundamental t.vpes of 
improvements—slow-order removal and general track upgrading for smoother 
oijeration and higher siieeds. What is involved ranges from lining and surfacing 
the existing track, the installation of new ties, new rail and ballast, restoration 
or upgrading of alternative route segments for faster through service, improve- 
ments to signalling to jwrmit higher speeds or to reduce interference from other 
traflic. provision of grade-crossing protection or crossing eliminations, and selec- 
tive right-of-way fencing. 

The approach now lieing con.sidered liy this Subcommittee can provide exactly 
the kind of program neccs.-ar.v to begin making these kinds of Improvements. 
We have been working on plans as ti> what we niiclit realistically be able to 
achieve under this sort of approach. Since the program contemplated is relatively 
short-term and intended to impact directly on unemployment among railroad 
muintenance-of-way workers, Amtrak can concentrate its etTorts on slow-order 
eliminations and other spot projects where work ran begin almost immediatel.v 
and be completed quickly. Where po.ssible witliin the time frame and within 
the resources available, we will also do more comprehensive projects. In every 
case the improvenif-nls will be measuraiile. 

A key (luestion that will be raised about this projiosed approach is whether or 
not it is in fact feasible in terms of (he legislative intent, v%-hich is to put cur- 
rently vniemployed resources, both labor and equipment, back to work. Another 
question is liow this program, which by definition Ls an interim measure based 
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on the availability of the uneraploycd resoiirees, can lie integrated into the 
longer-term comprehensive solutions to the nation's physical railroad-plant prob- 
lems. I will speak to eafh of these iiuestious in turn. 

Right now trained and skilled personnel are sitting.' idle. Sophisticated equip- 
ment and the .supi)c<rting work trains are sitting on sidetracks. l'rew.s live on the 
job and can be widely deplo.ved. There Is no reason why crew.s cannot work any- 
where. They can go to the work. The Amtrak system spans tlie continent, from 
border to border, and it is always good construction weather somewliere. If we 
are granted the necessary funds, we can act as the Government's prime con- 
traclor. with the railroads us snl)contractors whose crews will be recalled to 
actually do the work. For example. I'urloughed Santa Fe crews could l)e used 
on Penn Central projects. There are a number of administrative problem.s, but 
we have heen working on them and we believe they can be resolved. -Vt any rate, 
we have identifled enough projects to guarantee an almost immediate start, and 
if we have ditlieulty in one area we can proceed in another. It now appears that 
the constraint will be in tlie funding rather than that of materials or work 
opportunities. 

The prolilems of integi-ating the worli done under tliis program with longer- 
term solutions that have yet to be designed is not as diflicult as it nmy appear. 
We know what routes we are on, and in almost all cases we know that we will 
stay on them. Our contractual rights for the use of track extend to 199G. We have 
been working closely with tlie X'nitcd States Railway Association, and we have 
integrated our proposed projects with USRA's track improvement plans as they 
now stand. The maps we have with us today show how what we will do is keyed 
not only to the worst track proljlems we have on our present Penn Central routes 
l)Ut also how they relate to the likely future development of combined freight- 
service and pa.ssenger-service routes in the "(^onrail'" areas. It should be stressed 
that at any rate we will be doing work that has to be done on those lines where 
we are reasonably certain that we will be able to recover the benellts over the 
life of the improvements. It is pos.sible to contract for protection of the Federal 
investment and we would start no project until we are satisfied that such protec- 
tion Is in place. We anticipate no real difficulty in doing so. 

A third (juestion that ainiears to be troublesome to many is the problem of fund- 
ing improvements to "private" property. Of course, railroads are not "private" 
property to the same extent that a family's back yard is. The railroad property 
is suiTused with public interest. It Is subject to regulation and legislative direc- 
tion. The very rlghts-of-way were assembled under eminent domain pursuant to 
the public interest. In more contemporary terms, for example, every grade sep- 
aration or protection project funded or partially funded with federal dollars 
certainly also Improves the railroad "proi)erty." But the problem recedes to its 
normal proportion when it Is understood that these funds are purchasing public 
benefits, and that that Is the rationale for their expenditure. That there are 
al.so many benefits to the railroad is con.sidered incidental, and at any rate it is 
not considered undesirable because these incidental benefits also accrue to 
shippers and the public they serve, completing the circle. 

The real fear expressed in some quarters is that somehow Federal dollars will 
flow directly Into the pockets of railroad stockholders without doing any other 
good along the way. As I have Indicated, Amtrak will insure that the work is 
done as contracted for: such work being the right improvements in the right 
places to benefit Amtrak passengers. As I have also indicated, such work can be 
contracted for in such a way that the investment is protected and without waiv- 
ing our existing rights under our contracts for tracks maintained at the May 1, 
1971, standards. 

Mr. Chairman, in response to the questions you a.sked of us in your May 1 let- 
ter concerning this hearing, we have been working on the preliminary detailed 
list of iirojects that could be undertaken given the authorization and funding 
that has been proposed. Our list is still necessarily "preliminary', but it is already 
quite solid. We have made considerable progress during the past six weeks in 
defining the options and mobilizing the support that will be necessary for a 
prompt start. 

We have attached to the end of this prepared statement an identification of 
project areas and types, consistent with the total $700 million funding that has 
been discus.sed. If "the Congress and the Administration would prefer that we 
proceed on the basis of a smaller amount we are prepared to do so. but we have 
staffed out the list to the larger figure because we do believe we could deploy 
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is in direct response to your questiou, Sir. Chairman. 

M'e have identified a miuiber of mujur areas for iuiprovement programs of dif- 
ferent sorts, rredomiuaut among them, as might be expected, are tlie Peuu Cen- 
tral route.s where we ore experiencing the worst delays and roughest rides. Also, 
we have tlie Penn Central route lietween Cl\icago and Detroit where we are now 
operating the Turbotrains with good marketing succe.ss. and we will do even bet- 
ter if we can got some time out of the schedules. And we have programmed some 
work along the new route between Boston and Chicago via Cleveland, which is 
also in Penn Central territory. 

The plan, as we have now developed it, excludes Northeast corridor projects 
for two reasons. One is that work has already begun on the corridor and more is 
programmed for funding under other meas\ires. The second is that we have 
attempted to develop a plan that is geographically fair to the taxpayers across 
the country and still not spread so thin as to preclude meaningful and measure- 
able improvement on selected routes. 

Beyond the Penn Central we have identified route.s in the Midwest, the South- 
west, the Pacific Northwest and Pacific Southwest for spot or major improve- 
ments. The Chicago-St. I.ouis corridor operated by Illinois Central Gulf is poten- 
tially a high-speed route where we are already offering Turboliner service, but 
at lower-than-optimum speeds. 

.\ number of route improvements are in order in Texas. On the Inter-American 
route, which terminates at Uie Mexican border, track work can gain us higher 
speeds and also reduced mileage by opening a shorter track between Temple and 
Taylor to passenger service. These, together with a small switching improve- 
ment at Fort AA'orth should permit the .\mtrak trains to connect with the Mexican 
passenger-train service at Nuevo Laredo, as was originally contemplated when 
this route was specified in an amendment to the Act. Also, upgrading work, in 
accordance with the outcome of arbitration concerning the matter, will permit 
Amtrak to finally provide direct service between Dallas and Houston as was 
intended for the original Amtrak basic system. 

On the West Coast two potential corridors currently are operated on good or 
relatively good track but at sul)optimum speeds becau.se of .safety considerations. 
Between Seattle and Portland there are some 97 unprotected public grade cross- 
ings and the route is heavily impacted by local-ordinance speed restrictions. A 
selective grade-crossing-protection program coupled with some right-of-way fenc- 
ing should give us and the Burlisigton Northern leverage to pur.suade communities 
to lift or liberalize a number of these speed restrictions. Similar improvements 
are jiroimsed for the Las Angeles-San Diego corridor where in the future Amtrak 
would like to be able to offer higher-speed service. 

In the Kast, the Chessie System route through Charleston, West Virginia, also 
needs improvement to minimize delay to the Amtrak trains. This route has gained 
In importance with the addition of Mountaineer service via the Norfolk and 
AVestern, as the Mountaineer trains merge with the James Whitcomb Riley trains 
to provide through service to Cincinnati and Chicago, Chronic schedule delays on 
one route therefore mean delays to two services and extend the operating benefits 
of the track upgrading. 

As noted, much of the work is programmed for Penn Central lines. Provision 
is made for the restoration of track in upstate New York pursuant to the interest 
expressed and the amendment adopted during floor debate during passage of 
the Amtrak Improvement Act. In addition to the restoration of the 12 miles of 
track between Post Road Crossing and Rensselaer. another sliort restoration will 
give us a direct route through Schenectady. In addition, a fairly heavy upgrading 
between Boston and Albany will give us better running time, more flexible sched- 
uling and a smoother ride. 

The two worst Penn Central routes In terms of late trains are between Pitts- 
bni-gh and St. Louis and tetween Pitt.sburgh and Chicago. The Broadway Limited, 
to Chicago, and the National Limited, to St. Louis, have operated for months at a 
time without ever arrivnig on schedule. We are lengthening these scliedules so 
that we can be honest with our cu.stomers, but this is not the correct way to fix 
late trains. We have therefore programmed considerable upgrading to reduce 
the number of .slow orders on both these routes. Similarly, we would propose to 
fix tlie tracks through Indianapolis from the south and southeast toward Chicago, 
which are presently out of service as far as Amtrak is concerne<l. 

There are further details on the attached sheets, and we have the maps with 
us. I would conclude these prepared remarks with the summary statement that we 
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believe what is proposed liere is feasible and will yield very practical results. It 
will also get us off dead center with our track problems, which are gettlnc: worse 
daily. Thus a program of this sort Is completely in accordance with my belief, as 1 
have statf'd n number of times, that the tracks are Amtrak's number-one long- 
term problem, and that we ought to get started promptly in doing something 
about it. 

TRACK. RIGHT-OF-WAY, ROADBED AND SIGNALLING PROJECTS 
|ln millions of doilars] 

Estimated 
Project Railroad cost 

1. Chicago-Detroit  Penn Central  85.0 
2. Pittsburgt!-Chicago(NewYork-Wasliington-Cliicago) do   65.0 
3. Pittsburgh-St. Louis (New York Wastiington-Kan- do  70.0 

sas City). 
4. Chicago-St. Louis  Illinois Central Gult  45.0 
5. Post Road to Renssalaer (All)any) |New York City-   Penn Central  4.0 

Bulfalol. 
6. Craman to Hoftman INew York City-Buffalo) do  4.0 
7. Boston-Albany (Boston-Chicago) do   40.0 
8. Temple-to-Taylor cutoff   Missouri-Kansas-Texas  2.0 
9. Cincinnati-Indianapolis        (Wastiington/Newport   Penn Central  50.0 

News-Chicago). 
10. Seattle-Portland (corridor and part of Los Angeles- 

Seattle)  Burlington Northern  35.0 
11. Access to Cincinnati Union Terminal (for all serv-   Penn Central, Chessie System, et al  3.0 

ices via Cincinnati). 
12. Lo'jisville-Chicago via Indianapolis and Kankakee   Penn Central  100.0 

(Chicago-Florida and part of Washington-Chicago). 
13. Chicago connection  ICG-PC  9.0 
14. Dallas-Houston Southern Pacific  15.0 
15. White Sulphur Springs-Huntington (Washington/   Chessie system  30.0 

Newport News-Chicago). 
16. San Antonio station   MKT  5.0 
17. San Diego-Los Angeles (Grade crossing improve-   Atchison, Topeka &Sanla Fe  138.0 

ments and elimination). 

Discussion of each of these 17 possible projects follow. In every case of 
track upgrading except for the Dallas-Houston work (project 12) it is con- 
templated that the appropriate stretches of track will be Improved to Federal 
Railroad Administration Class 5 .standards. Dallas-Houston would be up- 
graded to Class 4 standards, because Class 4 was the basis of the arbitration 
award for this route. 

Normally, both Class 5 and Cla.ss 4 will give open-country track speeds of 79 
mph. Clas.s 5 nominally allows up to 90 mph speeds for passenger service, but 
only where cub signalling has been installed. At 79 mph, class 5 track will give 
a better ride with less wear on e<iuipment. Amstrak hopes in many areas that 
this signal rule will be excepted by FRA, so as to permit higher speeds without 
the major expen.se of a cab signalling installation. Amtrak's position is that 
the 'tU mph signal rule is applicable to freight service, with the longer stoppiugr 
distances rerjuiretl for freight trains, but that it is an undue restriction on pas- 
senger-train oirerations, which can .stop within .shorter distances. 

PROJECT 1 
ilitlion 

Chicago-Detroit corridor (Penn Central)      $10 
(Two stage upgrading program)     -|-75 

Total           85 

Penn Central has agreed on costs of initial $10 million program. Work entails 
the correction of the worst areas first, followed by a general upgrading of the 
whole route and restoration of .safe, smoothridlng, reliable service. 

Stage 1 entails an estimated : 
120.000 crossties. 
Ill switches rehabilitated. 
1S2 grade crossings rehabilitated. 
120 miles of track surfaced. 
120 miles of ballast cleaned. 
Replacement of temporary and deteriorated signal cable and installation 

of (> miles of signal wire; signal and relay replacement. 

56-654—75 12 
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Bridge repairs to decks, ballast retainers; raising parapet walls. 
100,000 tons of ballnst. 

Stage 2 entails further upgrading and improvement orer the May 1, 1971 
levels. The estimated worlc requiremeut.s for the 279-njile route is : 

150 miles of tie the renewal. 
50 miles track gauging. 
200 miles of track surfacing. 
150 miles of balhist clenning. 
100 miles of rail grinding. 
50 miles of new wekled rail rehabilitation of luterlockings  (power switch 

complexes) rehabilitation of drainage. 

PROJECT 2 

I'ittsburgh-Chicago (Penn Central), $65 million. 

BRO.^DWAY   LI.MITED  ROUTB 

As with the National Limited, the Broadwa.v Limiled's published schedule has 
remained at the May 1. 1971. sjK'eds due to contract disputes- with the Penn Cen- 
tral. The actual signilicantly on-lime record of the Broadway Limited has suf- 
fered greatly, and has been deteriorating signiticantly in recent months. Trains 
are currently averaging one or more hour.s late due to deteriorated tniek. To 
restore safe, reliable, comfortable operation on the proi>er schedules, tJie neces- 
sary work is estimated as follows : 

420 miles of track ganging. 
5.50 miles of tie renewals. 
825 miles of track surfacing. 
550 miles of ballast cleaning. 
.S50 miles of surface and rnil head grinding. 
110 miles of new welded rail. 

In addition to the above, considerable work Is also required to: 
Reh.'ibilitate interloekings. 
Rehabilitate bridges. 
Repair drainage. 
Revise nnd rehabilitate signaling. 
Weld rail ends. 

PBOJECT 3 

Pittsburgh to St Louis (Penn Central), $70 million. 

NATIONAL  LIMITED  BODTE 

While the timetable schedule has remained essentially the same since May 1, 
1971, the normal on-time performance percentage for these trains has been 0.0. 
The train operates several hours late daily due mainly to deteriorated track on 
this segment. Without extensive rehabilitation, the schedule for the National 
Limited will have to be lengthened by several hour.s. 

Estimated requirements to restore safe, Class 5 track for comfortable, reliable 
operation: 

400 miles of track gauging. 
.5.55 miles of tie renewals. 
850 miles of track surfacing. 
600 miles of ballast cleaning. 
410 miles of .surface and rail-end grinding. 
120 miles of new welded rail. 

Considerable work is also needed to: 
Rehabilitate interloekings. 
Rehabilitate bridges. 
Restore proi)er drainage. 
Revise and rehabilitate signaling. 
Weld rail ends. 

PROJECT 4 

Chicago-St. Louis (Illinois Central Gulf), $45 million. 
Provide for safe, smooth, reliable, comfortable trackage for Turboliner serv- 

ice. Class 5 track Is contemplated; a waiver of the 79 mph FRA signal rule has 
been applied for. 



173 

Kstiinated required work: 
150 miles of track gauging. 
300 miles of tie renewals. 
SCO miles of track surfacing. 
SOO miles of ballast cleaning. 
100 miles of surface and rail end grinding. 
135 mile.f of new welded rail. 

Extensive work also required to: 
Hehabllitate interlockings. 
Restore drainage. 
Reliabilitate bridges. 
Revi.se signal systems. 
Weld rail ends. 
Rehabilitate bighwaj" cros.sing protection. 
Separate selected grade crossings. 

PBOJECT 5 

Post Road to Albajiy/Rens.salaer (Penn Central), $4 million. 
12.1 miles of rlgbt-of-way e.\ist with no track. Without work, up to 45 minutes 

U required for complicated backing motion and switching south of Albany to get 
on tlu- east-west mainline. Construction to Cla.ss 5 track with grade-crossing 
protection is propo.setl. 

Work entails an estimated: 
12.1 miles of 140 lb. rail. 
38,300 crosstles. 
55,000 tons of ballast. 
2 power switches. 
Install automatic signal protection at 4 grade crossings. 
Complete signal system. 

PBOJECT 6 

Carman to Hoffman (through Schenectady)   (Penn Central), $4 million. 
Restoration of Schenectady Station and 13.4 miles of track between Control 

Point Sat Jlilepost 156.5 and CP 11 at MP 169.9 is proposed to end the present 
detour route via Carman Branch. Hoffman's Branch, and the West Shore Branch. 
Restore trackage to Class 5 and protect seven grade crossings. 

Restoration would provide direct downtown service to Schenectady Instead 
of Schenectady suburbs at Colonle. 

Some rail and a switch at the west end connection (CP 11) has been removed 
and would require replacement. Existing signal system has been vandalized and 
would require rehabilitation. 

Work entails an estimated: 
17,000 crosstles. 
13.4 miles of track rehabilitation. 
7 grade crossings rehabilitated. 
New modular Schenectady station. 
Rehabilitation of signal system. 

PBOJECT 7 

Ro.ston-AIbany  (Penn Central), $40 million. 
Restoration and upgrading of 201 route miles (double and single track) to 

Class 5 for portion of Boston-Chicago service to permit fast, safe, comfortable 
service. 

Work entails an estimated: 
50 miles of track gauging. 
350 miles of selected tie renewals. 
400 miles of track surfacing. 
350 miles of ballast cleaning. 
1.50 miles of rail head surface grinding. 
."50 miles of new welded rail. 
Rehabilitation of most interlocklngs (power switch complexes). 
Rehabilitation of bridges. 
Rehabilitation of ditch and drainage of roadbed. 
Rehaliilitation of signaling and installation of Central Train control sig- 

nalling from Control Point 100 to CP 148 and from Palmer to Brookfield. 
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PROJECT 8 

Taylor-Temple cutoff  (Missouri-Kansas-Texas), §2 million. 
Eliminates about 50 extra minutes of running time for the Inter-American 

trains. With increased speeds on other segments of route, the work will permit 
scliedu!e<l connections with the Mexican passenger service. 

Kstimate of work required: 
43,000 crossties. 
.37 switches rehabilitated. 
!»30 carloads of ballast. 
.39 miles of trackage rehabilitated, employing about 55 men. 
Rehabilitation of southeast wye connection on the Texas and Pacific at 

Fort Worth. 
Construction of connection between Atchison, Topeka and Santa Fe and 

Mis.souri, Kansas, Texas at Temple. 

PBOJECT 9 

CInclnnatl-IndlanapolIs (Penn Central), §50 million. 
Route segment of .Tames Whitcomb Riley and Mountaineer. 
A.S with the Louisville-Chicago segment, the track has deteriorated and the 

train has been forced to move off the Penn Central route and onto the C&O route. 
These trains no longer serve Indianapolis. The Chlcago-IndlanapoUs-Cincinnati 
route segment was identified originally by the Amtrak Incorporators as a iwssible 
Midwest corridor. To restore safe, efficient, comfortable, reliable service on the 
route, work has been estimated as follows: 

2fK) miles of track gauging. 
.3.')0 miles of tie renewals. 
400 miles of track surfacing. 
400 miles of ballast cleaning. 
1(X) miles of surface and rail-end grinding. 
80 miles of new welded rail. 

Work Is also required to: 
Rehabilitate interlockings. 
Rehabilitate bridges. 
Re.store drainage. 
Revise signal system. 
Weld rail ends. 
Rehabilitate grade crossings. 

PROJECT 10 

Seattle-Portland (Burlington Northern), $3.0 million. 
Seattle-Portland is one of Amtrak's main west coast corridors and the route 

is also served by a through train to Los Angeles. To provide safe, efficient, com- 
fortable, reliable opeiation on the route, the fallowing work has been estimated as 
needed: 

50 miles of track gauging. 
l.'iO miles of tie renewals. 
2<.K) miles of track surfacing. 
100 niiles of Itallast cleaning. 
100 miles of surface and rail head grinding. 
80 miles of new welded rail. 

In addition, the following work would also be required: 
Rehabilitate interlockings. 
Rehabilitate bridges. 
Repair drainge. 
Weld rail ends. 
Signal system revisions to improve crossing protection. 

There are 97 public highway grade crossings on this 18C-mIle segment, of which 
30 would be upgraded by adding gates to tlie existing light warnings, and 44 
crossings would be upgraded by installation of both flashers and gates. 
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PBOJEXT 11 

Kestore Amtrak service to Cincinnati Union Terminal (CUT) (Chessle System ; 
I'enn Central), §3 million. 

Restoration of Amtrak service to the CUT wonlcl have a short-range and a long- 
range advantage. CUT is located in downtown Cincinnati and can provide good 
downtown access for the Washington/Newport News-Chicago James Whitcomb 
Riley trains and for the Norfolk-Cincinnati Mountaineer trains. If the Chicago- 
Indianapolis-Cincinnati rail lines were Improved, CUT could serve quite well 
as the terminal for corridor service on that line. In the longer run, several 
proposals for corridor service in Ohio with Cincinnati as one end-jwint have 
been forwarded by the United States Railway Association. AVhile these i)roposals 
must still be completely evaluated by Amtrak, and the rail lines through Oliio 
improved, CUT would be tlie best location for the terminal since most of the 
east/we.st and north/south rail lines serve the terminal. 

Work required: 

Construct 10,045 feet of new 115 lb. track. 
Install 4 each No. 10 turnouf.s. 
Install 3 each No. 10 cros.sovers. 
Platform extension 19,700 sq. feet. 
Restore Southwest Connection. 
2.570 ft. rail. 
Construct .'{09 linear feet of timber pile trestle. 
Bridge tie renewals. 
Land acquisition of fi.."l acres. 
Install and rehabilitate signals. 
lu.'-tall coach and engine watering facilities. 

PROJECT 12 

Uouisville-Chieago via Indianapolis and Kankakee (Penn Central), $100 
millicm. 

Part of Chicago-Miami/St. Petersburg Floridian route and the Washington/ 
Newport News-Chicago service operated over the Indianapolis-Chicago segment. 

This trackage was part of the basic system until the track levels deteriorated so 
badly that the Federal Railroad Administration condemned the tracks for all pas- 
.senger service. The Floridian has been rerouted four different times and now op- 
enites over a segment of the L&N from Chicago to Louisville, which sen-es neither 
Indianapolis nor Kankakee. The .lames Whitcomb Riley no longer serves the 
segment either, since It was rerouted off the Penn Central and on to another rail- 
road, the C&O. The C&O does not .serve Indianapolis either. 

To restore this condemned trackage to the May 1, 1071, Class 5 levels, work is 
estimated as follows: 

.300 miles of track gauging. 

.SOO miles of tie renewals. 

.S(M) miles of track surfacing. 
800 miles of ballast cleaning. 
100 miles of surface and rail-end grinding. 
l.'O miles of new weldtnl rail. 

Work is also required to: 
Rehabilitate interlockings. 
Rehabilitate bridges. 
Restore drainage. 
Revi.'ie an<l rehabilitate signals. 
Weld rail end.s. 
Rehabilitate grade-crossing protection. 

PROJECT 13 

Chicago connection (Illinois Central Gulf, Norfolk and Western, Penn Cen- 
tral». .*0 million. 

Consideralile backing movement is require<l for trains bomid for Chicago from 
the Illinois Central Gulf Chic;igo-Xew Orleans mainline. This includes the 
Panama Limited, the Shawnee. and the Illini. The movement is required be- 
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pause Anitrak has consolidated all train oi)erations in Chicago at Chicago Union 
Station, which was not originally designed to handle traffic from the ICG lines. 
A study has shown that an improved connection at Grand Crossing can eliminate 
approximately 15 minutes for the scheduled running time for each train handled 
between the ICG line and Union Station. 

With restoralioi! of the route via Lafayette and Kankakee for the James 'RTiit- 
coml> Riley/Mountaiueer and the Floridian trains, this improvement will accom- 
modate four additional daily long-distance trains. 

To improve these track connections in Chicago it will be necessary to: 
Revise interlockiugs. 
Perform bridge work. 
Revise signal systems. 
Rehabilitate track. 

PEOJECT 14 

Dallas to Houston (Southern Pacific), ?15 million. 
To provide direct, safe, efficient, high-speed, reliable, comfortable senice from 

Dallas to Houston on the best available route, and make preliminary preimra- 
tions for Dallas-Houston high-si)eed corridor service. 

In preparation for Amtrak access to the SP main freight line. Amtrak and the 
SP submitted to arbitration to determine the necessary upgrading program. The 
details of the artntration award, with subsequent inflation factored in, were used 
to develop the preliminary dollar costs. 

Included are requirements to: 
Rehabilitate trackage to Class 4 level. 
Replace rail between Hempstead and Navasota. 
Extend Hempstead siding. 
Con.struct new siding on the SP-Missouri Pacific .1oint-u.se track at Milllcan. 
Construct new siding, two crossovers, relocate main line, extend existing Cen- 

tral Train Control to control the mainline at Heame Yard. 
Construct new mainline and install CTC at Ennis. 

PBOJECT 1^ 

White Sulphur Springs-Huntington  (Chessie System), .$30 million. 
Portion through West Virginia of the James Whitcomb Riley route. On-time 

reliability and riding comfort have deteriorated and considerable work is re- 
quired to restore 192 route miles of this service to safe, reliable, comfortable 
Class 5 operation. 

Estimates for the work require: ^ 
riO miles of track gauging. 
l.">(i miles of tie renewals. 
180 miles of track svirfacing. 
KH) miles of ballast cleaning. 
.W miles of surface and rail head grinding. 
80 miles of new welded rail. 

Also, work would be required to : 
Rehabilitate Interlockings. 
Rehabilitate bridges. 
Restore drainage. 
Revise signal systems. 
Weld rail ends. 

PROJECT 16 

Sciu Antonio trackwork (Missouri-Kansa.s-Texas) to consolidate stations, $3 
million. 

Presently, the east-west Sunset Limited and the north-south Inter-American 
train use different tracks through San Antonio and do not share stations. The 
Sun.set Limited uses the SP station, while the Inter-American uses a street Iwa- 
tion. 

To consolidate services at San .\ntonio in order for one station to accommodate 
both services and any future services, considerable revision of trackage, switch- 
ing. .THd operations are recpiired. The trackwork will iiermit the operation of 
the Inter-American train through the Southern Pacific station and then to 
return it to the Missouri Pacific lines to Laredo and Jlexico. 
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Improvements will entail: 
Laud acquisition. 
Signaling revision. 
Installation of power switches. 
Track construction. 

PROJECT 17 

San Diego-Los Angeles (Santa Fe), $138 million. 
There are 106 grade crossings alon;; this ver.v fast corridor route. The work 

would provide complete grade separations at 25 loeatioii.s to eliminate the ex- 
treme hazards involved in passenger train operations at speeds of up to 90 mph. 

Mr. KooNET. Mr. Keistrup, first of all, I would like to commend you 
for the excellent job you are doing with Amtrak. Traveling all over 
tlie country, taking a look at the facilities. 

In your travels, what have you found to be the greatest problems 
facing Amtrak? 

ISh: RKISTBXTP. The greatest problems that are directly under our 
control today, really, are equipment maintenance, air-conditioning 
now that summer is upon us, and the greatest problem that we are hav- 
ing a great deal of clifficulty with—because we can't do much about 
it—is the track. I am going to ride today what is supposedly the worst 
train in the country. 

Mr. RooxEV. Are you coming to my district? 
Mr. REiSTRtP. Ill ride the National Limited, which runs from 

"Washington and New York to St. Louis and Kansas City. It operates 
so slowly over some of this territory that the batteries cannot be 
charged, and therefore we have air-conditioning failures because it is 
going so slowly. We feel, and I have looked at a lot of the tracks, the 
undercarriages, we feel a lot of our mamtenanco costs are due to 
this bad track. It is developing a cracking of some of the castings 
caused by the banging. 

I really feel that your approach, the committee's approach here 
in trying to address this track issue expeditiously is one of the best 
things that has happened. I.iet's get to work this summer on the track. 
It will be worse next year. 

An example is that our trains 52 and 53. the Floridian. are now on 
their fourth route. It is a little bit of, "Car 54, where are j-ou?" Train 
53 is now on what used to be the Monon railroad because we camiot 
physically operate over either of the Penn Central lines. 

It is a significant problem. It is not going to get better. It appears 
there will be Federal financing on the Penn Central lines, at least, 
which is 41 percent of our operation. Let's get with it rather than 
delay. 

^Ir. RooxEr. I had an opportunity to look over your statement last 
evening and review the figures, and you certainly come up with that 
magic figure of $700 million, I see. Every nickel is accoimted for. 

The thing that bothers me somewhat, in San Antonio you want to 
spend $5 million for a new railroad station. Is that upgrading tracks? 

Mr. REISTRUP. There is some track work involved in it. 
^fr. RooxEV. How intich have you allocated for (he station? 
Mr. REISTRUP. The .station portion of it would be a considerable 

amount. That wotdd probably be close to $2 million. We can provi(le 
that actual breakdown. Our program is not entirely track, although 
a good bit of it is. 



180 

We can carve out what is strictly track maintenance from onr total 
program, but when you are working on the track you ought to be at 
the same time repairing road crossings with the highways, so the work 
is done in a unified program. 

ISIr. RooxET. But not building a $2 million railroad station. This is 
.something that is not needed. If we are going to rehabilitate the road- 
beds, I don't see how we can possibly get into refurbishing or rebuild- 
ing new railroad stations. I think that is secondary. 

Mr. REiSTntrp. These stations will be refurbished and rebuilt in 
some manner, and again we are responding to the committeo's ques- 
tion : Ilow would you spend this money ? 

It is veiy possibly not appropriate in this particular legislation if 
this is strictly a track bill. My understanding was it is largely to put 
people who ai'e unemployed back to work, though. There are carpen- 
ters as well as maintenance-of-way men that are out of work. 

Mr. RooxET. There is a bill going to come out of this committee 
dealing with this type of legislation which is going to the upgrading 
of the trackage. 

Let me ask you about the Illinois Central Gulf. Tell me something 
about that railroad's financial condition at the moment. 

Mr. REISTRUP. I really don't know what it is at the moment. I have 
read the reports. It lost money in substantial sums in the first quarter. 

Mr. RooxET. But it is still a A-iable profitmaking railroad or system? 
Mr. REISTUUP. Yes; it would be generally categorized in that way. 
^fr. RooxEY. How can you justify giving them $4.5 million ? 
Mr. REismtT. This route particularly is the former Gulf. Mobile, 

and Ohio railroad which was the fast route from Chicago to St. I^ouis 
and is in rather good condition, generally, but not set up for the high 
speed operations which we could attain with the turbotrains that are 
on that run. 

This program is an actual definite improvement above and beyond 
the state of the track in 1971. This is more than just track repair which 
you would have in the case of Penn Central. This is an upgrading so 
we can reduce the running time from Chicasro to St. Louis to be tnily 
competitive. Right now the run is about 5 hours and it is just too 
lone to attract that many passcnirers. Rouffhly 2S6 miles. 

There are other examples. ]Mr. Chairman, like this. The San Diego- 
Los Auffeles would be one. It is a viable railroad. 

Mr. RooxF.v. Atchison. Topeka. and Santa Fe, $1.38 million. One of 
the most profitable railroads in the country. 

Mr. RETSTKTTP. That is right. We are running three trains each way. 
We may be nmning a fourth each way. and it is one of the heaviest air 
corridors in the country, unbelievable. San Diego to Los Angeles air 
traffic is heavy, and we ought to be competitive on a run that short on 
the rail. 

There is a very severe curve nnd several curves in the middle of that 
operation which I recall are about 30 miles an hour. Some of that 
track is good for 00. With all that slow rmming it is a "hurrj- up and 
slow down" operation. 

My. RooxKT. Don't you believe that the $700 Tuillion. you pointed 
out in your report, that that could be more useful in the Xorthenst 
corridor between here and New York—between Washington and 
Boston and Xew York and Philadelphia? 



ISl 

Mr. KKISTOIP. AS far as fictuallv upgradinp and repairing track, 
Mr. Chairman, that is true. Of comW. thov could use, as I understand 
it. $6 billion of just track up<,'radinfr in the Northea.st. Our program 
is tryinjr to be responsive to puttin<r the men to work that are out of 
work across the country, not merely on Penn Central. 

If we were rroiufr to respond to just a track repair program for 
Penn Central, we would state perceivablv a $5 billion program and 
giving priority to the woi-st passenger lines such as the National 
Limited route. 

ilr. RooxKY. iTr. Reistnip. do you believe that the Department of 
Transportation should be completely eliminated from administering 
this legislation? 

^Ir. RinsTRrp. Xo: I do not. We have worked in concert with them 
on the i)rogi-am between New York and Boston. Amtrak is actually 
in the form of a conti-acting officer for that project. We get onr funds 
through the Depai-tment of Transpoitation. actually refjuisition of it. 
It should be. I think, a coordinated effort. I do think it is better to 
have an im])leinentor rather than a policymaking agency actuallj' 
supervising and doing work. 

Mr. IIOOXI:Y. SO you don't think that type legislation is needed: you 
can work with the Department of Transportation ? 

Mr. KEismiP. I tliink we could ; yes. 
Mr. RooxEv. How are your projects listed as far as priority is 

concerned i 
Mr. REiKTitir. They are listed and attached to my statement, and I 

believe you receivetl copies. They are in the order, really, of the most 
need, the Penn Central projects, for exam])le. and then foi- the greatest 
improvement for the pa.'ssenger and our competitive position in the 
marketplace. Let's take a few examples: 

Chicago-Detroit has new- turbotrains on a substantial investment by 
the United States of America. Some $1/2 billion has been invested by 
this country to oj)erate over tracks that are not too good. This track, 
and I liave ridden over a part of it, can be repaired for not too much 
money and you really can have a bcautifid operation from Chicago to 
Detroit, three trains each way. and I assume every train would be 
running practically full. 

The business is already up 61 percent just by improving the trains 
themselves. 

The Pittsburgh-Chicago and Piltsbui-gh to St. Louis portions of 
Penn Central—rhe Broadway Limited. National Limited route—that 
is just track repair and I indicated earlier the problems on those oper- 
ations. Those trains are always late. It is a rarity Avhen the National 
Limited is on time. Its on-time record is zero. 

Chicago-St. Louis would not be a rehabilitation program. It wo\dd 
be an imi)i-ovement program so we can get a truly high-speed opera- 
tion. I think that goes far enough. 

^fr. R(!nxET. You have your fourth priority as the Illinois Central 
Gulf getting $45 million. 

Mr. REISTRUP. Yes. 
ilr. RooxEY. How will our nioney be protected ? 
Mr. REISTETP. In that case very similarly to the New York-Boston 

situation in that we would actually put a work program together, 
what work to do where, we audit it, we monitor it, we have supervising 
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eiifpncers in the field, and then we will sign a contract with the rail- 
road to make sure that investment is maintained. 

"What actnallj' happens is the level of utility increases from what it 
was the day of Amtrak's beginning, May 1. 1971; the track mainte- 
nance level that ICG would have to maintain would be better than 
it is today, because today tliey are supposed to keep it at 1971 condi- 
tions. 

Tliat is not good enough for tnrbotrains. They are idUng there now 
at 79 miles an hour and tlio train can run 120. 

Mr. KooxEY. Mr. Adams. 
Mr. ADAMS. ]Mr. Ecistrup. following on the question that the Chair- 

man asked you, 1 am concerned about the arrangement that Amtrak 
lias with both the companies that are doing the work and with the 
testimony that you have on page 4 of using crews from one railroad 
on another. 

Are you simply entering into a contract with the railroad and say- 
ing. "We want this work done."' and then you pav them so much money 
and they do the work? Is that the method by which you are presently 
handling Amtrak's track program? 

Mr. REISTHUP. XO : Mr. Adams. 
Mr. ADAMS. Are you putting your own crews out ? 
Mr. KEISTRFP. We are using the railroad s crews and the railroads 

on the groimd level supervision. We also have Amtrak's managerial 
supervisors tlicre. The key to it is putting together the program, what 
work is to be done where, so the railroad is actually carrying out the 
work but they are carn-ing it out to onr specifications, just as you would 
order a plumlier to install a new hot-water heater in your basement. 

Mr. ADA3rs._Do you hire crews? 
Mr. RETSTRL'P. XO ; we do not. 
Mr. .\nA5ts. The railroad company's. 
Mr. RELSTRUP. Yes. 
Mr. .VDAJIS. That is what I am ti-j'ing to get at. 
Mr. REISTRPP. Yes. 
Mr. ADAMS. So that when you have a project tliat the chairman men- 

tioned on a particular railroad, you go to that railroad, you contract 
to have that work done and they do it with their management and their 
crews to your specifications? 

Mr. REISTRT'P. Yes. sir, that is correct. 
Mr. ADAMS. DO they give you any payback or anything else for the 

improvement of the track over which they are running an extensive 
freitrht operation? 

Mr. RETSTRUP. Xo. 
Mr. ADA^rs. In otiier words, you ai'o doing this for your passenger 

operation rnd whate\er benefit accrues to tlie particular railroad is 
just a benefit that acci'ues to the railroad, correct ? 

Mr. REISTRUP. Tliere are clauses, and I think it would be best for our 
lawyers to get together witli the conunittee staff to show how this 
works. We do protect this imi)rovement in the level of utility from 
1971. 

>rr. AnA-vrs. We would like very much to .see that. Wlion we drew 
the oricinal .Vmtrak legislation, one of the .stipulations was that track 
conditions should be maintained for the Amtrak trains at the level 
thev were at when Amtrak came into existence. 
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Obviously, this has not been done. So passing the legislation was 
a useless exercise. 

In some cases it may be because some managements didn't want to; 
many otliers could not. I can imdcrstand that if you don't have any 
money you probably are unable to meet the commitments. 

What I am trying to get from you is, if we are going to repeat this, 
do we defend it on the floor as being simplj' something that lias to be 
done in order to run the trains and the benefit to the companies in- 
volved is just there? 

Mr. EEISTHUP. I feel that it can be defended on tlie floor as a con- 
tractual arrangement which will protect both parties. I believe the 
staff will find this is what has been done precisely between New York 
and Boston. 

Mr. ADAMS. Sir. Chairman. I would like Mr. Eeistrup to cooperate 
with our staff to give us what that is. 

[The following information was received for the record:] 

PROTECTION OF PUBLIC FUKDS INVESTMENT IN RAILROADS RIGHTS OF WAT 

During the hearings before the Subcommittee on Transportation and Commerce 
of the Committee on Interstate and Foreign Commerce of the Honse of Repre- 
sentatives on July 0th, ]97o, Representative Adams inquired if the expenditure 
of public funds for track improvements was "simply something that has to be 
done in order to run the trains and tlie benefit to the companies involved is just 
there?" Mr. Paul Reistrup responded that contractual arrangements had been 
devised by Amtrak whereby both parties, Amtrak and the railroad Involved, 
would be protected. Mr. Adams requested further information on those 
arrangements. 

While it is clear that the benefit from the expenditure of public funds to im- 
prove private property would ordinarily accrue to the property owner, Amtrak 
has endeavored to insure that the benefits derived fom the public funds on rail- 
road rights of way accrue to the public. To date Amtrak has undertaken improve- 
ments of private rights of way only between New York, New York and Boston. 
Massachusetts. In the contracts authorizing this work Amtrak has been careful 
to retain control over the supervision, inspection, acceptance, and auditing of all 
projects to insure tlmt all funds are expended only for the intended purposes. 

More importantly Amtrak has endeavored to insure that any benefit derived 
from these expenditures of public funds can be recouiied. The contracts covering 
this work specifically provide that when these properties are transferred to Con- 
liiiil or Amtrak tliat any enchaneement in value attributable to the expenditure of 
public funds shall be credited toward the transfer price of such properties. 

Outside the corridor Amtrak is presently negotiating a contract with the Mis- 
souri-Kan.sas-Texas Railroad Co. for track improvement utilizing public funds. 
Since that railroad is not under the Regional Rail Reorganization Act the pro- 
IK)sed contract specifies that in consideration for the expenditure of pul)lic fimds 
to upgrade tiie track the railrcid agrees to maintain the track at its sole expense 
at the improved level of utility for ten years. This arrangement not only insures 
improved passenger and freight service to the American public but it also insures 
that the railroad company whose freight operations benefit from the expenditure 
of public funds will contribute its share to the costs of such benefit.s. 5<ince Am- 
trak operates over fhe.se lines on a daily basis Amtrak will know immediately if 
the railroad fails to live up to its end of the bargain. 

.Similar contractual arrangements can be negotiated for other rail right of way 
Improvements to insure tliat all parties receiving benefits from the improvements 
will contribute to the expense of such improvements. 

Mr. I>EisTi5UP. I think it is a guideline type of arrangement. It is 
working. 

Mr. KooNKY. If tlie gentleman will j'ield. 
You are going to spend S+o million in upgrading the track in the 

Illinois Central Gulf area and vou are going to enter into a contract 
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with them and they are going to have to maintain tliat kind of service 
fore\er ? 

Mr. REisTRtP. That is correct. 
3fr. ADAMS. It is my understanding that, in tlie final system plan 

rceonniicadations—it Mas in tlic preliminary system plan so it seems 
to he agreed u])on—tlie Xortlicast corridor is going to lx!Come an Am- 
trak paasenger operation. You would own that track and there it 
woidd be a subsidiary fi'eight operation that would run alongside of 
it. 

Xow, have you a work program for tliat track ? 
ilr. REISTKUP. We do, witli the Department of Transportation in 

tliat case taking the lead. The reason for tlie difference from Xew 
York to Wasliington is that the track was, in fact, much better in 
1071 than it is today. 

ilr. An.vMS. That is what I understand. 
Mr. REISTKUP. We cannot spend legally today without tlus legis- 

lation south of Xew York. So the Department of Transportation is 
proposing to spend money in a similar fashion to the way we are north 
of Xew York on the Xew York-AVashington section protecting the 
investment of the public in that track, to bring it back to 1971 condi- 
tions. That will cost about $25 million and is a 2-year program. 

I think we are going to be overtaken with tlie Rail Reorganization 
Act coming into being and Amtrak probably taking over the corridor. 
Then all those forces will be our employees if that happens. 

i[i'. ADAJIS. That was my next ([uestion: Then they will be your 
employees? 

yiv. REISTRUP. Yes. 
Mr. ADAMS. Since the Penn Central doesn't have, as you indicated, 

as many crews on furlough, do you have places elsewhere where you 
can draw crews? 

Mr. RETSTKUP. We would hire, and I would hope that we could 
attract people that are out of work in this section of the country, but 
others would be welcome to come also. 

ilr. Crotty or his representative—I don't believe he is going to 
appear in person—probably can help the committee with just how 
one railroad's raaintenance-of-waj' employees might be put to work 
on another railroad. 

There are administrative problems biit I think ones that can be 
addressed bv an agreement. That is really up to the brotherhoods 
and the railroads. 

Mr. ADAJIS. YOU would then be having your ovrn crews. 
Mr. REISTRUP. Yes. 
^rr. AiiAMR. And that has not existed before? 
^[r. REisTRrp. That is correct. 
'Sir. ADAMS. Thank you. Mr. Chairman. I have no further questions. 
Mr. RooxEY. Mr. Florio. 
'Sir. FLORTO. Briefly to get it clarified, you would have no difficulty 

with a provision in the law that passed which would require that 
maintennnce-of-wav employees be utilized by the railroad, in the event 
the number of maintenance-of-wav employees available was insuffi- 
cient, they would be required to go to other such employees from other 
railroads first? 
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Mr. REisinrp. I would favor that. I would like to have experienced 
people working on the track. 

Mr. FLORID. My last question is, you specified and emphasized Aery 
accurately, I think, that what we should be doing is attempting to 
expedite this bill as rapidly as possible to get the benefit as quickly 
as possible. I was wondering if you had any thoughts as to which 
approach would provide for that rapid process more expeditiously— 
grants or loans? 

Mr. KEismTTP. That is a veiy difficult question for me to answer, 
and I would if I could. Amtrak itself, of course, is being shifted now 
to a grant situation from loans because we cannot repay and we just 
carry the interest charges which makes tlie loss worse if we get loans. 
I think that this might be the case for many railroads. 

Mr. FLORIO. If, in fact, the bill that comes out of here is exclusively 
loans, will that exclude you from taking part ? 

Mr. REISTRUP. Yes; it would. 
Mr. FLORIO. Would the answer have to be—-if we are going to talk 

about your participation—it has to be a grant program? 
Mr. REISTRTTP. Yes. 
Mr. FLORIO. Thank you veiy much. 
Mr. RooxEY. Getting back to your projects, list of priorities, and 

I note again, going back to the San Antonio station, am I not correct 
tliat all or part of the funds necessary for these projects were all 
appropriated by Congress in 1974 when it mandated the initiation of 
tlic Inter-American route? 

Mr. REISTRUP. The funding for the Inter-American route is a little 
bit confusing to me. I don't know specifically what was funded. There 
are those of the opinion where a lot of specific items were included, 
but one opinion is that the operation was funded, but not specific 
improvements such as the San Antonio station. 

I would say, however, we do have the ability to build this San 
Antonio station within the "station improvement" funding that we 
got from the act that was just passed a few months ago. There is some 
(hiplication. There is going to be duplication in this progi'am or any, 
I think, that you see. and the USRA. the program for railway 
reliabilitation in tlie Northeast, and also the "put the j^eople back 
to work" program. What this list is, is a place to put them to work. 

Mr. RooxEY. One final question, and perhaps you can toll me 
whether or not you are improving on this since you have taken over. 
It has been suggested that 190 million Americans are paying for train 
3'ides that they never ride. Is that true? 

Mr. RETSTRUP. Only aboiit 2 percent of the population rides on 
Amtrak's passenger trains. So there are many of them who do not 
ride who are paying. 

It is apparent that the public desires to have these trains whether 
they ride them or not, as is evidenced by the Harris poll wliicli was 
conducted and made available to ilembers of Congress, and also I 
think by the intent of Congress as a swelling and growing: opinion in 
the land that this travel-transportation alternative .should be available. 

It is much the same as the freight alternative. Certainly you can get 
along without a freight railroad, but you lose something by not 
having it. 
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Mr. RooxEY. Thank you very much, Mr. Reistrup. We appreciate 
3'our being liere today. 

>[r. REISTRUP. Thank you. 
Mr. RooxET. Our next witness will be ]Sfr. J. Raymond McGlauglilin. 

national legislative representative, Brotherhood of Maintenance of 
Wav Employees. 

Will you kindly identify your associates for the record? 

STATEMENT OF J. RAYMOND McGLAUGHLIN (ON BEHALF OF 
HAROLD G. CROTTY. PRESIDENT) NATIONAL LEGISLATIVE 
REPRESENTATIVE. BROTHERHOOD OF MAINTENANCE OF WAY 
EMPLOYEES. ON BEHALF OF THE RAILWAY LABOR EXECUTIVES 
ASSOCIATION, ACCOMPANIED BY WILLIAM G. MAHONEY, COUN- 
SEL, BROTHERHOOD OF MAINTENANCE OF WAY EMPLOYEES; 
AND DONALD S. EEATTIE, DIRECTOR OF GOVERNMENTAL 
AFFAIRS, RAILWAY LABOR EXECUTIVES ASSOCIATION 

Mr. MCGLAUGIILIX. Thank you, Mr. Chairman and members of the 
committee. As you stated, my name is J. Raymond McGlaughlin and I 
am national legislative representative of tlie Brotherhood of Mainte- 
nance of Way, with offices at 400 First Street NW., here in Washington. 

With me is our counsel, Mr. William Mahoney, on my right, and Mr. 
Donald Beattie, director of governmental aifairs for tne Railway 
Labor Executives' Association. 

President Crotty wanted to personally testify on this verj' important 
subject today but could not be here because of a long-standing com- 
mitment, and asked me to appear on his behalf. 

With your permission, I will read Mr. Crotty's statement. 
Mr. RooNET. No objection. 
Mr. MoGLAxioni.ix. The RLEA is comprised of the chief executive 

officers of the Railway Employes' Department, AFL-CIO, and the 
following standard national ana international railway labor organiza- 
tions whose names I would appreciate your having copied into this 
record as if read: 
American Railway Supervisors' Association. 
American Train Dispatchers' Association. 
Brotherhood of rx)cc)motive Engineers. 
Brotlierliood of Maintenance of Way Employes. 
Brotlierliood of Railroad Signalmen. 
Brotherhood Railway Carmen of the United States and Canada. 
Brotherhood of Sleeping Car Porters. 
Hotel & Restaurant Employes and Bartenders' International Dnlon. 
International Association of Machinists and Aerospace Workers. 
Intel-national Brotherhood of Boilermakers and Blacksmiths. 
International Brotherhood of Electrical Workers. 
International Brotlierhood of Fireman & Oilers. 
International Organization Masters, Mates & Pilots of America. 
National .Alarine Engineers' Beneficial Association. 
Railroad Yardmasters of America. 
Seafarers' International Union of North America. 
Sheet Metal Workers' International As.sociation. 
Transport Workers Union of North America. 
United Transportation Union. 
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I appear before you today to present the views of the members of 
the Railway Labor Executives' Association (RLEA) on the legislation 
pending before tliis committee •which, if enacted and enacted quickly, 
would alleviate three serious problems now confronting this Nation— 
the severe unemployment caused by the present recession, the abomi- 
nable condition of the tracks, roadbed, and related facilities of most 
of our railroad network, and tlie energy crisis which we face now and 
which will grow more acute in the fntui-e. 

The members of the RLEA wish to express their appreciation to the 
authors and siDonsoi-s of the bills now before you dealing with these 
problems. This legislation serves a high public purpose and its authors 
and sponsors have expended great effort and evidenced imagination 
and practical commonsense in the creation and introduction of these 
bills. Rail management and rail labor are united in support of legisla- 
tion which would put unemployed persons back to work in the essential 
task of improving the Nation's rail lines. 

The enormous increase in unemployment throughout the Nation is 
well known to all. Among the emplojees represented by my brother- 
hood who build and maintain the tracks, roadbed and certain related 
facilities of the Nation's railroads, emploj-ment has declined seriously. 
InApril 1975, the number of maintenance of way employees declined 
to 77,312 from the 91,970 who were employed in October 1974. This 
decline will continue as the effects of the economic recession worsen. 

Conversely, derailments, accidents, propertj' damage, injuries, and 
death due to defects in track and roadbed increase as employment de- 
clines in the maintenance of way departments of the railroads. 

Attached to my prepared statement is an appendix "A" which I ask 
be incorporated into the record of tliis hearing. 

Mr. RooxEY. No objection [see p. 189]. 
Jlr. MCGLAUGHUX. Appendix "A" is a listing of derailments and 

accidents due to track defects for the first 11 months of 1974—the 
latest figures available—and for comparable periods in 1973 and 1972. 
You will note that derailments increased by 58 percent between the first 
II months of 1972 and the first 11 montlis of 1974: the number of de- 
railments causing death and injury increased from 114 to 188, or 65 
percent, between the same periods; the number of persons injured in- 
creased by 119 percent; and the number of those killed increased by 
III percent. 

Accidents on the railroads caused by defects in or improper main- 
tenance of way and structures numbei*s 4,032 in the firet 11 months of 
1974 as compared with 2,372 over the same period in 1972, an increase 
of 70 percent. Accidents which resulted in injui-y or death increased 
by 57 percent; injuries increased by 119 percent. WTiile 1 person was 
killed in 1972,10 were killed in 1973 and 3 were killed in 1974 by acci- 
dents resulting: from defective tracks, roadbed, and related facilities. 

Testimony Before your committee earlier this year by the Acting Ad- 
ministrator of the Federal Railroad Administration confirms that 
track failures are the No. 1 cause of railroad accidents in the United 
States, accounting for 41 percent of such accidents in 1974. House Com- 
merce Committee Report No. 93-1083 on Federal Railroad Safety and 
Hazardous Materials, 1974, concludes at page 9 that the primary 
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cause of railroad accidents is track failure due to deferred maintenance. 
That report stated the loss of property from sucli accidents to be $52 
minion in 1972. 

According to the Chairman of the National Transportation Safety 
Board. Mr. John Eeed. who testified before the Senate Commerce Com- 
mittee's Oversight Subcommittee, one of the biggest safety problems 
confronting his Board is the existence of poor track conditions result- 
ing from a iiumber of years of deferred maintenance. 

tJlearly, the present condition of the tracks and roadbeds of much 
of our rail system in this country is a menace to the safety of human 
life and property which worsens with each passing year. 

Enactment of legislation which would reduce the ert'ects of the reces- 
sion by increasing employment in the railroad industry would also 
greatly increase the safety of the operations of that industry. 

In addition, such an increase in employment would go far toward 
providing the sound, efficient rail network which is vital to our Nation's 
progress. 

The present condition of the roadbed and related facilities renders 
them unable to measure up to traffic demands. Slow orders, re.strictmg 
speeds to "0 miles per hour or less on rail lines originally designed to 
transport trains at 60 miles per hour, are all too common throughout 
the country. Many lines suffei'ing from years of deferred maintenance 
are being aliandoned, even though industries may be in need of them, 
simply because the cost of bringing them up to a reasonable standard 
of maintenance is too great. Service on other lines has been reduced to 
the point where shippers have been forced to transport by motor car- 
rier or relocate their plants. 

The result of the deterioration in the rail lines of this Nation has 
been to luibalance our transportation system in terms of incresising use 
of and dependence upon less efficient motor carriers and more expen- 
sive liighwa)'. 

To return a proper balance to our transportation system, we must 
now place first priority upon the rehabilitation of the most efficient 
method of transportation we possess, the railroad. It is most efficient 
in terms of cost per unit transported: the most efficient in use of energy 
per unit transported: the most efficient in use of land: and ecologically 
it is by far the least offensive of any mode of transportation. 

As I said a moment ago, we support legislation which would provide 
employment and upgrade our rail network. The bills before you would 
accomplish that purpose. We would support enactment of any of them. 
We believe a bill containing certain basic mininnmi elements, which I 
will now discuss, would provide the best approach to the problem con- 
fronting us. 

Members of the RLEA have given lengthy and studied consideration 
to the matter of the use of Federal unemployment funds to rehabilitate 
the deteriorated rights-of-way of our Nation^ railroads. "We have con- 
ducted extensive discussions with representatives of railroad manace- 
nient regarding this matter. As a result, we believe that legislation de- 
signed to combat unemployment and revitalize our rail service should 
encompass certain essential principles. These principles are set forth 
as appendix "B" to my prepared statement. I ask that they be copied 
into the record of this hearing. 

Mr. RooxEY. No objection [see p. 189]. 
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Mr. MCGLAUGHLIN. Among the criteria established to determine 
which roadbeds and facilities are eligible for funds, which has been 
mentioned earlier this morning, section 6(4) of H.R. 6808 and S. 
1730 would limit eligibility outside the final system plan for the 
Northeast to lines with "track usage of at least 5 million gross ton- 
miles per mile of road per year during at least 1 calendar year follow- 
ing January 1,1970." We do not believe the discretion of the Secretary 
should be so restricted. If the Secretary determines a line is desirable 
for present or future needs, he should be able to provide the funds 
for its restoration, otherwise such line—which indeed may now be 
transporting several million gross-tons annuallj'—will surely be 
abandoned. 

The traci< and roadbed of the Nation's railroads can be rehabili- 
tated only during certain times of the year. Generally, the winter 
months, due to the cold in the North and rains in the South, restrict 
track and roadbed maintenance. We are now almost past that time 
of the year which provides optimum conditions for repair and re- 
habilitation. If we are to take advantage of those conditions and 
realize the objectives of the legislation pending before you, its enact- 
ment must be swift. 

Let me again express the gratitude and appreciation of each of the 
members of the Railway Labor Executives' Association and the em- 
ployees they represent to you, Mr. Chairman, for scheduling these 
liearings on this most important subject; to Chairman Staggers and 
Representatives Florio and Heinz for authoring and to those mem- 
bers of this committee who cosponsored the positive public service 
legislation before you today. 

We appreciate the opportunity to present our views and the atten- 
tion you have given us, and we hope we can respond to any questions 
you may have. 

[The appendices referred to follows:] 

APPENDIX A 
RAILROAD ACCIDENTS (CAUSED BY DEFECTS IN, OR IMPROPER MAINTENANCE OF WAY AND STRUCTURES)' 

Resultins in 
Number        casualties Deaths Injurln 

January to November: 
1974  4,032 265 3 435 
1973  3,332 233 10 270 
1972  2,372 168 1 190 

Derailments: 
January to November; 
1974  7,713 188 38 478 
1973  6,588 178 38 370 
1972  4,893 114 18 218 

> Source: FRA form No. 6130. 
APPENDIX B 

USE OF FEDERAL UNEMPLOYMENT FUNDS FOR RAILHOAD RIGHT-OF-WAY WOBK 

The riiilroad IniJustry and its employees are iinlted in support of legislation to 
put the nation's unemployed back to worli in the essential task of improving the 
nation's rail lines. Legislation of this kind is uniquely capable of contributing in 
a major vsay to two of mir most pressing current problems, namely, unemploy- 
ment anrl the deteriorated condition of many lines of railroad. 

Such legislation would encompass the following essential principle.s: 

50-654—^75 13 
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1. Funds that are niilhorlzed t(i be apiiroiniuted for the relief of iineuii>loyea 
persons? shall be made available to reimburse railroads who have put unemployed 
IMjrsoiis to work on maintenance, restoration and imi>rovemeut of railroad liiies. 

2. The program shall be administered by the Secretary of Trausportatiou, who 
shall make funds available to railroads for the above puriwses upon the appli- 
cation of individual railroads. 

3. Grants to railroads under the program shall cover wages, fringe benefits 
and other payroll costs of l)e^^ons employed, and low interest loans shall be made 
available to railroads for material, machinery, and supplies as needed. 

4. Such grants and financial assistance shall be equitably apjiortioued by the 
Secretary of 'J'ransportation among the railroads and regions of the United 
State-. 

5. Persons employed' by railroads under this program and with the aid of 
such Krauts shall be railroad employees, who will be paid at rates of pay and with 
such fringe benefits as are proviiled for such work under existing collective bar- 
gaining agreements aitplicable to such work. Such employees shall be subject to 
the same managerial control of the railroad as are other railroad employees, and 
shall l>e covered by the collective bargaining agreements applicable to such eni- 
iJoyees. on the railroad by which they are emitloyed. 

(i. Kailroads participating in the program shall observe the following priorities 
in hiring unemployed persons: 

(a) Furlonghed railroad maintenance-of-way employees and other fur- 
loughed employees who performed work on railroad line and right of way jirlor 
to being furlou;;hed. 

(b) Furloughed railroad employees, other than those referred to in (a), above. 
(c) Other unemidoyed persons. 
7. The Secretary of Transportation will establish regulations for the admin- 

i-stration of the foregoing program which shall incorporate, among other prin- 
ciples, the f ollow ing : 

(a) Work to be jjerformed under such program shall be in addition to work that 
would liave been performed on a railroad in the absence of siich grants or funds. 

(b) The Secretary of Transportation, in con.siderlng applications for grants, 
may take into account the following con.-jldeiiitions (among others) : the desira- 
bility of making grants in connection with track or roadway that is u.sed in rail 
or urban commuter passenger .service; the desirability of apportioning funds for 
the i)erforinance of work on grade-crossing projects of railroads; the need for 
making such grants for work to be performed on track that is subject to tempo- 
rary slow orders; and the need for such funds to be used on track on which tlie 
I)er"forniance of railroad service has been interrupted by the existence of ejner- 
gency conditions. 

Ml'. KooNKY. Tliank you, Mr. McGlauglilin. 
Oil page :i of your stiiteiiieiit, you indicate tlie number of inaiiite- 

nance-of-\vay employees in April of 1!)7.5 and October of 1974. Is the 
number of iinemi>loyed maintenance-of-way employees the difference 
between these two figures or some other numbers ? 

Mr. McGi..\rGnr,iv. That is the number of people that were working 
in October of 1974 as compared with 1975 in April. Those are the latest 
figures that we have available. 

Mr. RooxF.Y. How many arc unemployed ? 
ilr. M(<iL.vtT.Hi,iN. Between 10,000 and 15,000. We don't have an 

accurate number. 
Mr. KooNEY. Considering the extent of deferred maintenance in re- 

cent years, hasn't the unemployment of maintenance-of-way employ- 
ees been a chronic problem all along? 

Mr. McGLATKiULi.v. Yes, in the past 2o years employment in the 
maintenance-of-way department lias decreased to about two-thirds. 

Mr. HooxEY. How does it compare to the national average? 
Mr. MrGi-AroHLTX. I would say about the same. Are you talking 

about on the railroad ? 
Mr. RooNET. Maintenance-of-way. 



191 

On page 5 of the statement you claim the enactment of the le{?isla- 
tion will reduce the effects of tlie recession by increasing employment. 
Assuming grants for labor expenses only amount to $600 million, how 
many of the maintenance-of-way employees would you anticipate 
would be reemployed and for how long a period of time ? 

Mr. MCGLACGHLIN. Of course. Congressman Hemz's bill spreads 
over 2V2 yeare; some of the bills for 1 year. I would say that it would 
range from 20,000 to 60,000. 

^Ir. RooNEY. For how long a period of time ? 
Mr. MCGLAUGHUN. The larger the number, the longer the period. 

I would say for 1 year we could probably hire 80,000 additional main- 
tenance-of-way people under the use of the $700 million figure. 

Mr. RooxEY. Mr. Adams. 
Mr. ADAMS. Thank you, Mr. Chairman. 
I asked the question to Mr. Reistrnp and I notice it is in your ap- 

pendix B, second page, under item 6. of how people would be hired. 
You would start with furloughed railroad maintenance-of-way em- 
ployees and other furloughed employees who performed work on the 
railroad line. Then you indicate "f\irloughed railroad employees 
other than those referred to in (a) above.'" I assume by that you mean 
everyone from clerk to those who have been laid off from various 
other parts of the particular railroad; is that correct ? 

Mr. MCGLIMGHIJN. Congressman, when the legislation first had its 
beginning, I think the first piece of legislation that was drafted per- 
haps in the Senate and maybe in the House, the first people to be 
recalled would be furloughed maintenance-of-way people. After 
they had been called back, other furloughed railroad employees would 
be recalled. After that group had been depicted, then you would go 
to o\itside industry and nire imemployed workers in that sector. 

The legislation, I think, that is pending before us today would only 
recall furloughed maintenance-of-way employees; that would be on 
one railroad and not go over to another railroad. You would recall 
the furloughed maintenance-of-way people on that railroad. Then 
after they have been recalled, you would go on the outside and hire 
other furloughed people not connected with the railroad industry. 

Mr. ADAMS. Which is the better approach to what we are dealing 
with? I understand Pemi Central has 235—that figure was mentioned, 
I don't know if it was right or wrong—furloughed in thi>ir depart- 
ment. Would you go then to the other bankrupt lines where people 
have been laid off and bring in maintenance-of-way people or would 
you be hiring people off' the streets, or should we piitanything in about 
it at all ? 

Mr. MC;GLAUGHLIX. I would like to make this comment, in listening 
to the testimony this morning, this legislation, as 1 understand it, is 
a jobs bill, it is primarily for the purpose of putting people to woilf. 

As I said a moment ago, all of the legislation that I have seen would 
recall the furloughed maintenance-of-way people on one paiticular 
railroad. After that was exhausted you wouldn't go to another rail- 
road, you would go outside the railroad and hire unemployed people. 

Now, gomg to other railroads and picking up furloughed people, as 
Mr. Reistrup said, on the Santa Fe and bringing them into the North- 
east, this is something new to us. We have not given this any consid- 



192 

elation. Poasibly it could work maybe over a short territory. This is 
something we would have to p;ive a lot of consideration to. 

There would have to be a lot of cooperation between Amtrak, be- 
tween the unions, between the railroad companies, between the DOT. 
I couldn't begin to give you what our position would bo today. 

I like the concept of it, after you exhaust the micmployed people on 
the railroad, to go pick up the other unemployed on another railroad; 
but this is something I think requires a lot or study on our part. 

Mv. ADASIS. We would appreciate, at least this member would, your 
working with the staff and giving us information on that as to whether 
there should be anything in or something on that point. 

That brings me to the second part of your appendix B, which is why 
I asked the question earlier about that, you indicated such grants shall 
be ill addition to the work that would have been performed on the 
railroad in tlie absence of such grants or funds. This is on appendix 
B, page 3, it is part (a). 

It is my understanding, and your statement says this earlier when 
vou indicate the decline in maintenanc«-of-way people, that what is 
Kappening in the United States at the present time on the existing rail 
system is that as inflation goes up they are incapable of maintaining 
their capital plant. In other words, their right of way, that simply is 
the thing that is cut off first as their operating costs rise above the 
revenues. 

It is also my undei-standing that at the present time even the profit- 
able railroads in this recession are running at losses. That was why I 
asked the question earlier, and you have indicated this is a jobs bill. 

What is your recommendation to the subcommittee as to what we 
should do about the fundamental long-range problem that we have. 
How in some fashion to put funding into the railroads for their right 
of way. They simply cannot meet your standard of this program going 
on top of work that is being done because that work is having to drop 
because they don't have any money to pay for it ? 

Now, that was why I mentioned, do you want a total package. I am 
not trying to stop the passage of this bill. I would be happy to see it. 
I don't know how many times we would go to the well on this subject, 
I would like to know how many times do you go to the floor with a 
railroad financial assistance package? Should we do it all at once? 
Do you have confidence we could do a jobs bill and later a railroad 
rehabilitation bill that involves a specific amount of monej'? I am 
talking now of $2 billion to $5 billion. 

Mr. McGLAtJGHLijr. I can sympathize with the frustrations which 
you talk about, because I have personally been involved in the STA 
bill since 1970. And it seems like just the moment we think we are 
going to make some headway, we take two steps back. 

As I stated a moment ago. this legislation, as I view it, is a job bill 
which at the same time would accomplish the purpose of doing some 
very needed and important M'ork. I would hope that this subcommit- 
tee would report out legislation, to the full committee, and eventually 
be passed by the Congress. We are certainly in favor of an overall 
surface transportation bill and we will do everything we can to en- 
hance its enactment. 
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Mr, ADAMS. Our problem, so that 30U understand it, from the ques- 
tions that went to the others, and when I say "our problem" I am re- 
ferring to all the members on the subcommittee and the full conunittee, 
is that we need something from the Senate on the overall bill because 
until we have that Ave cairt mo\e on the overall problem. 

Therp is aa\ administration bill up hero now which is pending. The 
chairman has it worked into the schedule of the subcouimittee. too. 

A\Tiat I am saying to you is the same thing you lieard Mr. Floiio 
and I ask questions about before, we are not trying to get any guaran- 
tees of no veto or enough votes to override, but we nee^l all tlie assist- 
ance that you can give us in terms of advice or how we deal witli this 
problem of tlie overall rehabilitation bill, the administration bill and 
this jobs bill. 

I gather froin your testimony and from what we heard before that 
the feeling of the witnesses so far has been to take this bill and go with 
it and if the administration vetoes it, well, the administration vetoes it 
and we should go back to the drawing board and do another. If you 
liave a different feeling, please tell us because we are trying very hard 
to get legislation out that will be signed and will have effect. So could 
you tell me what your advise is at this point ? That is my last question. 

Mr. MCGLAHGHLIN. Of course, the bills we are talking about today 
are short-tei-m measures. The revitalization bill that the adniinistra- 
tion sent up and the bill you introduced, and maybe some othoi-s, are 
long-term legislative matters. 

I like to think the bill we are talking about today as maybe a cash 
advance. It is something until we get the revitalization bill or the STA 
bill enacted tliat we can get some casli advance and start doing some 
work that Lord knows needs to be done and at the same time create 
jobs, not make work jobs, but create productive jobs in the railroad 
industry. 

I think if we can get this money advanced and if it is decided later 
that maybe it can be deducted, like when you are returning your ex- 
pense book—that is what I do sometimes when I go on a trip. I get 
a cash advance and pay it back later. 

Mr. ADAMS. All I can say is I appreciate very much j-our testimony. 
I hope the message can be' sent over to the Senate side that if we are 
able to act on this, we would like some action on the other bills so we 
can get this problem wrapped uj), because I know that it is very 
difficult for many of us to keep going on the floor with large money 
bills for the railroad industry. The fewer times we Imve to go, the 
more successful we are going to be. 
, Mr. McGr+AUGHLix. We get the message. 

Mr. ADAMS. Thank you, Mr. Chairman. 
Mr. RooNEr. Mr. Florio. 
Mr. FLOHIO. I would like to thank you for your testimony this 

morning. Just to amply tie the points that were raised, we are in a 
dilemma of finding oui-selves being concerned of taking two 
approaches that are mutuallv exclusive. Do we do the short-term thing 
or do we concentrate our offoits over the long-term thing, and if we 
try to do both, might we be defeating both efforts. 

I have tlic impression that the administration would prefer the long- 
term approach rather than the short-term approach. One of the reasons 
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for that approach, the long-term approach, as far as the administra- 
tion is concerned, is granting of money for rights-of-way improvement 
is then a lever to achieve other legislation goals. That is the policy 
being if they want to facilitate mergei-s, the administration approach 
can then be applied so as to facilitate mergers, and rftte decreases. 

I have the very frustrating feeling here we are not going to get sup- 
port for the short-term approach. I think it is crucial if we are going 
to. I think it is commendable, but not exclusively designed to deal 
with the track problem. 

Our efforts here and the efforts that have been put into the legisla- 
tion before us is to talk about the track program. I don't think the 
administration sees the track program that important. 

I would like to echo the comments of the previous speakers and we 
look to you for as much assistance that yoit can give to us so we are 
not wasting our lime on this thing—we can put our time to better 
use—and maybe expedite the long-term approach. Anything you can 
do we would appreciate it. 

Mr. MCGLAUGHLIX. I would like Mr. Mahoney to speak. He has had 
a lot of experience and knows a lot of the STA legislation as anybody 
in Washington. 

Mr. RooNET. You may proceed, Mr. Mahoney. 
Mr. IVLviTONET. In response to Mr. Florio's question. T think that 

when this legislation or this type of public works legislation fii-st came 
out, there was a decision that had to be made because of a recession. 
*rhey wanted money for jobs. What kind of jobs? I remember some- 
body talking about leaf raking, why make work. T>et's do something 
constructive. 
, Somebody else decided the best place to do thilt was on the railroad 
lines since they are in such an abominable shape. Bills were drafted 
for that purpose. All of a sudden those bills became all confused with 
railroad surface transportation legislation. They reallj' weren't that. 

The railroad part of it was accidental, but the real basic reason 
for the legislation was the jobs. If we decide the recession is over, we 
don't need the jobs, we don't have to put money into that type of 
work. 

We are all for overall surface transportation legislation. We have 
to have that. We are much delayed in getting that kind of legislation. 
We. should have it as soon as we can get it. 

These two things. I am afraid, will be confused. This type of legisla- 
tion we are talking about today and the type of legislation we are 
going to be talking about before this committee next week, the reha- 
bilitation bill and these others, if possible, they ought to be kept apart, 
and I am afraid they can't be. I am afraid when they get to the floor, 
they are going to say, "You rebuild a railroad for"a year over here 
for 400 and over here you have this great big overallpackage." 

. I think even the Secretary of Transportation confused it a bit 
because T .seem to remember quite clearly he sort of supported this 
type of legislation that is before you today. He supported that. 

There was some problem in the administration, mavbe. The Presi- 
dent or somebody didn't like that type of bill. We need a package 
approach. He would rebuild the rights-of-way in an overall package. 
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It is a iliffcrciit animal, the overall package. Yon arc talking about 
rebuilding a railroad as a primary objective in the overall packajre. 

Here we are talking al)out making jobs through rel)nil(lmg rail- 
roads. It could be througli rebuiiding highways or digging ditches or 
something else. It happens t« be railroads. It is all confused. 

I do think this is vital and is nc<iessary and shoidd be done. I think 
it is just an equitable, reasonable way to spend public funds to make 
jobs for people in a time of recession. This is a very constructive way 
to do it. It snould be dom*. It is good legislation. It should be passed. 

You have practical political problems in the Hou.ses of Congress. 
You gentlemen know a great deal more about that tlian I do. and 
know how to linndle it. I think this legislation stands on its own two 
feet as public works legislation aiined at rebuilding railroads. 

ilr. FiiOUio. I was just going to say I would like to echo the clear 
implications that thing>i have changed as far as the administration 
perceives the problems o\er tlie last number of years. 

We have liad statements of the high representatives in the adminis- 
tration. The bottom is here, we have got, notwithstanding the projec- 
tion for next year of 7.9 unemployment. The emphasis of the 
administration is not to be that concerned of unemployment, and we 
arc shiftiiig ovei- to the long-term railroad problem. That is goinj^ to 
be our dilemma on this committee, and we have to make up our mind 
what approach we want to take. I think the gentleman lias put his 
finger veiT much on the problem. 

Tiiank you, Mr. Chairman. 
Mr. K(X)XEY. These hearings will now conclude, and we will recon- 

vene tomorrow at 10 a.m. 
["Whereujion, at 11:3.") a.m. the subcommittee was adjourned to 

reconvene at 10 a.m., Thursday, July 10,1975.] 
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THURSDAT, JULY 10, 1975 

HOUSE OF REPRESENTATI\-ES, 
SUBCOMMITTEE OX TRAXSPORTATIOX AXD COMMERCE, 

COMMITTI:E OX IXTERSTATE AXD FOREIGX' COMMERCE, 
Washington, B.C. 

The suhooniniittee met at 10 a.m.. pursuant to notice, in room 2218, 
Raybnin Honse Office Building. Hon. Fred B. Rooney, cliairman, 
presidinp. 

Mr. ROOXEY. Our first witness this morning will be one of our col- 
Icagues. the Honorable David Treen of Louisiana, a INIember of the 
U.S. House of Representatives. 

You may proceed. 

STATEMENT OP THE HON. DAVID C. TREEN, A BEPEESENTATIVE 
IN CONGRESS FROM THE STATE OF LOUISIANA 

Mr. TREEX. Thank yon. I appreciate ver}' much the opportunity to 
speak bi-iefly. and I will be brief because I know j^our principal wit- 
ness is the Secretary of Transportation. 

Afr. Rof)XEY. "We had a colleague who took an hour yesterday, so, 
Mr. Treen, you have as much time as you want. 

^Ir. TREEX. Thank you, sir. 
I appreciate the chance to speak to all of these bills, several of which 

appear to be similar. 
The general thrust of the legislation is, of coui-se, to provide some 

additional n])j)ortunities for employment and to provide those oppor- 
tunities in an area where we can do some good for the country; that 
is, in the area of improving railroad roadbeds and facilities. 

'Sly ])nrpose. ifr. Chairman and members of the committee, is to try 
to get tJie committee to broaden the scope of the legislation so that 
it will not be restricted to simply the improvement of deteriorated 
roadbeds and facilities. 

T am iii-omptcd in this regard I)y a situation that exists in my dis- 
trict where we have approximately 4 miles of railroad that intersect 
a hea\'ily populated area, and where there is a great deal of ])ressure 
for relocation of the railroad and indeed the subject has received the 
attention of the Department of Transportation already. The Federal 
Railroad Administration has spent about $100,000 for a study of the 
feasibility of i-elocating this track. It is an interchange track that is 
heavily used. There are over .30 freight movements per day, according 
to the FR A studv, through this area. 

(197) 



198 

Tliis roadbed is not deteriorated, but it seems to me tliat the purpose 
of this legislation would be satisfied by this type of activity. Fii-st of 
all, it would provide the emijloyment. You don't have to work on a 
deteriorated roadbed to provide employment. Second, it would meet 
some of the other criteria set forth m sections 6 and 7 of some of the 
bills to provide additional safety in terms of hazardoiis cargo that may 
bo carried, elimination of crossings, the danger of collision and indeed, 
in the particular case in my district, the relocation of this track would 
greatly facilitate the movement of fi-eiglit traffic. 

That, of coui-se, is another one of the goals, to move as much freight 
as we can with the least amount of effort and expenditure of energy. 
The local government hsis counteied in this dispute, which has been 
going on, I would say, about 30 years between the railroad and the 
community, by imposing an ordinance to limit the time that a railroad 
may block a vehicular crossing for o minutes. The validity of tlie 
ordinance was all the way to the Surpeme Court of the I'nited States 
which deemed it constitutional. So you have the impediment of the 
railroad traffic as a result of that ordinance. 

I am a little concerned that in the wording of the various bills, 
section 4 of S. 1730, and H.R. 0902 particulai-ly, we talk of the im- 
provement of severely deteriorated roadbeds, and while someone might 
be able to argue that the Secretary, under this legislation, would be 
permitted to grant to eligible applicants funds for the relocation of 
a railroad, someone in the legjil department would probably argue 
that that is not a deterioratexl railroad you want to relocate. 

It would seem to me that you might have in projects, which are 
primaT'ily for the impiovcment of a deteriorated I'oadbed, a section of 
that roadbed which would be better abandoned and the track re- 
located somewhere else. So not onlv in the sort of situation I am talk- 
ing about in my district, but in other situations, you might very well 
want to pi'ovide the opportunity to include new routing for railroad 
tracks in addition to the improvement of substandard or hazardous 
railroad track. 

So that is the thr-ust, Mr. Chairman and members of the committee, 
of my appeal here to you today. It is prompted by a situation that 
arises in my district, but it seems to be that we should not narrowly 
confine this legislation to simply improvement but permit, in the dis- 
cretion of the Secretary and under the guidelines set forth in these 
bills, applicants to include in the grant application sections of rail- 
road that would be better relocated. 

T think that in many instances it would be in the national interest 
nnd would meet the purpos(>s of improving our raili-oad facilities and 
jn-oviding employment. 

Thnnk vou.Mr. Chaiiman. 
[Mr. Trecn's prepared stateiuent, follows:] 

STATKMrNT   OK   IloN.   DAVII>   C.   TKF.rX.     A   TlKfHKSKXTATIVK   TN   CoXfiBESR 
KKOM   TUK   STATB  OF   IX)t;SIAXA 

T am pl(>n'--<Hl to hnvp tlii« opiwirtitnity to fcstlf.v with rPRnrd to n.R. f!062, 
n.R. 4021'. n.U. 6S0S nnd S. 17.1(». 

On .Tune 2.3. th" IIoiisc iinsscd II.R. r^}fi to provide W.TT.'J Tillllton (lurinR tills 
flsoiil year for Fcdcrnl Uailroiid Snfcty Ait iiroernm^. In your roport on that 
l<•ei^^lllli(m,  tliis  CdmiMitti'c  iinfcd   Mint  llic  n-inilicr of Iriiln itcridents nnd  thn 
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number and severity of accidents involving hazardous materials had increased 
sharply since 1973. These figures are most ominous to those of us who represient 
urban or suburban areas where railroads run through heavily populated aretts 
creating many possibilities for contact between automobiles aiid freight trains. 
I am especially sensitive liecause of a section of track, 3.7 miles in length, used 
by the New Orleans Terminal Railroad which runs through Metairie, Loui^iiana, 

Jefferson Parish is.the fastest growing parish (coyutyj in the state of Loulr 
siana. Over half of the parish's SfSO.OOO population is concentrated in an unincor: 
porated area on the East Bank of the Mississippi Riyer known as Metairlel 
Most of this growth has occurred since the last track of the Ne.w Orle^na 
Terminal Railroad was built.. 

Metairie is intersected by 3.7 miles of the New Orleans' Terminal Railroad, 
a subsidiary of the Southern Railway System, This line Is the principal con- 
necting line between eastern and western rail carriers entering the New Orleans 
area for all through interchange movements. It is used by not only the Southern 
Railway, but the Louisville and Nashville Railroad, the Missouri-Pacific Rail- 
road, and the iiouthern Pacific Railroad. Running from the East City Junction 
(of New Orleans Terminal Railroad with the Southern Railway) to the Illinois- 
Central Gulf Itailroad north-ltound main track west of Shrewsbury Road, the 
doul)le tracks of the N.O.T. require 5 vehicular grade crossings between the 
17th Street .£"anal (border of Orleans and Jeffer.son Parishes) and Labarre 
Road. 

The Federal Railroad Administration has counted 24 to 31 railroad freight 
movements passing through tlie area daily and reports the average number of 
veliii.-les over eight cro.ssings per 24-hour period to be 34,800. 3100 of which 
must stop for railroad traffic. 17,113 vehicles cross the Metairie Road crossing 
alone. Local officials have attempted to deal with the problems of long delays 
due to lengthy trains and slow posted operating sjieeds by adopting an ordinance 
prohibiting railroad preemption of a crossing for a period greater than 5 minutes. 
Needless to say, this ordinance has been very difficult to enfon-e. and it has uot 
diminished the problems of noise from locomotive horns and bells at crossings, 
poor maintenance at railroad highway grade crossings, the dangers of collision, 
or the passage of railroad tank cars containing hazardous materials within 50 
feet of residences. 

And, needless to say, compliance with this ordinance "seriously iidiibits the 
expeditious movement of freight or passengers," the alleviation of which is a 
major objective of Section (4) of both S. 1730 and H.R. (*962. 

The Consad Research Corporation has just completed a study for the Federal 
Railroad Administration identifying the problems in Metairie that I have de- 
scribed to you, and considering alternatives to continued operation along the 
existing track. Among its recommendations wa.s a relocation of the "long siding" 
track which intersects Labarre. Atherton and Hollywood Streets. The recom- 
mended relocation site is the right-of-way of tlie Illinois Central Gulf Railroad 
where no adverse impact will result. 

I hope this legislation will at least provide the means of making this relocation 
possible, if not the relocation of both maiu tracks as well. 

What a shame it would be for Congress to authorize ftmds for the repair of 
railroad roadbed facilities and, at the .same time, neglect utilization of funds to 
lay new track to divert traffic from heavily populated areas! I am pleased to note 
that Section 7 of Senate Bill 1730 and II.R. 69G2 call for the coordination of the 
repair and rehabilitation work it authorizes "with other national transportation 
priorities such as the elimination of grade crossings and similar .safety prob- 
lems . . . and the modernization of facilities ..." I believe Section 6(5) of S. 
1730, H.R. (5962 and H.R. 6808 would permit states, political subdivisions thereof, 
or regional commissions to identify areas where the construction of now track 
would significantly contribute to Improvements in or the continuation of es.sential 
present or anticipated transportation needs. I hope your report will make clear 
that new track is included. Further, I would urge the Committee to amend 
Section 7(5) to insert the words "or safety" between "transportation" and 
"needs" to specifically Include those areas that have been designated by any 
state, political subdivision there, or regional commission, as significantly contrib- 
uting to improvements in safety. 

In addition. I hope the Committee will adopt language in the bill and the Com- 
mittee Report stating clearly that the construction of additional railroad tracks 
and beds in an area near or adjacent to an urban or suburban community, to 
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replace existing track whieh necessitates numerons grade crossings within that 
community, could be designated by the state, political subdivi.sion thereof, or 
regional commission for priority in receiving funds under this Act. 

I note that H.R. 4G22 provides at (f)(2) on page 6 that the Secretary may 
give preference to railroads with "high-density freight lines, and lines (including 
passenger lines) with serious safety hazards or substantial Ixjttlenecks in rail 
lines and yards." I suggest .stieh language be incorporated in the Committee's 
bill with the addition of the language "and highway grade crossings." 

ilr. Chairman, these are public funds, and I fervently hoi>e they will be used 
to achieve work chiefly of value to the public. 

I note that Section 4 (.3) of H.K. 6808 would require any proposed project 
to be completed within 18 months of the work's commencement, and Section 7 
(4) of H.R. 6!KJ2 and S. 17.30 requires substantial completion within that time. 
tVTiile I would concur with the spirit of these provisions, because of the need 
to impact our present unemployment problem, I liope your Committee will make 
clear that time for work on highways or to reduce impediments to highway 
trafhc will not be counted toward those 18 months. A timetable which may 
Ixf reasonable for railroad work alone may not be reali.stie for work that in- 
volves both a i;ailroad and a highway. 

Federal assistance for resolving the problems of grade crossings to date has 
been limited to a few communities wliich have been designated as demonstration 
projects. r.*t us take advantage of the opiwrtunities that this legislation offers 
otlier communities to implement needed improvements for the safety of railroad 
crossings. 

Mr. R(X)Ni-.v. Thajik you. Mr. Trecn for your testimony and for 
your written statement. 

"Whore is this 4-mile section ? 
Mr. TREEN. It is in the unincorporated area of Jeffeison Parish, La., 

called Metairie. which is a suburb of New Orleans. 
Mr. KooNET". I take it, it really blocks traffic in the peak hours of 

the day. 
Mr. TREEN. Ye.s. 
Mr. RooxEY. You say it is 30 railroads ? 
Mr. TREEX. Tliere are 80 freight movemeiit.s. This is strictly freight. 
Mr. KOOXET. HOW many railroads are involved ? 
Mr. TREEN. Quite a few; Southern Railroad, Louisville and Nash- 

viWv. AEissouri-Pacific, and Southern Pacific Railroad. It is an inter- 
clian<re track for western carriers and eastern carriers. 

Mv. RooxET. How much is involved here as far as the cost of the 
relocation? 

Mr. TREEN\ It will depend on how far you fro with it. One of the 
recommendations I believe the FRA is poing to make in its final re- 
port—it is not out—is to relocate part of this track along an existing 
roa(ll)ed of the Illinois Central. This would cost.—I am just guessing, 
Mr. Chairman—I am guessing that relocation would cost in the neigh- 
borhood of $3 to $0 to $0 million. Complete relocation of this rail- 
road, depending on liow far you go, could cost as mucli as $31 million 
of wliich only $5 million would be railroad related. I am not suggest- 
ing tliat luidor this program the entire cost should be funded by a 
Federal grant, but the local community might very well have some 
funds. 

The highway department, of course, is needed for tlie structures 
that need alterations. I am not suggesting that this shoidd fund over- 
passes and undcrpa.sses at all. The State highway department would 
fund that. But tlie building of the roadbed and relocation of the rail- 
road track would be that which would be eligible under this program 
if it is broad and efficient. 
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Mr. KooNEY. Amtrak testified they needed a $5 million train station 
in San Antonio, Tex. There is no difference in relocating tracks and 
building terminals. 

Mr. TREEN. Tlie main thing, Mr. Chairman, that I am suggesting 
IS that you necessarily ane going to have to give the executive branch 
a good deal of discretion to determine which project should be funded, 
within the guidelines that you are talking about. So I don't think in 
broadening the statutory liinguage we are going to defeat the overall 
purpose of this legislation, but would in those cases that strongl}' sug- 
gest a better application of funds—and these are public funcls. after 
all, we are talking about spending here—that some relocation might 
be more advantageous than the rebuilding of an existing roadbed. 

Mr. RoNNEY, Thank you. 
Mr. Metcalfe. 
Mr. METCAIJE. I would like to wek«me jou and compliment you on 

your fine statement. How do you pronounce it? The name of the 
community affected ? 

Mr. TREEN. Metairie. 
Ml". METCAIJFE. IS tliat in your congressional district ? 
Mr. TEEEN. Yes, sir, it is. 
Mr. METCALFE. It is across the Mississippi River ? 
Mr. TREEN. XO, sir, it is on the same side as the bulk of the city of 

New Orleans. It is just west of the city. 
Mr. METCALFE. What has liappened in the city ? I am familiar with 

that locality. What happened in the city of Xew Orleans in the last 
15 or 20 years that has been one of the major problems of the railroads 
running on the ground surfaces? Has there been any elevation of 
that? Have they been able to alleviate the congestion caused by the 
switching of the track? Can .you still go from one part of the city to 
another without allowing a half an hour to be delayed ? 

Mr. TREEN. It is pretty hard, Congressman. About 20 years ago there 
were great separations for passenger traffic. Of coui-sc. it is not the 
passenger trains tliat cause the trouble today. It is the freight trains. 
We have Interstate 10 A\hich runs east and west through the city and 
you can get from one end of the city to the other without delay. For 
local traffic there are great impediments. In this particular area, sir, 
with the population of about 250,000 people, the impediments to traffic 
are very severe. Emergency vehicles, ambulances, police vehicles are 
impeded by these railroad movements. 

Mr. METCALFE. Is any part of New Orleans in your district? 
Mr. TREEN. No, sir. 
^Ir. METCALFE. I would hope you would include New Orleans. 
Mr. TREEN. This particular trackage is in the suburbs. Mrs. Boggs 

represents part of the parish or county, in which this track runs.'As 
well as a part of New Orleans. She would be quite interested in this. 

Mr. METCALFE. Thank you, Mr. Chairman. 
Mr. RooNET. Mr. Hastings. 
Mr. HASTINGS. Thank you, Mr. Chairman. 
Have you any idea if such situations might exist around the coun- 

try—I know it is a difficult question to ask—obviously you cannot 
pinpoint one particular situation in the country. 

Mr. TREEN. NO. 
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Mr. HASTINGS. Would you have any idea as to how many situations 
fthich might present this problem? 

Jlr. TREEX. Mr. Hastings, I might point out in other legislation, 
out of the Public Works Committee, there are about 14 areas in tlie 
counti-y that have been designated for demonstration projects for 
separations and relocations. Some are separations, some are reloca- 
tions. I believe Mr. Madden got one in Hammond, Ind., last year's 
mass transit bill designated for some funds. I think there are a number 
of areas but I can't pinpoint them for you. I might say, too, though, 
to be sure that I am understood, I am not suggesting that this legis- 
lation be structured for one particular project. 

Mr. HASTINGS. I understand. 
Mr. TREEN. I just wanted to get away from the idea of just improv- 

ing existing roadbed and at least being broad enough. 
Mr. HASTINGS. If you are familiar with one situation, have you any 

idea of the cost of the relocation of the miles of tracks? 
Mr. TREEN. The chairman asked mo about that. I can't give detailed 

figures. The FRA has done a study of relocation of this trackage 
altogether. In their study they included all costs such as rebuilding 
of certain highway overpasses. When you get into all of that, it gets 
to be a sizable sum depending on how quickly the work is done any- 
where from $20 million to $30 million, but the railroad bed building 
.part of it would he a very small part, in the magnitude of less than 
$10 million, I will be happy to furnish the committee with further cost 
data by letter. 

Mr. HASTINGS. Is this a profitably operated railroad ? 
Mr. TREEN. Yes, sir, it is owned by a subsidiary of the Southern 

.Railroad. I realize that is a problem. I think many members want to 
look only at railroads that are in trouble in this legislation. I can 
appreciate the reason for that. 

Mr. H/\8TrNos. I would hope we would not deal exclusively with 
those railroads. 

Mr. TREEN. I would hope so, too, because we want to improve 
railroads. 

Mr. HASTINGS. There are profitable as well as bankrupt railroads. 
T think it is a very novel approach that you offer for consideration. 
We certainly will consider it when we get to markup. We very much 
appreciate your testimony. 

^Ir. RooNEY. Thank you, Mr. Treen. 
Mr. TREEN. Thank you, Mr. Chairman, for this opportunity to 

address the committee. 
Mr. ROONEY. Our next witness will be a very distinguished gentle- 

man from Philadelphia, Pa., Secretary of Transportation, Secretary 
Coleman. 

STATEMENT OF HON. WILIIAM T. COLEMAN. JR.. SECEETAEY, 
DEPARTMENT OF TRANSPORTATION; ACCOMPANIED BY JOHN W. 
SNOW, DEPUTY UNDER SECRETARY; AND ASAPH H. HALL, ACT- 
ING ADMINISTRATOR, FEDERAL RAILROAD ADMINISTRATION 

Secretary COLEMAN. Good morning. 
Mr. RooNET. Mr. Secretary, we welcome you to this very distin- 

guished committee. 
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yir. HASTIXOS. Mr. Chairman, I would like to ask your consent that 
Mr. Iloinz. hocauso of his great effort in this legislation, be allowed 
to sit with us during tlie testimony of Mr. Coleman. 

Secretary COI-EMAX. I would love that. 
Mr. IIKIXZ. Thank you, Mr. Chairman. 
Mr. KooxKY. Mr. Secretary, this committee meeting may be 

disrupted by a qnoi'um call. We go into session at 11 o'clock this 
morning. Hopefully you will be able to conclude before this happens. 

Secretai-y COLKJIAX. Yes, sir, T will try. 
]Mr. RooxKV. You may proceed. 
Secretary COIJ^MAN. Good morning, Mr. Chairman and Members 

of the committee. I appreciate this opportunity to appear before you 
today to discuss lirst the condition of the Nation's raili-oad rights-of- 
way and, second, bills designed to improve those rights-of-way and, 
at the same time provide jobs for railroad and other workers who are 
presently unemployed. 

The bills before tliis committee today would authorize tlie Secre- 
tary to provide funds to railroads and, in some cases, to States and 
local governments and to regional commis.sions, to finance labor costs 
associated with short-term railroad rehabilitation programs. The Sen- 
ate-passed bill (S. 1730) authorizes $600 million in grants to finance 
these costs wliilc other bills before the committee, including H.R. 
7065, authorize $2.5 billion for such financial assistance. The Senate- 
passed bill also authorizes .$100 million in grants and $100 million 
in loan guarantees to assist in the acquisition of materials and equip- 
ment necessary to carry out sucli railroad rehabilitation. 

These bills represeiU an approach to one facet of the railroad prob- 
lein which at fii-st glance offers considerable appeal. Its supporters 
have pointed out that it provides an ojipoiiunity to attack simulta- 
neously two problems of national significance. 

And the problems, I would say, are—and both political parties in 
the Congress and everyone in the administration are in common agree- 
ment—the deteriorating rail plant and unemployment. 

Because of this potential, the Department began some time ago a 
very tliorough review of sucli proposed legislation. On the basis of our 
analysis, however, we have concluded that the adoption of any of 
these bills is not the right approach to take at this time. In fact, this 
legislation would be a mistake. It would residt in a massive expendi- 
ture of Federal dollare without necessarily improving the roadbeds 
and track which are needed for a truly efficient, excellent national 
railroad system. Moi-eover, if $700 million to $2.r> billion can lie found 
for railroad exijenditures in the present national budget for railroad 
expenditure there are better, more intelligent and more effective ways 
to spend it. 

We i-ecognize that the railroad industry in this country, by and 
large, is in a sorry state. Most people aj-e aware of the severity of the 
problem in the Northeast and Midwest because of the bankruptcy of 
several railroads in these areas. However, some of the railroads that 
operate in the p'ains States also are in poor financial condition— 
witness t'le bankruptcy of the Kock Island—and there is a danger of 
the problem spreading to other areas. 

For many yeai"s, the income genernted by bankrupt and other rail- 
roads has been insufficient to meet the requiremcTits of plant main- 
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tenanco and reha'oilitatioii, and with an industry average rate of i-e- 
tiirn of tliree percent or less, it lias become extremely difficult for 
iiianv railroads to obtain funds from outside sources. As a result, much 
of tjie rail plant has become delapidated and is unfit for high-speed 
opeiations. In fact, it is not uncommon for train operations on main- 
line tracks to \w. limited to speeds of 10 to 20 miles per hour. In addition 
to cutting down on tlie efficiency of ojjerations, these conditions are 
contributing to an ever-increasing number of accidents and 
derailments. 

I am extremely concerned about this situation and I am convinced 
that a strong rail system is an absolute uni.st to the future well-being 
of the wliole country. I)cspit« many years of decline, rho ralli'oads 
still carry neai'ly as much fi'cight as motor carrici-s and inland water- 
ways combined. And, in vi<'w of the oiergy and envii-onmental prob- 
lems facing the country. I believe it is important that the railroads 
be in a condition to move quickly and safely a significantly i)UTea><e<l 
amount of freight and passengers. As coal production is increased in 
an eft'ort to rediue oui' dependence on oil. we must contiiuu' to look to 
the lailroads to play a predominant role in its transportation. Over the 
next 10 years it may be necessary to double our coal production to 
meet oui' energy needs and it appeai-s that more and more of this 
production will occur in the AVestern part of the country. These factoi-s 
could require a very substantial increase in ton-mile production by 
the railroads. Increased use of rail transport also can lead to savings 
in energy, for rail transi)ortation is tlie most energy-otficient of all 
our modes of trans]iortation in terms of long-haul movements. 

I hope the conmiittee would appreciate that T talk in terms of long- 
haul movements and am also assuming full utilization of the rail. That 
does not mean, if you have one train which goes up one track once every 
•2 weeks that that is the uu)st efficieiu way to move that freight. AJKI 
in those cases certainly the mf)st eflicient way to do it is by truck. 

'Sh: RooxKY. Mr. Secretary, if you will yield for a moment. 
Thus far you have given every reason why we should have the 

legislation. I ho]ie you will come up with some kind of a solution 
before you get to the end of the statement. 

Secretaiy COI.KMAX. I think as a i>oIitical officer in the administra- 
tion. I have a duty to come up and indicate the facts, those that T think 
will suDport my position and those that skillful advocates might u.se 
to come up with a difTerent solution. I do not think I am up here solely 
to advise the Congress which is the appropriate way. 

]S[r. KOOM-:Y. I commend you for it. 
Secretary COLEMAX. AS for the many difficulties of the railroads. 

I should point out—and this is particulnrly important in the context 
of the bills now before the cotnmittce—that the poor condition of the 
track and roadbeds and the large luimber of railroad bankruptcies are 
symptoms of a number of ba.sic ills that plague the industry. Among 
tile most important of these basic ills are redundant facilities, excess 
rail competition, undue fragmentation of ownership and outmoded 
regulations. We realize that symptoms should not be ignored and 
symptoms often require treatment. But rather than adopt short-term 
temporary programs that address only the symjitoms and that may 
be inconsistent with long-range objectives, I believe the time has come 
to get to the heart of the problem and attack the basic ills themselves. 
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The railroads do nood financial assistance, but jnoviding that assist- 
ance under bills of the types before the committee today, without 
changes in the basic rail structure or in the re<i;idatory regime, will 
lead to a waste of funds. At the i)resent time, we in the Department 
do not have in hancl a picture of what the rail system in all the differ- 
ent parts of tlie country should look like. To put this picture together 
would require a great deal of analysis and the careful consideration 
of the viewiMjints of many interested paities, including the railroads 
themselves, and the shippers and communities they serve. 

We not only face the question of how to finance the rehabilitation of 
deteriorated rail facilities, we must also take steps to rationalize our 
present overextended rail system. If we approadi this matter prop- 
erly, we can insure that we will not spend money improving lines that 
should not be retained in the system, and we can ali'ord appropiiate 
priority to the lines that should be retained, both in terms of the order 
in which we proceed and the amount of physical improvement tliat is 
made in each individual case. To accomplish this we need to mount an 
overall broad-based attack. 

As you know, in the Department we liave been dealing Mith the 
|>roblera of the Rock Island. I would urge everyone on the connnittee 
to take a look at the Rock Island because tliere we recall it was pro- 
posed that the Government provide $10() million in loan guarantees 
and yet we found out that if we didn't do that and the Rock Island 
closed down, something like 98 percent of the service would be picked 
u]) by other railroads. 

We also found out that between Omaha and Chicago, for example, 
tiiere are six different railroads with mainline tracks, all of wJiich are 
in need of fixing up. But it certainly is not in the public interest to 
spend Federal money to fix up six mainlines going between those 
two points when obviously that service can be much more efficiently 
rendered on fewer lines. 

We do think it is the responsibility of our Department to try to 
find out which lines should be preserved, and we do think in the mean- 
time that the Federal Government ought not to be spending money to 
preserve lines which would be obsolete or redundant under any criteria. 

Mr. RooxEY. I also think. Mr. Secretary, you made a very wise deci- 
sion. At the present time the cash flow of the Rock Island is in the 
neighborhood of $5 million to $7 million and they said tliey would 
closeup within 30 days if they didn't get the $100 million. 

Secretary COLEMAX. Yes. sir, I just say, not from you. l>ut from 
other people in tJie Congress, it was rough going. I used to get a lot 
of telephone calls and a lot of people told me that I was being irre- 
sponsible by not putting up the $100 million, but I thought it was not 
in the public interest to do it. I also felt that if I didirt do it, they 
woidd find another way to stay in business. 

A major part of our present railroad difficulties lie in the Northeast 
and Midwest. In February, the United States Raihvav Association 
issued its preliminary system plan to restructure the railroads in that 
area an<l later this month the Association will tran.smit its final svstem 
plan to the Congress. 

As you know, Mr. Chaimian, because you had a lot to do with it, 
the Regional Railroad Reorganization Act of 1973 required the formu- 
lation of a plan to reorganize the railroads, and the only Federal com- 
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mitment was to provide $1.5 billion in loan guarantees and $250 million 
to take care of employees that would no longer be needed. 

In the preliminar}' plan and certainly in the final plan—and since a 
prelimmary draft lias lx;en filed at the ICC it is public knowledge— 
the USEA inciicat«d that in excess of $4 billion in loan guarantees 
might be needed. If you provided for grants, you would be talking in 
terms of somewhere between $1.7 billion to $2 billion and that is the 
reason why earlier in my remarks I said that if there is available in 
the budget the typo of money we are talking about in these bills, I 
assure you at some place we will have a prior call on that amount of 
money. That is another reason why at this time, though I certainly 
admire Congrcissman Heinz and others that are sponsormg these bills. 
I really can't support them. 

Some place in life j'ou have to make a choice. That is the choice 
Congi-ess ought to make and that is the choice the administration 
would like. 

We are carefully analyzing the work of the Association and intend 
to announce our views on it very shortly. The approach that is finally 
adopted will be of utmost importance in determinmg whether this part 
of our rail system is going to get back on its feet or whether it will 
continue to founder. 

Complementary to adopting a sound approach for the Northeast 
and Mideast, we believe it is essential that the Congi-ess adopt a con)- 
prehensive railroad bill, applicable nationwide, which together with 
providing financial assistance will make possible important reforms 
to the sj'stein for the economic regulation and restructuring of the 
railroads. This is the approach we are taking in the Department's 
proposed Railroad Revitalization Act, lI.E. 7(581, which the President 
transmitted to the Congress in jMay, and which this couunittee has set 
for hearings on July 17. 

As intlie case of tlie proposed Transportation Improvement Act 
which we submitted to the last Congre-ss, our new comprehensive rail- 
road bill includes, first, improvements in ratemaking which would re- 
niove limitations on an individual railroad's freedom to establish rates 
and to compete effectively with other modes of transportation. The 
lailroads will benefit from increased traffic revenue, and the consimier 
will benefit from lower transportation costs. 

Second, the bill would impose restrictions on certain practices of rate 
bureaus which tend to dampen competitive forces in the I'atemaking 
process and to discourage pricing flexibility and service iimovation. 

Third, the bill proposes other regulatory reforms such as prohibit- 
ing discriminatoi-\' State taxation and mandating a new accounting 
system for the ICC. 

Finally, the bill establishes a substantial financial assistance pro- 
gram, $2 billion in loan guarantees at advantageous interest rates 
which will help the railroads to rationalize and upgrade the facilities 
and equipment necessary to provide efficier.t rail transportation 
service. 

In fact, we submit that if the bill were adopted in its present form 
the cost savings to the industry would be in the neighborhood of $17 
billion over a period of 10 years. All of these programs would permit 
the railroads to hire people and to rehabilitate the track. 

We not onlv believe it is highly  
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Mr. SKUBITZ. Mr. Secretary, did I understand j'ou to say with the 
adoption of the revitalization bill tliat the railroads would save 
about  

Secretary COLEMAX. Our calculation is, I don't want to preview our 
testimony, that the savings to the railroads over a period of 10 j-ears 
would be in the neighborhood of $17 billion. 

Mr. SKUBITZ. Would you care to give us an idea of how much that 
would be tlie first 2 or 3 years ? 

Secretary COIJ:MAX. Yes, sir. "We think, sir, that the rate runs at 
about a billion dollars per year and then there would be an upward 
swing resulting from the savings expected from railroad restructur- 
ing which we believe would go from $130 million to $1.3 billion de- 
pending on how it is done and how quickly. 

But, aside from that, the other items in the bill would yield to the 
railroads about $1 billion a year and all this would be available for 
creating jobs and that sort of thing. 

We not only believe it is highly essential to provide a substantial 
amount of financial assistance to the railroads, but we believe it is 
equally important that the financial program be administered in a 
manner which will provide the most return for the taxpayer's money. 
Thus, we propose that a number of important conditions be imposed 
upon the provision of such funds. A central factor we would consider 
is the contribution the proposed improvements would make to the 
establishment of a rational, efficient, and economical railroad trans- 
portation system. Very importantly, we propose that the Secretary' 
be empowered to require as a condition to the approval of financial 
assistance that a railroad enter into agreements for mergers and con- 
solidations and for the joint use of tracks, terminals, and other facilties, 
or for the purchase or sale of other assets. 

Such agreements would be approved under expedited procedures. 
The railroad problem is critical and consolidation of rail facilities is 
crucial to revitalization. We can no longer afford to take twelve years 
to reach decisions as happened in the Rock Island situation. Thus, in 
addition to providing badly needed funding to the railroads, this fi- 
nancial program would promote the elimination of excess railroad 
capacity, without the cumDersome regulatory procedures administered 
by the ICC. 

I should point out that the program for financial assistance in our 
comprehensive bill is not designed to accommodate railroads reorga- 
nizing under the Regional Rail Reorganization Act of 1973. While 
the planning process is still under way under that Act, we believe that 
we should continue to use the funds the Congress authoi'izcd in Febru- 
ary to provide for the operation and improvement of those bankrupt 
railroads. Of course, the 1973 Act also contains substantial authoriza- 
tions for the rehabilitation of the rail system in the Northeast and 
Midwest once it is restructured under that act. As I mentioned before, 
we will announce very shortly our views as to the appropriate way to 
restructure the railroad system in the Northeast and Midwest, includ- 
ing our i-ecommendations with respect to the need for rehabilitation of 
the restructured system. 

As I indicated before, if the railroads in the Northeast were reorga- 
nized under the 1973 act, you are talking about $1 billion being avail- 
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able for rehabilitation. Under the projections, USRA is talking about 
even more money. The final system plan will be submitted to the Con- 
gress on July 26 "and will be acted upon within 60 legislative days there- 
after, and under the present plan ConRail would take over early the 
following year. 

At that time all of this rail rehabilitation work will begin under 
that legislation. Also, if the proposed Rail Revitalization Act is en- 
acted, another $2 billion would be available in loan guarantees and a 
substantial amount of cash would be saved under the various pro\i- 
sions for regulatory reform in that bill. 

I am urging this committee not to pile additional money on top of 
tliat, particularly in view of our current budgetary' problems. 

Up to this point I have discussed what I think is the proper ap- 
proach to solving the problem of the railroads, including the rehabilita- 
tion of tracks and roadbeds, namely, a comprehensive approach which 
deals with root causes rather than symptoms. Before I close, however, 
I would like to make some comments on the hills before the commit- 
tee and the concept of providing immediate relief from the unemploy- 
ment problem by establishing a railroad rehabilitation program. 

Certainly we aie all deeply concerned over the current high level of 
nnemployment and the serious difficulties it is causing many people 
throughout the country. However, this is a problem which the ad- 
ministration has taken into account, first, in preparing for fiscal year 
1976 a budget designed especially to stimulate the economy; second, 
in approving the Tax Reduction Act; and third, in approving e.x- 
tensions to emergency employment assistance and unemployment 
benefits. 

I would like, if you will indulge me, to review the figures. As you 
know, President Ford originally recommended a budget which called 
for a deficit of $51.9 billion, and within that budget there was to be 
a $16 billion tax reduction for purposes of stimulating the economy. 

Congress proposed a $30 billion reduction in taxes and as a result 
of intelligent compromise, the final tax reduction enacted was $24 
billion, which meant that the deficit then Avent to $59.9 billion. 

The measures already taken by the Congress and the administra- 
tion will result in a deficit for fiscal year 1976 higher than any year 
since World "War II, and the administration is committed to placing 
strict limitations on any new spending programs. A new spending 
program of the type contained in the bills before the committee today 
IS one of the many emergency employment proposals before the Con- 
gress which would aggravate current budgetary and economic prob- 
lems. In addition, much of the impact of the legislation would occur 
after the current unemployment problems are expected to subside. 

We are now in the middle of July. The bills provide that once they 
are passed and become law, the Secretary has 30 days to adopt imple- 
menting regiilations. Thereafter, additional time will be necessary to 
process applications for financial aid. 

So, I think that in the large part of the country the building season 
essentially will be over before $1 would be available for this program. 
Them as we go into next year, I think both the Rail Reorganization 
Act and our Revitalization Act should pick up and make available 
money needed for rehabilitation. 
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In fact, it is possible that ut the end of this year and next year, one 
of its principal effects of the bills before the committee today might be 
to contribute to the inflation problem. The President expressed his 
concern with proposed legislation of this nature when he vetoed the 
Emergency Employment Appropriations Act. It is important that 
the proposed legislation be considered in the context of existing 
budgetary problems, the timing of the legislation and its possible 
long-t^rm effect on the economy. 

I have already stated my concern that the bills before the committee 
would have us proceed with railroad rehabilitation pi-ograms without 
the ability to rationalize and restructure the systems. If we do that we 
aj-e in danger of proceeding with reliabilitation in a very inefficient 
wiiy. [ ain also concerned tliat if one of these bills is enacted, there 
would be considerable inefficiency in the attack on imemployment. In 
iimnv cases we may find that tracks that would be rehabilitated would 
not Ix- required and we will find in many cases that the areas where 
employment needs are greatest do not match up with those where tlie 
track is in greatest need of rehabilitation. In addition, there arc two 
other ]iiob1ems with the approach taken by some of these bills that 
should not l^c overlooked. 

First, while I am very concerned about the plight of the railroads 
aiid their unemployed maintenance-of-way personnel, I am troubled 
by the approach these bills take to the unemploj'mcnt problem. I have 
reservations al)Out an approach which provides special employment 
benefits to a particular gioup of employees, regardless of whether they 
may be the most needed. I would also have reservations about channel- 
ing funds to particular businesses to undertake programs benefiting 
those businesses regardless of whether they are capable of carrying out 
tlie programs with their own funds. 

For example, Il.R. 706.') provides that the fii^st people that have to 
be put back to work are laid-otf maiutenance-of-way workei-s and then 
all other railroad employees. It also provides that the rate of com- 
pensation would be the union rates under collective bargaining 
agi"eement,s. 

xVccordinng to my records, the averagely hourly earnings of main- 
(euancc-of-way pei-sonnel are §0.2.") an hour. It is also my understand- 
ing tliat as of June 10"."). the maintenance-of-way employment is 5.9 
lieiveiit less tiian the June 1974 employment. 

01)vionsly, any unemi^loyment is serious, but the fact is that the rate 
of uncmployniont for thes^e railroad workers, if these figuifs are 
corivct. is less than tlie national average. 

I tliink it is relevant also that, as I undei-stand it, if railroad em- 
ployees are furloughed, they receive unemployment l^enefits admini- 
stered by the Eailroad Retirement Board and the rate of pay is $12.7.5 
per day. I think tliere is some debate in Congress requesting an in- 
crease in that rate, (^mpaie that witli the fact that the niinimum 
wage—and whether it is a proper one, that is beside the point—is $2.25 
an hour. 

Also. T find it hard to see how a bill can be thought of as a public em- 
ployment bill which provides benefits to people who don't have as high 
a rate of uncmi>]oyment as  exists in other sectors of the communit}'. 

Secondly, if you are going to put these people to work, should the 
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Government finance putting them to work at the minimum wage or 
some other wage like that, rather than at tlie union rate? 

The point I am making is, I find that.being a citj' Ixiy it is difficult to 
think in terms of the proposal being a public works bill. 

Mr. SKUBITZ. Mr. Secretary, it worries me, too. In fact, it worried 
me about 3 o'clock tliis moriiing. I was thinking of this particular 
point. 

Secretaiy Coij:]vrAx. Yes; majbe I believe in mental telepathy, for 
that is the time I thought about it, too. You sec it is. not in my prc- 
pa red statement. I got your message. 

Mr. SKUBITZ. Mr. Chairman, what I was doing at 8 o'clock. T was 
thinking of marking up this bill today. That is what kept me up to 
3 o'clock. 

Mr. RooNEV. I should think you shoidd be very pleased because you 
are a cosponsor of this legislation. 

Mr. SKUBITZ. The fact I cosponsor something actuallj' doesn't mean 
T am in favor of all the details of what I am cosponsoring. I agree in 
the principle of this, but in order to get this committee moving  

Secretary Coi.F.arAN. Finally, I am concerned that imder some of 
the bills before the committe, the hiring of workers for these short- 
term rehabilitation projects might increase the protection benefits paid 
under the Regional Rail Reorganization Act of 1973. We do not be- 
lieive that the costs associated with those special benefits should l)e 
borne by the Federal Government under the type of program en- 
visioned by the bills before the committee. 

In conclusion, we urge that the committee not act favorably on any 
of the bills it has mider consideration today. Instead, we believe it is 
preferable to attack the railroad rehabilitation problem through the 
adoption of a sound final system plan for the Northeast and Midwest 
and through early enactment of the Department's comprehensive rail- 
road bill. 

"With respex:"t to the imemployment problem, be believe we should 
await the impact of budgetary and other actions already taken by the 
administration. These actions should help bring about the upturn in 
tlie economy which will provide more jobs. 

Finally, I would like to summarize my points as follows: 
"We do have programs whicli would be in place by the time of the next 

railroad building season which will make the money available. And, 
therefore, we see no need for these bills. 

Second, we feel stronsrly. and we think the Congress feels strongly, 
thnt leavin."- aside the details as to whether the proper deficit is $50 
billion. S!60 billion, or $75 billion, there is a limitation on what we can 
spend. "We think we are at that limitation. The Congress feels we are 
not. 

"We feel there are other programs which are much more pressing 
and important that should be taken care of before you turn to this 
pro.trram, particularly when, as I say. what you are committins your- 
self to is to pay for the maintenance-of-May at the rate of $6.25 per 
hour when you have many people that are uncmnloyed or are not 
getting the tvpe of compensation the railroad employees are getting, 
and haven't had the historv of frettin.fr that tvpe of compensation in 
the past who truly need to be employed and who would ea.gerly accept 
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jobs at the minimum rat*. Finally, we feel that any type of Federal 
expenditure for rail rehabilitation will result in your spending money 
on obsolete track unless you first come to grips with the restnicturing 
problem. Also, there is no necessary cognate relationship between whei-e 
the track is bad and where there is a maximum unemployment. 

For these reasons, even though it is vei\v popular to come up here a^d 
say: "Sure, spend the money," we feel we cannot support the proposed 
legislation. 

Thank you. ,      • 
Mr. RooxEY.Tliank you. Mr. Secretary. • 
Would 30U like to identify your colleagues for the record, please? 
Secretary CoLEMA>f. This is Mr. Ace Hall who is the Acting FRA 

Administrator, and this is Mr. Jolm Snow who is Deputy Under Sec- 
retary of the Department. 

Mr. RooNET. Mr. Secretary, I do appreciate your very fine statement 
and your approach to this problem. I take it that you think the cureall 
for the railroad industiy is the adoption by Congress of the President's 
rail revitalization bill. 

Secretary COLEMAN. Mr. Chairman. I don't have that much ego. I am 
pretty sure more will be needed, but I think that will be a significant 
first step. 

Mr. RooxF.r. You gave some very interesting figures. 
Secretary COLEMAN. There are other things that have to be done in 

addition. I think that we have to make sure that the railroads are in a 
competitive position. I know it is very impopular politically, but you 
have the proolem of the water barge competition. Also, the railroads 
claim that the truckers don't ]my their fair share of system costs. That 
is a problem we are looking into. I do think the Rail Revitalization Act 
and its $2 billion loan guarantee program would go a long way toward 
putting the railroads back in the shape that I know everybody on this 
committee wants them to Ije in. 

Mr. RooxEv. Mr. Secretary, we have heard testimony after testimony 
that iust to revitalize the roadbed in the Northeast corridor is going to 
take lietween $."> billion and S7 billion. How are vou going to distribute 
$2 billion in loan guarajitees and grants and think yon arc going to 
cure the problem of the railroads ? It is just impossible. 

Secretary COLEMAX. Mr. Chairman. I pointed out in my testimony 
tliat we are approaching the Xortheast problem separately. As I tried 
to—T guess the word is not too strong—warn you. when the final 
system nlan comes ur> here you are goinj"- to bo faced with the fnrt that 
we will need ?2 billion in ."rants for the Xorthenst or i^4 billion in 
loan gi'arantops iust for the Xortheast. If there is ?!700 million floating 
around, or th's $2..') billion as proposed in some of the bills before the 
committee to<lav. T nssnre yon come .Tulv 2fi. there is "'oing to be a 
iTOues*^ for you to spend it. T think that is a more intelligent place to 
ppond if-. 

Onr>e you get out of the Xorthenst. wf> feel there are n lot of rail svs- 
tems thnt could take ndvantage of the loans and that the funds would 
go n long wav toward handling the problem in the rest of the country. 

A\nint we nre trving to do in the act is to nnticinate bv maybe .5 years 
where we think the rest of the eountrv will be if we don't change our 
public policy and have something like the Rail Revitalization Act. 
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I tliink the House last year realized that. The act didn't get through 
tlie Senate, but we thinkthat is the way to go. The $2 billion is also a 
revolving amount. Another fact is—we have made a projection, if TOU 
want to hear it—that in the next 10 yeai-s about $100 billion should be 
ex]>ended to completely modernize the railroads. We have also indi- 
cated that if the railroads continue to spend what they have been spend- 
ing on rehabilitation about $71 billion of that $100 billion will be their 
own money. 

We feel that if the Rail Revitalization Act is passed that will bring 
savings, as I said before, of an additional $17 billion. If my arithmetic 
is riglit. that will give you a shortfall of about $12 billion which the 
loan giuirantoe program and our efforts in the northeast will greatly 
alleviate. I think that is the approach the Department is trying to 
develop. 

Mr. ADAMS. Will the gentleman yield ? 
Secretary COLEMAX. Yes. 
^Ir. ADAMS. Will the administration be willing to take a position 

that the $700 million in grants would Ix; in effect, a downpayment on 
tlu^ larger bill, which I agree with the Secretary is going to have to put 
together if the Regional Rail Reorganization Act is going to work. 

Secretary COI.EMAX. I think that is not necessary, sir. because when 
you reread these bills, you will find provisions in them that indicate 
tluit is not the way to go if you really expect to rehabilitate the 
railroads. 

Mr. ADAJIS. Suppose we change some of the provisions of the bill 
so that they deal directly with job stimulation and accomplish the 
grant purposes, which, I agree, are going to be necessary for the 
Xortheaj>t rail solution and perhaps in certain areas of the Midwest, 
particularly on the Rock Island. 

That Inli may take a long time; w-e have been working on it for 4 
years now. and it hasn't been acted on by the Senate. So we are a 
little ])essimistic as to when this is going to start. 

Secretary COLF-JIAX. I want to get to the problem and not resoit to 
Band-aids, particularlv when I think Band-aids will mislead people. 
Wliy spend $700 million as a down payinent fixing up railroads if 
when you finally get around to it, the system is going to be changed? 

Mr. ADAMS. WP are not interested in spreading $700 million like 
man on the land. Some of the bills, particularh* the ones that have 
been introduced by members of this committee, are limited to either 
Amtrak routes or to routes within the final system plan. We might 
vei-y well tailor the bill toward routes that ai-e within the final sys- 
tem plan. Wliat we are saying is that a great deal needs to be done now- 
and then. 

If the Chairman will yield to me a little further, I am going to ask 
yon where you got your economics? 

Secretary COLEMAX. From the University of Pennsylvania. 
^fr. ADAMS. That is what I thoiight. If the chairman will yield just 

a moment. 
On page 0 and 10. you say this. "However, this is a pioblem"—un- 

employment and stimulus—'"which the administration has taken into 
account, fir.-t in i)rei)aring for a budget designed especially to stim- 
ulate the economy.'' 



213 

;Mr. Secretai-j-, there is a rule of tliunib that is agreed on by <all three 
econometric models in the Unit«d States including tlie model devel- 
oped by the Wharton School, that for every percentage pohit of un- 
em|)lQymcnt, you lose about $14 billion in revenues because of tlie re- 
duction in gross national product. Also, you pay out about $2 billion 
in unemployment benefits. 

And in tlic President's budget itself, on page 46, admits the fact 
that because imemployment has gone up from 4.5 percent to over 8.5 
percent, you have got a 4 percent rise in unemployment or about a $64 
billion deficit that is caused by the recession itself. 

So the President's budget, when it came in, was a restrictive budget 
and. incidentally, in the early part of this year when he was still talk- 
ing inflation, he stated that the budget was directed toward fighting 
inflation, not providing stimulation. 

So we came in with a different budget, if you will remember. It 
projects a deficit $68.8 billion. At the present time w-e are $1.2 billion 
below that figure. Part of that is because of three vetoes. We would be 
$6 billion bek)w that $68 billion figure, but for the fact tliat the Pres- 
ident increased the defense budget by 13 percent, he increased inter- 
national programs by over 6 percent. "We didn't cut the defense pro- 
gram all the way back like we did all the other programs. We only cut 
half of the President's increase in defense, an amount of $5 billion. He 
is up here saying that bill has to be passed, ^^'e have to sjjend that 
mucli more. I don't want to argue with you. You ai'e the Secretary of 
Transportation. I have a great deal of fondness for you. 

Secretai'y COLEJIAX. I am a Cabinet officer. I feel responsible for 
the administration's point of view. 

Mr. AiuJis. That is why I am saying your economics on stimulus 
ai-e violently disagreed with by the overwhelming majority of the 
Congress. So when wo are talking about stimulating there is not an 
econometric model in the United States, either AVharton or Cliase, or 
Data Resources, Inc. that can show any increase in the inflation rate 
for any amount of additional deficit above $75 billion, because we are 
only operating at 65 to 70 percent of capacity. "We have unemployment 
at over 9 percent. 

So all I am saying to you is tliat your arguments on pages 9.10 and 
11 of why we should not pass a bill now on the economics of it, are, 
in this Member's opinion, wrong. 

Now, the second part of your argument as to whether we ought to 
be tailoring it to meet the long-range problem, I think I am very 
much in agreement with you, but I am very concerned, and this has 
been expressed by some of the other members of the committee who 
introduced the bills, that we are not taking care of the problem this 
summer with the unemployment. 

In other words, to say that those bills would use public jobs money 
to carry out a pui)lic purpose of rehabilitation, that is accurate. 

Secretary CoLEirAX. I agree we should be accurate. 
Mr. ADAMS. Then Mhy do you object to it ? 
Secretary COLKMAN. I don't think you had come into the room when 

I said it. Look at the date, today is July 10. 
ilr. ADAMS. I was here when you said that. 
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Secretary COLEMAX. Today is July 10. Now, when do you think the 
bill will be passed ? Say you pass it tomorrow. You will then go into 
conference because I hope you are not going to accept the Senate 
bill. So maybe if we are optimistic, we are talking about August 1 
when it would become law. 

ilr. ADAMS. All right. 
Secretary COLEMAX. Assuming that it is permitted to become law. 

After that, the Secretary has 30 days in which to draw up implement- 
ing regulation. I think that will be tough. During that 30 days Con- 
gress may be away on vacation. I don't mind. I will do the work here. 
Therefore, it will be after Labor Day before the first application can 
be made for the money. 

Now. as I imderstand it, certainly in the part of the countrj^ which 
you think needs it most, the Northeast, there is a point of time Ijeyond 
which you don't go out and do J'our rehabilitation of track. I take it 
the spring and the summer is the rebuildinir season. So I think that 
without any bad faith on the part of the adininistration, you are not 
going to get this done until the spring. 

^Ir. ADAMS. I just find, Mr. St^cretary, that in the United States it 
takes us a certain amount of time to gear up. If wc start August 1, we 
are a year further ahead then if we start August 1 next year. 

Secretary COLEMAN. You missed the point. If that is going to hap- 
pen, that is going to be because of a delay by Congress. Come July 26, 
the final sj^stem plan will be here. Sixty legislative days thereafter, 
November 1, you have to approve it, say it is wrong or require some 
alternative action. The takeover—don't hold me to it—is !March 1. 

Mr. ADAMS. Should we start it now ? 
Secretary CnLEMAX. No. at that time under that legislation, there 

will be $1 billion in loan guarantees for rehabilitation. It is clear 
there is Roing to have to be more than that. The money will be there. 
Tliat is the season when you can begin to do the work. You have also 
the Railroad Revitalization Act. 

Now. if you are telling me that because we are slow. Congress is 
slow and we can't agree upon on intelligent and proper bill bj- Decem- 
ber, I don't think the American people should be called upon to pay 
a penalty of $700 million on the $1 billion or $2..5 billion in the other 
bill. I am ready to act. and I don't want to ]}iiy $700 million because 
I am going to be slow. 

Mr. ADAMS. ^Ir. Secretary, all T am savins to you is that if we can 
agi'ee on the principle of what has to be fixed where and start the 
crews to work on it, that it can be a downpayment. in effect, on the 
eventual bill that comes up. I am just indicating to you and trying 
to find out from you whether you would support this program if we 
tailor it to the bills that are coming, if the administration will be 
willing to support it? 

T would like to see the bill that you are referring to, in some form, 
passed. I haven't seen it come back from the Senate, and we are not 
goinp to run up the mountain until we see what they bring back. Be- 
cause we sent a bill, over last year. "Wliat we need to do is find out from 
you if you want this downpayment now. because the mem.bers of the 
committee and myself aio concerned about the economics. "With 9 mil- 
lion unemployed, why not use this money for this process? 
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Secretary COLEMAX. We do not think this is the appropriate down- 
payment. We think it will be destructive rather than productive. Get- 
ting back to the economics, I guess I should not take you on. I have a 
document in front of me that describes your background. I just think, 
Jlr. Congressman, as I look upon it, I just don't believe that idea that 
a country like ours can get into a recession and when you want the 
normal processes to work and where every time they begin to work, 
cverj'body comes into the Federal Government and says, "Oh, no, you 
have to bail me out." We are faced with it all the time. I feel that in 
a capitalistic society like ours we have a system of profit and loss, and 
I don't see why every business that has a loss because it may be in- 
efficient should get money from the Government. 

Se(!ond, I feel that in the bargaining process, wc get somewhat out 
of kilter. Wo have the mnyore coming in this afternoon. The}' are after 
S2 billion or $3 billion. You name it, I can come up here witlia laundry 
list of demands of everybody that comes in. I don't think the Federal 
Goxemment can spend its way out of that type of problem. I think the 
I'resident and the administration can put programs in place, if given 
an opptntunity. They will work and I think that if every time we add 
a different band-aid wc ai-e going to end up where the nonnal system 
will never work anv more. 

Now, it is one thing to repeat this nde of thnuib. that every 1 percent 
of unemployment has a ceitain etfe<'t on the economy, but not Until we 
strike oil some place in the Xorth Sea oi' some place where we own it. 
And as for this idea that you have tiiis unlimited amount of money that 
you can pour out. whore do you get the taxes to pay for it? 

Jlr. .\j>A5rs. Mr. Secretarv. under the progiam that we have with 
the stinnihis that is in it. revenues and receipts will cross in the year 
1370 because of both the growth in population and the remaining re- 
sidual effect. We are trying to hold the programs. We can't hold it if 
the President doesn't help. He spends more in defense and interna- 
tional affairs than in these areas. The argimient that everything  

Secretaiy COLEJIAX. It is all right to say he spends more. If you arc 
talking about quantum dollars, you are correct. 

Mr. ADAMS. That is the only thing you can talk about if you are 
going to match receipts and outlays. 

Secretary Coij':3tAx. It isn't, because the fact is, in 1967, this society 
was spending one-fifth more for defense than it was for all social 
l)rograms. 

Mr. ADAMS. You know why, Mr. Secretary, because we had a 3 to 4 
percent  

Secretaiy COLE5IAX. You had a Democratic President. There are 
other reasons. 

Mr. ADAMS. You had prosperity, Mr. Secretary, which is what you 
don't have now. 

Socretaiy COU.MAX. AVO have prosperity. We are still running 
deficits. 

Mr. ADAMS. We balanced the budget in 1968.1969 which was during 
the teim of the last Democratic President. 

Secretary COLKMAX. Hear mo out. What is the percentage of the 
gross national product now whicli is spent for social programs and 
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for aid to cities and other governmental programs as against defense ? 
I think yoii will find it has been sliifted completely around. I am not 
up here to defend Secretary Schlesinger's budget and I am not saying 
that you don't have to take a hard look at it. If 3'ou really look at what 
is happening in this countrj^ j-ou will see, and rightfully, that of the 
total Federal monej' spent, there is much more now, as it should be, 
being spent for social programs and being spent for aid to the cities 
and the States than is being spent on defense. 

That does not mean that maybe the defense budget shoukl not be 
looked at hard, and we should not try harder in the areas. I think we 
do and in justice to the Congress and to the administration when 
people say, "Oh, take it out of defense." 

Mr. ADAMS. I don't see that. 
Secretary COLEMAN. The peoj)le yesteiday up in Boston, the mayor, 

backed off and took out of their resolution that the defense budget 
should be cut. 

If you i-eally look at the facts, that is a saci-ed cow that has been 
whipped which I don't think should be whipped. Thei-e are tremendous 
problems in this country, and I don't think you are going to solve them 
by saying, we should spend more money here and take it out of the 
defense budget. I doii't think on our side of the aisle that you can get 
the votes to really cut that defense budget. 

Mr. RooxEY. The committee will recess until after the quorum call, 
and I do hope when we return, now that we have all our budget prob- 
lems straightened out, we will be able to put the trains back on the 
ti-acks. 

[Brief recess. 1 
Mr. RooNEY. The reason for the S(>cond quoium call was the fact that 

the elevatoi-s were slow. They ai-e like the railroads in this country. 
And some of us missed the first quorum and I was one of them. One 
of the elevators got stuck and consequently they called a second quo- 
rum call and the members should be here shortly. 

The committee will resume its session. 
5Ir. Secretary, on page 2 of your statement you say that your De- 

partment has made a thorough review of this legislation, ^^^lat does 
your review SIIOM- witli respect to the oljjectives of this legislation? 
ilow many jobs can be provided and what rehabilitation can be ac- 
complished ? 

Secretary COLEMAX. Sir, I am not prepared to answer that question, 
but I will submit a response for the record. 

ifr. RooNEY. I will be very happy to keei^ the i-ecord open. 
[The following information was received for the record:] 

.loBS PROVIDED AND RKIIABII.ITATION THAT COULD BE Acco^t^LI.sHED 
WITH A .$600 Miiuox PROGBAM 

The attachod clinrt indicates tho niinil>er nf johs thnt could l)e provided and 
the nnioiint of rphal)ilitation thnt ooiild I)P aproniplished over a one year period 
on the basis of an authorization of $600 million for grants to finanoe lal>or costs 
as.soeiated with railroad rehabilitation programs such as that contained in the 
Senate-passed bill (S. 17,30). 



217 

I 

Il 

i§SSs 

isiss 

i§ss5 

i sss--"- 

«"S§ 

SSI - 

3 

I SHi°5 

i! 
•S £ 

I 1 

II 
c in 

1:1 
3 i 
S « 

If 
li 



218 

Mr. KooNEY. Yesterday one of our colleagues testified, Mr. Secre- 
tarj', that for every dollar that is spent in this legislation there will 
be a dollar in return. He was talking about getting people off welfare, 
off unemployment compensation. Do you believe in tliis theory. If so, 
isn't this the best way to spend public dollars? 

Secretary COLEMAX. I have heard that theory more and more. I 
frankly have some difficulty with it. I just don't think it works that 
way. 

in the first place, you are talking about spending money at a much 
higher level than you would if you paid compensation. I take it that 
compensation in part is a funded program and taxes paj' for it. That 
is just one of the judgments in the system that when people are laid 
off tliei-e is compensation, but at a lower rate. And if every time you 
have a reversal and have unemployment, you are going to say, ''no; 
we are not going to let that happen, we are going to subsidize at the 
full labor rate," then you have distorted that part of the system. 

It is also my understanding and all the economic models say that 
the rule-of-thumb is that for every dollar you spend or for everj' 
person you get off the unemployment rolls, it has a certain effect on 
the budget. 

It is also my understanding that for ever}' dollar we spend there 
is an effect on the inflation rate. 

Mr. KooNET. I don't know whether or not you had an opportunity 
to see the Rivilin economic report that appeared in today's newspaper 
that. "Given the depressed state of the economy at the moment, ex- 
pansionary fiscal policies to reduce unemploj'ment would have only 
minor ill effects on the inflation rate." 

Secretary COLEMAN. I would say that perhaps that is that gentle- 
man's view. I did not read that. I also know that Mr. Greenspan's view 
is different, and I would say that you should check with other leaders 
of the economic council and advisers to the President. 

Mr. RooNET. Now. that the battle of the budget has been concluded, 
we will try to get the trains back on the tracks in concluding your 
testimony today. 

Mr. Secretary, it seems to me that this administration is listening 
to some red pencil robot in the 0MB becatise every time we come up 
with some kind of a plan that will alleviate unemployment in this 
country they say it is too much or too little. T happen to agree with 
yon with respect to this legislation. I don't think this is the proper 
approach to puttin? peonlc back to woi'k or njhal)ilitating the road- 
beds, but T do think. Mr. Secretary, that we liave got to come up 
with a revitalization railroad bill that is going to provide much more 
than $2 billion. I am going to support that legislation and I am going 
to see whether or not we can work out .some compromise to increase 
the $2 billion so we can really go after the problems facing the people 
in this country with regard to the railroad situation. 

Secretary COLEMAN. Sir. if I have any personal ambitions, I hope 
by the end of my term I will have put in place and the Congress will 
have accepted a program which in 5 to 7 years after acceptance— 
and I don't expect to be around to see the fulfilment-—will result in 
the complete modernization of the American railroads. 

I want to work with this committee to get that done because I think 
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the people on this committee feel the same way. It has to be done but 
it has to be done in the appropriate way. 

We talk about this approach. The fact is. according to our statistics 
the maintenance-of-way employment in tlie eastern districts hajjpens 
to be up 2 percent over what it was last year. 

Second, contrary to what Congressman Adams said, we are already 
spending money in tlie Nortlieast on the rail rehabilitation program. 
We are spending $60 million in addition, as you know, at Altoona. 
We are fixing up and modernizing that place. I think we have 
committed  

Mr. HAI^L. It is about $57 million. 
Secretary COLEMAN. We do think we are at the point where all 

forces are coming together and if we sit down and work hard for the 
next 60 days, we can really come up with a plan which will take care 
of the Northeast and the rest of the country, but we don't think that 
a plan that comes in under the guise of a public employment bill 
should be permitted to upset the normal forces in motion. 

Mr. RooNEY. I commend you for your optimistic outlook, and you 
can rest assured that this committee will work closely with the Depart- 
ment of Transportation. I hope in the interim of the next 5 or 7 yeai-s 
we will be able to work out this problem. You have an 18-month lea.se, 
Mr. Secretary. 

Secretary COLKMAX. I thought it was down to 17. According to my 
financial budget, that is where the two lines meet. 

Mr. RooNEY. Mr. Metcalfe. 
Mr. JIKTC vr.FE. Thank you. Mr. Chairman. 
Mr. Secretary. I compliment j'ou on your statement and the stress 

you place a? you did on page 10 of your statement on the need, and I 
quote from your statement, "for the adoption of a sound fiscal plan." 

I also applaud you for your statement on page 7 concerning the 
Rock Island and the approach taken by the ICC in this matter. 

However, you state on page 3, "That it is not uncommon for trains 
operating on mainline tracks to be limited to speeds of 10 to 20 miles 
per hour."' 

This no doubt is caused by what is referred to as deferred mainten- 
ance. However, granting this problem, do you not conceive that it is 
possible to move ahead with legislation such as S. 1730 or the legisla- 
tion that Congressman Heinz introduced in such a manner as to work 
on lines that conceivablv AVOUM be of any final plan? In other words, 
these lines could be included in any final plan no matter when that 
plan is made. Should we not proceed ? 

Secretary COLFMAN. The first thing is, as I read these bills. I don't 
think you will find a complete correlation between the places where the 
track needs to be fi.xed up and the locations w^here unemployment is 
greater. Therefore. I think the standard creates a problem in this bill. 

Second, we have bills before the Congress, all of which we know will 
he revised and chnnged as the chairman just mentioned, but neverthe- 
less, bills which will accomplish just that, and all we say is that since 
you will be at the end of the maintenance and building season by the 
time S. 1730 or similar legislation is enacted, you will have other legis- 
lation on the books, hopefully, by February of next year when you can 
really get started, why go through this exercise and adopt these bills 
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when we think there has to be a different approach to the entire 
problem. 

Air. METCALFE. Tliat causes me some concern, a different approacli 
and the time factor. I have been in and out, so maylie yon have an- 
swered my question already, Mr. Secretary, as to when are we going 
to get tliis final plan. You just mentioned a moment ago, hopefullj' this 
legislation will be out by February of next year. 

Secretary COLEMAX. AS for the plan for the Northeast, as you know, 
under tlie statute. USRA has a statutory duty and will comply with 
it. to file a final system plan with the Congress by July 26. The statute 
provides that (50 legislative days thereafter Congi-ess has to vote it up or 
down. So you ought to have the answer 3 months after July 26. 

T'nder the statute, ConRail will fake over the bankrupt railroads as 
of March 1 of ne.xt year. Then you will have the money, and you can 
start to work. 

The reason I said "hopefully" with respect to the Rail Revitaliza- 
tion Act, which we sent up in May, and on which the first, hearing 
of this committee will be next week, the House acted fast last time 
and the bill got out, but I can't predict what the Senate will do. They 
may still be counting the votes m New Hampshire, but I don't know 
what the time factor will be. 

I think by February of next year, both pieces of legislation will be 
in place at the start of the new building season. There is not much 
reason in the interim to enact the legislation before the committee 
today, particularly in view of all its defects. 

Mr. FLORIO. Will the gentleman yield? 
Mr. METCATJFE. Yes. 
'Sir. FIJORIO. YOU held out hope in terms of saying we should not 

go the direction the committee is inclined to go as a result of these 
bills. Rather by saying next February ConRail and the final system 
will lie in operation, the money will be available there. Does that 
mean the administration is going to support or stay out of the debate 
^yith regard to the adoption of the final plan? There was some specula- 
tion that the administration was enthused alwut the final plan. They 
were going to have their own program, controlled liquidation. If you 
are going to be consistent, you are going to have to say "Fine, we will 
go with the final system plan." 

It is somewhat questionable to say we are holding out hope in the 
final system plan but don't make it clear. 

Secretarv COI.EMAX. AS to the extent to which current lines should 
be retained in the system, we support, the proposed 100 percent. How- 
ever, when we found out. and we accepted it as being accurate, that 
the magnitude of Federal involvement would not be $1 billion as the 
Congress originally thought, but if it is goins: to lie loans, $4.2 billion, 
or if it is going to be grants, about $1.8 billion or slightlv more, we 
felt that once ConRail was set up, if we found a better'solution— 
namely, where solvent carriers would take over the same svstem and 
operate it under a different arrangement—we didn't want an inde- 
pendent corporation which was basically a Government corporation 
having the right to call on the Public Treasury for monev. That is the 
only extent to wh ich we a re apart. 
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Mr. FLORIO. DO you see the administration's apprehensions as to the 
original concept, as you just specified, iii any way inhibiting the time- 
table development ? •     • i        , i 

Secretary COUSMAN. We have been working? at it night and day. 
Mr. FLORID. I hope not; that might be a problem. R«ally, what you 

are asking us to do is not do an\i:hing l)ecause hopefully next Ai)ril 
the program will take effect and have money available for rail rchabi-, 
litation, but at the same time you hope  

Secretary COUIMAX. This will be money by July 26, and in legisla- 
tive life that is a short time. 

Mr. FLORIO. IS that the administration's position ? 
Secretary COIJSMAN. The fact is the ConRnil plan will be up here, 

and we will know by July 26 whether it will contain those, provisions 
which I am sure the Congress would want in there as much as we do. 
That is 16 days from now. 

Mr. SAXTIXI. Will the gentleman yield? .,        ..... 
Mr. FLORID. Yes. .,    • • I       - 
Mr. SAXTIXI. In regard to the pending legislation, H.R. 6962, H.R. 

6808, and S. 1730, I gather from your testimony then that you, indi- 
vidually, Mr. Secretary, are opposed to all or any of these legislative 
proposals? . . 

Secretary COLEMAX. The answer is yes, but I would like to^o on to 
say it is also the position of the Department and it is also the position; 
of the administration. Even though I am an individual, I think as a 
political officer it is not my independent will, it is the  

Mr. SAXTIXI. YOU are representing, then, the executive department 
in that conclusion ? . . 

Secretary COLF.MAX. Yes. 
Mr. SAXTIXI. Would it be the position of the President that he, too, 

is opposed to each of these particular bills? 
Secretary CDLEMAX'. Yes, sir. 
Mr. SAXTIXI. And he would then veto any one of these bills that 

was passed by the Congress? 
Secretary COLKMAN. Sir, the first time I lost a case  
INIr. SAXTIXI. Please don't go into a story. 
Secretary COLEMAX. I will tell you M"hat my problem is. The first 

time I lost a case, a reporter asked me. "Obviously, you are going to 
take an appeal." I said, "Certainly." The next day the gentleman 
chewed me out. He said, "You, first, haven't read my opinion as to 
whether you are  

Mr. SAXTIXI. Have you read these bills? 
Secretary CDLEMAX. I Jiope we have a President of the United 

States, which I know we do, who attempts to cooperate with the Con- 
gress and does not exorcise the veto power arbitrarily, and wlienever 
the Congress enacts a measure, there is a complete reviVw. From e\ery- 
thing I know. T would think that review would probably lead to a vefo. 
But I don't want to state a final conclusion on any legislation. As 
long as President Ford is President, we are not going to have an 
administration which is going to threaten Congress and say, if yon 
don't do what we want you to do we are goinc to use the veto. I don't 
think we want to do that and that is why I have paused. Other than 
that, I think this legislation is unwise aiid unreasonable. 

56-854—75 15 
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Mr. SANTINI. I would like to follow through in developing this line» 
"Whiit concerns nie is, as we engage in a legislative exercise in futility^ 
the President has said on several occasions his veto and exercise of the 
veto, whether to translate that into a threat or statement, is almost 
irrelevant and it has occurred in the past. I would like to see this thing 
work out. I know that is your state of mind. My jioint of frustration is, 
M-heie are we going and what are we accomplishing. "\Ve seem to be at 
a point of confrontation and different points of view. I would like to. 
see it reconciled as an administration or majority viewpoint. 

Secretary COLEMAN. Unless you have been reading documents I 
have.not been i-eading, I don't think there is any instance on any bit 
of legislation where the President has told Congress, if you do so and 
so, I will veto it. 

I know on the tax bill it was very difficult. It was majority legis- 
lation. The administration really struggled with it after it was acted on 
by the Congress. I wish the country could get a different feeling as. 
to how President Ford is trying to conduct his office. 

Mr. SAXTIXI. I can't believe you ever lost a case. 
Mr. SKUBITZ. Would the gentleman yield? 
Mr. SAXTIXI. Yes. 
Mr. METCALFE. I have the time. I will be glad to yield. 
^Ir. SKrniTz. If I undei-stand you correctly, Mr. Secretary, you ares 

saying to this committee these bills in their present form do not meet 
with the approval of the administration. 

Secretary COLEMAX. That is 100 percent true. 
Mr. SKinrrz. Frankly. I have read through the four bills and there, 

is a lot about each one of them I don't like. If we can come up with a 
bill, a revised bill, after listening to all this testimony, you are not iu 
a i>osition at this moment to say what the President would do about, 
that type of bill; is that correct ? 

Secretary COLEMAX. That is true. 
Mr. SKUBITZ. You arc simply saying  
Secretary COLEMAX. I think he feels he has great access to me and" 

he has great access to the cliairman. I am not going to come up here 
and threaten vou. I think I would judge that he would veto it, but I 
am not going to say that because I have not seen the product. 

Mr. SKUBITZ. I misinterpreted your remark, and I agree with them> 
These bills, as the}- are written, you are saying that the administration 
objects to them. 

Secretary COLEMAX. We do strongly. 
^Ir. SKUBITZ. And you are not saj'ing any bill that would come out 

of the committee would be vetoed. If we can draw up a bill that had 
merit to it, this is a bill you are not ready to spea,k to. 

Secretary COLEMAX*. Yes; that is true. If it contained regulatory re-- 
form and restructuring provisions, that would be a completely differ-, 
cut problem. 

Mr. METCALFE. Mr. Secretary, I have one final question. Am I right 
in my assumption that in view of the fact that you have stated that you 
are opposed to ijll of the.se bills and have elaborated on. as my distin- 
guished colleagues have questioned you on. that you do have some basis, 
in view of the fact that you have read,what this final system.plan ist 
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and you predicate your decision to not support these bills on that. Now 
am I right in that assumption ? 

Secretary COLEMAN. In part on that and in part upon studying the 
whole railroad situation and really part upon reading the bills. I 
think these bills don't even do what they purport to do. 

!Mr. METCALFE. Mr. Chairman, thank you. 
Mr. RooNEY. I recognize the gentleman from Kansas, Mr. Skubitz. 
Mr. SKUBITZ. Mr. Secretary, 1 want to commend you on your state- 

ment. Some of it I disagree with. There are other parts I am in full 
agreement with. I hope out of all this we can develop sometlung. But, 
as I look at all the bills before us, although we talked about railroad 
modernization and building up the deteriorated railroads throughout, 
the country, the fact is that all these bills came to life as an answer 
to an  unemployment  problem;  isn't  that correct?  Is that your' 
interpretation ? 

Secretary COLEMJ\X. Tliat is my imderstanding. 
Mr. SKUBITZ. And really it is an unemployment bill taking care o* 

the unemployment problem rather than the incidental, which is takinc 
care of the railroads. One of your objections is, as I understand it, 
you say, if you want to do a bill here to take care of unemployment, 
fine. But don't charge it against the railroads because we are coming 
hero for $700 million now and we are coming in for $2 billion imder 
your revitalization bill. We will be coming in for still more money 
under the Northeast bill. 

Secretary COLEMAX. That is part of my objection; j'es, sir. 
Mr. SKUBITZ. In listening to your testimony and trying to follow it 

at tlie Siime time, do I get the feeling, although you may not have set 
it out dii-ectly. that you question whether or not it is proper for the 
(,'ongress to artiially take money, taxpayers' money, and to revitalize . 
the railroads and yet not help other industry? Yoii ask what right do 
we have to help the railroads find yet not help build up other industries 
for tlie benefit of the stockholders of those industries. 

Secretaiy COLEMAX. On that I would have to sav. Congressman, 
that the railroads do present a special situation and there might be 
some reasons why you would, under certain terms and conditions, pro- 
vide some support for the railroads where you wouldn't, for example, 
for the sugar manufacturers. There are differences, so I can't go along. 
I Avould like to, but I can't go along 100 percent in saying that the rail- 
road situation is one where under no circumstances there should ever 
be a situation where the Federal Government might not make money 
available. 

Mr. SKUBITZ. YOU raised a point, SIK Secretary, that I was think- 
ing about in the wee hours of the morning and that was the i)roblem' 
of the Federal (Jovernment. tlu-ough unemployment programs, pick-' 
ing up tile total check for hiring people. Yoii raised the point, as I 
understand it. of the hourly wage being aboiit $6.20. If you are going 
to put a railroad man to work under an unemployment bill and I'ncle 
Sam picks up the check for $6.20 an hour, it seems to me if it is an 
unemployment program, we would l)e far better off in using what 
dollars we have to create as many jobs as we can, whether it be in some 
other ai'eas other than the railroad. Would vou agree with that? 
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' Secretary Coi.ESrAN. I would B<rrce with that. The practical problem 
is that obviously if work is to be done on the railroads, and rightfully 
So in part, the unions do have collective bargaining agreements and I 
guess there are limits to which you can liave nonunion people come in 
and work on the. property. But that is the reixson why we felt tiiat our 
program tended to make more sense than what is hi these particular 
bills. 

Mr. SKUBITZ. The point I am getting at here, Mr. Secretary, is this. 
"What would you think of a program whereby we might sufeidize, if 
we should draw up legislation, although you disapprove of it, the rail- 
r'oads on, say, a one-third, two^thirds basis in their improvement 
program. 

Secretarj- CoLEitAV. Of course that would go part way toward cur- 
ing the objection that I raised on that particular issue. My imdcrstand- 
ing is—and the railroads can speak for themselves—some railroads 
^yould say with respect to the labor component that tliey won't want to 
put up two-thirds of the money. But until you restructure the railroads, 
Itave a more favorable regulatory climate and determiiie which lines 
will be preservetl, I tlunk any tyi)e of governmental aid Avould not be 
the best way to spend the limited amount of Federal dollars that we 
have in this country today. 

Mr. SKunrrz. Going tlie other way, if we are going to allocate dollars 
for the i-ehahilitating of the rail lines it isu'ttlie duty of the Congress 
to pay tlie full $().60 an hour. Pi-obably we could iiave some sort of a 
matching pi-ogram, one-third to two-thirdsj 60 to 40 or something like 
that. 

Secretary' COLEMAX. Congressman, you raised a very basic thing. I 
hate to get unpopular with the labor people. l)ut I find this reoccuTring 
and I think of tliis problem not only in terms of aid to the cities. If you • 
have a situation where you are talking in terms of trying to take care of 
their problems, I have some difficulty in saying that you should take 
the general Federal tax dollar and contribute to the compensation paid 
to the people tliat ai-e unemployed at the rate in the existing union 
ngteements. This is off the top of fny head. I just think it is something 
that tlie Congreas and the admini.«tration and labor ought to be takings 
a-look at. I (lo know, for example, in the housing program where they 
are going to rehabilitate houses in depressed urban ai-eas that the 
AFI^TO has finally agreed that a certain part of the lalwr force 
hiretl for that wouhl not be paid tlie going union contract rate. I think 
this is something we have to think about. I don't know what tlie 
answer is. 

Mr. SKOTITZ, Mr. Coleman. I am not asking the imemployed Tabor 
workei-s to accept less money. I find them to be reasonable fellows. 
They are intelligent fellows. They try to get all they can, and if their 
centracts call for $6 an hour and they go back at that sort of work, 
they are entitled to their $6. 

My question is. if you are going to repair a madl)ed. should Uncle 
Sam put up the full $6 when the benefits of the improved roadbeds 
will ultimately go to the stockholders of tlie respective companies? 
That is why T am suggesting that if we should go into this sort of & 
program that it would be best if it were some sort o"f a matching pro- 
gram, and if the Government puts up one-third of the $6, and the 
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railroad puts up the other $4.1 am sure we will find plenty of match- 
ing money in order to take care of all the money that we would put 
into this type of legislat ion. 

Secretary COLEMAN. AS I just said, Mr. Congressman, I am against 
these bills. If the committee still feels tliat despite my testimony and 
my feelings that it is going to propose some type of legislation, I 
think you have raised the type of problems that we would really have 
to take a hard look at, discuss and try to come up with an answer. 

Air. SKUBITZ. I think this is right. 
That is all, Mr. Chairman. 
]Mr. RooxEY. Mr. Santini ? 
Mr. SAXTINI. TO continue in a line of thought wc developed earlier, 

Mr. Secretary, I am much concerned about the exercise in futility I 
suggested witli regard to this legislation, as I know you are. Would 
vou be willing to sit down to discuss the possibility as proposed by 

•%h: Adams tliat some sort of rail rehabilitation assistance through 
mechanisms such as we are examining now could be implemented as a 
small part of a ver}'- large solution to the rail needs in this country ? 

Secretary COIJ:MAN. I certainly would be willing to sit down and 
discuss with Congressman Adams and with you and other members 
of tills committee this subject and any other subject. But I am just 
saying that by July 20, we are going to have part of the answer in 
place, and starting on July 17, Chairman llooney has scheduled hear- 
ings on the Rail Bevitalization Act, so we may get part of the answer 
there. I just don't see what the compelling reason is for this piece of 
legislation, amended or revised, to have the priority that your ques- 
tion would suggest. But I M-ant to end the way I started by saying 
that anv time you call me, I will be up here within 24 hours to see you. 

Mr. k^AXTixi. I gather by that, there have been no calls in the past. 
Secretary COLEMAK. Yes. I have discussexl with several of the Con- 

gressmen here, tliis and other problems in this field. I would gladly 
discuss it with you and I have talked with Congressman Florio, gen- 
erally, about the problem. I have talked with Congressman Skubitz 
aljout these particular bills. I have talked to Mr. Adams. I feel my 
responsibility is to come up here within 24 hours after I am called 
on any issue that any Congressman, particularly those in the leader- 
ship, ask me to discuss. I am going to conduct my office izi that way. 

Mr. RooxEY. Would the gentleman j'ield for an announcement? 
After the Secretary concludes his testimony, we are going to come 

back at 2 p.m. so those witnesses who are here now can leave and we 
will reconvene at 2 o'clock. 

Mr. SKrraTz. Mr. Chairman, are there any witnesses that can't 
come at 2 o'clock ? 

Mr. RooxEY. I know the other witnesses and I know they are not 
too far from reach. 

You may proceed, Mr. Santini. 
Mr. SAXTINI. Thank you, Mr. Chairman. 
Then. Mr. Seci-etaiv, such a discussion, I am certain the quality of 

both our chaiman and Mr. Adams, who are far more steeped in the 
faets and figures of this problem, would not itself be an exercise iii 
futility. 
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Secretary COI.EMAN. NO: the answer is no. In fact, Congressman 
Adams was reallv educating me as to just what a model is. 

Mr. SAXTIXT. Returning to railroads, I also observed on page 6 of 
your testimony—and I believe in talking with John and other repre- 
sentatives from the Department of Transportation—tliat regulatory 
reform is a critical pillar in tl>e administration's approacli to tlie solu- 
tion of the rail problem in this coimtry. 

Secretary COLKMAX. Yes, sir. knowing from our figures that if you 
enacted it, there are $17 billion to be picked up over 10 years, it seems 
to me tliat ouglit to l)e one of the important ])illars in any approach 
to the rail problem. I think this House recognized that last year, but 
unfortunately the Senate didn't move at the same speed that people 
ovei- here moved. 

Mr. SAXTIXI. I believe also the administration has a regulatory re- 
form package presently pending before this subcommittee. 

Secretary COI,E3IAX. It has been ui> here since Jlay 19. It is H.R. 
7681 and hearings have been set for July 17 by this conunittee. 

Mr. SAXTTXI. In regard to that phase of the problem. I assume the 
administration has received input from the rail industry and rail 
maiuigements with regard to the contents of that regulatory reform ? 

Secretary COI.EMAX. Yes; we have had a lot of discussion with tlie 
industry, with labor, and with other people. I guess like most pro- 
posed legislation, even though some of tliem indicated they supported 
it in principle and most of it, I can assure 3'ou there are variations 
each one of them would like to see in the bill. 

Mr. SAXTIXI. Recognizing the inevitable variables, is it the admin- 
istration's understanding that rail management, as a whole, supports 
the substance of the regulatoiy reform proposals that you are present- 
ing to us ? 

Secretary COLEMAX-. My answer to that would bo yes. 
Mr. SAX'^TIXI. Then this proposal has the support of the rail in- 

dustry in general ? 
Secretary COLEMAX. They have some additions and changes that I 

am sure tliey will suggest to you, but I ha\-e been told they support 
the legislation in general. 

Mr. Roox'EY. Our witnesses this afternoon are going to speak on 
behalf of the railroads. 

Mr. SAXTixi.Thank you, Mr. Chairman. 
Secretary COLEMAX. We are talking about the Rail Revitalization 

Act. 
Mr. SAXTIXI. Yes, regulatory reform. 
Secretary COLEMAX. It has three parts. 
Mr. SAXTIXI. That particular phase of it. If it did not have the 

support of the rail industry, would the Department of Transporta- 
tion then withdraw that phase of its proposal ? 

Secretary COLEMAX*. NO sir. "We think we have a duty to consult 
with industrv, but we think, in the final analysis, we have the duty to 
oomo up here and recommend what we think is proper. I think the 
Congressmen feel the same way. I think you consult with your con- 
•Rtituencies and the industry, but I am pretty sure the bill you put in 
finally is the bill you feel best can serve the public interest and you 
would put a bill in that serves the public interest even if the particular 
industry j'ou were regulating disagrees. 



227 

Mr. SAXTIXI. Industiy response to my inquiry with regard to the 
various regulatory reform proposals has been notably less than en- 
thusiastic. I have not found one supporter in the industry for it. 

Secretary COLEJIAN. DO you want to bring exhibits in ? 
Mr. SANTINI. Or names in the mdustry that support it. 
Secretary COLEMAN. I will let them come in themselves. My under- 

standing is that one of the things they would disagree with is that 
they don't like the extent to which wo would outlaw some of the prac- 
tices of the rate bureaus. But I would exjiect the industry to object 
to that. I wouldn't expect that I could convince any industry that has 
an exemption to the antitrust law that if we are going to take away 
tliat exemption, they  

Sir. SANTIXI. Tlie incentive behind that is to improve the profit pos- 
ture of the railroads. 

Secretary COLEMAX. I am just saying, in my experience as a lawyer 
and since I have become a public official, I have not been able to find 
anyljody who is going to restrict what he has been doing for a long 
time. 

Mr. SAXTIXI. I believe the motivation for breaking down the rate 
structure, as I luiderstood it, was to provide for profit incentive in the 
industry. But the industry says it will destroy profit or incentive fac- 
toi-s or diminish it. 

.'Secretary COLEMAX. You ask your colleague in the Senate, Senator 
"Williams, when lie suggested changes in tlic regulation of the securities 
industry, how many jjcople really agreed with him. Most people think 
that wliat happened there is probably best for the industry. 

Mr. SAXTIXI. 1 view in that arena and this one, too, but again I 
would sure like to see us back up and take an cnmibus approach and 
see tiie whole thing go forward. 

Secretary COLEMAX. That is wliat I liave been trying to say. I think 
tliat is the way to approach the problem. If I can convince you that 
that is the riglit ap})roach, I would say tliat you would not push for- 
ward with this legislation at this time. We would wait, and on the 
17th of July you are going to have "act two." At that point I think 
we can move ahead and try to have a tctal program. 

Mr. SAX'TIXI. AS long as the curtain doesn't come down on act two. 
Secretary C'OEKJIAX. I am sure Congressman Adams will provide act 

three. We all realize that we have to get finished, certainly by the 
middle of November. 

Mr. SAXTIX'I. Are you willing to project whether or not it will be a 
comedy or tragedy^ 

Secretary COLEMAX-. I tliink it will be a responsible performance on 
the part of the atlministratioii and also on the part of Congress. I think 
both political parties realize this is a serious problem and if we don't 
solve it now, we are all going to be in more trouble than we have now. 
Therefore, whether I call it a comedy or tragedy, I think it will be a 
serious performance on everybody's jjart and I know the Congress is 
geared up and wants to get to it. I know the administration wants to 
and I hope we have the pleasure and opportunity to do that. 

Mr. RooxET. Mr. Florio. 
.    Mr. FLORIO. I will be brief. I think you have answered most of my 
.questions. I think it is commendable that A'OU are here to clarify 
exactly what your position is. You did. I think your position is sue- 
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cinctly that you don't support any of those npproacheg. 'VVlmt yoa 
ATOuld rather do is have an omnibus npproacli and have reorjianization 
of the raihoads, the railroad industry in a sense. I am not totally op- 
posed to that. I think there is some commendable direction to be pro- 
vided to Conjrrcss in that area. I have some difficulties wilii some basic 
philosophic concerns with regard to the employment, particularly. 
I think the difference between ovir positions is that you don't rejrard 
the unemploymeur position or unemployment problem in the gravity 
that other people do. I think that is the official administration position. 

Secietary COLKMAN. NO; come on. 
Mr. Fix)Rro. I am trying to agree with you. 
Secretary COLEMAX. Let's not say that. I don't think there are any 

elected public officials that don't regard the unemployment problem 
as one of the most serious problems facing this country today. The 
problem is, what is the best way to resolve that problem and not start 
up the inflationary process again and do it in such a way that society 
comes out of this trauma much better off. I will never say to you that 
you have any insensitivity to this problem just because we disagree 
on means. 

Mr. FLORIO. My point is, defining what is coping with the problem, 
you said that these bills will deal with the unemployment problem 
after it has been partially resolved. All I am saying is the administra- 
tion's projection for the current year and next year really says nothing- 
more. Wo arc still going to have 7.9 unemployment. For the balance 
of this decade the}' are talking about 6 to 8 percent unemployment. 

These bills, in my opinion, provide a highly sociable vehicle for 
dealing with unemployment and getting some other benefits. The bene- 
fit of revitalizing the rail system, the benefit no one has ever mentioned, 
of the safety considerations. 

"We talk about how we will deal with it some time next year. How 
many derailments are we going to have to endure between now and 
then? ^ly patricular bill and some of the other bills are very modest 
attempts to deal with this problem now; $600 million is not a great 
amount of money as compared with the ultimate need. Wo can deal 
with a number of very important problems. The first thing I conclude 
upon is that I am more than willing to accept Mr. Adams' suggestion 
that perhaps we can look at these bills and come up with a compromise 
version to deal with them as a down payment. I am willing to scale 
down by bill, which is the lowest amount, to get the money into the 
economy now, to deal with a needed problem, the railroad problem, 
but also to put people to work. 

Regarding your point about paying $6 an hour, pursuant to collec- 
tive bargaining agreements and somehow being offended by that, I am 
impressed by your defensive selection of free enterprise, t spoke can- 
didly and articulately about the needs. It seems to me the collective 
bargaining agreements are very much a part of the free enterpri.ee 
system. I don't think we can criticize the bils because they are going 
to preserve the living wage of people. 

Secretary COLEMAN. I wrote that sentence myself. When yon talk 
in terms of a public service bill, to my uneducated mind it should 
deal with people that are really unemployed and on relief. It seems to 
me when you read the bills before you, you find that is not what yon 
are really talking about. You are talking about people that have been 
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vrorking full time, liave been working at $6.25 an houi-, have imem- 
l)loyment benefits and you are going to j)ut them back to work. I say 
that can't be described as "a public service bill,'' at least in the part 
of the country I come from. That is all. 

Mr. SKUBITZ. AVould the gentleman yield? 
ilr. FLORIO. I will conclude with one final question, just a technical 

question. My understanding is that the Railroad Revitalization Act 
is goinw to rely largely upon loans for purposes of rehabilitation of 
the railroads. 

Secretary COLEMAK. Loan guarantees. 
Mr. FLORIO. "We heard from the president of Amtrak yesterday. 

My bill deals with grants for the most part. I asked him. as a loan bill, 
did he think Amtrak would be able to participate? His answer was 
no. Are you apprehensive about our bill, the Revitalization Act, in any 
way, of leaving people who need assi-stance out because they are not 
able to participate in a loan program ? 

Secretary COLEMAX. I think most of the railroads can participate. 
To be perfectly candid with you, I do know that when the bill was 
up here before some of tlie railroads said that it didn't provide all 
the assistance they would like. They thought they ought to have some 
grant money. 

With respect to Amtrak, Congress has just passed legislation which 
has been signed by the President which sots a level of subsidy of $-3.50 
million for fiscal j-ear 1976 and $.35.5 million for fiscal year 1977. In 
addition, that legi.ilation provides an additional $110 million for the 
payment of capital expenditures. 

All I am saying is go back to when you lived at home, and I am 
pretty sijre your mother and father were willing to give you anything 
you wanted they felt j-ou needed. At some point in time, they would 
say, "Look, in the family budget there are .r number of dollars." 
Once we have made a commitment of $350 million a year to .subsidize 
Amtrak passenger service, when you know you have unmet needs in 
liousing. unmet needs in mass transit, and unmet needs in other areas, 
you have to make the political judgment that even though there 
certainly could be more money spent and sjx^nt without being con- 
sidered wasteful, can you spend that in the context of what you have 
to spend for other things. 

T think that is what Government has to be about today. I think 
that hv setting up the budget committee, the Congress has recognized 
that. That is what the struggle is in tlie administration. There are 
many programs I would be willing to reconxmend. I am catching heck 
from the highway lobby. I am faced with the problem of how to 
allocate the highway money. Do yon spend $8.9 billion a year on 
highwnvs when you have mass transit and other facilities that need 
money? Ls that the proper distribution? T think more and more it 
has to be Congress' problem. Assuming there is a finite amount of 
money, how do you divide it up? That is what we are struggling with. 
I tliiiilc the Congress is coming to grips with it and is beginning to 
struggle with it. 

Mn SKI-BITZ. "Will the gentleman yield? 
Afr. FLORIO. I would be happy to. 
Mr. SKUBITZ. I hope witli my discussion, you didn't wt the im- 

pression that I was opposed to collective bargaining. I think the 



230 

Spcretary was afrreeing: with my point of view at that time. Basically, 
T repeated that I wasn't opposed to the railroad unemployed workers 
pcttin": $6 an hour. I didn't think imder an unemploymeiit bill Uncle 
Sam onpht to foot the whole bill, that there ought to be some sort 
of a subsidy program. For example, the thing I am getting at in this, 
you recall that we did pass H.R. 4095, a joint resolution, makinj? 
continuing appropriations for fiscal year 1976. In that we provided 
for activities under title VI of the Comprehensive Employment and 
Training Act, $1,625 million to remain available until June 30, 1976. 

I am just wondering if there isn't some way this committee and 
some of the IMembers of Congress see that about $400 million of this 
be used in the improvement of railroads rather than trying to go out 
witli the bill from this committee to get $700 million to re\italize the 
railroads and then come back with another revitalization railroad bill 
that you gentlemen are proposing for another $2 billion and then the 
\ortlieast railroad. I don't think tlie Congress will accept us coming 
there three times with $1 billion once, $2 billion and God only knows 
a third time what it is going to be. 

Mr. ADAMS. Will the gentleman yield? 
!Mr. Secretary, is the administration willing to consider the possi- 

bility of using either CETA funds, which were referred to by Mr. 
Skubitz. or a unified trust fimd with a portion of the monej's that are 
there as a part of a grant program, in addition to a loan guarantee 
progi-am in a total revitalization act? 

Secretary COLEMAX. Tlae administration is willing to consider any 
responsible proposal made by Members of the Congress. Our present 
thinking is that that is not the way to resolve these problems. That 
doesn't mean for a moment I want to stop any meaningful conver- 
sation between the members of this committee and the members of 
the administration. 

Mv. AnAjrs. Thank you. 
Mr. RooNKT. Mr. Florio. 
Mr. FLOKIO. I have nothing further. 
^Ir. SKURTTZ. Mr. Secretary, in due respect to you, I don't think 

you can speak to the point of what tlie administration would or would 
not do or of how funds out of this bill would be used. 

Secretarv CoLKStAN. That is one reason why. when I was asked the 
question. I paused for a moment to give the answer. 

Mr. SivtrBiTZ. Thank you. sir. 
Mr. RooxEv. Thank you. Mr. Secretary. 
Secretary COLEMAX. Thank you. 
Mr. EooxEY. "We are adjourned until 2 o'clock. 
[Whereupon, at 12:87 p.m., the committee recessed, to reconvene at 

2 p.m., the same day.] 

AFTER  RECESS 

[The subcommittee reconvened at 2 p.m., Hon. Fred B. Rooney, 
chaiiTTian, presiding.] 

Mr. RooxET. We will resume our hearings now and our first witness 
this afternoon will be Mr. Jack Curran, leirislative director of the 
Laborers International Union, Washington, D.C. 

You may proceed. 



STATEMENT OF JACK CTIHRAN, LEGISLATIVE DIRECTOR, LABOR- 
ERS' INTERNATIONAL UNION OF NORTH AMERICA, AFL-CIO; 
ALSO IN BEHALF OF THE INTERNATIONAL UNION OF OPERAT- 
ING ENGINEERS 

]Mr. CtTKiLVX. Thank you very much. 
Jlr. RooNEY. Will you introduce your colleagues for the record? 
Mr. CuKRAx. My coUeafrucs who were supposed to be here are 

Mr. J. C. Turner and Mv. Paul Hallisay. J. C. Turner had to attend 
a funeral today of a very prominent labor leader and secretary- 
treasurer of the Maritime Trades Department and so he asked me to 
continue without him, and with your permission, I will speak for both 
of us. 

Mr. RooxET. We all know your great interest and concern about 
these problems. You may proceed on your own, Mr. Curran. I know no 
one who is more able and more knowledgeable in the problem dealing 
with the labor and construction industry than you and we welcome 
you to the committee. You may proceed. 

ilr. CunuAX. Thank you very much. ]Mr. Chairman, members of the 
committee, my name is Jack Curran. I am legislative director for the 
Laborers' International Union of North America. Today I am speak- 
ing on behalf of the Laborers' and for the International Union of 
Operating Engineers, AFL-CIO. On behalf of the many thousands 
of our members who have for many j^ears found employment with 
contractors working for the railroads. I am pleased with this oppor- 
tunity to speak to the issues raised by H.R. 6962, the Emergency Rail 
Transportation Improvement and Employment Act of 1975. 

First, let me make it clear that the Laborers' and Operating Engi- 
neers totally support the intent and purpose of this legislation. The 
railroad industry, which has contributed so much to the development 
of our Xation, is in dire need of the help described in H.R. 6962. It is 
clear to us that the vast sums of money needed to overcome the woeful 
deterioration of the railroads' physical plant, cannot be generated by 
the private money market in these inflationary times. In order to 
effect the transformation of our railroad industry from its present 
depressed state to a viable transportation system within any reason- 
able time, we must turn to the Federal Government for a massive 
infusion of funds. Such an infusion is proposed in H.R. 6962 and the 
companion Hartke bill. S. 1730. already passed by the U.S. Senate. 

Mr. RonvEY. What do you think is a massive infusion of funds? 
We have heard all kinds of funds suggested here this morninsr. 

!^^r. CFRRAX. I was dismayed, Mr. Chairman, when I heard that 
there was some thought about a reduction in the total amount of $700 
million which is contained in H.R. 6962, which we are prepared to 
support but are not totally locked into and indeed we are prepared to 
support the type of funds that are mentioned in H.R. 4622, which is 
$2.5 billion. That is the kind of money that we think is necessary to 
help this industry. 

Mr. RooxEY. You represent the Laborers' International Union. I 
think the Nation's unemployment right now is somewhere between 
8.5 and 9.2 percent. What is your rate of unemployed workers in your 
union ? 
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Mr. CuRRAN. The unemployment nationwide in the whole construc- 
tion indiistry is more than twice the amount of the unemployment in 
other industries. The 9.2 figure that you just mentioned or the 8.5 to 
9.2 compared to the overall figure of the construction industry is less 
than half. 

The figures that come to mind are better than 21 percent of all the 
construction industry nationwide and indeed certain areas ai'c as high 
aa 60 percent unemployment in the construction industiT. As far as 
the laborers are concerned, we have high pockets of unemployment 
reaching between 21 percent and 60 percent in different parts of the 
country. 

Mr. RooxKv. You may proceed. 
jMr. CuRKAX. "We are concerned, however, Avith the relative lack of 

I'ccognition given to the role of contracting out in H.R. 6962 and. to a 
lesser extent, in S. 1730. This role, we feel, sliould not 1)e an after- 
thought in either bill since the contracting out of railroad work lias 
a long history in our industry. Over 200 contractors employing many 
thousands of members in our unions have done railway work in this 
countr}' for man}- ye^irs. Indeed, an association of such oontractoi-s, the 
Railroad Construction and Maintenance Association, headquartered 
in Springfield, 111., and the Laborers' and the Operating Engineers' 
International Unions have recently concluded an agreement for tliis 
class of work covering 37 mid western Stales in which the contractors 
and our local unions have been doing such work in the Jiart. 

It is not my intention at this hearing to lay a claim to work which 
will deprive present and f uloughed railway employees of their tradi- 
tional function. Indeed, we support the language of both the acts 
referred to above which gives first consideration to such railway em- 
ployees. I woidd, however, submit to this committee that the contract- 
ing out oi work sUould be more than an afterthought in terms of your 
legislative intent. 

Tl»e object of this legislation aj)pears to be to revitalize the railroad 
industry in the shortest practical lengtli of time and at the lowest 
possible cost. These objectives can only be achieved if contracting out 
is given a priority second only to tlie employment of presently em- 
ployed and furloughed railway worlcers. 

The deterioration of the railroads physical plant has taken place 
oven' an extendctl period of time and has been accompanied in the 
nature of things by a parallel decline in the railroads qiiantitati\-e 
maimgenieut capacity for maintenance work. The sudden infu&ion of 
Federal funds iixto this picture will re(iuire a massive buildup of both 
n^jvintenance employment and managerial capacity in the nulroiul 
maintenance field in order to meet tlie time frame prescribed in H.R. 
0962. Such a shoi-t-term buildup is not easy and indeed may not be 
possible unless the railroads can reach out to other sources of mainte- 
nance management and manpower. The contractinjf industry has 
traditionally fulfilled tliia role for American industry, llje managerial 
skills exists among railroad contractors and there is a massiA^e pool of 
unemployed skilled workmen available to do this work that should not 
be ignoixxi or slighted by this committee. 

There appears to be an assumption built into this legislation that 
contracting out of maintenance work somehow conflicts with the ob- 
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jectivc of casing tinemployment among railway workers and others 
prewntlv on the unemployment rolls. Nothing could be further frcm 
the trutli. An unemployed rail maintenance worker will be the most 
desirable employee for this type of work whetlier it is doae by tlie 
raih"oad or by a maintenance contractor. Actually, in the final analysis, 
an}- employer must hire from the unemployed, thus tlie issue here is 
one of efficiency, not employment. 

If an operating company can get more maiRtenance and track im- 
proA'ement in a given length of time by contractmg out a part of the 
"work, it should ha able to do so without penalty. Believe me, a change 
in the legislation in this regard will greatly increase the impact on 
unemployment which you hope to achieve. 

We urge, therefore, that the language of H.R. 6962 be adjusted to 
give greater recognition to tlie role that contracting out has played for 
nuiny yeai"s in the railway industrv, both as a claim of simple'justice 
for our inembei-s who have been working at tliis type of eraplovTnent 
and as the most practicable means for recruiting tlie substantial in- 
crease in employment that will be generated by this legislation. 

Mr. Ciiairman, I wisli to express to you and the committee sincere 
appreciation for the opportunity to appear before you this afternoon. 

Mr. RooxEY. Mr. Ourran, of the nunjl)er of bills that have been pre- 
sented before the committee for consideration, which one would you 
support, or which bill does your union support ? 

Mr. CuresAN. We would support in principle all of the bills. I don't 
think tlkey differ tJiat much in intent and puqwse. The figure of H.R. 
6962 wliich we iixdicate that we suppoit is a minimum figure. We would 
support a liigher figure in terms of money that would do the job than 
is being asked for by the committee. 

The question of providing work for the unemployed in the area is 
a far-reaching and important question that has to be answered. 

Second in importance and iK>t in that order is the question of safety 
which was raist^d by C^ongressman Florio this morning and I was sorry 
to hear that the Secretary did not recognize that there is a need for 
improving the rail roadbeds of this country in terms of providing safe 
working conditions for the workeis in the industry and also for the 
passengers who use railroad seivice. 

Mr. RooNBY. To really put forth a bill that would put your \uiion 
members back to work, how much do you think you would really need 
in this form of legislation ? 

Mr. CuKRAN. We would support the maximiun figure that has been 
mentioned so far. $2.5 billion. 

Mr. RooNKY. How many workers would that put back to work as 
far as your industi-y is concerned ? 

Mr. CuRBAX. I don't have the answer to that, Mr. Chairman, but I 
know it woukl substantially assist our woj-kers who are presently un- 
employed. 

Mr. RooNEY. Would you propose that DOT offer bids directly to 
contractoi-s and completely bypass the railroads? 

Mr. CuHRAN. Xo, sir, not at all. We believe that the present system 
whereby the railroad maintenance employees are given first crack at 
a job sJiould be contrinued in that fashion. Wliat we say is tliat wliere it 
is necessary to do the job, that the work be contracted out. But we are 
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not takhip: away the right of the railroad maintcnance-of--way people 
from perfoniiing the work that normally has been performed by tlieni 
and it seems to me the way this has been done in the past has been the 
work that they could not handle has been contracted out, but they wei-e 
given fii-st crack at it. But because of the lack of equipment or man- 
power, the work was-contracted out and so we have a nationwide agree- 
ment with the people who maintain new sophisticated equipment that 
can be operated by our people. 

Mr. RooNEY. There was some discussion here this morning about the 
Davis-Bacon Act and the Walsh-Iiealey Act. Would you like to com- 
ment on that? 

Mr. (\KR.\X. I see on all of the bills that have been before this com- 
mittee that there is provision for maintaining the Davis-Bacon rates, 
the ^Valsh-Healey rates and rates imder the Service Contract Acts. I 
would not like to see the Federal Government l)ecomc a party to de- 
pressing rates that have been set by imion contract or otherwise. I 
•would hate to see the Federal Government be a party to bringing in 
chiseling contractors who want to undermine rates that have been es- 
tablished in an area and do serious damage to the economic health of 
that community and that is what would happen if Davis-Bacon or 
"Walsh-Hcaley were disregarded and the Service Contract Act wei-e 
disregarded. 

Mr. Fi/)Rro. Woiild the gentleman yield ? 
I just wanted to indicate to you and I am not going to take too much 

time because I think you and I philosophically feel the same way 
about the impact of unemployment, but there was an implication this 
morning particularly dealing with the question about the bargained- 
for rate that was in some way too high and if we are talking alwut a 
public woiks bill we should perhaps bring in other people to do the 
work on the rights-of-way. _ •. 

My impression, and please correct me if I am wrong, this is spe- 
cialized work. This takes talent. It takes a certain skill to do this work 
and as a lesult of that skill, contracts have been bargained for and the 
rate is calculated. 

Am 1 correct in saying you can't approa(^h this as you would a 
CETA i)roiect. that is recruiting off the street? 

Jlr. CrnnAX. That is a correct assumption. Mr. Florio. 
Jkfr. FLORIO. And the other implication I think that came out in the 

Secretary's comments was that in some way the person was making $6 
an hour and he is unemployed, that it is not as important to deal with 
his unemployment problem as it is with someone who wasn't makinff 
$6 an hour, t find that less than persuasive. Tf a pei-son is unemployed, 
he is not getting any money except unemployment benefits. 

So I think the main thrust of my difficulty with the Secretary's ap- 
proach has been just not appreciating to the same extent that I ap- 
preciate the importance of the unemployment problem in this country 
and T regard this bill as an unemployment bill first, that is a job bill 
fii-st with the benefit of also addressing oui-selves to one of the serious 
problems of this country, the railroad deterioration in the country. 

I am not going to take any further time becaus(> you and I could sit 
here and do an Abbott and Costello routine, but I would just for the 
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record like to saj' that I regard these bills, any of these bills, as a job 
bill that is going to assist in a very serious social problem area and re- 
habilitate our rail tracks. 

1 appreciate your coming today and will look forward to your im- 
pact with regard to these committee deliberations of this subject and 
other subjects as well. 

Mr. RooNET. Thank you very much, Mr. Curran, for appearing be- 
fore the committee. I am very happy to see that management and labor 
for the first time, in the time that I have been in Congress, are in 
direct agreement. Your presentation has been very helpfid to this 
committee and I appreciate very much your teing here today. 

Mr. CuRRAx. Thank you very much, Mr. Chairman. If I might just 
take 1 second fiiither, we are just dealing with one phase of the problem 
here today. "We are just talking about unemployed railroad workers. 
We go before the Public Works Committee and talk about people who 
are unemployed in other phases of the construction industry, people 
who work on highways, bridges, dams, and so you are just not going to 
solve all of the unem])loyment problems before this committee, but cer- 
tainly we are going to try to solve the problems of those who are un- 
employed in the railroad industry. 

Mr. RooNKY. Thank you. I know the great contribution you have 
made to the labor movement in this country and we do appreciate your 
appcai'ance here this afternoon. ' ' 

Mr. CuRRAX. Thank you, sir. ' ' . .• 
Mr. RooxKT. Our next witness will be Mr. Stephen Ailes. president 

of the Association of American Railroads, Washington. D.C. I pre- 
sume that this is the first time you are apT)earing l^efore this vei-y dis- 
tinguished committee with unanimity as far as the American Associa- 
tion of Railroads is concerned ? 

STATEMENT OF STEPHEN AILES, PRESIDENT, ASSOCIATION OF 
.  AMERICAN RAILROADS; ACCOMPANIED BY RICHARD BRIGGS, 

ASSISTANT TO THE PRESIDENT, AND DIRECTOR OF THE OFFICE 
OF PUBLIC AFFAIRS 

Mr. AiLES. I am not Sure that is really true. I like to think they are 
together on most things most of the time or fairly close to it. 

Mr. RooxEv. We welcome your testimony this afternoon. 
]\fr. AiLES. I have a rather lengthy statement which I would just 

simply like to submit for the record. 
Jlr. RooNEY. Without objection, it will be part of the recoi'd [see 

p. 2.'^)8]. 
Mr. Air,E8. It has two appendices with it. The statement contains 

up-to-dat« information about the current level of unemployment in the 
7"ailroad industry, about the amount of material which is on hand and 
not going to be used for projects which are currently scheduled, some 
analyses of the work that really should be going on this year and would 
have been had the industry not run into the severe financial straits 
that all American business ran into durine the first quarter of this year. 

We had the first net operating loss for the industry as a whole I 
think in recorded history this year which is responsible for a lot of 
these projects being put off. 
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If I can direct your attention to appendix A, page 7, tlicre is a table 
there wliich shows the nature and the scope of the projects and the 
employment involved. Our staff put the table together after a survey 
of the industry at the time the Senate bill came up. 

You will notice that the summary table shows the projects for new 
rail and 8.000 employees who could be put to work layin<i; that new rail 
immediately. There is a relaj- rail cohunn. When you lay new rail, vou 
produce old rail that you can cmp and weld and put down again. ^Vfr 
can obtain something like 23 million ties at the present time. A 6,300- 
man labor force could put down about 16 million of them. 

Add ballasting and surfacing, and up to 10,000 people could be put 
to work overnight. There is a considerable additional amount of work 
listed under "oQier," as you can see, which would use up to 45,000 more 
people. 

I call your attention to the material costs that are involved in these 
items and point out that in the first four categories, they run about, 
double the labor cost. That is interesting, in connection with some of 
the statements the Secretai-y was making this morning, because there 
is a ripple effect or a multiplier effect to putting money into railroad 
roadbed and track rehabilitation. If thes<» materials are consumed, ad- 
ditional materials have to be purchased to replace them and that itself" 
provides employment. There is a substantial increase in demand for 
cross ties and rail and ballasting and so on. 

There is one item I would like to comment about specifically and that'' 
is a continuing concern that the Secretary evidenced about whether if" 
this project went forward or this plan went forward, money would be 
spent on track which would assuredly be part of a permanent national 
system. I would like to point out that the whole amount of track in- 
volved in all of the items listed in this table amoimt to something like 
2 percent of the national system. It is considerably less than that; it is 
about 1 percent of the national trackage. 

Tlie total amount of railroad which our studies indicate to be aban- 
donable is something like 10 percent of the system, so the problem is 
to find which of the remaining 90 this 1 percent comes out of. 

That doesn't sound very difficult to me. The plain fact is that almost 
anyl)ody, in determining which projects would be approved, can very 
easily be sure that the work is going to be done on railroads which fop- 
the lifetime of that project, will be an imiwrtant part of the national 
systen?. 
' I recognized why everyone should be concerned that work like this- 

not be done on railroad track that is going to be useless, but the plain 
fact is that problem is not verv difficult. There are 200.000 miles of 
railroad in the United States. I don't care what kind of rationaliza- 
tion goes on in the next 10 years. I just don't believe that that number 
will he reduced Wow about IT.'i.OOO. 

, The notion that the system would be cut in half by route simplifica- 
tion makes no sense politically or in mv jiidgment economically either. 
Here in the Xorthenst where the railroad system really is overbuilt,, 
unlike most of the countrj*. the proposed reductions are not on any 
ma<^•Sive scTile. .Tust not that much railroad is goinc to be rendered un-- 
necessarj'. So I really think that there isn't a^iy real problem. 
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Let me put it another way. Last year in 1974, this industry spent 
$2.4 billion on maintenance-of-way and structures. "VVe are talking 
here about $-300, $400, or $500 million -worth of projects. Being sure 
that these government funds are spent on railroad track which w-ill be 
part of an essential national system seems to me a dead easy job. 

Mr. KooxEY. What would you suggest that this bill incorporate as 
far as funds ? 

Mr. .iiuis. May I answer that this way—whicli is the next thing^ 
I was going to say anyway. Our position -with respect to this legisla- 
tion is sinrpty this: We do not consider this a railroad relief measure 
at all. We just don't think this is the way to attack the railroad prob- 
lem and in that I agree with many of the statements that were made 
this morning by the Secretary. Bather this is an unemployment measure 
and to be justified as such. It reflects a desire and a quite undei-stand- 
able one that money spent to put people to work be spent to put people 
to work on projects which themselves are in the public interest. 

Tlie whole industry fully agrees of course that additional funds to 
do work on the railroad rights-of-way that can't be done this year 
because of the economic situation is money well spent. If the railroad 
indiistry therefoi-e can be the vehicle for a useful enterprise in terms 
of the public interest which also helps solve tlie employment problem^ 
we are delighted to do so and obviously would benefit tremendously 
from it. 

That leads me to the proposition that even if the sum of money 
involvetl were only $1 million we would be happy to cooperate. If the 
etmi of money is $1 billion, we are deli.Thted to cooperate. The issue is, 
it seems to me, how much money should lie spent to meet the imemploy- 
meut problem with the related economic effects on the economy as a 
whole that resvdt therefrom. The issue here is not wliat.has to be done 
for the railroad industry. This just isn't the way to tackle the realT-y 
major problems which the industry faces. These are going to be th© 
subject of hearings here in the matter of a couple weeks. 

Jlr. RooNKT. So why should we tackle it with this kind of legisla- 
tion? You are not even going to take care of tlie maintenance between 
herft and the first stop out at Interstate Highway 49.5 with $1 million. 

Mr. AiLEs. The point I am trying to make is that the mea-sure of 
what ought to be done here is not what the railroad mdustry needs. 
We have something over $7 billion of deferred mnintenance. 

Mr. RooxEY. Where? 
Mr. ATI.KR. In the country as a whole, and that depends on how you 

define it. but we have listecl here $J..3,S2 billion worth of .nrojec^^s^ If 
you just take a look at labor costs, it is $913 n»illion in this table of 
work that has been put aside this year. 

I was being facetious when I "said $1 million. I was juSt tiding to 
emphasize that the measure of what you do with this legislation in 
terjiis of amount, is what is needed for employnient purposes and what 
usoffulty nin be done on the railroads. 

What figure do we have? We sav that yon do whatever yon should 
do .on the employment problem and we are delicrhted to lie "tlie vehicle 
and will profit from it and be helped by it. whatcvor is the number. . 
•   [Mr. Ailca'iprepared staitement and appendixes follow:] 

86-654—78 16 



238 

STATEMENT OF STEPHES AILES, rRESioEXT, ASSOCIATION OF AMERICAN RAILBOAOS 

My nnme is Stepben Ailes, and I am President of the Association of American 
Railroads. The railroads which belong to the Association operate 07 percent of 
the trackage, employ 04 percent of the workers, and produce 07 percent of the 
revenues of all railroads in the United States, other than Amtrak and Auto- 
Train. 

I appreciate the opportunity to testify on behalf of the railroad industry on 
the i)ending bills that would provide for the use of Federal unemployment funds 
for railroad maintenance-of-way activities, these bills being H.R. 6808, intro- 
duce<l by Congressman Staggers, II.R. 4622 and other bills introduced by Con- 
gressman Heinz, for himself and otlier members of the House, and S. 1730, intro- 
duced by Senator Hartke for himself and other members of the Senate. S. 1730 
wa.s passed by the Senate tm May 16,1075. 

We in the railroad industry think that the underlying concept of these bills 
has timeliness and merit and we are In favor of the commonsense and realistic 
approach that they make. I have testified earlier before the Senate Committees 
in favor of the main principles containe<l in the Senate Bill. S. 17.'J0. A foremost 
problem faced l)y the United States at this juncture is that of unemployment 
which the bills would help alleviate by putting men to work on railroad tracks 
and roadbeds as promptly as possible. The bills would have the special virtue— 
unlike certain "make-work" programs of the past—that at the same that they 
reduce unemployment they will bring about constructive benelits of continuing 
value for the nationally needed railroad plant by helping to arrest its 
deterioration. 

The programs that are contemplated by these l)ins could be launched •with a 
minimum of stnrt-up time and administrative programming. There are large 
numbers of furlotigbed railroad workers who could be recalled to .service nuickl.v 
and who would require no training before beginning work. Since October of 1974, 
total cmi>loynient in the railroad industry has fallen from 541.9S1 to 4n7,0fi.'i in 
April of 1075 (according to statistics of the Interstate Commerce Commission), 
a drop of 44..316. or S.2 percent, over a period of six months. The number of bene- 
ficiaries drawing unemployment benefits from the Railroad Retirement Board 
under the Railroad Unemployment Insurance Act climbed from 10.67.5 in Oc- 
tober of 1074. to ;il.04.") in March 107.". an increase of 20,.370, or lOO.S percent. 

We think it is appropriate that furlouched railroaders (particularly main- 
tenance-of-way and signal workers) should be accorded priority in hiring—as 
they would be under the pending bills—l)ecause of the speed with which they 
can be returned to service and because of the experience and training they have 
already had within the railroad industry. Unforlunately the number of unem- 
ployed railroaders could well Increase if the economy does not recover quickly. 
EfTective measures to arrest this development wonld have overriding social and 
humanitarian value. 

With respect to work that could be done and sorel.v needs to be done on the 
railroads, our staff at the AAR has made estimates of programs that are in 
aitdition to the expected levels of maintenance that will be performwl in the next 
12 months on tracks and roadbeds of the nation's railroads. (Those estimates 
are .set forth in Appendix A to this statement, dated April 2.S, 107r>.) These addi- 
tional programs include relaying of 2.470 miles of new replacement rail, in which 
approxunately 3.900 employees would be engaged In putting down .'iOO.OOO tons 
of new rail and relate<l track materials, .\pproximately 3..S00 more employees 
could be engage<1 In relaying 2.100 miles of track with second-hand but useable 
rail made available by the laying of that new rail. Approximately 0,.30O more 
employees could be employed to Install some 13 million cros.<!-fies. Approxi- 
mately 2.600 more employees could be >ised in ballasting and surfacing on more 
than 23.000 miles of track and roadbed. Other maintenance programs for spot 
and .vard surfacing, crossing repairs, refurbishing of structures, brush removal, 
and minor track repairs could be performed by as many as 4.5.000 emnloyees. 
Thesp programs, collectively, could readily absorb a total of 60.000 workers, at 
a labor cost of $913 million and costs for materials and equipment of $470 
million. 

T mention these figures to show that there Is a large reservoir of useful work 
projects which—as I mentioned earlier—is over and above levels of work that 
the railroads expect to carry out. There is no dlfflcnlty in finding places where 
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money can be put to good use. I need hardly say that expenditures under the 
proposed bills would be enormously beneficial to the railroad industry, and the 
industry appreciates that fact. 

One of the things about the pending bills is that they would provide substan- 
tially more funds for labor costs than for materials and supplies. This is under- 
standable, in view of the prime purpose of the bills to relieve unemployment. 
In this connection, 1 would like to inunt out that many kinds of rehabilitation 
work on track and roadbetis will in fact produce greater employment down the 
road. For example, when new rail is laid, the old rail that is removed can often 
be reconditioned and put down as relay rail on other parts of a railroad line, in 
the process requiring substantial amounts of additional labor. This Is spoken 
of as a "cascading" effect. And, secondly, the consumption of material means 

•that this material must be replaced, and that puts iKJople to work in steel mills, 
tie plants and quarries. 

Many railroads have .sufficient materials and supplies to carry out programs 
imder the pending bills or will be able to finance the purchase of wliatever ma- 
terials they need. The northeast railroads in reorganization will have an oppor- 
tunity to obtain loans for materials under the Regional Reorganization Act. 
However, there are other railroads that may need the aid of the pending bills 
that will not have materials and supplies on hand or will have great difficulty 
financing purchases on their own. To help such roads, I would suggest that 
consideration should be given to changing H.R. 6.S08 and S. 1730 to increase the 
amount of money available for materials and supplies. H.R. 4622 and the other 
bills similar to it provide no funds for materials at all, and I believe that is a 
.serious drawback in those particular bills. 

There are several i)rovi,sions in the pending bills that we think call for modi- 
fication, and I would like to bring them to your attention. One is a jjrovision, 
found in II.R. (1808 and S. 1730. for recapture by the government of the value 
added by grants for materials and supplies. H.R. 7065. one of the bills intrmluced 
by Congressman Heinz, would provide for the recapture of value added l)y the 
expenditure of funds for labor costs alone. Tiie essential purpose of these biRs 
Is a simple one. namely to put uneniployc'd persons back to work in an indu.stry 
that is currently short of funds and cannot afl'ord to engage in the work projects 
in question at this time. Merely deferring payment does not solve the problem and 
would lessen or even eliminate the projects that would otherwise have been 
undertaken. The problem of determining the amount of "value added" would be 
likely to create controversy. The idea of "recapture" here is different from the 
approach that has been followed in dealing with government expenditures on 
facilities provided to competing forms of transportation, and I urge that .such 
provisions be deleted from the legislation. If the Committee feels that some form 
of recapture of value added is required, the recapture should be applied only 
in the event that the property that is improved is .sold or other-disiMised of, and 
certainly there should be no recapture of value added by the payment of laljor 
costs alone. 

The second provision is one contained in H.R. 6808 and S. 1730, under which 
"eligible applicants" for financial assistance include. In addition to railroads. 
States and jxilitical snbdivisbms, and regional authorities and commi.ssions. We 
would recognize that a State or political subdivision should iH> an eligible appli- 
cant for assistance to a railroad which it owns and operates. However, we doubt 
that it .should tie able to apply for a.ssistance to a privately owned railroad that 

.can make application on its own. The bill appears to authorize the latter kind 
of ai)pIication also, and under such arrangement the States and localities would 
have iKtwer to determine where maintenance work on a railroad should be done. 
It is not clear whether the States would supervise the performance of the work, 
or what the relationship between the States and the employees performing the 
work would be. In our opinion, the iieople who are best (pialified to jndge where 
maiiitemuKre-of-way money should be spent are railroad people who have made 
a cart-er In this field, and not State and local govenunent officials. We prefer. 
In this respect, the approach of H.R. 4622 (and the other bills similar to it) 
which contains no provisions for participation by State and local governments 
in maintenance-of-way projects for which funds are provided. 

I liave some other comments on the pending bills which are contained In 
Appendix B, hereto. I offer them for consideration by the Committee. 

liCt me say once again that the railroads warmly approve these proposals, 
and I ai)i)reciate the opjiortunity to aiipear in support of them. 
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APPENDIX A 

INCREASED BJJL BEHABILITAIION WORK FEASIBLB—^AND NBX:K68AKY 

Railrond reports filed with the Interstate Commerce Conimlssion reflect an 
acciiuiulation of ?7 biUlou in deferred mniiitenanoe proje<'t8 and capital iniprove- 
uients as of December 31, 1974. This totiil of one-time only costs neetletl to catch 
HIP is in adilition to future capital requirejnents estiiuateil at $3.5 billion a year 
lor replacement and niodcrnizatlon. 

Without signifii-aiitl.v improred rail earning or suhstantial Federal flnaBciat 
assistance, batkloffged capital and maintenance needs are certain to luouut. The 
reason is simple : Spending by the iuduRtry as a wliole has not kejit pace with cur- 
rent capita"! and maintenance requirements, and there is no btisis for assuming 
that it will. 

For example. In 15)74 railrond capital investments Increased by 30 percent over 
](»73 but remained 3(» peirent below the desired $3.5 billitm level. I'et, it was oi^ 
of the industry's best years, from a dollar staiidpoint, for capital oiittays and for 
maintenance outlays as well. Furthermore, iii Anew of the sharp deterioration iJi 
the railroads' traffic vohune and financial results thus far in liJ75, this year's 
spending level seems destined to fall far short of last year's inadequate efforts, 
despite early foi-ecasts of increased spending. 

Continued sliortfalls are not the only cause of the increase in tbe dollar amount 
of deferrals. Inflation Is also a vital factor. Primarily, because the cost of ma- 
terials rose 40 jjercent and equipment prices also increased 40 pej-cent during 
1!I74, railroads with deferred maintenance and equipment shortages found the 
costs of eliminating those deJiCiencies jumping sluirply even if tkere was no 
further deterioration in the physical condition of their plant and eciuipment. 

The longer the delay, therefore, in catching up, the higher llie cost will be. It 
•will take .*2 billion current dollars to equal what $1.5 billion could liave done a 
year ago and, in another year, the cast could be $2.2 billion.' 

The ^7 billion in dfjferred main'enauce and capital projects includes expendi- 
tures for rolling stock. However, in view of the substantial surpluses of rolling 
stock as a result of the nationwide reces.sion and the great'^r comparative ease 
with which frois;ht cars find locomiitives can be linanced, the top priority area for 
iuimedinte action is the elimination of deferred maintenance of the flxed plant. 

Included in I be deferred muintcuance needs are 52.4 million new ties and 6 
million tons of new rail. (There are currently 883.6 million crossties and over 40 
million tons of rail in the roadlietls of the mH.)<ir U.S. railroads.) 

In addition to the obvious requiremeuts for mftjor roadbed rehabilitation, a 
lung list of labor-intensive maintenance proj(>cts also needs to be undertaken. 
I'roje'-'ts of this tyije include track surfacing, grade crossing repairs, brirtgre 
Kepairs, brush removal, tiglitening of rail fasteners and refurliishing of strnc- 
tures. Cumulatively, these si.v cjitegories of projects appear to represent over 
$700 million in deferred maintenance. 

If such amounts of lal)or and material could he put into the rail plant Im- 
mediately, the plant could be returned to what might be regarded as standard 
condition, which means that the average crosstie has half of its full 35-year life 
remaining and the average rail still has 30 years of Its 60-yejir life expectancy. 
Thereafter, o])timum normalized mainteikano.e would necessitate tlie anmial re- 
placement of 25 million ties and 757,000 tons of rails. From 1071 through lft78. 
tlie railrosids actually In.stalled an average of 21.6 rolllion ties and 074.318 tons 
of r»il.2 This was a signiiicant increase over the rate of a decade earlier. While 
it is ditticult to project maintenance levels during a severe recession, a roiigh esti- 
mate for the next 12 months is that only 15 mlliion ties and 500,000 tons of rail 
are likely to be installed under exi.sting circumstiuices. 

So tlie first step in attacking deferred maintenance is to reaci normalized levels 
and, in 1975. this would require 10 millioa ties and 257,000 tons of rail more 
than what the railroads can be expected tp install. ActlviHeg beyond this \ev^l 
would help reduce the backlog. 

' While snme dpflinp In thi> rpcent mto. of infl-itlon ("Pn he anticlnntpd n JO percpnt rise 
Iji Inljor nn<i inatpria's cost nslpht well bp nssumod for lOTfi ovor IflTS. fl.ahor rostn. baaiid 
on ncprotintlon.s illready conclnded with some rail unions, will Increase by 15 peroent In 

'Final 1074 data are not available, but preliminary estimates suggest approximately 
7*0,000 tons of new rail were laid. 



MATSJUAl, SUPPLIES FOB KAIL ROADBED PJIOJECTS 

The basic niaterinls required for reliabilitnting rail trackage are rails, ties, 
ballast, spilses, andiors, switciies, and tie-plates. As new rail is laid in existing 
Uiiiinlinc, the lonioved rail is generally cropped, welded and relaid in another 
location on secondary, branch, siding or yard tracl<s. i^oine of tlie rail removed 
from those locition.s is then reused in other locations and the rest is sold for 
scrap. At current prices, the salvage price for a mile of single trade is .flJs.tMlO. 
This cascading process varies from road to road and with the condition of llie 
tradeage to lie replaced, but generally replacing a mile of track with new rail 
will also result in almost an eiiual amount of track being upgraded with re- 
iurliished mil a little additional cost, except for the labor. 

Tlie maximum capacity of the five present mills, which produce sfcel rails in 
the United States for railroads is approximately 1.2 million tons per year. In 
the present environ?nent, railroads co\ild obtain alMint one million tons with the 
rest going for mass transit, ex{X)rt and other uses. Without Increasing this 
capacity, the maximum output would permit rairoads to increase their annual 
rail installations by abdut .50 percent over their 1J)71-1973 average and to almost 
doul>le the expected rate for tlie next 12 months. 

WotKl ties are in nitire identU'nl snpiMy, iiarticniarly with tlie deprossed state 
of the c(instrTiction industry. The installation of 2S.fi million ties would reiire- 
sent an increase of 32 jiercent over the ]'.yri-lfi73 average and 91 percent over 
Installations presently forecast for the next 12 months. 

Ballast aiijipars availalile in the necessary animuits. while other track 
materials should be oljtainable to match the rails and ties, providing .suppliers 
have roasonai)le notice. 

Thus, existing material suiiplies will permit the railroads to almost double 
their expected rail and tie installations during the next year.^ Both programs 
would re))resent a major expansion over 1!)71-]J173 level.s. However, they would 
have to be maintained over a long i(eri(«l to eliminate all deferred maintenance. 

If rail trackage remained constant, maximum suiiply production would permit 
a 7 percent reduction in tie deferrals and a 4 percent reduction in the current 
backlog of needed rail replaceine'its. While an even larger iirograin would appear 
fo be the l)e.,t siihition for Improving rait service, expansion of the c.ipaclty to 
produce rai' could only be .iustilled en the basis of a long-term program. In this 
light, a 250.fK)0-ton net increase in rail production over current levels for the 
next 12 years wotdd yirovide sr.fiicient rail to eliminate all esi.sting deferrals, 
and future rail needs could then be met by the current one million ton capacity. 

AVAItABLB  MANPOWER 

The problems inherent in securing the manpower neces.sary to Increase rail 
maintenance to the point where all reasonably available supplies are used do 
not appear to be insurmountable. In mid-March, the railroads' maintenance-of- 
way forces were down more than 10.000 from an October peak of f)2.00(>. Tbere- 
frre, most of the track rehjibilitation programs outlined abwe could be 
undertaken with furloughed employees. Furlher. the bulk of maititenance-of-wa.v 
crews consist of trackmen and niacliine oi)erators, who require little training, if 
an.v, beyond on-the-job experience. (Kven the most extensive railroad trainiug 
programs offer only  two weeks of cUissroom instruction.) 

Over the years, inninteuance-of-way work iMts been characterized by high 
turnover ami strotig .«eas<inable fluciuiitions. Despite these drawliack.s, railroads 
have not experienced any major difflctUties in .stnfling m»intenanc<'-of-way 
I)rojects—in p.'irt becau.«e salaries average about .fl2.f)0() per year for this type 
of work and becau(-e m^'chanization hfltj eliminated much of the pliysieal exertion 
once requlre<l for such jobs. 

AVAIl..«!BU! EQTJlFMBrrT FOR PtAKT REHABfltlTATIOI* 

TmniMfate rostorntion of' maintenance work to a 1074 level would not create 
any serious .shortages of roadway maintenance machines because such equipment 

sRnllronds linvo pitlior on liniul or on firm ordpr I.l.S million crosstips nnd .'^.100 mllos • 
of  np-K mil.   Anoftii>r  2.100 niilnsl  of seoondliand  rail  aro stockpiled  for Inunediate iifp. 
TlicKp  runti'rlalx  furtluT onhiiiicp  tlio  rftilrotul.s" ability  to expand plaoned lualuteuauce 
prosi-ams In 1»7.") If adequate flnauclng Is available. 
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Is still largely available. The sporadic nature of past work on some roads also 
suggests more optimum use of equipment could be achieved. 

Nevertheless, a full-scale increase iu maintenauce-of-way activities to the point 
of using all available supplies would ne<'e.ssitJite some additional equipment. But, 
in view of diminishing backlogs of orders for such machinery and the ability 
to perform tbe least equipment-inten.sive projects while equipment was bcins 
delivered, it is unlikely Wie equipment situation would cause major delays. 

ADDITIOSAL BAIL PLANT EEHABUTATIOX PROGRAMS 

If funds were made available to the railroad industry, the following pro- 
grams could be undertaken in addition to the exi»ected levels of maintenance to 
be performed in the next 12 months. 
1. Xrw Rail InstaUationis in Existing Track (.Cost in Millions), $321.1 

With oOO.'KlO tons of new rail, accompanying track materials and 3,900 more 
emi)loyees, the railroads could relay 2,470 miles of track. Total cost does not re- 
flect (he .salvage value of old rail released by this project. 
2. Relay Rail InstaHatiotm in Existing Track, $2G.i 

With the u.sable rail and other materials from 1 above, the railroads could 
then relay 2,100 more miles of track after cropping and welding of the rail. Ai>- 
proximately 3.300 more employees would be required and the cost includes a 
credit for salvage of the rail and materials released from this project. 
8. Tie Installntions. $236.9 

These additional projects would require 13 million ties and C.300 more 
employees. 
4. Rallastini} and Surfacing, $8,S.i 

Over 23.000 miles could be included and the labor requirements call for 2,600 
new employees. 
5. Other Maintenance Projects, $71'i.7 

Spot and yard surfacing, crossing repairs, bridge repairs, refurbishing struc- 
tures, brush removal, minor track repairs, etc. would requie 45,500 employees 
at a cost of $675 million. The remaining amounts would be re<juired for ma- 
terials and transportation. 

SUMMARY: ANNUAL ADDITIONAL PROGRAMS 

(Costs in miliionsl 

Projects 

1. New rail  
2. Relay rail.  
3. Ties  
4. Ballasting and surfacing  

Subtotal  
5. Other  

Total  61,600 913.0 469.6 1,382.5 

I Based on J14,825 per man including payroll taxes plus health and welfare benefits. 
> Requires 634,000 ties. 

Thus, considering the known material, labor and equipment constraints, total 
additional rehaibilitation work which can be i»erforraiHl in the next 12 months is 
approximately S1.3S billion—split about evenly between major i-oadbed rehabili- 
tation and other maintenance projects. 

The highly labor-intensive "other" projects would be a one-time effort, but 
the remaining projects could be continued through the foreseeable ftiture. In fact, 
they could be increased if the production of rail and other track materials were 
expanded. 

While the major track projects are less labor intensive, they are also more- 
necessary to the provision of improved service. In addition, these projects will 
generate approximately 20,000 more jobs outside of the rail industry in the pro- 
duction of track materials and other support sen-ices. The other projects would, 
because of the limited use of materials, produce significantly less additions to non- 
rail employment. 

Employees 
required 

Labor 
costs 1 

Material and 
other costs 

Total 
ccsts 

3,900 
3.300 

J57.3 
48.7 
92.9 
38.9 

237.8 
675.2 

{263.8 
(22.3) 
144.0 
44.6 

430.1 
>39.5 

t321.1 
26.« 

6,300 236 9 
2,600 83.4 

16 100 667 8 
45,500 714.7 
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APPENDIX B 

COMMENTS ON S. 1730, H.R. 6S08, H.R. 4C22, AND OTHEE BILLS 

The following comments and suggestions for modification arc made with 
respect to the pending bills. 

(1) H.R. 4(522 would accord priority in hiring: first, to unemployed nininte- 
nance-ol'-way workers; seci)nd, to other xineniployed railroad workers ; and, tliird, 
to other unemployed individual.s. H.R. 6feOS and t*. 1730 give no priority to "unem- 
ployed railroad workers" otlier than muintenance-of-way and .signal em- 
ployees. We think the priority for other unemployed railroad workers shoidd lie 
adopted. H.R. 6808 and S. 1730, after giving priority to furloughed maintenauce- 
of-way and signal employees, woidd retniire other unemployed workers to ex- 
haust their unemployment insin-nnce benefits before they would be eligiltle to be 
hired. Such a reijuirement wonld prevent tlie hiring of experienced railroaders, 
now draining Railroad Unemployment Insurance benefits, and that requirement 
should be eliuunate<l. 

(2) Kach of the pending bills contains provisions that the funds provided shall 
be used solely for "wages and omplo.\ment benefits." Tliis statement of purpose 
should be expanded by adding "all other payroll costs" to wages and l>enefits. 

(3) The listing of categories of "eligible facilities" in Section 6 of H.R. (1^8 
and S. 1730 is understotKl not to list those categories in order of priority. They 
are all of equal rank and standing. However, it would be helpful if this were 
made clear by tlie legislative history. 

(4) As H.R. CS08 and S. 1730 are drawn, Section SfTi) defines "roadl>eds and 
facilities" to include railroad "yards and terminals." However the listing of "eli- 
gible facilities" in Section 0 is so drawn tiiat yards and terminals (and other items 
of railroad property listed in Se<'tion 3(.">) after "yards and terminals") may 
never be eligilile for aid because they are not clearly embraced within any of the 
six categories. It is reconnuended tlmt this problem he resolved by adding to the 
end of Seftion (5(4) the following language: 

or, in the case of roadbeds or facilities other than tracks, ties, rails, switches, 
roadbeds and bridges, are used in conjunction with roadbeds or facilities 
subject to track usage of at least five million gro.ss ton-miles per milt' of road 
per .vear and determined by the Secretary to he useful and desirable for pres- 
ent and future rail service IUHHIS on a national or regional basis: 

(5) Provision should be made for the time of payments under the bills, by 
adding the following provision as a new subsection to Section 4 : 

I'ayment of fnnd.s shall he made in monthly installments, on the first da,v 
of each calendar month commencing with the first day of the first month be- 
ginning more than 30 days after commencement of the work for which funds 
are made available, and shall continue until the funds made available are 
fnll.v paid. Monthly in.stallments shall be approximately eciual in amount, 
based ujKm the estimated duration of the work for which the funds are made 
available, provided, that the last such installment shall be in such an amount 
as ma.v he neces.sary to complete payment in full of the funds made nvailahle. 

(6) Section 4(c) and the last sentence of Section 4(d) of H.R. (!SO,S are aji- 
parently intended to prevent the substitution of Federal funds for funds a rail- 
road would have s{K?nt on its own for maintenance purpo.ses, which the railroad.'? 
agree is a legitimate purpose. The hist .sentence of Section 4(d) requires the funds 
to be used for work that is in excess of a level of maintenance prescribed by Sec- 
tion 4(c). The latter level, as defined by the stiitute, is not clear, and these pro- 
visions, when read together, appear to he unworkable. 

(7) H.R. 4622. in Section 520(g^, appears to impo.se on a railroad receiving 
assistance a continuing responsibility for the employment and training of per- 
sons hired under the Act for whose services the railroad cea.ses to have a need. 
This responsibility is not clearly sjielled out, and there is no justification for the 
idea as a matter of substance. 

Mr. RooNKY. This is the first time. ^fr. Ailes, as T said earlier, that 
your whole iiidnstry is completely behind this type of legislation. As I 
said in previous hearings, we need .some kind of tmanimity as far as 
railroads are conrerned. I appreciate very mnch your testimtmy this 
afternoon and I jtist hope that this committee can work out something. 

But I do think as the Secretary said this morning, the bills that are 
before us, with all due respect to my colleagues on the committee, it is 
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piecemeal legislation and if we aire going to tackle tlie problems in the 
railroad industry in this country, we liave to tackle it Avith a bill that 
is going to take into consideration all of the prolilenis; not only one 
of the great j:)r()blems which is certainly the maintenance of tlie rights- 
of-way. I feel that the bills that are before the committee today will 
just put a few thousand people back to work and it will be a piecemeal 
measure. 

Mr. AiLF.8. lilv. Chainnan, what T meant to say earlier was that the 
justification for this sort of action is tliat it puts people back to work 
much more quickly than any other measure. That is the advantage of it. 

ilr. RooxKv. Tiiere are !) million people unemployed in tliis country 
today. You are talking about a inillion doliai-s. A million dollai'S 
AV( iildn't put the  

Mr. Au>ES. Maybe I better withdraw that number as I said I made 
that statement facetiously. 

Mr. EooxEY. I think you can withdraw $200 million and as my 
distinguished colleague from New Jersey mentioned earlier-, I think 
you can witlidraw $()00 million included in the Senate measure which 
came over because it is only going to put raaj'be 20,000 or 30.000 
people back to worli and at the same time my great concern is—and 
you represent tlie entire industry—my concern is that some of this 
money may get into the profitable railroads in this country tliat can 
afford to upgrade their trackage. I would like to have you comment 
on tliat. 

Do yon think this money should be restricted to tlie banlvrupt rail- 
roads j Do you ti\i)ik it .should be restricted to railroads that are near 
bankruptcy, or do you think it ought to go to all of the railroads, 
and if so how and what kind of a formula? 

ifr. Air,F,s. In all of the discussions tliat I have had, nobody in 
the industry has come forward arguing the old issue about let's be sure 
tiiat this money is passed out evenly among all the railroads in the 
industry, nobody has taken that position. Everybody has said they 
are prepared to go along on such a program if it will help and we will 
pro\ide tlie material to put these people to work at our own o.vpense, 
of course, wheie we can. 

I think, tlie question is what are you trying to do? You could have 
an unemployment situation where tlie railroads are profitable, yet 
where this might be a good thing to do. As I say, I don't think'of 
this myself as a railroad relief measure. On the other hand, if for 
other reasons Congress wants to  

Mr. EooNKT. You don't think this is a raili-oad relief measure? 
]SIr. Air.F,.s. No; this is a benefit to the industiy, but it is not the 

way to relieve the railroads of the problem wliicli they face. This is 
a very small amount of money in terms of what we are coping with. 

Mr. RooNEV. How could we relieve the railroads? 
Mr. AiLKS. That is the subject of your next set of hearings. That 

goes to the question of what broad" approach should the Congress 
make. 

Mr. EooNET. The greatest problem facing the railroads today is 
the maintenance of rights of way. 

yU\ AiLES. I don't agree. ' 
Mr. RooNET. Every witness that has testified before our committee 

tliought so. 
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Mr. AiLES. I fliink that is a manifestation of the situation tliat rail- 
roads are in, but they are not in difiiculty because of that; they are 
in difficulty hecaiisc of the competitive situation that they face. They 
are in difficulty in part because of the regulatorj' situation in which 
they have operated and so on. 

"5?'ou are not going to solve these problems by a little bit of money, 
put in someplace to fix up some rights of way. The basic problem is 
the competitive situation in which this industry operates. 

Mr. EooNEY. You heard the Secretary this moniiug testify it is 
going to cost alx)ut $100 billion to upgrade the tracks. 

!Mr. AiLES. We spend $7 billion a year of that right now. The money 
that was spent on maintenance of way and structures this past year 
was $2,352 million. The money spent on maintenance of eciuipment was 
$2,800 million. The money spent foi' capital investment was nearly $2 
billion. "Wo are spending $7 billion a year right now ourselves, so vou 
multiply that by 10, that is $70 billion. 

Mr. SKUBITZ. I think the Secretary made that clear. I think he said 
about $70 billion of that. Tliat $70 billion was to come from the I'ail- 
road industry and I think he didn't mislead us on that. I think he 
meant that the other $'>0 billion vrould come from the Government. 

Mr. AiLES. He said his bill would add another $17 billion. We sub- 
mitted what we thought rate refoi-m was worth. "We think rate reform 
would be worth as mucli as $5 or $6 hundred nullion per vear. 

Mr. SKFBITZ. Would the gentleman yield? We talk about $100 bil- 
lion and you say $7 billion and the remaining $300 billion. 

Mr. RooNET. You missed this morning. 
Mr. AiLES. What I was jiist saying is that in the three items that he 

talks alwut. which is maintenance of way and structures, maintenance 
of equipment and capital improvements—we are spending $7 billion a 
year right now. If you nndtij)ly that by 10 it becomes $70 billion, 
which is a long way tx>ward $100 billion. 

Mr. SKUBITZ. He made that clear, he made that statement. 
Mr. AiLKS. My only point is we are investigating at that rate in this 

industry today. 
Mr. RooxKV. The gentleman from Washington. 
Mr. AnAMS. Mr. Ailes, do you think there is a measure by which we 

can tie this bill—as you heard me mention this morning, a type of 
downpayment on an overall revitalization bill? 

Mr. AILES. Well, in a sense, I suppose the way you would do that 
would be to take a look at what the standards are going to be for what- 
ever financial assistance is in the bill, and just be sure that those stand- 
ards were employed. 

Mr. ADAMS. "\Void(l you support grant money m a bill such as the 
one we passed before and which is similar in its financing provisions to 
the one suggested now by the administration in v.hicli there are loan 
guarantees? Would you stipport grant money in that .sef>tion? 

Mr. AILES. Yes. sir, and I think that the justification for ffrant 
money in that section is that it is only grant money wliich is going to 
enable the railroad to advance these projects. 

Mr. ADAMS. Would you have that money at the discretion of the 
Secretary of Transportation so it would be used as front end money 
in the Northeast as well as the rest of the country ? 

Mr. AILES. I think so. 
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Mr. ADAMS. Would you in the course of doing tliis, establish stand- 
ards whereby grant money would go first to, say section 77, in 
reorganized railroads as opposed to loan guarantees? 

Mr. AiLKs. As you know, Mr. Adams, better than I do, you get into 
some very difficult (juestions here. 

Mr. ^VDAMS. That is always nn- problem. If we are going to give the 
money out to everybody who wants it. does the Secretary say "one for 
you, one for me"' or do you have a formula ( We are talking about grant 
money now. 

Mr. AiLEs. I understand there are railroads who can only use grant 
money. 

Mr. ADAMR. That is correct. One group is going to be in the North- 
east. The other is going to be those m sectio)i 77 reorganization and 
the tliird is a group in the ]\Iidwest. 

Mr. AtLKs. You run into a severe legal problem wliethcr they can 
take down the loans at anv rate of interest, so there are some places 
wliere oidy grant money will do the job. 

'Sh: ADAGES. What is concerning the proponents of these bills and 
concerns me. and I am certain other members of the subcommittee, 
is tliat we have been working on an ovei'all bill for sometime Ijetween 
4 and 6 years. Now we hav" people out of work and we have contiiniing 
deterioration which is going to continue tliis year, next year, the fol- 
lowing year, particidarly on sectioji 77 railronds in the Northeast. 

So we need to get monev into tlie field, and we are concerned about 
waiting for another bill. And you think that the industry has a posi- 
tion tliat is saleable in the Senate so that we might be able to pass a 
bill out of the subcommittee and later on to get a bill out during this 
CoP-fress. If the subcommittee went with, in effect, a pre-payment, we 
would lie able to argue that one bill was following on after the other. 

Mr. "Rooney. Will the gentleman yield? 
Mr. ,\DAMS. Yes. 
^Ir. RonxKv. T think I can answer that question. T think the Senate 

has already acted. It is a question of whether or not this body can come 
up witli some kind of a compromise. 

ifr. ADAMS. T was thinking about the total revitalizatinn bill. The> 
have sent over as far as I know onlv the imemployment bill; haven't 
thov ? 

ATr. ATI.ES. Yes, right. T am not reallv sure I  
"Sir. ADArvts. I iust want to know. This is what tbe Secretary and you 

talked about and the chairman asked you about. You can see the con- 
cern of the members of the committee, we want to do something on this 
bill and we want to do the other one. but we don't want to run \ip the 
mountain with tliis bill in the face of an administration objection to it, 
have it vetoed and have it end up doing nothing by October or Novem- 
ber of tliis year. You are most skilled in this, Mr. Ailes. What I am 
asking you is. is it realistic to think of actinsr on the Secretary's bill 
soon enough to help this situation or should this committee be passing 
something else lieforehand ? 

!Mr. Aii.Ks. I think that in due course we are croine to see the Senate 
prepared to enact legislation that copes with the whole railroad 
pi'oblem. 

Mr. ADAMS. Our problem is timing. 



247 

Mr. Aii.ES. There is no question about it, and I dent' know of any 
disposition in tlie Senate to go to Iiearing at any early time witli respect 
to tlie bills tliat are before it. 

liefs assume that it is a goo<l idea to do something about unemploy- 
ment thrt)ugh the veliiele of railroad track rehabilitation. I don't think 
that can be done in a timely fashion as part of the big total bill bo- 
cause I think that is going "to take a long time. I think it is possible 
to relate the two, to try to make the unemployment bill soi-t of a pre- 
cursor of the other. 

The thing that concerns me is that hammering out the standards of 
how that money is going to be ])ut out in the big bill is going to be a 
difllcidt problem and might delay the unemploynient bill, if that prob- 
lem had to be solved in comicction witli this. 

Tlic other thing is, I would hate to see the procedures .set up in the 
cmploj'ment bill so complicated that nothing would ever come of it; 
and frankly, when the Secretary testified over in the Senate and I 
testified right after him over there as here, he was of the view that 
there wasn't any way that a dollar of this kind of money can l)e put 
out in the course of a year. I think that is one of the reasons why the 
Senate included the ."iO-day limitation on the regulations and tlie re- 
(piiremcnt that 15 days be the total amount of time taken by them to 
pass on any api)lication. 

It was (juite clear that they in DOT v.ere in no hurry about it. I 
think there is a certain urgency. The unemplovmcnt problem is with 
us today and ought to be dealt with today. Tlie earlier that is dealt 
with, Ihe bettor. The problem with trying to liidc the two is just that, 
the problem of time. 

Jlr. ADAMS. You think that having passed a $.300 million Penn Cen- 
tral h'lW antl a $700 million imemployment bill, we can then come for a 
J>:i.r)-plus billion revitalization bill in the same Congress^ "Would your 
industry help us with that < 

Mr. AiLKS. The industry will work real hard, but Mr. Adams, I 
yield to you as the expert on that subject. 

Mr. ADAMS. AVith that, Mr. Chairman, I will stop my questioning. 
Mr. KooxKT. I will recognize the gentleman from Kansas, Mr. 

Skubitz. 
Mr. SKuniT/c. ilr. Ailes, how many railroad employees arc now out of 

jobs and have used up their unemployment compensation^ 
Ml'. Aii.KS. If you look, Mr. Skubitz, at page 2 of mA' statement, since 

October of 1974, total employment in the railroad industry has fallen 
froui r)41,i)Sl to 4i)7.66r), by April of this year. The next sentence says 
that the unemployment compensation rolls would have gone from 
10.(i75 in October to 31,045 in ^March. They are up since then because 
I think strangely enough, the operating employees, the number of them 
on the unemployment rolls has gone up in the last 6 weeks. 

Mr. SivUBrrz. PEow much has that total since October, total employ- 
ment in the railroad industry fallen 541 to 47!), a drop of 44.000 i 

Mr. Anj:s. That is right, over 8 percent, that means that there were 
44,000 unemployed as of April, ]May, and June. That number has gone 
up quite a bit. 

ilr. SKUBriv.. How many more? 
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:Mr. AiLES. I would say 8,000 or 10.000 more. 
Mr. SKXTBITZ. SO that runs us about .^iS-OOO or 54,000. 
Mr. Air^s. Let me ask Mr. Briggs to join me here. This is Richarcl 

Briggs. He is the assistant to the president and director of the Office 
of Information and Public Affaire, AAIl. 

Sir. BRIGGS. Mr. Chairman, the drop in total unemployment— 
44.000—is just that. We have that iminbcr fewer people working. The 
figures haven't changed materially. Employment is up 3,000 since 
April. The number of people who are drawing uncmploj'ment is, of 
course, less than the decline. That is about 30,000. 

Jlr. SKUBITZ. Drawing unemployment compensation? 
iSfr. BRIGGS. Right. Some of the people that were former!}- employed 

by the railroads in maintenance of way last fall do not have jobs today 
and are not drawing unem])loyment fcecause they do not have a suffi- 
cient period of woi-k to qualify. 

Mr. SKUBITZ. HOW many are we talking about that are entitled to 
draw unemployment compensation but have used up all of their em- 
ployment compensation and are therefore in pretty desperate straits 
at tliis time ? 

Mr. BmGGS. I can't give you that figure, but I will try and locate it. 
Mr. SiitiBTTZ. AVill you give me a rough guess right now? 
Mr. AiiiKS. They draw unemployment compensation for 26 weeks. 

Tile real labor layoffs occurred at tlie beginning of the year. 
Mr. SKCBITZ. Of this year? 
"Sir. An.ES. Yes, sir. That is 26 weeks ago as of now. ISIid-.Tanuary 

is 26 weeks ago. So you are going to have a substantial number of 
people who would be running out of unemplovment compensation. 

Mr. SKt-Brrz. Would you say 44.000 or .50,000? 
Mr. AiLES. There are 30,000 on tlie rolls altogether. 
Mr. SivCBrrz. But of the .30,000. you have some that arc yet en- 

titled to unemployment compensation. 
Mr. RooxEv. The committee will recess for about 15 minutes until 

after tliisrollcall. 
rBrief recess.] 
Mr. RooxEY. The committee hearings will continue. T Icnow we are 

in the middle of Mr. Skubitz's interrogation. Mr. Ailes. T wonder how 
much money you would think the railroads would need per month in 
respect to this legislation. We have heard all sorts of estimates here. 
I am talking about not necessarily needs, but effectively spent. How 
much money do you think railroads could effectively use? 

Mr. An.ES. Let's assume that the test is to engage in projects which 
are needed projects, but which are not going to be engaged in other- 
wise. In other words, things which have had to be deferred. Dick 
Brijrgs here is the fellow who made the inquiry, and that is what that 
table in the appendix really is addressed to. 

It shows first of all the limitation was on the availability of mate- 
rial, materials on hand and the materials that would be delivered in 
timely fashion. How much money could be used to perform this kind 
of work, and you have the number on those rail ties and actual track 
operations. You see it was $237 million, that was really for the rest of 
the year when this calculation was made, 12 months, and you see there 
were two-thirds of 1 billion dollars, worth of materials that were 
either on hand or would be on hand to do that. 
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You move beyond, these are the other projects which are not material 
intensive at all, which would go beyond the maintenance-of-way work- 
ers that were laid off. Tliat 16,000 employees represent how many 
maintcnance-of-way people have actually been f urloughed. 

You go beyond and bring in other people, but that table is really 
the best answer to your question. You do about one-twelfth of that a 
month if you called all the people back right off, because we are just 
talking about in this calculation using the Government's funds to 
pay labor. 

Mr. EooNEv, Thank you. Mr. Skubitz, you ma.y continue. I always 
try to add a little humor to this committee because it is a very 
serious one. 

Mr. SKUBITZ. IS that why you called on me ? 
Mr. RooNET. I was about to say that, Mr. Skubitz. You add so much 

humor to this committee and so much inpirt. I think you arc a great 
help to me, and I really appreciate your very fine cooperation, 

Mr. SKI:3ITZ. Just make sure you keep that in the record. 
IVIr. EooNEY. That will not be expunged like your remarks this 

morning. 
Mr. SAXTINI. Though they may be expunged, they will fiever be 

forgotten. 
Mr. SKUBITZ. Mr. Ailes, we were talking about tlic number of un- 

employed people that have worked on tlie railroads that are eligible 
for imcmployment comjiensation but were not receiving any. By that 
I mean they liave already received their 2R weeks. Mv question is,' 
liow many maintenance men are unemployed today, railway mainte- 
nance workers? ' • .    • • 

Mr. Anj:s. 16,000. , "       .   ' 
Mr. SKUBITZ. These are the fellows that repair .thetracks, riglit? 
Mr. AILES. Yes. 
Mr. SKUBITZ. "Wliat is thoi r income per hour ? 
Mr. AILES. It averages $12,000 a year. Is that our cost or is that their 

pay? 
Jlr. BRIOOS. Their pay. , .      ..        .  .,. 
Mr. SKUBITZ. How much an Iiour?    ',.,,,••'..    ,     ,M'.,    , 
Mr. AILES. Somebody calculated $6.50 per hour. 
Mr. SKUBITZ. The 16.000 that are luiemployed. how many of them 

have used up their unemployment compensation money? 
Mr. AILES. We don't know. AVe could fijid out witltout too much 

difficulty when they becjune uneni|)loyed. T think we do have some 
numbers aboiit when people began to be laid off. As I said earlier, the 
major downturn back in mid-November to December was a very bad 
month. Many of the railroads began to reti-ench in terms of expendi- 
tures. It was early Januaiy when they realized that they were in for 
a really austere situation. 

One of the first things that are cut back are. tliese maintenance pro- 
grams, and we can look into that issue U> find out how fast the main- 
tenanw-of-way workers that are now unemployed were in fact laid 
off. but I suspect^—that is 6 months ago now—I suspect that most of 
them have alreadv used up tlioir 26 weeks. 

Mr. SKUBITZ. They don't receive an additional 26 weeks, then. 
Mr. AILES. I don't believe so. I think it is a flat 26. No, sir. there 

are some labor people here that can answer that better than I, but 
there is new legislation with some modification of that figure. 
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Mr. SKUBITZ. We are talking about rehiiing 50,000 or 60.000 work- 
ers when tlieie ai'e 16,000 maintenance workers now unemployed. I 
would assume what we would do is to say that other railroad workei-s 
that were unemployed not drawing unemployment compensation could 
take jobs as maintenance workers. 

Mr. AiLES. You see these other activities that are listed in that table 
at page 7 of appendix A. Do you see that table where it says 
''summary"? 

Mr. SHIBITZ. Yes. 
, Mr. AiLES. New rail, down the left column. Relay rail, ties, ballast- 

ing, and surfacing, those are the basic track jobs. That is 16,000 peo- 
ple. Do you see where it says subtotal 16,000 people, $237 million on an 
annual basis for labor, $430 million for materials. Then j'ou have a 
categoi-y Xo. 5 called other. 

If you look directly over the summarj' you will see spot and yard 
surfacing, crossing repairs, bridge repaire, refurbisliing structures, 
brush removal and so on. Those are the kinds of Avork that are covered 
by that categoiy "other." 

Mr. SKUBITZ. You only have 16,000 unemployed b\it you could hire 
another 45,000; is that what you are telling me? 

MT. Aii.Es. There isn't any mateiial.consti-aint on this level of un- 
employment. These are useful projects. That is what this table is say- 
ing. If you look over here, j-ou see "other" only involves $39.5 million 
of material. 

Mr. SKLTIITZ. "\Aniat we are talking about there is 16.000 maintenance 
workers unemploj'cd today. You could use an additional 45,000, 
correct ? 

Mr. ATEKS. Yes. 
Mr. Sict'iUTz. Of that 45.000 if T luiderstand most of these bills, 

other railroad workers who have been fui'loughed would be eligible 
to come in. 

Mr. Aiijcs. Eight. 
Mr. SKUBITZ. Are we talking at this point about locomotive engi- 

neers, firemen, or what? 
Air. AiLEs. We are talking about a lot of operating people. 
Mr. SKUBITZ. What sort of salaries are they drawing? 
Mr. AiiJcs. Can I consult with counsel here? 

•Mr. RooxKv. Do you want to respond to that question? 
iir. BRIGGS. The basic categories would be maintenance of equipment 

and stores. These are people who repair equipment. 
Mr. SKUBITZ. What is the salary in those categories? 
!Mr. BRIGGS. It varies, but if they became employed us maintenance- 

of-way workers, they would be paid according to tlie maintenance-of- 
way scale. 

ilr. SKUBITZ. In other words, if they were getting $16,000 or $18,000 
average, then they would have to come down into these categories and 
then just take that wage and that is agreeable with the labor unions?' 

J[r. AiLES. Yes. I understand the labor unions do not have people' 
from one craft hiring on in these jobs. That figure of 12,000 that we 
gave you as the maintenance-of-way figure is veiydqse to tlic average 
labor figure in the industry. 
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Mr. SKUBITZ. T tliink you put your fing^er on it. "Wliat we are talking' 
about liere really isn't a railroad bill. It is an unemployment billj 
isn't it ? 

Mr. AiLES. That is right, sir. 
Mr. SKUBITZ. And if it is an unemployment bill, in this particular 

area, we are going to have to pay the going union wage; isn't this 
correct ? 

Mr. AiLES. Correct. 
Mr. SKXTBITZ. This isn't true of the money that we put in tlie con-' 

tinning resolution for public works jobs. Do j'ou follow my thinking? 
Mr. Aii.ES. Yes, sir, I certainly do. 
Mr. SKUBITZ. It means that with the $700 million the Government 

is going to have to pay regular going salaries. You heard my state- 
ment this morning, namely that I don't want the fellows to work for 
any less than their going wage, but I wonder Avhother or not the Gov- 
ernment in providing a make-work job ought to spend the total $0, 
and I suggested that we ought to provide for a one-third and two- 
thirds split. Would j'ou care to conmient on that ? 

Mr. AiLES. Yes, sir. I know the problem there entirely is whether 
or not a railroad could afford to engage in a project which it had de- 
ferred out. of prudence beeaus?e of its financial situation. If the Gov- 
ernment was going to pick up, say, 15 percent of it—— 

Mr. SKUBITZ. That would be about one-third of it. 
Mr. AiLES. Xo, sir. Take a look at the material. 
Mr. SKUBITZ. I see what you mean, but as far as the labor is con- 

cerned, it would be one-third of it. Don't you think there would be 
enough of them that were willing to put into two-thirds because they 
are getting them to work for $4 ? 

Mr. AiLES. I think it depends entirely on the condition of the rail- 
roads. The more profitable railroads wovdd be more likely to do so. 

Mr. SKUBITZ. But this is not a railroad bill. We said it is an unem- 
ployment bill. What difference does it make if he is working for this 
line or working for another ? 

Mr. AiLES. None at all, but I am just saying—let me just back up 
long enough to say that when we were over in the Senate testifying 
about this. somcbo<ly asked me whether or not this bill can be done 
on a loan basis and I would hazard a guess that it wouldn't produce 
any employment because railroads tliat were deferring projects be- 
cause of their current revenue sittiation were not necessarily railroads 
that can't borrow money. Most of them can. Tlie fact that it is going 
to be loaned by the Government instead of the bank doesn't make it 
prudent to engage in the project. 

TJiat is Avhy the grant aspect of it meant that work was going to be 
done now that would not otherwise have been done. Your question is 
not the same as that, but it is related to that. If a railroad that is de- 
ferring a project because it would put the railroad in the red for that 
period to engage in it, it is not going to- engage in it if it puts it in the 
red even though part of the tab is being picked up by the Government. 

All I am saying is that your proposal versus the one that is in the 
Senate bill or the other bill would cut down some the acceptance of 
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that and the participation by the railroads—maybe not very raucli, 
I just don't reall)' laiow. 

Jklr. SKUBITZ. It bothers me going: to the floor saying in this relief 
program that we are going to pay $6 an hour to workers and in an- 
other we are going to pay just a few dollars per hour and then another 
industry would come in and say oxir prices are obsolete, if we can buy 
some new machinery and fix up wliat you gave us, we can improve 
our business, we can hire more people. I don't know where this thing 
ends. 

Mr. AiLFs. I undei-stand your question. This isn't a matter of right 
or wrong. It is a question on what degree are you going to get par- 
ticipation by the industry in the pi*ogram. I have no doubt that there 
are plenty of instances whore, let's say a borderline situation and they 
agree to defer a project and somebody says we will make up 15 percent 
of it and I say 15 percent because labor gets about one-third of the cost 
of tliese track projects. 

Mr. SivCBrrz. Every time you go into a labor negotiation—T used 
to represent labor unions—and every time we went into a negotiation, 
labor was always the highest. Xow, we get down to when the railroad 
doesn't want to fix up some of the equipment, they saj' it is the 
material. 

Mr. AiLES. Labor represents about 50 percent of our total revenues, 
so there isn't any (luestion when you look at the system as a whole, but 
when you look at track work, the materials represent alwut two-thirds 
and labor one-third. In an instance where a railroad lias deferred a 
project and now they are told that the Government will pick up 15 
percent of it on the grant basis, that iirojects will be recoiisidered, I 
am sure. 

But there are other situations where perhaps that is not enough 
of an incentive to get tliem to undertake today a project that pru- 
dence had dictated should be deferred. 

Mr. RooNEY. Would the gentleman yield ? 
Perhaps Mr. Ailes, you could speak for your industry. Why is it 

that your imlustry always defers track maintenance to save a dollar, 
because in the long run, it is penny wi.se and dollar foolish. 

We had the Rock Island chairuian before the committee saying that 
the Rock Island Railroad lost $14 million in derailments last year 
1074. Why can't they upgrade their tracks and in the long run" put 
these areas back into service? Answer that question for me because 
I am somewhat confused as far as the railroads deferring maintenance. 

Mr. Ari.ES. Let me say first of all that there is no way tliat you can 
convince the Secretry of Transportation that there is 1 mile of up-to- 
date railroad in the United States, liecause I have trie<i. He talks 
about the sorry delapidated condition of the industry. It makes my 
blood boil, because that just is not the fact. 

There is a considerable amount of railroad in the United States 
that is not in good condition and a great deal of it is here in the 
northeast where you have six bankrupt railroads and it is just simply 
a question of money. 

In the other hand, a great deal of this railroad track is in superb 
condition. Why is it that when a railroad is in bad financial shape it 
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itt'M of cost Avhich can be deferred and still let you stay running. 

Mr. EooNEY. But it can't if you are going to have accident after 
accident with peopk'dying. 

ilr. Axrjis. Firet of all, those figures are very misleading. The acci- 
dent record of tlie railroads is not that bad. Let mp ask Dick who 
lias these at the end of his fingei-s, that our casualty losses iii the last 
ye-ar or tw^o are fiir superior. 

Mr. RooxEY. You can't have any casualty losses, because your rail- 
i-oads don't run over 10 or 20 miles an hour in some defective areas. 

Mr. Aii^Es. You can't say that because you liave two or three or a 
half-dozen raih-oads in the country that have too many slow areas. The 
statement that the great bulk of tlie railroad industry runs under slow 
orders is not true and it is not any wliere near as bad as people keep 
saying. 

Several things have happened. The standards for measuring them 
have become out of date in some instances because of inflation. Tliey 
talk about derailment. A reportable accident used to be measured by 
whether it cost ST.'iO to repair it. All of a sudden, as a result of infla- 
tion, a derailment that used to cost $500 now costs $1,000 so we had 
a great increase in tlie number of reportable accidents when in fact 
no change had taken place. 

Then w-e had another one, a change in reportable personal injuries 
within the last year. It used to be if a fellow spent a day in the hos- 
pital it is reportable. Now, if he sees the doctor it is reportable, but 
indeed the safety situation hasn't changed that much at all. 

Mr. RooNEY. Indeed when the railroads testified before our com- 
mittee, the Rock Island came up with a $14 million figure last year. 
That is a lot of money for one railroad to lose in dei-ailments. They 
showed this entire committee picture after picture and it was tragic 
to see a railroad running on a track that it should have never been 
running bn. 

Mr. AiLEs. If I can rephrase your question and say why does a rail- 
i"oad about to go bankrupt defer maintenance and I can answer it 
is because of the forlorn hope that if we can just get by next month 
or the month after that, there will be a fix-up and we will be all right. 
No one in his right mind defers maintenance as a business practice. 
It is always a desperation measure. 

Mr. RooxET. Of course, all of your railroads that hav6 testified 
before our committee have said the only thing that kept them alive 
financially is deferred maintenance, and I am talking about some of 
the viable railroads. 

I yield back to the gentleman from Kansas. 
Mr. AiLES. I must say that in the last quarter when some of the 

most profitable railroads in the country operated at a loss, you had 
projects that were deferred. That is what this statement is all about. 
That is because, as a short-range measure when you are looking at 
recovery a few months ahead, that isn't a bad thing to do. Indeed, the 
accounting system encourages them to do that, but the history of the 
accounting system has an incentive to do that. But I don't think that 
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any railroad in the country will say that deferring maintenance over 
a long period of time is a sensible business decision. It is always a very 
short-range measure for the reasons mentioned. 

Mr. liooNEY. Mr. Skubitz, you have 30 seconds. 
Mr. SKUBnz. The chairman always has a habit, he wants to get 

me off my track. 
Mr. Ailes, you made the statement that really maintenance of track 

and roadbed wasn't the real problem of the railroad and then you go 
to ratemaking. 

Mr. AILES. The competitive situation. 
Mr. SKUBrrz. Regulations and the competitive situation were the 

basic causes of that. That is pretty much in line with what Iklr. Cole- 
man said this morning; isn't it? 

Mr. AJLES. Yes. I don't think there is any disagreement on that at 
all. He got to the competitive situation a little bit later down the line. 
It wasnnt included in his original situation, the waterway situation. 

Mr. SKXJBITZ. I am going to throw in a waterway bill today and if 
you fellov.-s want to join nie, you can. 

Mr. KooNET. Do you believe in this one ? 
Mr. SKTJBITZ. Yes, I do. 
Mr. SANTIXI. I may cosponsor it, but it doesn't necessarily mean I 

support it. 
Mr. SKUBrrz. I support the philosophy of that. Let's get to some- 

thing else before they get me off of this. 
Are you saying then, Mr. Ailes, that if the competitive situation 

was cleared up and if this ratemaking matter was cleared up and if a 
few of the other things you mention were cleared up, then the rail- 
roads would have enough money of their own to take care of the road- 
bed ; is that what you are telling the committee ? 

Mr. AILES. YeSj sir, except I intend to say when I am up here in a 
couple weeks testifying about the big bill that there has to be an in- 
fusion of Federal funds to get them out of the situation they are 
currently in because of these problems that they have been under all 
this time. 

In other words, we have a deferred problem. We have some moderni- 
zation that ought to be taking place as those of you who follow the 
Northeast know all to well. If you correct these otlier problems that 
are responsible for the condition we have, then I think this industry 
is going to function very well. 

Mr. SKUBITZ. The roadbed is not a minor thing. 
Mr. AILES. Oh, no; not at all. 
Mr. SKCBITZ. Tliis is not the important thing? Regulations and 

things like that were causing your problems? This committee may 
agree or may not agree with you completely on that point, but I think 
that all of us ngi-ce that you are losing a lot of money on the railroads 
because your roadbeds are terrible. 

]\[r. AILES. Can I turn it around ? If you correct the roadbeds today 
and then watch this industn' go down the drain if someljody doesnx 
do something about the competitive and rate situations. 
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Mr. SKTJBTrz. We tan talk about rates and we can talk about i-egula- 
tions for another 3 years, but we better get these roadbeds up noAV 
or we will not have any trains. 

Mr. AiLES. I don't basically disagree with that except there is the 
assumption in there that the whole industry is in that condition, whicli. 
is simply not so. 

Can I jnst take 1 minute ? 
Mr. SKUBITZ. Yes; you can have 1 minute of the chairman's tfmc'- 
Mr. AiLES. Whenever we try to look at the situation in the industry, 

there arc certain reasons how we got in this situation. The Interstate 
Higliway System, the low truck user charges is certainly one of them 
in my view, and the waterway system, those two together ^ve tlunk 
cost the industry in revenues nearly $2 billion a year. Regulation cost.'? 
us about $500 or $600 million a year. We have been in that situation 
certainly the past 10 years. As a result of that regulation, our railroads 
have been in financial straits. 

As a result of that, thei-e has been a vicious downward spiral of 
declining revenues, declining maintenance of way, deteriorating serv- 
ice and further declines in revenue. That is the way I describe the 
situation. That vicious spiral has to be halted and reversed, but doin^ 
that won't do the job unless you go back and do something about rate 
regulation and the competitive situation in which the industry oper- 
ates because tiiat is the fundamental source of the problem. 

Mr. SKUBITZ. I don't want to leave you with the impression that 
I believe the roadbeds will take care of themselves if we get the other- 
It is going to take a number of years befoi'c that takes place and we 
have to liave the roadbeds first, because when you get a train that 
travels 10 miles an hour when it should l)e going 30 miles an hour, 
that means it takes three times as long to haul that train from point 
A to point B. We siiould be turning around doing more business; this 
is the point. 

Mr. An^Ks. I agree completely if the service is not competitive and 
all tliat, but that is the money to break out of that downward spiral. 
That is really sort of interim financial assistance wliich accompanied 
with these other measures will put this industry on its feet. 

Mr. SKUBITZ. Mr. Chairman, I will reserve the 28 seconds of my 
time. 

Mr. RODNEY. Mr. Santini. 
Mr. SANTINT. Mr. Ailes, I believe you were present with us this 

morning and shared in the enlightening observation of the Secretaiy 
with regard to the problem we are tackling here tliis afternoon. 

One of the objection areas that he stressed was that there was insuf- 
ficient time for this money, in terms of employment benefits, to do any 
good for the economy. I wonder what your thoughts are on that. 

Mr. AILES. AS far as this industry is concerned, we could put these 
people to work tomorrow. The materials are lying alongside the tracks 
m a lot of places. There are people on furloughs to be called within 24 
hours, so it is just a question of how fast the machinery of Government 
can work. 
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The bill that the Senate passed, you know, has 30 days' limit on the 
regulation and 15 days" limit on processing time. 

J\[r. SAXTINI. IS that time frame workable in your judgment? 
Mr. Aii.ES. Oh, sure, and I do think that if that bill were passed the 

;diiy tiie regidation came out, there would be a scries of applications 
tliat were jn and your application will be approved and will people 
to work in 24 hours. I think you would get a very quick response in 
•terms of actually getting people on the job. 

Jlr. SAXTIXI. Tlierefore, if aspects of S. 1730 were literally adopted 
as part of tliis conunittee's approach to the time issue, in your judg- 
ment that Mould answer the Secretary's concern with regard to money. 

Mr. AXLES. If the Secretary wants to get them to work in a hurry, 
3ie certainly could under that legislation, I will guarantee you. 

Mr. SAXTINI. I am leferring for my question to the comparative 
. analysis of legislation which will provide Fedeial funds for employ- 
ment to improve railroad roadbeds and facilities ])rovided by Mr. 
Chambers for wliich I am very grateful and appreciate his thoughtful 
<»tTort on my l)elialf and I would request for the committee's benefit 
that it be, if it has not already been, incoqiorated in the record, Mr. 
Chaiiman. 

Jlr. R(K>x'EY. Without objection. 
[The memorandum referred is printed in full on page 123.] 
^Slr. SANTIXI. As to the problem of eligibility for grants, there ai-e, 

among tlie four bills, four potential standards that could be incor- 
porated as legishitive guidelines for the expenditure of this money. 
I would appreciate your thoughts on each of the four. 

Tlie first is a reorganization imder section 77 which is contained 
. in IIK 4622. Would that be an appropriate yardstick for us as to where 
tlie money should be spent? 

ilr. AII.ES. Well, I have sort of mixed emotions about that. As I say. 
my basic feeling is that I suppose I ought to say it depends on how 
much money you have to spend. I really think that the issue here ought 
to 1x1 where is this employment most needed from an emploj-ment 
j)oint of view. 

I don't think anybody in the railroad industry' would object to rail- 
roads in i-eorganizatiou receiving massive grants. The industry has 
sup])oi-ted the program for the Xoitheast because of the reorgiinization 
problem. 

Mr. SAXTIXI. SO you would make it a complete formula that would 
include a consideration of the financial need and reorganization and 
the employment need? 

Mr. AXLES. My real problem is I don't think of this as a railroad 
relief measui-e, so when you start talking about the need of the carrier. 
you get over that line and into that kind of consideration. I certainly 
ha\e no objection to that and I don't think the industry does. My 
problem is philosophical more than anything else. 

Mr. SAXTIXI. You view this then in the vein of an emergency em- 
- ployment bill ? 

^[l•. AiLEs. Yes. 
Mr. SANTIXI. Would you give any consideration to the economic 

need of the carrier in question ? 
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ilr. AiLES. I would not. but I say I have no objection to it being 
done, nor do I thiiik tlie industi-v does. 

Mi: SANTINI. HOW about standard No. 2, railroads with high density 
freiglit linos, including passenger lines, with serious safety hazards 
and substantial lx)ttleneclvs in railroads and yards? 

Mr. AiLEs. Fine. 
Mr. S.\Nnxr. No. 3, lines identified by the State, regional, or local 

authorities as essential so long as the Secretary concurs. iVny problem? 
Mr. Anj':8.1 just dojrt Iviiow as a practical matter how that works. 
Mr. SAXTIXI. Number 4—and the 3 and 4 are containetl in both H.R. 

6962 and S. 1730—lines owned by the State or other public entities. 
Mr. AiLEs. I don't know what that is. I thinli it is a very small 

amount of trackage under that heading. I have no objection to that; 
either, 

Mr. SANTINI. In particular, the quasi-public entity known as 
Amtrak? 

Mr. AiLES. No problem, 
Mr, SAXTIXT. AS a consideration factor? 
Mr. AiLES. No problem. 
Mr. SAXTIXI. NOW, funding formulas. Wliat would be your response, 

sir, to a funding formula that provided that 50 percent of the total 
appropriation is allocated among the 48 continental United States 
on a proposition of track mUe basis and the remaining 50 percent 
Avould be contributed at the Secretary's discretion ? 

Mr. AiLES. I think that is in the wrong direction. It seems like you 
are trying to pass mone.y among the whole railroad industry on an 
even basis. I remain of the view that this is an employment measure, 
but I am not sure that that has anything to do with the employment 
problem. I simply don't know. 

It is remarkable how this recession has hit the country as a whole. 
Eailroad by railroad is down precisely the same amoimt. Put it this 
v.-ay; Some of the railroads are down the identical amount of travel 
no matter what area they work in, so maybe unemployment is evenly 
distributed throughout the country. It also depends on how much 
money you have. If you divide $200 million into 50 shares, it gets to 
be pretty small pretty fast. 

Mv. SAXTIXI. Would you have a breakdown in terms of sections 
of the country—East, "W'^est. North, and South—a rough percentage 
breakdown or an accurate percentage breakdown of the class 1, 2, and 
3 track located in these areas ? 

Mr. AiLES. I am not sure somebody has that. Class 1, 2, and 3 are 
simply FRA standards. They are three out of six standards that they 
have. I am sui-e they are clianging every day. There is a tremendous 
amoimt of maintenance work going on "today; $2.3 billion was spent 
in this field last year. I don't believe that anybody would have that 
figure. I can give you the Stato-by-State trackage very easily. 

Mr. RooNEY. Can vou submit that for the record ? 
Mr. AiLES. Stat«-by-State trackage; yes, sir. I have it right here 

for the year 1973.1 can put that in, sir. 
Mr. RooxEY. Without objection. 
[The information referred to follows:] 
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RAILROAD MILEAGE BY STATES (1973) 

"Figures showing total miles of line by states in 1974 are not yet available. 
However, data for 1974 will change only slightly from those for December 31, 
1973, shown below. Texas is first with 13,320 miles, followed by Illinois with 
10,007. Miles operated jointly by two or more railroads and two or more parallel 
tracks are not duplicated in this listing. Mileage of yard tracks and sidings are 
jiot included in these totals. 

Alabama      4, 541 Montana     4.900 
Alaska            538 Nebraska  5.334 
Arizona         2,034 Nevada  1.573 
Arkansas      3,559 New  Hampshire  751 
California        7,335 New .Tersey  1, 708 
Colorado         3,499  New  Mexico  2.087 
"Connecticut          fioO New  York  5,325 
ilielaware          291   North   Carolina  4,115 
Plst. of Col           30   North   Dakota  5,079 
Florida      4.143   Ohio     7,746 
<3eorgia         5,414   Oklahoma     4,94fi 
Hawaii            —  Oregon    3,041 
Idaho         2, G."9   Peun.«ylvania     8.064 
Illinois       10,607   Rhode Island  139 
Indiana         6,419   South   Carolina  3,016 
Iowa         7,644   South   Dakota  3,363 
Kansas      7,621  Tennessee     3,207 
Kentucky      3,518  Texas    13,320 
Louisiana      3, 752  Utah   1, 734 
3Iaine       1,667 Vm-niont  765 
^Maryland      1,099  Virginia    3,873 
Massachusetts          1,405  W.Tshington  4,807 

3VIichigan         6,032   West   Virginia  3,508 
Minnesota          7,382   Wisconsin     5,832 
Mississippi         3,645   Wyoming  1,780 
Jlissouri  0,082                                                            

Total  U.S  201,585 

Mv. AiLES. The District of Columbia has 30 miles, I notice. 
5Ir. SANTIXI. If I understand your testimony correctly, you have 

testified that we have all the materials presently available to <ro to work 
on the pi'oblems of track maintenance except for rail.s. You indicated 
that you felt the materials—I believe your characterization was "laying 
alonofside the track ready to jjo to work." 

]\Ir. AiLKR. What I said that was on appendix A, page 4 there is a 
Statement: Railroads have either on hand or on firm order 23.8 million 
f rcssties and 3,100 miles of new rail. What we said in connection with 
the appendix on page 7 is that these are the projects for which mate- 
fials either are or can be available based on our analysis of the supply 
situation within 12 months. 

ifr. FLORID. W^ould the gentleman yield on that point? We are going 
to have to come down to a question of priorities. Tliere is a limit to the 
iimount of money. You heard the Secretary this morning. 

Would it be your opinion that giv^en the choice that we are going to 
liave to make, tliat tlie money should be put into the labor sector as 
opposed to tlie material sector? Let mo rephrase the question just to 
•say that with the small amount of money if we put it into labor, there 
is no question about the fact tJiat the materials are stockpiled suffici- 
«>ntlv so the laborers won't be standing around waiting for something 
to do? 

]\rr. ATLES. Yes. I think my problem is not with your question so 
much as how to answer it. When we were over in the Senate we said 
that we thought the bill should provide some money for materials 
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simply because there are some railroads that are not going to be able 
to buy the materials and a loan would not help them. 

When you say let's assume that there is a limited amount of money 
or an amount more limited than there is, there is no question that you 
will pet a better level of employment out of the bill if it goes to labor. 
What you do is simply exclude some employees from some railroads 
from the benefit of the legislation just because the materials are not 
going to be there to put them to work. That is the choice. 

Mr. Fix)Rio. We has a number of railroads testify, four or five that I 
recall, that they had material and what I am saying is I think it is 
highly desirable to put people to work utilizing the money that we 
have in the labor ai-ea because if we use $10, $10,000 or $1,000 for 
material, that is money that would have been used for laborers that 
would result in some productivity. 

Mr. AiUES. It takes twice as much money for material as it does for 
labor, so every $.3, you get $1 for labor and $2 for material. 

Mr. FLORIO. Thank you very much. 
Mr. AiLES. That amoimt of material that we put on that footnote 

on page 4 is a ti-emendous amount of material that is available. 
Mr. SAXTIXI. Then there is no problem for the most part with 

acquiring rails. 
Mr. AiLES. We have .3,100 miles of new rail on order. 
Mr. SANTINI. Nevada miles are such an insignificant amount. 
Mr. AiLES. I can tell you how much you have; we don't even list 

Nevada. 
Mr. SANTIXI. That has been one of our troubles. 
Mr. BRIGGS. 1,573 miles. 
Mr. AiLES. "Wiien you put that new rail down, you free rail which can 

be recropped and welded and put down, so you double that amount of 
I'ail just about twice, so 3,100 miles of new rail means you can relay 
6,200 miles of new rail. 

Mr. SAXTINI. What are your thoughts on the issue—and I am sure 
you discussed them for your statement, but I was not here for your 
synopsis and would appreciate your thoughts on the specific issue of 
grants, loans and recapture, if any, considerations. I believe you testi- 
fied that you feel loans would not meet the problem. 

Mr. AiLES. The purpose of this bill is to got railroads to participate 
in the program. There is passive inducement for them to ])arlicipate 
when a grant is made and in effect you get one-tliird subsidy for all 
practical purposes on the track project under the grant system. But 
if it is a loan, you are asking a railroad to engage in a pi'oject which 
prudence told it should not do at this time. 

We have operated on a deficit of around $150 million this year, 
which was the first net railroad deficit in the history of this industry. 
They are not going to be induced to go into projects of this chai-acter 
because tlic loan comes from the Government as distinguished from 
the bank, so I think it wouldn't be good Government policy to do it on a 
loan basis, it just wouldn't work. It wouldn't produce any emploj'ment 
at all. 

Mr. SANTINI. Can you provide any suggestions for a means whereby 
wo might recajiture—for example if provisions were included in our 
funding that the Government could recapture a percentage of em- 
ployment of tlie trackage. 
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Mr. AiLKP. I thought the reoaptmo pro\ision of materials whicb 
was in the Senate bill was not too bad. 
'   Mr. SANTINI. And tlio indnstry could live with tliat ? 

Mr. AiLEs. I tliink so. I tlihik the material situation is really quite 
different. I don't Know why I do, but it seems to me to be a little bit 
ditrerent. But rather than just saying something off the cuff on that, 
let me just submit something for the record on tliat. 

The question has to do with if vou are going to have reeapture this 
is tlie v.-ay to do it. I looked at those pro\'isions and they seem to be 
quite reasonable, but I ha\en't checked that with our lawyers and I 
would be glad to luxve a look at that. 

Mr. SANTIXI. So requested, ilr. Chairman. 
Mr. lJo<iNET. Without objection. 
[The following letter was received ior the record:] 

ASSOCIATION OP AMERICAN RAILROADS, 
Washington, D.C., August 1,1915. 

Hon. FRED B. ROONET, 
Chairman, Suhcomtnittee on Transportation and' Commerce, Committee on Inter- 

state and Foreign Commerce, House of Representatives, Washington, D.C. 
DEAR 11B. CHAIEMAN : During my testimony before your Subcommittee on Trans- 

portation and Commerce on .luly 10, 1[>75, on S. 1730, H.R. (i808, H.R. 4622, and 
other bills that would i)rovide Federal unemployment funds for railroad malnte- 
nance-of-way work, Mr. Santini asked for our suggestions with resiject to recap- 
ture liy the government of value that might be added to railroad properties by 
theuse of such funds (TR. p. 2-133). 

As indicated In my prepared statement, the railroad Industry opposes the con- 
cept of recapture as a general principle. A conimonsense view about recapture of 
value added is that it would convert the government aid under the.se bills into 
government loans. These projects are not being undertaken now because .«ound 
business judgment indicates that it would l)e improvident to do so at this time— 
even though credit is available from conmiereial sources. 

If, on the other hand, recapture were limited to the value added by materials 
and supplies procured by the use of government funds, as provided in S. 1730, this 
would bo reasonable, provided, however, that a recapture should take effect only 
upon the sale or other disposition of the improved rail property. There should be 
no recapture of value added by the payment of labor costs; first, because employ- 
ment is the purpose of the legisaltion and is undertaken by the railroad nt the 
government's request, and second, by reason of the obvious difficulty in deter- 
mining the amount of such value. We therefore recommend that the recapture of 
wage assislanco provisions of H.R. 67S2 not be adopted. 

Sincerely, 
STEPHEN Aiucs, 

President and Chief Executive Officer. 

Mr. SAXTTNI. Finally, the critical issue that has been suggested by 
Mr. Florio and certainly the Secretary this morning and the concern of 
all me]nl)ers of the committee is tlie level of funding. I notice in ap- 
pendix A page 7 you propose immediately, if I interpret j'our figures 
coi-rectly. a $0(57.8 million expenditure. 

Mr. Air.Ks. Sir, that includes material. The first four items have a 
lal)or cost of $2-37 million. That is a labor cost column, the third 
column. 

What wo have said there is that basic track projects involving rail 
ties and ballasting use 16.0(X) people and are doable in a year based on 
wliat we know alx)ut the supply of material on hand or available and 
cotild be done at a labor cost of $Si37 million. 

]\rr. SAXTIXI. So if we were to by amendment restructure one of the 
existing pieces of legislation, it is' your considered and candid belief 



261 

that $237.8 million would provide the employment stimulus that we are 
examining in this track maintenance ? 

Mr. AiLES. All I can say is that $237 million over a 12-month period 
based on our calculation puts 16,000 maintenance-of-way workers to 
work gainfully and usefully on projects that have been deferred, but 
which ought to be going forward. 

That is really all I can speak to. I can't speak to the issue of Avhat 
tlie economy needs in the way of employment. 

Air. SANTINI. IS tlierc any way you can persuade Secretary Coleman 
to accept this figure as compatible with his s 

Thank you very much. 
Mr. RooxEV. Mr. Florio. 
Mr. FLOKIO. Most of my questions have been answered, but I would 

just like to make two observations: one, some question was raised as to 
tlie desirability of utilizing this money to put people back to work 
who will be earning approximately $12,000. 

I would like to say in my opinion that is justified. The CETA pro- 
gram provided public works for nonskilled lalwrers witli salaries up 
to $10,000 and it seems to me the extra amount of money dealing with 
skilled laborers who arc not only put to work but will assist in making 
our raili'oiKl system much more eft'ective. to say nothing of the effect 
these people will have in terms of rejuvenating our economy is highly 
desiralble. 

So I am not in any way offended by this program. Most of the bills 
do call for payment of prevailing wages. 

Tlic otlier point is that I would like to identify with your remarks, 
tlie philosophy you espouse is what I am attempting to articulate 
today; that this is primarily a jobs bill which lias added benefits of 
attaining some other socially desirable goals. I think your testimony 
has l)een •\'ery hardheaded. but totally enlightening. 

Mr. RooxEY. Mr. Skubitz. I will yield you 28 seconds. 
Mr. SKtmrrz. Mr. Ailes. if I understand you correctly, you disagree 

with Secretary Coleman in regards to whether it would be possible 
to find enoujrh miles of trackage to take care of that wouldn't be torn 
up after this study is made. 

Mr. AiLKS. Yes, sir. I just don't think that is the real issue at all. I 
would be perfectly happy to have him make the determination. "We are 
talking about 1 percent of the track in the country here for these proj- 
ects in 12 months. It is just not very hard to pick 1 out of 90, and that 
is all he has to do. He just wants to make sure he doesn't get into 10 that 
may someday be abandoned. I think that is easy and not the problem 
at all. 

Mr. SKT"Brrz. I agree with you. 
Mr. Fi,ORio. I would iust like to make the observation that your fig- 

ures for labor ^osts is $488 million, that is annual costs. 
Mr. ATI.E«. That is a 12-month operation. 
Mr. Fi/iKTo. It seems to me that makes an awful lot of fiense if one 

has to scale down a figtire, that is rational and ver\- authoi-itative com- 
ing from the indtistry itself. That may well ho a basis of an appropria- 
tion that would be in a sense unable to be contested as not having come 
from the horse's mouth. If you are the one who said tliat is the figure 
that is needed, if we are going to talk about an emergency appropria- 
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tion to get us over the Immp, unless many of those things that tlie Secre- 
tary •^^•fis talking about do come to pass, 1 think ve sliould perhaps 
look for some guidance from some of these organizations. 

:Mr. AiLKS. Mr. Florio, again tliat is fine. Yv'hat I say is that the labor 
cost for the track project which could be imdertaken in 12 months' 
time is based on our understanding of the availability of materials, 
and it just happens to have precisely the number of maintenance-of- 
uay people tluit we know to be on furlough at the present time. 

Mv. FLORIO. The apprehension the chairman expressed is the ap- 
prehension that many of us have. If we are going to save the railroads, 
we are going to have a comprehensive overhaul of the system, but that 
is not what we are attempting to do. 

Mr. SKUBITZ. May I have a few seconds? Mr. Florio, did I under- 
stand you to say that under the public jobs bill that the minimum for 
unskilled labor  

ilr. Fi.ORio. I said the authorization is for up to $10,000. 
Mr. SKt,"BiTZ [continuing]. For miskilled workers, and you don't 

think that—I just sav that in lisrht of the fact that unskilled labor can 
get up to $10,000 in the CETAt that wouldn't we be criticized for al- 
lowing $12,000 to be paid under these bills to skilled labor in a very 
vital field. 

That is my only observation. I look at the minimum wage which is 
$2 aTi hour or $2.10, and you multiply that by 50 and come out with 
4,000. 

?.rr. FLORIO. The only response to that is the poverty level is rapidly 
approaching that, so one can get the minimum wage and still be bclov,- 
the ])overty .stage. 

^fr. SKURITZ. "Will you be introducing such a bill ? 
?.rr. Frorao. I will be happy to look to you for guidance. 
Mr. RooxEY. Thank you veiy nuich, Mr. Ailes. "We a]iprcciate your 

very generous time and your great contribution to this conunittee this 
afternoon. You have been an excellent witness. 

Now we have a young lady from Schuylkill County. We will be very 
pleased to have the committee hear from Miss Barbara Adams, who 
is a research assistant in Schuylkill County, Pa. 

This committee is trying to get every segment of this country in- 
volved in this great problem, and I am sure you have problems in 
Schuylkill County, and we will be glad to have your testimony this 
afternoon. 

STATEMENT OF BAEBARA ADAMS, EESEABCH ASSISTANT. SCHUYL- 
KILL COUNTY (PA.) OFFICE OF TECHNICAL ASSISTANCE 

Ms. ADAMS. !My name is Barbara Adams, and I am a research as- 
sistant in the Schuylkill County Office of Technical Assistance. I 
represent the Schuvlkill County Board of Commissioners and the 
Schuvlkill Coimty Railroad Task Force, whose membership includes 
the Schuylkill County Commissioners, the Independent Miners of 
America, the United Jiline Workers, the Greater Pottsville Industrial 
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Development Corp. the Schuylkill "Valley Industrial Development 
Corp., Tamaqua Industrial Development Enterprises, Mahanoy Area 
Joint Industrial Corp., Shenandoah Industrial Development Enter- 
prises, and Pine Grove Industries. 

I should also mention that I have been recently elected secretary 
of the railroad task force. You may also note that following at the 
end of the testimony in the written copy, there is a map of Schuylkill 
County tliat depicts the southern anthracite and part of the middle 
western anthracite coalfields. 

I do appreciate the opportunity to present testimony before this 
subcommittee. The purpose of my statement is to outline five projects 
that Schuylldll County considers appropriate candidates for expendi- 
ture of proposed funds to provide railroad rehabilitation jobs. I hoj>e 
this testunony to be of some benefit to the subcommittee, not only as^ 
an enumeration of projects for which labor compensation woxild bene- 
fit the rail system in our county, both by reduction of present miem- 
ploymcnt levels, as well as by improving service on our present rail- 
road system, built to service the over 9 billion tons of anthracite coal 
located in the count}'. 

This testimony should also be of some benefit to the subcommittee 
in illustrating the type of improvement the rehabilitation job moneys 
will enable. 

_ Project I is the rehabilitation of the Readhig Co. Frackvillc Bnmcli 
line. Here is the line with Pottsville being located in this area [illus- 
trating]. On the maj), the green lines belong to the Eeading Co., the 
black indicates the Penn Central, and the red ones belong to the 
I^hlgh Valley. The map describes the complete rail system of Schuyl- 
kill County without distinguishing those lines under study as poten- 
tially excess pursuant to the'1974 DOT Secretary's repoi-t. 

There is no traffic on this section of the Frackville Branch because 
of the wasliout to which I shall refer. 
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Mr. RoojTKY. Because of what ? 
Ms. AD.\MS. In 1972, Tropical Storm Agnes caused three bad wash- 

out spots on tlie Frackville Branch, nmninji from St. Clair to Frack- 
viUe, Pa. Since tliis washout, no traffic has been al)le to be moved over 
the line. As you know, the Reading Co. is in bankruptcy and is 
fresently included in the reorganization of seven bankrupt Xortheast- 

T.S. carriei-s pursuant to the Regional Kail Reorganization Act of 
1973. Using a 1973 data base—that is, the year follo\ying the Agnes^ 
flood—the IJ.S. Railway Association designated the line as Xo. 921 f 
that is, initially under study as potentially excess. 

However, the USKA preliminary system plan, released Februan- ^tt", 
1975. made no recommendation regarding the \me pending further 
development of coal traffic and potential. The USRA has since been 
informed that tlie Frackville Branch had been a heavy tlirougiiroute 
for antlu'acite coal shipments and that there are extensive reserves 
toward the northern and southern ends of the branch. Those are 
depicted here. 

Since the Regional Rail Reorganization Act mandates a goal of 
the USKA finarsystem plan to be the presei-vation of existing track 
in areas of fossil "fuel reserves, this route must lie maintained. Fur- 
thermoi'e, the route is used to route cars with clearance requirements irt 
excess of plate c, which cars cannot pass through the ifahanoy Tunnel 
on the Shamokin Branch, a throughroute presently retained in the 
ConRail structure. 

The reluibilitation necessary to reopen this line is ideal for the 
utilization of employment moneys. The track itself is in good condi- 
tion—built in the 19r)0"&—the flood damage is to the roadbed. Ilence, 
ste<»l rail is not needed, merely fill material and ballast. The costs in- 
curred to reluibilitate (he lines are for hauling of lill and purchase of 
ballast. Fill itself is available to the railroad at no cost, but tlie haul- 
ing charge. In addition, some maintenance work on the line would be 
necessary due to tiie 3 yeais' disuse. The total cost of the project 
would be $15,000 according to contractor estimates, although the 
Reading Co. official estimate is $65,000. 

Mr. RooNEY. What accounts for the difference between $15,000 and 
$65,000 ? 

Ms. ADAMS. Part of that is whether j-ou are using minimum wage 
lalx)r, union labor, or nonunion labor. Most of these estimates were 
given to me by Reading officials. There is a certain tendency, I sup- 
pose, for railroad companies to have higher estimates on tlieir re- 
habilitation costs. What causes that, I don't know; but it is consistent. 
When I compare contractor estimates against railroad estimates, con- 
tractors generally would have lower estimates than railroad estimates 
for rehabilitation. 

Tlie benefits that I see that would result from this investment would 
be in emplovnient, improvement of service to anthracite reserves and 
provision of tlu; clearance routing. Since the investment is so minimaly 
the added value provided by the resulting rationalization of the rail 
system emphasizes that this is a worthy inve.stnient. 

The second project is the creation of the anthracite throughrail. 
Testnnonv has been submitted to this subcommittee by reurosenfatives 
of   the   Crieater   Ilazelton   Industrial   Development   Organizationv 
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CAX-DO, regarding creation of an anthracite tliroughrail. This could 
be accomplished b)^ connecting the Lehigh Vallej' and Heading Lines in 
Sclniylkill County, near Lofty, which is right up liere, where the lines 
are less than 1,000 feet apart. The connection would allow the Hazle- 
tou area, just north here, more direct access to southern markets and 
would iiicreaso traffic on the present Reading mainline route tlu'oiigh 
Schuyllfill County, that is, traffic would come down the Lehigh Valley 
lines. 

Mr. RooxET. How much anthracite is being mined in that area 
necessitating rebuilding that track ? 

^Is. AoAsrs. Yoii mean the construction of the anthracite through- 
rail. Tiie anthracite industry has been in decline. However, in 1973 
tlie Reading Co. I'eported an increase in sinthracite carloadings. It is 
difilmdt to assess car load demand since there is a car shortage as the 
Reading Co. has not always allocated sufficient coal cars to this area. 

In constructing the interconnect, you construct a way of routing 
the coal from tiie southern coal fields up north. That would also Ix; 
facilitated by the construction of the Frackville Branch which would 
make nortlicin routing nuich more direct. In these lines to the west 
end where you have had over $1 million investment since Novcmter 
of ]f>73. there is an extensive investment in strii> mining. Most of that 
material is being expoited. It is being developed by F.A. Potts & Co. 

Tliose lines have been designated by the U.S. Railway Association 
as liaving Ix'cn initially potcntialh' excess. They are back in the final 
system plan—unofficially. 

The point is, m order to use this coal domestically, there is no 
routing aside from sending it to the South. Construction of the inter- 
i'oimect and anthi-acitc tluoughrail Avould provide the ability to move 
the coal noithward. 

The anthi-acite coal fields in tlie North have been sufficientlj' miiied 
out of readily accessible coal when anthracite was used in the home 
heating market. Xow, the biggest potential market is in electric utili- 
ties 7-('con\'ei-sion, as long as we can get some investment in boiler 
<lcv('lo])me!it. 

Tliere is presently a greater demand for anthracite that is mined 
than there is a supply, partly due to the car shortage and partly due to 
the lack of investment over the past decade in the industry. 

The connection, as I said, would allow Ilazleton more direct access 
to the South. The land separating the two carriere' lines is untenant^d 
woo<ll!ind witli a diflei-(>nce of elevation of less tlum GO feet. 

Xoither of these lines is under study by USR.V as potentially exce=s. 
This project i)ropnsal has Ix^en reviewed personally by Consfressman 
Heinz and CAX-DO has otTeied to post the engineering costs for the 
]ii<)iect and to assist in the acquisition of the necessan' materials. It 
lias been estimated that this connection would cost $20,000. 

Project 3 is tiie replacement of tracks betweeji Suedburg and Pine 
Grove. That is right in here. In the late lOfiO's, to jiennit construction 
of Interstate !^1. that goes south and north here, 5 miles of Reading 
Co. track of the Lebanon-Tremont Brancli were removed, thus disrupt- 
ing dire<'t westward shipments of coal. This is the westward line wliich 
eventually goes down to Indiantown Gap. It was broken by the con- 
struction of Intei-state 81. This removal has resulted in the need to 
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truck coal to Sucdburc for shipment, prcsRutly done by tlic FranJdin 
and Oakwood Coal Co"s., causing deterioration of hi^frhways. 

Keplacement of this section of track could bs accomplished in two 
ways. This is where the map is sco'mg to be most usefid. The first way 
is the removal of tracks from Suedburg to Lickdale, which is this line: 
Xo. 915. This iias l)cen pi-oposed by t!ie Genoral 8tato Authority in 
order to permit construction of the Swatara Gap Park, which is an 
already approved recreation pi-oject. 

Constniction of the dam to create a reservoir from Swatara Creek 
will flood several miles of Keading Co. track and will eliminate west- 
ward shipment of anthracite coal from the southcra anthracite field, 
specifically from the Schneck Coal Co. preparation plant located at 
Suedburg. Here the track could be removed and replaced to reconnect 
Suedburg with the northeast section of the Lebanon-Tremont branch, 
Heading. This plan has the advantages of using tracks alread}' owned 
allowing the shipment of the area's anthracite to the east through 
by the Eeading Co. to improve service and would save the GSA tTie 
expense of relocating the Schneck Coal Co. 

On the other hand, the eastward routing removes direct access of 
Indiantown Gap, that is the Edward M. Martin Militarj' Reservation, 
to anthi-acite coal, the circuitous routing through Reading being about 
six times the distance. The difference in distnnce may be of some note, 
given the high priority classification of this defense installation in the 
national mobilization plan. 

The second way to achieve replacement of tracks between Suedburg 
and Pine (rrove would be to remove the tracks from the Pcnn Central 
line limning from Hamburg to Sclmylkill Haven, USRA No. 196, 
which is the Schuylkill secondary track. 

This version of the project has the advantage of reestablishing a 
link with the present lines to allow direct westward shipment from the 
southern anthracite field as had formerly existed before Interstate 81. 
There is about 10 miles of trackage available for use, so there is no 
sense in just letting it sit there. Some of that trackage can be used in 
this project in order to avoid the problem of a shortage of steel rail. 
The shippers along the Penn Central Schuylkill secondary track have 
agreed that if switches were built to enable ser\nce by the Reading Co., 
whose tracks run within 1.5 miles of those of the Penn Central, Read- 
ing service would be acceptable. 

A connection should be constructed at mile post 86.1.5 miles should 
be retained in the system from mile post 84.5 to mile post 86 to provide 
rail service to two present users. This could be done for approximately 
$-10,000. 

The Penn Central line has been classified as a light density line not 
recommended for inclusion in ConRail. The parallel Reading line, on 
the other hand, will be included in the ConRail system. Construction of 
the connection would allow salvage of 12.1 miles of Penn Central line 
•\alued at $326,000. This would provide more than eight times the dol- 
lars required for the connection to the Reading line. The rail of the 
I'enn Central line is 101- to 111-pound track from Ilarrisburg to 
Auburn. From Auburn to Schuylkill Haven, it is 130- to 139-pound 
rail. 
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To transfer this track to the Keading Co., however, vrould involve 

creditor compensations, unless tax liens to the State and county and 
ownership by Conllail modify this condition. Apart from this, the 
compensation for rail is approximately $200 per ton now and $80 per 
ton tliis winter, following the abandonments projected by USRA. to 
form the ConRail system. 

The cost of the project to reconstruct the line f i-om Suedburg to Pine 
Grove has been estimated at $900,000, slightly higher if Penn Central 
tracks are used and if those creditors are eligible for compensation 
from the Reading Co. as an entity separte from ConRail; $400,000 will 
bo required to move tracks; approximately $500,000 to cross Intei-state 
81. Since -tlus Avould connect USRA 915 from Suedburg to Lebanon 
and line 925 from Pine Grove to Tremont—these are USRA num- 
bers—a througli route would be created. Both Imes will be retained in 
ConRail because they are serving areas of fossil fuel resources. 

Finallv, even using present coal production figures, the investment 
of $900,000 to $1 million should pay for itself in 6 years. Penn DOT 
has estimated savings of $175,000 per year in coal routing, as each ton 
will benefit $5 and in 197o, 700 50- to 75-ton carloads were shipped 
from Suedburg. 

Project -1 would be replacement of the switch at Haucks connecting- 
the Lehigh VaUey Xesquehoning branch line to the Reading mainline. 
The switcli that used to be no longer exists. 

The Xesciuclioning branch has long been used by the anthracite coal 
industry as both a coal loading and a througli-routing branch, thougii 
it has lieeu underutiliwd in recent years. For over a liundi-ed years, it 
was an active connector for traffic from the Reading Railroad Ma- 
hanoy and Slmmokin and Catawissa branches via the Tamanend Inter- 
change and for traffic from the Lehigli and New England Railroad 
via the Hauto Tunnel. Both of these interchanges would provide th& 
shortest i-oute to market for anthracite operations and reserves in tlie 
soutliern and middle anthracite fields. Tliese intei'changes were aban- 
doned while tlie anthracite industry declined, hut presently demand 
has exceeded supply and can be expected to triple in the next 10 years. 
That is according to a survey completed for the Bureau of Mines that 
was released during May. 

Recently, activity in these fields Jias been increased by the North- 
east Land Companies, Seabord Industries, Mai-sden Coal Co.. and Man- 
bock Dredcing Co. The Greenwood Coal Co. recently was purchased" 
by tlie Bethlehem Steel Co. wliich is expecting to increase production 
at Greenwood in tlio near future to at least their previous steady rate 
of SOn.OOO tons annually. 

The cost of reinstating the switch to reconnect the Xesquehoning^ 
branch ^vith the Rending line is $14,200 based on recent private switch 
installation. The figure may be some 10 to 20 percent higher, given a 
more restrictiA-e selection of labor. 

Nevertheless, the cast nf the projoft shoidd not exr^od $20,000. Rail 
materials for the proiect are available from excess tiTck and switches 
in the Tiunaqtia yard located in the county. Tlie Ijchi^rh Vallev Co. 
has rail ties available, purchased fi-om the Southern Railway Co. Labor- 
costs would be defraj-ed by this legislation. 
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Project 5 is the general reliabilitation of the anthracite coal field 
roadbed. Labor crews might be dispatched to rehabilitjate selected jjor- 
tions of the entire rail system servicing the anthracite region, which 
•was built to service the processing plants that were located there dur- 
ing the time when anthracite was in greater demand than it is today 
prior to tlie influx of oil as a more practical and more economical 
supply of fossil fuel. Much of tliis track is not under study as poten- 
tially excess and much of what is under study cannot lose service 
under the final .system plan due to the legislative mandate of section 
20(;(a)(4). 

"What a review of tliese projects indicntes is the generally low level 
of investment necessary to achieve a high return in terms of bettering 
service on the niilroad system in one coal-ricli county. Ilowevei-, though 
the figures are not high, they are too high for investment by bank- 
rupt rail caiTiers. 

The benefits of tliese improvements will be experienced both by the 
region, due to rationalization of the rail network and traffic routing, 
and by the Nation, due to the facilitated access to anthracite res-erves 
these projects will provide. 

Thank you very much. Are there any questions? 
ilr. RooNEY. Thaidc you very much, ]\riss Adams. I appreciate very 

much your coming hero this afternoon. "Wliat is your background, by 
the way ? You seem to be an expei-t ? 

Ms. ADAMS. I was born in Kansas. 
Mr. KooxF.Y. I was about to comment on that. 
Ms. ADAMS. But I was brought up in Schuyikill Coimty. 
Mr. RooNEY. "What i'^ your background ? 
ifs. ADAMS. I am a railroad analyst for the Schuyikill County Office 

of Technical Assistance. I luive half a law degree. Prior to that I was 
graduated fi-om Smith College and attended the Graduate Institute 
for Tnternatiou Studies in Geneva, Switzerland. I don't ha\e a trans- 
portation backgroiuul. 

^fr. PooxF.Y. How long have you been involved ? 
Ms. ADAMS. Since last November. 
Mr. RooNEY. You certainly have come a long way in such a short 

time. You certainly gave an excellent presentation here today, espe- 
cially dealing with the abandoned lines. It hasn't had any kind of 
traffic due to Agnes, that one area that lias been washed out. It cer- 
taiidy deserves this committee's consideration, and T am talking about 
the mandate of section '206(a)(4). and I hope along with mj' col- 
leagues that Avo can work out some of these problems affecting small 
arens in the country such as this. 

Ms. ADAMS. Aside from these specific projects for Schuyikill County, 
in whicli of course I am primarily interested, this testimony is an 
indication of the kind of projects that can be considered for an ex- 
penditure of money using materials that are available for labor, which 
certainly is available. The rail system can benefit by this kind of inve.-t- 
ment in labor moneys. 

Mr. RoONKY. Wluit would the entire project cost ? 
JIs. ADAMS. The most expensive project would be the reconstruction 

of tracks between Pino Grove and Suedbui'g which is $1 million. The 

56-654—75 
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rest of them ranpre between $20,000 for the Frackville project, $20,000 
maximum to build the interconnect, $40,000 for tlie interchanffe be- 
tween Penn Central and Reading, and another $14,000 for the one in 
ITauto. 

Mr. EooxF.T. So you are talkinc; about $11,4 million. 
Ms. ADAMS. In one county. Obviously, there are other counties that 

have more projects. In fact, the railroad task force represents 22 
counties, and just in ternw of rationalizinir a system on a ro.erional 
level, it would be well for us to assess just what the costs for each of 
those counties is. 

Mr. KooxEi'. I will yield to tlie gentleman from Kansas. 
Mr. SKUBITZ. "Wliere are you from originally ? 
Ms. ADAT\ts. I was born in Hutchinson and I lived in Winfield the 

last time I was in Kansas. 
Mr. SKUISITZ. You come from my district. 
Mr. llooNEY. I think we can put $1V^ million in there, don't you 

til ink? 
Mr. SKUIUTZ. If we send a few more Kansans to the State of Penn- 

sylvania, we will <ret it straightened out. 
Seriously, I think that the DOT might do well by taking this young 

lady away from the county in Pennsylvania and jjutting her on their 
stati'. She has demonstrated quite a knowledge or this area here and 
I think with her Kansas background and )ier willingness to work, 
whicli also comes from Kansas, she will probably do a great job. 

You have done an excellent job here and brouglit to the committee's 
attention a number of things that bother Mr. Kooney with respect to 
these branch lines and what we should do witii tliem. 

The cost figures that you gave us of $10,000, $14,000, and $20,000, 
what are those based on ? 

31s. ^\i>A5is. The $14,200 figure is based on a recent construction of 
such a switch by Air Products & Co. Tliis was the cost to them, al- 
though I do not know what kind of labor was I>eing used. Listening to 
the discussion today, I considered this factor. I am imder the impres- 
sion tliat a certain percentage in cost would be added if a bill wei-e 
passed mandating the use of union labor. The cost of the project might 
then be lii- to 20-percent higher. 

The percentage additional cost may be higher, as you were indicat- 
ing, although in the case of this particular project there is the same 
labor-material ratio that was quoted by Mr. Ailes. Here, since the 
material certainly is available, 15 to 20 percent may be accurate in 
estimating the cost of the project at union wage. 

The million dollare is Penn DOT. The deputy secretary of Penn 
DOT has proposed that because in the era of highway building, rail 
was piilled up. Now we are considering rail value in rationalizing 
land use. The deputy secretary is the one who first approached me 
about this project, saying it would be possible to construct some part 
of the rail system under 1-81. 

Mr. SKUBITZ. Where does the secretary of Penn DOT come from? 
Ms. ADAMS. This particular secretary came from Philadelphia. 
3Ir. SKtTBiTz. Thank you a lot for api^earing before this committee. 

You liave done an excellent job. 
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Mr. RooxEY. Thank yon. You have been here -with all of the top 
brass today and you certainly have been a very fine climax to a great 
day as far as the committee is concerned. 

Ms. ADAMS. Thank you very inuch. 
Mr. RooxET. The record will remain open for a period of 5 legisla- 

tive days for any statements and letters that may be presented for the 
record along with any materials that have been re(iiiested of witnesses 
during the course of the hearings. 

TJiat will conclude our hearings for today. 
[The following statements and letter were received for the record:] 

STATEMEXT OF LT. GOV. THOMAS P. O'NEILL III, COMMONWEALTH OF 
MASSACHUSETTS 

Mr. Chairman, Jlenibpi-s of the Committee, my name is Thomas P. O'Neill. I am 
Lt. Governor of Jlassachusetts. I am testifying on belialf of the Commonwealth 
In support of Senate Kill 17.30, the Emergency Rail Transportation Improvement 
and Employment Act of 1075. 

We have examined several similar bills, each with merits of its own^—and 
here I refer specifically to H.R. 0808, introduced by Congressman Staffers, and 
to II.R. 4022, introduced by Congressman Heinz—however, by and large, we 
endorse the specific provisions of the Senate bill. We feel that it is a rca.sonable 
bill, carefully articulated, and in light of Senate passage, promises enactment with 
the due sense of urgency we feel is Imperative. 

In assessing the dual purposes of this bill, it is difficult for me to .say which 
addresses the graver emergency. 

We have, over the past several years, watched unemployment In Massachusetts 
climb above twelve jHjrcent of our work force. Our unemployment funds have 
been taxed to their limits. A largely sliilled pool of workers has been idled, 
causing incalculable loss both economically, and in terms of personal respect and 
.self-sufficiency. Particularly affected are the construction trades, where unem- 
ployment Is estimated to range from nineteen to twenty-six percent. 

Senate bill 1730 Is a back to work bill. It would allow us to put the unem- 
ployed to work, not shuffling pajiers or doing each other's wash, but in produc- 
tive jobs benetiting the entire Commonwealth and preserving the jobs of fellow 
employees. 

Section '> permits first the recall of furloughed railroad maintenance workers 
who have been victimized by the current recession. Thereafter we are allowed 
to employ additional workers eligible under the definitions of the Comprehensive 
Employment and Training Act of 197.3. Section 9 of the bill is careful to protect 
rights won under existing collective bargaining agreements. 

This bill in short provides for a massive public works project that will give 
Jobs to thousands of Massachusetts citizens who want to work. Mr. Chairman, 
I know that for many, perhaps for some even among your colleagues, public works 
elicit an image of .shovel-leaning malingerers and pencil-happy bureaucrats. But 
we have seen public works programs in Massachusetts and we know that they 
work. 

In the Great Depression the Federal Government spent some ten billion dollars 
to employ three million men and women. In our state alone the Works Projects 
Administration built a major part of our Boston subway system; it laid the sewer 
system for the city of Gloucester; it b\iilt the seawall at Qulncy, the airport at 
Beverly and the flood control system in Greenfield. 

W.P.A. bequeathed us 4,000 miles of roadways, 107 bridges, 429 public buildings, 
C". stadiums and grandstands. 564 acres of park, two outdoor theaters and, as my 
fa tiler appreciates, five public golf courses. 

This time the project in mind is a less massive one, but one as significant to the 
well-being of our stat<'—the rescue of our dying network of railways. 

Railroads may well have been an innovation too soon before their time. The 
ogres of nineteenth century capitalism are today the sick men of the transporta- 
tion industry. Massachusetts is .served principally by two endangpred systems— 
the bankrupt Penn Central and the financially imperiled Boston & Maine. Rail- 
road bankruptcy is the Asian flu of capitalism. While railroads infect one another 
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with tbe disease, prudent iuvestors flee, determined to isolate tlieir money from- 
oimtagioii. And the reluctance of private capital is understandabk'—the overall 
rate of return on investment in the U.S. rail sy.stem in 1973 was only three per- 
cent—too low a figure to attract even the healthiest speculator. 

Yet the country's rail system is still the largest single carrier of intercity 
freight, accounting for 37 percent of the goods moved in our nation's economy. 
And in an era of concern over energy and environmental cost, these figures are 
also worth pondering: railroads are four times more energy efllcient than are 
trucl».s and sixty times more efficient than aircraft. At the same time they con- 
tribute less pollution than does any other major form of transportation, and 
I suspect, use less land us well. 

Our studies .show that nearly half of the jobs in Massachusetts depend on rail 
In one way or ajiother. Of first concern, of course, are the nearly 10,000 people 
employed by firms served by marginally profitable branch lines. i$ut in addition 
to these 200 industries, another 2,000 comjwinies are served by more i>rofltable, 
but still bankrupt, main lines. 

Those of you who have had the pleasure of riding the rails from Washington to 
Boston know where much of the problem lies. Our typical roadbed isn't safe for 
l)a.ssage by foot, much less by train, and is growing less safe every day. 

While railroads and their customers risk passage on private rights-of-way, 
most of whicli are taxed with other railroad property, trucks roll on publicly 
built and maintained highways: barges float on public canals; and aircraft fly 
through putilic space to land at public torminaLs. 

The bill before yon today would assist in restoring some sense of balance to 
our nation's transportation system. It would help us repair and rehabilitate 
badly deteriorated roadbeds and tracks. Although seven hundred million dollars 
will not do the whole Job, it is a beginning, and more important, a chance for 
us to prove that it is a job that can be done. A recent study by the Xew England 
Uegional Commission indicated that liT5 million dollars will be required to 
complete restoration of the rail network in our six states. We believe that S. 17.3:) 
will allf)W us a significant start. We also appreciate the flexibility of the bill, 
spwiflcnlly insofar as it allows grants to regional and local entitles. 

It Is my hope that this (,'ommittee will give positive consideration to S. 1730- 
and that Congress, acting In the best interest of all those concerned, will act on 
it affirmatively and without delay. 

ST.\TEME>-T OF ALAN COMMISSIONER, DEPARTMENT OF TRANSPORTATIOX, STATE or 
NEW JERSEY 

Thank you for the opportunity to address this committee on HR-6062. a bill 
which could .substantially boost employment as it simultaneously increases the 
efficiency of our nation's railroad oiierations. We fully endorse such legislation 
which addresses Itself to two of the most critical problems facinff Xew Jersey 
today. Before elaborating on our specific reasons for supporting this bill, I would 
like to compliment Congressman James Florio's efforts in introducing such 
innovative legislation. 

As the Congressman Is acutely aware, the number of persons unemployed in 
New Jersey has ri.sen to outrageous levels in recent months. Concurrently, al- 
though not directly related, and over a longer time period, the efficiency of our 
State's niilroad .system has seriously declined. Such decline is attributable to the 
bankruptcy of all our carriers and the subsequent deiiilitatlng effects that de- 
ferred maintermnce has had on railroad fncilitie.s. In the past, when pn'sonfed 
with the option to fund either railroad maintenance or to invest in other vitally 
needed construction, the inevitable choice has been to defer nmintenance in order 
to procee<l with the more vLsible alternatives. 

Since coming to the -New Jersey Department of Tran.>!portation. I have urged a 
re-emphasis on maintenance and rehabilitation in ojiler to avoid exacerbating 
the already sevens maintenance problems that existed. In this effort, and in the 
absence of a federal commitment to railroad facilities maintenance, we have 
been forced to u.se the scarce State funds which have been available. 

Xew .Tersey has. nevertheless, taken several imiwrtant steps to improve the 
safety and efficiency of our rail systems. 
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First, we have been subsidizing the operating losses of our State's rail sys- 
tems at ever-lncreasitig levels since the inception of the subsidy program in 1!M>1. 
Unforttinately, however, we can estimate that only 20 percent of our annual $80 
million commitment is directed toward maintenance. Further, it seems we are 
waging a losing battle against inflation as maintenance costs continue to 
sk.vrocliet. 

Secoivd, we have moved to alleviate some maintenance problems by specific 
allocation of funds to improve badly deteriorated rail sections; however, since 
11)71, we have been able to invest only a scant $7 million for rail rehabilitation 
and signal work. That $7 million uji^raded a mere 110 miles of track. Funds for 
additional rehabilitation projects are sorely needed since our small investments 
to date have not yet made a significant dent in the total improvements needed on 
our li.SOO miles of track. 

Third, we have submitted applications to UMTA to improve major portions of 
two of our railways. We will receive )fl42 million to improve and electrify 178 
track miles of tlie Erie-Lackawanua Railway and are presently working on 
developing an application to improve the efficiency of our New York and Long 
Branch facilities. 

The potential involvement of the federal government in these problems, as 
-embodied in this legislation, represents a welcome ctiange in federal policy. As 
tlie federal role exiiands from its early commitment to capital improvements to 
a more realistic assumption of responsibilities for rail maintenance as well, we 
can finally begin to develoj) a truly '•total" approach to rail newls. 

The admittedly limited commitment New Jersey has made to rail improvement 
lias, nevertheless, resulted in noticeable benefits. Tlie Infusion of $600 million 
nationwide should certainly bolster the.se efforts. One recent improvement proj- 
ect in New Jersey increased the allowable speed limit on one track from a 
snail-like 15 MPH to 4.5 MPH—a 300 i)ereent increa.se. We were pleased with 
this progress but realize that a 45 MPH limit can hardly compete with the ef- 
ficiency of our highway network. The proposed legislation can help pick up 
wiiere those efforts leave off and help us move to create the balanced transpor- 
tation .system we have all espoused for .so long, in which both rail and highway 
systems provide efficient, safe and environmentally sound means of transporting 
goods and passengers. 

The second major benefit of this proposed legislation relates to the use of 
the unemployed to undertake these improvements. As I have stated earlier, 
the employment situation in New Jersey is critical. Given the number of jobs 
which this legislation can create, we could expect a degree of relief from the 
escalating level of unemployment. Our most recent statistics indicate the un- 
employment rate at 11.6 percent—placing us among the 5 hardest hit states in the 
nation In April. Nearly 390,000 out of 7.5 million residents could not find work! 
In order to perceive the true impact of this astounding statistic, it should be 
considered within the context of New Jersey's position as the most densely 
populated state in the nation. This gives you a sense of the situation we now face. 

The legislation thus presents the opportunity for productive employment at 
a time when such employment is direly needed. This is far from "make-work." 
We. therefore, welcome the relief it can bring and offer three suggestions which 
may improve its successful administration : 

1. We recommend that applications for assistance pass through state De- 
partments of Transportation before being transmitted to the federal agency 
for review. Section 7 of the Act states that the third goal of the legislation is 
coordination of repair and rehabilitation efforts. Such coordination would auto- 
matically result from state participation in the administration of funds. This 
could easily reduce duplication of efforts as it maximizes coordination and would 
result in a more unified and balanced network of improvements. 

2. We also recommend that any rehabilitation which Is undertaken be sub- 
ject to a firm .<!et of standards with regard to levels of service to be attained 
to avoid the pos.sibIe waste of funds. For example, the Federal Railway Asso- 
ciation has developed track specifications for passenger .service which can ac- 
commodate speeds In excess of 80 MPH. The achievement of such a standard 
would allow operators, such as AJITRAK and our commuter servlce.s. to take 
full advantage of Its equipment which, to date. Is unable to run at full speed 
due to slow orders on track which can not safely bear high speeds. Optimum 
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use of equipment would thus improre rail efficiency and services and would be- 
a strong step toward conserving energy. 

3. We recommend further that priority be given to tracks which support 
passenger services over f reiglit service. 

I strongly urge the members of this Committee to act alDrmatively on this 
legislation. Admittedly, it does not represent a panacea, but it does enable us 
to make a genuine effort to alleviate two serious problems now facing my State 
and the rest of the nation. 

STATEMENT OF RAY CHAMBERS, WASHINGTON REPBESENTATIVE, BAXGOB 
AND  ABOOSTOOK RAIUIOAD 

Mr. Chairman, I appreciate this opportunity to express the intere.st of the 
Bangor and Aroostock Railroad in the bills which your Subcommittee is pres- 
ently considering. The Bangor and Aroostook strongly supports the concept of 
public works jobs on the railroad rights-of-way. As your other witnesses have 
testified, deteriorating road bed is a major problem for all railroads. 

We agree with the testimony of the American Association of Railroads that 
this legislation be primarily designed as an employment generating program. 
In line with that, we ask that you keep the criteria for eligibility flexible so that 
smaller railroads, which are important to tlieir local oc^jnomies will be able to 
participate—especially in areas of high euiplo.vment. In terms of roadbed im- 
provement, in some instances, it may be more important to ui)grade a rural line 
designated by a State as es.sential than a more heavily travelled line that is 
eligible simply because it carried 5 million gross ton-miles per mile of road per 
year. 

The r>41 mile Bangor and Aroostook Railroad provides critical service con- 
necting the northern points of Maine with the Nation's rail network. In the 
last live years this small, but aggressive, carrier spent better than $12 million 
putting better track under its wheels and in acquiring new rolling stock. How- 
ever, the BAR. like all other railroads, is hard hit by the recession and has been 
forced to furlough rights-of-way employees as well as nlhers. 

If this legislation is approved, the Bangor and Aroostook could employ 13.> 
men on an immediate basis. They could be employed from now until the end 
of the season, at least 10 weeks, at a labor cost of $.>i2.000. Total jiroject costs 
for the Bangor and Aroostook would be $1.6 million for the ballast, ties, rail, 
etc., and the lalwr. 

Specififally. we endorse the language In the Senate bill, S. 1730, and related 
House bills, which spells out eligibility of lines such as ours: 

". . . Are identified by State, regional, or local authority as essential to State 
or regional transportation needs, so long as the Secretary of Transportation 
concurs in this assessment." 

Senator Hathaway and Senator Hartke In Floor debate on the anthorizin? 
bill on Ma.v 16 emphasized the necessity for including lines which are of great 
importance in a particular state, even though those lines may not be a major 
factor in the national system. We are hopeful that the House, too, will recognize 
the importance of such railroads and will include the "state or regional desig- 
nation' provisions in its eligibility categores. 

STATEMENT OF WH-LIAM C. WIETEBS, SENIOB VICE PRESIDENT AND CHIEP 
OPEB-VTING OrncER OF LEHIQH VAIXEY RATLBOAD Co. 

The Lehigh Valley Railroad reaches from Jersey City, New Jersey at its east- 
erl.v terminus to Buffalo. New York. From Jersey City the railroad passes 
through Xewark and South Plainfiold, New .Tersey; a branch line extends South- 
east to Perth Amboy. The main line continues westerly from South Plainfield to 
Phillipsburg, New Jersey where it crosses the Delaware River and enters 
Pennsylvania at Easton. It then continues westerly for approximately lo !riile.<^ 
to Allentown and Bethlehem, then turns northward paralleling the I^ehigh River 
through the Pocono Mountains to Wilkes-Barre, Pa. About half way to Wilkes 
Barre. at Penn Haven .let. the line branches to a series of lines .«er\'ing the 
communities of Hazleton and Shenandoah and the principal anthracite producing 
areas of PennsyU'ania. From Wilkrs Barre the main line follows the Susque- 
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hanna to Sayre, Pa. where the company's principal locomotive and car and 
equipment repair shops are located. At Sayre, the line splits in three directions. 
Westerly, the Ix>high Valley operates over tlie Erie Lacliawanna traclvs to El- 
mira. New York and then on a short branch owned by the Lehigh between Elmira 
and Horseheads, New Yorli. An easterly branch turns northward from Sayre 
through Owego and Freeville, New York and on to the end of tlie branch at 
Moravia with branches extending westerly from Freeville to East Itliaca and 
easterly to Cortland, New York. The niaiu line continues iiortlnvard from 
Sayre, splits at Van Etten Junction into two sections, one branch going north- 
erly through Ithaca and on to Ludlowville, New York. The main line takes a 
more northwesterly direction and follows the easterly shore of Seneca Lake to 
Geneva, New York. At Geneva, a branch lino extends southwesterly to Ilush- 
ville but the main line continues westerly through Manchester and Victor to 
Itochester Junction, where the Rochester Branch extends iiortlierly into Ro- 
chester and southerly to Lima, New York. Froni Rochester Junction the main 
line continues westerly through Batavia and Depew to Niagara Junction, where 
the Niagara Branch extends northwesterly to Tonawanda Junction where it 
connects with the Penn Central. The main line continues on into East Bufi'alo. 
The Lehigh & Lake Erie Branch comes off the main line east of Buffalo and 
follows a loop south of Buffalo to reacli the Lehigli Yards known as Tilft 
Terminal. 

A study has recently been made of the effect of deferred maintenance on the 
operating capability and profltabillty of the Lehigli Valley Railroad. It was 
found that, while the elimination of deferred maintenance and the imple- 
mentation of selective capital improvements would not, of themselves, restore 
the Lehigh Valley to profitability, it would enal)le the company to provide greatly 
improved service and competition. With a modernized plant and tlien current 
freight rate level, an increase of 17 percent in freiglit revenues would have 
allowed a break even operation after fixed charges in 1974. Alternatively, a 
7 percent increase in basic freight rates, coni)led with elimination of deferred 
maintenance, would have provided a profitable operation in 1974 after fixed 
Charges. 

In 1074, there were 2S reportable derailments (tJiose in which damage 
amounted to S750 or more) whicli were caused by traclv conditions. Tliose derail- 
ments resulted in $057,788 in track, signal, equipment, and lading damage. Such 
derailments are an ever-present source of hazard to life and proi>erty, not only 
to the railroad aiid railroad employees, but also to the conuuunities through 
which the railroad ojxjrates. There have been several derailments of freight 
cars carrying hazardoiLs substances that have resulted in air and water con- 
tamination. Unfortunately, financial stringency has led to deferred maintenance 
of way and equipment on the Lehigh Valley as on other railroads in the North- 
east and Midwest. 

The declining economy with its consequent decrease in railroad traffic and 
revenues has accentuated the problem for the Lehigh Valley, as for tlie other 
railroads in reorganization, of imdertaking needed programs of track main- 
tenance. The same situation has made it necessary for tlie Lehigh Valley to 
furlough a substantial number of employees who would, nornuiUy, be at work 
on maintenance projects, particularly track upgrading, during the summer 
months. 

The Lehigh, at present, has a total of 94 maintenance of way employees on 
furlough, all of whom are liead(iuartered in Pennsylvania, principally in Allen- 
town and Coxton. Additionally, we have 7f! maintenance of equipment employees 
on furlough throughout the system. The areas served by the Lehigh Valley Rail- 
road have been extremely hard hit liy the current recession. Both the northern 
Kew Jersey metropolitan area and the Niagara Frontier area have unemploy- 
ment rates of over 10 percent. Deferred maintenance on the Leliigh Valley has 
reached a total of $28 million as of June 30, 1974. At least 300 miUvs of tlie 442 
mile main line will be used for major through freight routes in whatever final 
system plan is devolped. In addition to recalling our furloughed emjiloyees. tlie 
Lehigh Valley could offer employment to at least 350 more people if funds 
were available. During past summer seasons we have hired a number of tempo- 
rary employees on maintenance of way projects with very satisfactory results. 
However, since financial stringency has made it ncces.sary for us to furlough our 
own people, we are unable to employ any temporary summer help this year. 
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The L«bigta Valley Railroad is one of tlie bankrupts in Oie Northeast and is 
under constant pressure of critical cash shortages. Any rehabilitation legisla- 
tion, therefore, whicli conditions availability of monies upon ability to repay 
loans lould not be particijtated in by the Lehigh Valley. Howerer, since we have 
no furloughed employees in the State of New York, we «ouId be able to provide 
jobs in that area without detriment to the positionw of furloughed employees 
in other seniority districts. We would, thei^tore. be alile to provide immediate 
employment In that area under legislation which would retjulre the recall of 
furloughed employees prior to offering jobs to other employed pei-sous. It should 
be noted, however, that legislation which provides funding tor wages and bene- 
fits only, would not enable us to employ as many people as legislation which 
would also provide funding for the purchase of materials and equipment. 

Wa have trackage included in tJie Preliminary System Plan that is located in 
areas where employees are furloughed. Additionally, i)art of our trackage in 
Xew Jersey is used for commuter operations. The major part of our trackage 
exceeds live million gross ton miles y>er mile in usage since January 1, 1970. 

We urge the passage of legislation that w-ould make funds available for labor, 
materials, and equipment in the form of grants cojiditioued only upon the 
e.\peuditure of the monies for the intended purpose. 

STATEMENT OF PHIUP F. BRADY, LABOR LIAISON REPRESENTATIVE, RAILROAD TASK 
FORCE FOB NORTHEAST REGION 

For the record, my name is Philip F. Brady of Scranton, Pennsylvania. My 
statement is filed with your sub-committee as a Labor Liaison Representative of 
the Railroad Task Force for Northeast Region. Also, I am President of the 
Scranton Central Laltor Union and active in the Northeastern Pennsylvania 
Industrial Development Commission, the Economic Development Council—organi- 
zations vitally interested in the economic mobility of our area through good 
employment. 

Coming from northeastern Pennsylvania where ofBcially we have reached more 
than 12 [tercent unemployment—and a more accurate figure would be beyond 15 
IHTcent—X feel that our message here today should carry some impact. 

So, it is amid these dismal statistics that I ask your sub-committee to mark up 
and ai>prove House Bill 4622 to be known as the '•Railroad Right-of-Way Improve- 
ment Act of 197.5." 

This measure is sponsored, as yon are aware, b.v yonr full Committee member, 
the Honorable H. John Heinz, all of our regional House memliers, and some forty 
other members. It carries the support of our AFLr-CIO both .state and national. 
The United Transportation Union, other railroad brotherhoods, and many other 
distinguislied unions, likewise, provide positive support for this simple but vital 
economic tran.sportation bill. 

I sat down on two occasions with Congressman Heinz and his able legislative 
assistant, Tim Gillespie, for a total review of all provisions of H.R. 4C22. I was 
nmazed at the clarity of this legislation and the simplicity of its organization. 

As the sub-committee knows there are only seven pages to H.R. 4622. In most 
concise language, it recognized that our roll rights-of-way are in horrible—often 
in inoperative—-shape. And. co-extensively, it recognizes the public interest In 
putting willing workers back in good employment. 

The focus is on upgrading our eroding rail trackage and other facilities while 
providing gainful employment during the continuing recession. And despite 
optimistic statements coming out of the White House, the recession is real and 
It will be with us for a long time. 

Let us sincerely review some of the more important provisions or sections of 
the propo.sed Heinz legislation. 

John Heinz and our regional Congressmen suggest a .$2..' billion authorization 
over a three-year period. Simply stated, the amount of appropriated money to be 
dislmr.sed will relate directly to the number of miles and jobs to be aided under 
the act. If funds are low, we can exi)ect only a small i)erfonnance. If we have the 
present and future of our railroads in proper and affirmative perspective, we will 
think big, appropriate big, and accomplish a big service for our rail transporta- 
tion .system and assure food on the tables of tens of thousands of our fellow citi- 
zens liow on unemployment compensation or welfare. Make no mistake about it, 
this bill offers vital public service by up-grading rights-of-way and jobs at a most 
difficult time. 
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I kiiow that the sub-committee will be loaded down with a tremendous amount 
of statistics and otlier sound arguments in support of the Heinz bill. Xliey will 
l>e persuasive. All organized labor shares in the thrust of these ijositions as they 
are reviewed b.v your body. 

But, I feel we in northeastern Pennsylvania and in coal fields in every state 
where we depend on rail transportation to carry important fossil fuels tijday, 
we have a very special argument in favor of legislation of tliis character. Only 
through enactment of this IJeiuz bill, and Fred Roouey knows this well, can 
our coal producers guarantee accessibility to our coal measures, and provide 
markets with fuel at a reasonable cost. 

Abandoned track, slow-order tracks, accident-prone tracks in such condition 
that one wonders whatevej happened to America's great technology and Us ap- 
plication to a broken rail, must be rehabilitated. 

Tlie Congress must recognize that we left our rails go down hill at such a 
rate that only through the passage of the Heinz bill and a subsequent adequate 
appropriation can this nation make a substantial start to just keep our rail ship- 
ments in progress. ()nce these shi{)nients stop, our national economy will sutler 
unbelievable stagnation. 

Another iniport.-int point I would like to make before your sub-committee. 
Our Task Force is so impressed with the merits of the Heinz bill, and so sure 

the Congress and the President will cause its enactment that we have taken 
po.sitive local action. 

We have alerted Paul .T. Smith. Pennsylvania Seeret.iry of Labor and Industry 
that Pennsylvania should be ready to provide former rail workers and competent 
new recruits to fill the manpower requirements of the act. A supporter of lliis 
type of job/right-of-way legislation, Secretary Smith not only has iissnred our 
Pennsylvania AFL-CIO and myself of his readiness to till .iob orders but he lias 
alerted his departmental re.search and progranuniug capability to work with 
our railroads and area employment security offices so that not one day is lost 
in implementing this dynamic act. 

We appeal to the Congress to be affirmative. Your sub-committee must act. 
Our guys—Dan Flood, Joe McUade. Gus Tatron, and Herm Sclinaeebeli. thev 
are all behind this k»gislation. And. my dear friend of the Penn.sylvania General 
Assembly days—your great Fred Rooney—he is for helping our railroads and 
creating new and necessary jobs for our idle workers. 

So, I hoi>e you get our sincere message. Work hard to pass H.R. 4G22 in the 
critical weeks ahead. Provide the Secretary of Transportation with snfliiient 
money. And. .vou will be proud of the jierformance contemplated in this ai t. 

I compliment the sub-committee and the staff for their erudition in cheduling 
and reviewing the great volume of supportive material backing the Heinz bill. 

STATEMENT OF ROBERT O. LEHRMAN, VICE PRESIDENT, CONSOLIDATED EDISON CO. 
OF NEW YOBK, INC. 

Con-solidated Edison Company of New York. Inc. ("Con Kdlson") supports 
S. IT-'JO and urges n further category Ije added to the list of eligible roadbeds 
and facilities in Section 6 of the bill. Language along the following lines is 
suirirested: 

"(7) are needed to tran.sport electrical equipment essential to the provision of 
electrical service to any metropolitan area." 

This bill, as amended, will help ensure transportation for extremely large 
equipment vitally needed for reliable electric supply to Con Edison's three million 
custimers. 

Cfln Edison provides electricity to virtually all of New York City and to most 
of Westcliester Oitmfy. New York. Althoush there are generating stations in the 
cit.v, nn increa.sing portion of the electricity used by Con Edisou's customers i?! 
brought in from the north, either from Con Edison-owned generating stntions 
at Indian Point and jointly owned generating stations across the Huoson River, 
or as purchased power from New England, upstate New York, Canada and the 
Midwest. 

The power thTis purchased or generated by Con Edison is brought south through 
central Westche.ster alone a series of transmission lines. Because of extensive 
land development in Westchester. the chances of ever relocating these trans- 
mission lines are very remote and Con Edison must be content with using the 
existing rights of way for most of its future needs. 
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The locations of Its customers and of the transmission rights of way dictate 
the location of its transmission substations. A large number of these substations 
are located in central and eastern Westchester. These Inland sites are accessible 
only by road or rail. 

The key pieces of electrical equipment at each substation are the transformers. 
BecJiuse their manufacture and major maintenance require factory-clean condi- 
tions, the transformers cannot be built on site. Similarly, they cannot be given 
ma.ior maintenance on site but must be returned to the factory. 

To meet these requirements, continuous suitable rail transportation is vital. 
Sub.station transformers are very large. They are box-like in shape. Even when 

this box is stripped of all external parts, it still typically measures 15' in height. 
11' in width, and 40' In length. These dimensions are dictated by the extremely 
high voltages employed for the transmission of electricity. Lower voltages are 
no longer practical due to cost and volume requirements. Efforts are continually 
being made by manufacturers to reduce the size of transformers. The effect has 
been that over the past ten years the size has stabilized even though the voltages 
have increased considerably. 

Their net shipping weights, also determined by each transformer's designed 
voltage capaclt.v. vary between 200.000 and 400,000 pounds. 

Con Edison thus receives, and occasionally ship.s, very large pieces of equip- 
ment the dimensions of which are, practically speaking. Irreducible. These weights 
and dimensions are such that they cannot travel over any portion of the rail- 
road that has a third rail, elevated passenger platforms, a low overhead bridge 
obstruction, a close wall along either side, or any of the other dimensional re- 
strictions encountered along most railroad lines. No matter where a Inrge trans- 
former is manufactured, the only route over which it can bo brought to central 
and eastern AVe.stchester is over the Harlem Division of the Penn Central Rail- 
road. Even if a transformer comes from Eurojie, for example, the vessel must be 
imloaded on the New Jersey side of the harbor, then the equipment mu.st be 
shipped north via railroad to the Albany area, thence across the Hudson River 
and down the Harlem Pivlslon into Westchester. 

Fifteen years ago, during early construction planning for these substations, 
numerous sites on all three rail divisions serving Westchester were evaluated 
for equipment delivery. At that time the Harlem Division provided the best fea- 
tures. Con Edison purchased and still maintains rail sidings for the.se deliveries. 
However, the upper reaches of the Harlem Division are at the moment deteri- 
or.Tfed and closed to all heavy equipment shipments of Con Edison. 

If this situation continues Con Edison's alternatives are extremely limited. Tt 
ran unload the next huge transformer in the Bronx and .strike off across the 
streets and highways, bridges and culverts. Or it can spend months in route nego- 
tiati.ins with the village officials of 'Westchester. No further options appear likely. 

Con EdLson has urged, before the ICC and the New York State Department 
of Transportation, and it continues to urge that the Harlem Division be kept 
open. This can be done by keeping the line open north of Millerton and by up- 
srrnding the tracks on the line's northerly reaches, between Dover Plains and 
Chatham. Alternatively, and less desirably, it can be done by building a connec- 
tion with the east-west Maybrook Division at a place called Dykenians, just 
north of Brewster, New York. 

The latter course has been urged on the United States Railway As.soeiation 
<"TJSRA"1 by the Public Service Commission of New York and by the state's 
Department of Transportation. It is as yet unclear whether the USRA will. In 
its Final System Plan, endorse the construction of the Dylvemans connection. In 
the meantime, no such recommendation has been made by an.v state or fe<leral 
governmental agency for the retention of the Harlem Division north of Millerton. 

It is arguable that the language of the bill in Its present form may be adequate 
to authorize a grant for the construction of the Dykemans connection pursuant 
to Section 6(1). if Ihe connection should be inrluded in the USRA's Final System 
Plan, or under Section 6(5) if the New York state authorities continue to endorse 
It. But, since the northern portion of the Harlem Division was omitted from the 
rSR.\'s Preliminary .System Plan and sin<H> the New York agencies have not 
urged its retention, it is possible that the bill is not now sufficient to authorize 
the upgrading of the northern portion of the Harlem Division. 
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We believe this bill Is necessary and useful to preserve vitally-needed railroad 
service on the Harlem Division and elsewhere in the nation. This bill, witli its 
effect of upgrailing railroad freight service, would have the further effect of 
demonstrating our nation's commitment to Project Indei)endence and domestic 
/energy self sufficiency. 

STATEMENT OF CHKISTOPHEB WASITJTYNSKI ON BEHALF OF THE SIEBBA CLUB 

I am Christopher Wasiutynski, representing the oldest conservation organiza- 
tion ill North America, the Sierra Club, with 150,000 members in 45 chapters and 

•.200 regional groups. The goals of the Sierra Club are to protect and conserve the 
earth's natural resources and to educate its people in the need to preserve and 
re.>:tore the quality of our environment. 

As environmentalists, we have tended to focus our concern on the protection of 
natural resources ; but our concern for the natural environment does not make us 
blind to social issues. On the contrary, not only do social issues affect each of us 

-dii'ectly, but au increasing weight of evidence from around the world Indicates 
that a society which fails to achieve certain basic social goals such as providing 
economic security and employment for its members—is unlikely to devote sub- 
stantial attention to harmonizing human activities with the natural environment. 

AVe strongly believe that there is no conflict between the goals of providing 
jobs find protecting the environment. Not only can jobs be provided in very 
necessary activities which create no adverse environmental Impact, but jobs can 
be provided to do work wiiich is environmentally highly desirable. 

It would be hard to find many programs whose results would be more desirable 
at tills time from the environmental viewpoint than rehabilitation of our railroad 
network. 

The Sierra Club has followed with deep concern the continuing crisis in the 
nation's rail system, whose most conspicuous elements have been widespread 
bankruptcies, near-disintegration of the passenger rail network, and a nationwide 
Iiattern of roadbed deterioration. Several of our Chapters have participated ac- 
tively in the public hearings on the Northeastern rail restructuring. Although It 
is our view that rail roadbed deterioration is a symptom of defective national 
transportation policies, and rehabilitation of physical plant can only buy time 

•during which reforms in these policies should be adopted, a detailed discussion of 
these issues is out of i)lace here. We believe that the rail network badly needs 
rehabilitation, and in several re.spects it even needs significant upgrading. 

Therefore, legislation to provide jobs and simultaneously lessen unemployment 
by means of a program to rehabilitate and improve our nation's rail facilities has 
our strong, and In fact enthusiastic, support 

Since intercity rail passenger service provides a far more energy-efficient alter- 
native to automobiles and aircraft, and since requirements of energy conservation 
together with rapidly escalating energy costs are likely to create a sharply in- 
creased demand for rail passenger service in the future, it would be especially 
•appropriate for Congress to mandate that passenger-service facilities should re- 
ceive special attention in taxpayer-assLsted rail rehabilitation programs. Track 
upgrading is desperately needed on passenger routes (and would also assist 
freight operations) : deplorable track conditions are Amtrak's greatest problem. 
Stations and shops need rehabilitation and Improvement. Doing such work In a 
period of high unemployment will not only make use of human resources which 
would otherwise be wasted: It will also accomplish a task which would otherwise 
require public expenditures later, and by improving the quality of passenger 
service It should both help Amtrak's revenues and encourage energy conservation. 

Going beyond the purposes of the present legislation, we would also like to 
point out that further Improvements wait to be made in the nation's rail system 
which, however they might be funded, would both create employment and would 
he environmentally desirable. The present legislation concentrates, understand- 
ably, on trunk-line rehabilitation; yet many branch lines, which are vital to the 
economies of the outlying regions which they serve, also require rehabilitation 
which could provide employment In those regions. 

'-• «>.] 
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Fwrthermore, a number of significant improvements in the rail system could 
botli provide major environmental benefits, and create major sources of 
employment: 

(1) The Xortkeoit Corridor Project. Implementation of the 'Recommendations 
for Northeast Corridor Transportation' (US DOT, September 1971) for provid- 
ing high-speed rail pas-'seiiger service is mandated by the Regional Rail Reorgani- 
zation Act. Significantly, much of the needed work would not create competition 
for scarce supplies (such as new rail) needed for freight facilities: for example, 
the subsequent report ("Improved High-Speed Rail for the Northeast Corridor,' 
US DOT, January 1973) mentions such needs as (Page II-3(>) : Electrification— 
new, 536 milliou ; revision, $96 million. 

Station and Shi>p Improvements $71 million. If such improvements could be 
started in the near future—for example, stations and shops could be improved 
without waiting for new rolUng-stocli to be ready—then sigaiiicaut employment 
would be created. 

(2) Amtrak Corridor Routes. Amtrak already runs high-speed turbo-trains on 
the Chicago-St. I,ouis and Chicago-Detroit routes, and their use is planned on the 
New York—BuiTalo corridor; Imt with present poor track conditions, these trains 
average around 50 mph, no faster than automobiles (whereas in Krance identical 
trains ojierate at 80 mph averages, over superior tracks). Uugrading tracks on 
these corridors would allow such passenger service to attain its real potential. As 
concerns jobs, Buffalo and Detroit are cities suffering from acute unemployment. 

(3) Xorthciist Corridor frrif/lit. To increase track capacit.v in tlie heavily con- 
gested Northeast Corridor, US Railway Association has recommended restora- 
tion of double track on the Baltimore & Ohio Railroad between Philadelphia and 
Baltimore, togetlier with other improvements (IJSRA Preliminary System Plan, 
pages 187-188). Estimated cost of this project is $300 million. 

(4) TranH-UiidHQn Rail Freight Crossing in Xew York City. An ab.surd gap 
presently exists in the national rail system, by Avhich no freight train can cross 
the 130 miles of the Hudson river between its estuary in New York City, and the- 
Albany region, except by means of an obsolete ferry service in New York harbor. 
(USRA does plan to restore an old bridge at Poughkeepsie, which makes New 
York City accessible by rail, at the cost of 200 miles of wasted motion). The 
absurd result is that the Northeast Corridor, the most densely-travelled ro\ite 
in the nation, cannot be negotiated by a freight train, but only by passenger serv- 
ices. Closing this gap, by n long-proposed tunnel under New York Harbor, should 
bring major environmental, economic and energy-conservation benefits to the 
New York metropoiitnn region. Long I.«land. Connecticut and New England. 

The above rail imi)roveuieuts will almost certainly re<iuire public funding; 
they will eventually have to be carried out: they would be environmentally bene- 
ficial ; and they would create significant employment. 

COPPEBWBXD CORPOSATrOX. 
Pittgburgh, Pa., June 19, IBto. 

Hon. FREn B. ROOXEY. 
Chairman, Suhoommittee on Tra'Mportation and Commerce, 
JInuse of RepresentaliveK, Washington, B.C. 

DEAR CHAIRMAN ROOI^ET; Thank yon very much for your invitation to .submit 
a written statement on the following Bills pending before your Committee: H.R. 
6902: H.R. 6808: S-1730; H.R. 4622. 

We view the deteriorating situation of the nation's railroads in the northeast 
quadrant of the United States with considerable concern. We operate manufactur- 
ing plants in Oswego. New York; Glas.sport, Pennsylvania: Fayetteville, Tennes- 
see: Warren. Ohio; Shelby. Ohio: and Bedford Park. Illinois. In the very near 
ftiture we will be locating a further plant in the middle west, probably in the 
Kansas or Iowa area. Railroad transportation of the tonnage products we con- 
sume is vital. While we use a certain amount of truck transportation between 
plants, to our customer.s, and for the receipt of materials, the bulk of our tonnage 
movetnents are by rail. 

BD 1.0.9 



281 

Since the collapse of the Pena Central Railroad, roadlied conditions have de- 
teriorated considerably on that system. The quality of the rolling stock has also 
deteriorated. We lose shipments through cars going "bad order," yet the railroad 
system serving our plants in Oswego, Glassport, Warren, and Shelby is either the 
Penn Central system or the Erie Lackawanna, both of which are in dire financial 
straits. Repair of the roadbed to get prompt and expeditious movements of freight 
trains throughout the system is the neces.sary step to restoring confidence in 
railroad tran.>;portation. For us to continue to place over increasing independence 
on truck shipments is clearly wrong from the national energy policy point of view. 
One ton of die.sel fuel will move much more freight via rail than it will on an 
over-the-higliwuy rubber tired truck. 

The railroads over the years have had the short end of the stick on their rights 
of way. I'erhaps history would show they got a considerable break when they 
started operations In the favorable terms on which they could buy land. However, 
in recent years we have seen that air freight operates out of terminals subsidized 
by tax revenues, barge traffic operates on a river maintained by the U.S. Army 
Corps of Engineers, and inter-state/lntrn-state truck movements operates on 
roads built and maintained by tax monies. When one considers that the railroads 
maintain their own right of way, and at the same time are taxed by local govern- 
ment tiixing authorities on those rights of way, it is little wonder that the right 
of way sy.steni has continued to deteriorate. 

In summary, recognizing the linancial condition of the railroads, the need to 
have better utilization of fuel oil by our railroad usage over truck usage, the 
potential to put out-of-work people to work on track repair teams, and further 
the need to have a vital railroad system for the effective economy of this country. 
It just .seems to us imperative that these present Bills before the House received 
favorable passage. 

We will be glad to add to this statement if your staff deems appropriate. 
Sincerely, 

PHIIXIP H. SMITH. 

["\^'he^cupon, at 4:40 p.m., the subcommittee adjourned.] 
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