
 
MAINE STATE LEGISLATURE 

 
 
 

The following document is provided by the 

LAW AND LEGISLATIVE DIGITAL LIBRARY 

at the Maine State Law and Legislative Reference Library 
http://legislature.maine.gov/lawlib 

 

 

 

 
 
 
 
 
 
 

Reproduced from scanned originals with text recognition applied 
(searchable text may contain some errors and/or omissions) 

 
 



HE 
2771 
1M2 
M34 
1985A 



 



DANA F. CONNORS 

Commissioner 

Josoph E; . Brennan, Governor 
l;:xecu. ti ve Pepa~tnten t 
State Hopse ~ sta. #~ 
AU94S~, M9ine 0433~ 

STATE OF MAINE 

DEPARTMENT OF TRANSPORTATION 
TP.ANSPOfl.TATION [3UILDING 

STATE HOUSE STATION 16 AUGUSTA , MAINE 04JJJ 

February 28, 1985 

il Jd 
U( U' ! A, MA"~E 

Supje~t: ReG0.mmenOations. of the Rail Policy Committee 

Dear Govemor B'I;'ennqn: 

l am ple~sed to at~ch ne~eto the recornnendation$ of the Comm~ttee whiqh 
you a,ppo;inteo. of} Jun~ 1st, ~984 to revieYJ the status of raH transportation j,n 
Matne and to make recommendationp for action by the State to insure, to the 
extent possib~e, an adeqqa~e leVel ot rail transportation se~ice to meet the 
presept and future needs of Maine 's industry and ~ts general economy. 

Since J~e, the Committee has met ten tbnes. Three meetings were devoted 
to the reoeipt of comments and l;'ecomrnendation$ from the ra;il. ,industry, rail 
se~,ice USerS, and var:i,ous .:i,.nterest grQUP8 whioh incluo.ed rail ,laJx:>r, and 1;h.ose 
intere$ted tn railroad ~assen~er $ervioe among others. 

It is the unan,imous opinion of; your Conmi t.tee that rail ~ransport;p.tion is 
an integral part ot the State's totfl,l trqnSp:I.rt;:tt.i,on network and is 8$sential 
to tpe future well ~beinq of our. State. 

It is q,lea,r; that a p;r-oqram. should be ini tiateo. in oroer to J;;'espond to 
the developing prob,lems in the :rail industry at the state level. 'rhe :).ni tia." 
tion of a state progr<?Tf\ becomes even mOre ne<;::essary as it i$ anti<;ipated that 
the proall f ederal prOgram will probclbl¥ b€'· tominated within the year. 

M10ng the tr.;msport;;J,tion modes that serve our fitate, the rail industry 
i$ somewh<;lt uniqu~ in that it continues tD operate essential,ly a~ a p1;'ivately 
own~d syst8!11 utilizinq facilities that it OI.,?ns qno. mainta,in~. Other modes of 
tran,sportation gener<;llly util.~ze fayilities that are prov~ded witn p~liQ fund~, 
such as airports, ma~ine termin~ls, and th~ public highw<;ly system. Accordingly, 
the issue of ~~ity in tile treatment of Vari9U$ transportation mqdes has been an 
important part of the Cqmmi ttee' s deliberat;Lolls ~ 

Our recommendations pre also ~ade wi~ the object that "\;:pe rail system remain 
in the priVate ~eGtor. , 

The Committee has identified ar eas of particular ooncern in formulating its 
r~(;OITQl1~ndations far aqtion. ThOSt~ oonq;ms can be groupeq 01,lt in.t9 seven basic;­
,::l,1;:eas: 

The Maine Department of Transportation is an Affirmative Action - Equal Opportunity Employer. 



Joseph E. Brennan, C.,overnor 
Page 2 

(a) Planning - The Committee recommends that a continuing rail planning 
process be initiated by MOOT. 

(b) Equity in Treatment of the Railroads vis-a-vis Other Modes -
In this area, the Committee recommends: 

1. That the Department of Transportation assume 50% of the cost of the 
maintenance of railroad highway grade crossing and highway bridges 
over railroads for which the railroads have a maintenance responsi­
bility. 

2. That the railroads be exempted from paying sales tax on materials 
they use to improve their roadways, i.e., rail ties, etc. 

3. The enactment of legislation to make permanent the inclusion of 
long-term freight car leases in the definition of operating invest­
ments in the calculation of railroad excise tax. 

(c) Branchline Abandonment Procedures and Assistance Program -
As you are aware, the immediate concern is the future of the branchlines 
of the Maine Central Railroad between Brewer and Calais, between Bruns­
wick and Rockland, and that portion of the Mountain Division in the State 
of Maine between Portland and Fryeburg. 

The Committee recommends that MOOT be charged with the study of these 
lines to determine whether they are essential to the State Rail System, 
the effect of the loss of rail service upon present users and the communi­
ties involved, together with recommendations as to what, if any, action 
the State should take to preserve service. 

These studies are expected to be completed by mid-rvlarch with recanmenda­
tions submitted to you and the Legislature for action before the end 
of the session. 

If the State Rail Program is going to have any hope of success, it is 
important that the long-term stability of our railroads be considered 
and the use of rail transportation be encouraged. 

The Committee recommends that the State Development Office, in conjunction 
with the railroads, develop a program to encourage industries to locate 
along the right of way wi thin the State. 

(d) Railroad Passenger Service -
As might be expected, there was considerable interest shown by several 
individuals and groups in the reinstitution of railroad passenger service 
in Maine. To respond to this interest; 

It is recommended that MDOT, acting on behalf of the State, initiate a 
request to the National Railroad Passenger Corporation known as Amtrak 
to conduct a feasibility study on restoring railroad passenger service 
in Maine. 



Joseph E. Brennan, Governor 
Page 3 

(e) Experimental Rail Service -
The Committee recommends that the Department of Transportation be given 
the responsibility to coordinate with the State Development Office and 
other state agencies, such as Agriculture and Conservation, the develop­
ment of experimental rail service that will lead to greater use of rail 
transporta tion. 

(f) Revise and Clarify State Statutes Relating to Railroads -
It is recommended that the Department of Transportation undertake the responsi­
bility of drafting an act to modernize and clarify statutes as they relate 
to railroad corporations with an advisory committee consisting of railroads, 
labor, Maine Municipal, and other appropriate organizations. 

~1any of the statutes governing rail transportation were enacted as early as 
1858. The language is antiquated and the purpose of many of these laws has 
long since disappeared. 

(g) Funding Requirements and Mechanisms -
The Committee suggests that the cost of maintaining grade crossing and high­
way over bridges be assigned to the highway program. 

Other costs which the Department will incur in conducting studies and 
administering the recommendations previously discussed can be funded from 
excise and sales taxes paid by the railroads to the State of Maine. Such 
funds could be dedicated for use to assist the rail system or may be appropri­
ated from the General Fund. 

Whatever course is adopted, funding would be made available in accordance 
with an approved annual program and budget submitted by the Department of 
Transportation. 

Funds necessary to support approved assistance projects that are not available 
from the sales taxes and excise taxes will have to be made available by a 
General Fund appropriation or a Capital Improvement Bond Issue,as appropriate. 

It is estimated that the basic program will reqLlire $3.3 million for the 
next biennium. $2.8 million will be assigned to the highway program and 
$ . 5 million would be assigned to the General Fund or dedicated railroad 
taxes. The basic program does not include any funding that may ultimately 
be recommended for the Calais or the Rockland Branches. 

DFC/WFF/el 

Attach. 

t}:: V _~wY<> 
Dana F. conno~ 
Commissioner 
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State of Maine Rail Policy and Plan 

LNTRODUCfION 

Background 

The railroad industry in the United States and particularly the 

State of Maine, has a long and proud history of public service. In 

the modal evolution of transportation, railroads replaced the stage 

coaches and the coastal steamers because they could offer 

flexibility and efficiency that couldn't be matched by their 

competitors. This took place within the frame work of private 

investment and private ownership of essentially all transportation. 

The railroads dominated the transportation industry for nearly a 

century thereafter. 

Public Policy 

Public policy concerning transportation has generally been 

developed on a ~le-by-rnode basis without any real consideration of 

integrated transportation planning or policy. Without giving much, 

if any, consideration to the inherent advantages of the several 

modes, public policy has corne down solidly on the side of highway 

transportation since World War II. 

Throughout its existence, the rail system has been operated for 

the most part as a private taxpaying enterprise subject to 

regulation by both the State and Federal Governments. 
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In contrast, public investment has always been a significant 

factor in the development of other modes, including highways, 

airways, and waterways. In those instances, almost without 

exception, public investment has provided the basic support 

facilities, such as airports, airways, highways, and the inland and 

coastal waterway systems. 

The competitive nature of the transportation industry and the 

long-term effect of public policy has resulted in the fact that the 

railroads today are operating a number of marginal or light density 

branchlines and further losses of traffic will force the carriers to 

start divesting themselves of these unprofitable branches. The 

Carleton Bridge/Rockland Branch, the Calais Branch and the Mountain 

Division of the Maine Central Railroad are only part of what will 

probably be an increasing number of railroad lines that are being 

considered for abandonment in the next five or perhaps less years if 

present conditions continue. 

The attached map (Appendix 1) and table indicate those rail 

lines that are currently potential for abandonment. These lines in 

total constitute about 25% of the present rail mileage in the State 

which, if lost, will impact the State's future transportation 

services in a significant way. The railroads have agreed that they 

will not proceed with abandonment applications until the Rail Policy 

Committee has completed its work and the Legislature has an 

opportunity to act on its recommendations. 

- 2 -
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THE PRESENT STATE RAIL PLAN AND PROGRAM 

Federal legislation first enacted in 1973 and amended in 1976, 

for the first tline provided major public funding for the railroad 

industry. The result was the development and creation of what is 

now the Conrail System which is essentially the old Penn Central 

plus several other regional carriers. The Boston & Maine, Maine 

Central, and Delaware & Hudson became wha~ is now the Guilford 

Transportation Industries System. The Bangor & Aroostook and the 

Canadian railroads, which in Maine include the Canadian National and 

Canadian Pacific, continue to operate in the region as independent 

carriers. 

Hecause Maine was one of the 17 states in the Conrail region, it 

qualified as a recipient of such assistance, provided a State Rail 

Plan was developed and approved by the Federal Railroad 

Administration. 

The State Rail Plan 

The first State Rail Plan was developed and filed with the 

Federal Railroad Administration in December 1975. The Plan included 

a detailed inventory of all the rail lines in the State, a 

classification of the system, a statement of goals and objectives, 

and a methodology for identifying and developing projects. This 

Plan has been updated several times since then in order to maintain 

the State's eligibility for Federal funds. These updates include a 

detailed description of the proposed projects, methodology for 

- 3 -
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comparing benefits and costs of such projects, and the criteria and 

goals of the Department in selecting projects for which funding will 

be sought. 

The Federal Program 

The Federal Rail Assistance Act provided for three categories of 

assistance. 

Planning. Funds are provided to state agencies responsible for 

rail planning. This is the funding which supported the development 

of the State Rail Plan and the subsequent updates. 

Light Density Line Rehabilitation. Funds are provided for the 

rehabilitation of light density lines, where a positive cost benefit 

ratio can be established for the project. Such projects are 

intended to save potentially viable light density lines before they 

are abandoned rather than attempting to subsidize continued 

operation after the abandonment has been authorized. 

Operating subsidies. Under contractual arrangements with 

shippers receiving service on the Farmington Branch, operating 

subsidies were paid for the continuation of such service using 

Federal and local funds from 1978 through 1982. Subsidy for the 

last year of service was paid 100% by the shippers and the Franklin 

- 4 -
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County Commissioners. Because of increasing costs and decreasing 

traffic, the shippers decided to withdraw their subsidy, and the 

line was subsequently abandoned in 1983. 

Until the last two years, matching requirements for the Federal 

Program were 80% Federal and 20% local funds. This has since been 

changed to 7010/30%. All local funds are provided by either the 

railroads or the shippers on the line. The State has made no 

contribution to this program. 

The State Program 

The State is extensively involved in a crossing improvement 

program whose purpose is to linprove the railroad-highway grade 

crossings throughout the State utilizing federal funds that are 

available specifically for the improvement of safety conditions on 

all public rail-highway crossings. The federal share of the cost is 

90% with the State providing the 10% match except in cases where the 

projects involve the rehabilitation of the area between the rails. 

In these cases, the railroad involved provides one-half of the match 

or approximately 5%. The program includes improvements such as the 

installation of automatic flashing signals, replacing antiquated 

wig-wag signals with flashing lights and modernization of electronic 

c~l~onents on existing flashing light installations, as well as 

rehabilitating the crossing surfaces, improving sight distances by 

- 5 -
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the excavation of embankments and clearing and linproving approaches 

to eliminate adverse grade conditions. The railroads are 

responsible for 100% of the cost of maintaining these facilities. 

Recent Rail Abandonments - State Action 

The Rail Plan and current updates set forth the State's position 

on abandonment as follows: 

Where no potential reuse can be shown, the line is abandoned. 

Where potential reuse can be shown within the next five years, 

the rail line should be acquired by the State. 

Where the reuse would occur sometime beyond the five-year 

period, acquisition of the right of way only would be undertaken. 

Unlike the other states in the Northeast, Maine has not as yet 

experienced large scale abandonment of its rail lines. The Bangor 

and Aroostook has abandoned most of its old mainline between Houlton 

and Van Buren, but the major points receive rail service from other 

lines. The abandoned lines have been leased by M.D.O.T. The Maine 

Central has abandoned its Eastport, Hartland, and a portion of its 

Bingham branches. These lines were not acquired or leased by the 

State. The Farmington Branch of the Maine Central Railroad was 

subsidized for several years before it was finally abandoned. 

The New England Regional Commission Program 

In addition to the Federal Railroad Administration Program, the 

New England Regional Commission, sponsored a rail rehabilitation 

program in the New England States for four years. Under this 

- 6 -
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Program, funds for rehabilitation projects were provided to cover 

the cost of labor only. The carrier on whose line the work was 

being done provided all material and assumed the cost of 

administering and inspecting the project. The states were required 

to assume the cost of administering the program at the state level 

including monitoring and inspection of the projects. 

Appendix 2 is a summary of the Federal and State funds that are 

currently available and how they have been assigned to previously 

planned projects. 

Appendix 3 provides a summary of the rail program administered 

by the Department of Transportation since 1976. 

It is important to note that the Federal Program is expected to 

be terminated in 1985. 

OOVER!IMENT REGULATION 

The railroad industry has been regulated at both the State and 

Federal level since 1887 lito the end that the public safety and 

convenience of the transportation of passengers and merchandise may 

be provided for and secured". 

The creation of the U. S. Department of Transportation in the 

mid-60's led to similar action in most of the states. In Maine, the 

Department of Transportation was created in 1972 and included what 

was then the State Highway Commission, the Department of 

Aeronautics, and the Maine Port Authority, along with several other 

small boards and commissions. 

- 7 -
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As the transportation industry became more competitive the 

financial problems encountered by the railroads, the airlines, and 

the highway for-hire carriers, developed support for minimizing or 

the outright elimination of economic regulation. In 1981, the Maine 

Legislature eliminated all economic regulation of railroads and 

motor carriers operating in intrastate commerce. Safety regulation 

of the railroads continues and is administered by the Department of 

Transportation. Safety regulation of motor carriers is administered 

by the Maine State Police. 

Although the change in regulation at the federal level was not 

as complete as it was in Maine, the Airline Deregulation Act, the 

Motor Carrier Deregulation Act, and the Staggers Act resulted in the 

removal of a substantial part of the federal regulatory .burden that 

the carriers had lived with for many years. 

In the case of the railroad industry, the level of rates and 

services which had been tightly regulated are now largely determined 

by free market conditions. The abandonment of railroad branchlines 

is easier and quicker but remains subject to some federal 

regulation. Each railroad is required to file a System Diagram Map 

with the Interstate Commerce Commission designating all lines in its 

system by category. The System Diagram Map is also filed with the 

Governor's Office and the State Department of Transportation. Of 

particular concern are those lines shown on the System Diagram in 

Categories 1 and 2 as such lines are under study by the railroads 

for abandonment. 

- 8 -
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Appendix 1 shows the lines in this State as the carriers have 

designated them on the System Diagram Maps currently on file with 

the Interstate Commerce Commission. 

Appendix 4 contains a description of the System Diagram 

Categories (1 through 5) in which a line may be placed and a brief 

summary of the current abandonment procedures of the Interstate 

Commerce Commission. 

THE FUTURE OF RAIL 'lliANSPORTATION IN MAINE -- WHAT SHOULD THE 

STATE'S ROLE BE? 

Future Rail Transportation Needs 

NOIWITHSTANDING Tf-lE DECLINE IN 'mE USE OF RAIL SERVICE, MAINE 

HAS A SIGl'HFICANT STAKE IN aJNTINUING A S'IRONG ANU EFFECTIVE 

RAILROAD TRANSPORTATION SYSTEM. This is demonstrated by the fact 

that the paper industry which is Maine's largest manufacturing 

industry relies on rail transportation for something like 50 - 70% 

of its manufactured tonnage. The poultry and dairy industries which 

are significant agricultural activities, and therefore very 

important to the general economy, rely almost wholly upon rail 

transportation for the receipt of feedgrains, principally corn and 

soybean meal. 

A shipper survey conducted by a consultant for the New England 

l~gional Q)mmission indicated that slightly over 63,OUU jobs out of 

a total employment of 400,UUO in 1973 were related to the 

availability of rail service. The potential energy problem and the 

- 9 -
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future availability of highway transportation are of particular 

concern to some Maine industries. While public policy appears to 

strongly favor highway transportation, there is still uncertainty 

about its availability, which results in part from the current free 

market approach to transportation. Future transportation needs are 

of more concern to the shippers in Maine than has been true in the 

recent past. Many of them are concerned with the availability of 

trucks, particularly under the current practice of owner-operator 

deregulation which means that private trucks transport their own 

products or exempt for-hire loads in one direction and make 

themselves available for for-hire hauls in the opposite direction. 

While there is reason to assume that Federal deregulation will 

make it possible for more truck operators to go into business, there 

is also reason to be concerned that it is going to be more difficult 

than ever to entice trucks to Northern Maine to handle potatoes 

particularly when they have to travel some 600 - 700 miles empty for 

a load. If a truck is unloaded in New York or Boston for example, 

the opportunity of obtaining a load in that region is much better 

than it was under regulation, in which case the trucker will not 

need, as he has in the past, to travel to Northern Maine for a load 

of potatoes or other Maine products. BECAUSE OF THE UNCERTAINTY OF 

HIGHWAY 'IRANSPORTATION, THE AVAIlABILITY OF RAIL SERVICE IS 

CONSIDERED ill BE NECESSARY TO PRESERVE TRANSPORTATION ALTENATIVES 

FOR THE FlJI.'URE. 

- 10 -
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Future Policy 

In order to insure that an adequate level of rail service will 

be available for the future, consideration will have be given to the 

establishment of a program at the state level for identifying and 

preserving essential rail lines and services. Such a program will 

require that the Department of Transportation do the necessary 

planning and analysis and provide support where appropriate. The 

State has been able to do this in the past with funds received from 

the Federal Railroad Administration. However, with the elimination 

of that Program, it will be necessary for the State to fund 

Department activities in this area. 

THE ALTERNATIVE TO REPLACING THE FEDERAL PROGRAM WITH A STATE 

PROGRAI.'1 IS TO ACCEPT THE FACT THAT THE MIL SYSTEM IS GOING 1D 

SHRINK BY APPROXIMATELY 25/0 IN THE NEXT FIVE YEARS. THIS WILL AlSO 

REQUIRE ACCEPTANCE OF THE WSS OF A RAIL TRANSPORTATION OPTION AND 

LIMITED ECONCMlC DEVEIDPMENT OPPORTUNITIES IN AT LEAST WASHINGTON 

AND HANCOCK OOUNTIES AS WELL AS THE MID-COASTAL AREA OF THE STATE. 

HIGHWAY CAPACITY AND CONDITION IN THESE AREAS WILL ALSO REQUIRE 

ATTENTION TO ACCCl-'JM)DATE INCREASING USE BY MJRE AND LARGER '!RUCKS. 

- 11 -
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THE GOVERNOR'S RAIL POLICY cavINITIEE, ITS MEMBERS, AND ITS CllARGE 

Executive Order 

In order to be in a position to respond to the present and 

developing rail transportation problems, Governor Brennan issued an 

Executive Order on June 1, 1984 (Appendix 5). 

The Executive Order established the Rail Policy Committee and 

charged it with the responsibility of developing and recommending 

State policy for future rail transportation that will adequately 

meet the present and future needs of Maine industry and the State's 

economy. Such policy shall also provide guidance to the Department 

of Transportation and State Government in general in responding to 

anticipated rail line abandonments. 

Committee Membership 

In order to obtain a broad range of interests in the Committee's 

make-up, the Governor's Executive Order provided for membership fram 

the paper industry, the Legislative Transportation Committee, 

agricultural interests, food processors, Maine MuniCipal 

Assoication, the railroad industry, and railway labor. In addition, 

the Committee has had the participation of the Maine Development 

Office, the Office of Energy Resources, the State Planning Office, 

the Department of Conservation, and the National Association of 

Iwilroad Passengers. A list of the r~mmittee's members is attached 

as Appendix 6. 

- 12 -
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Among the numerous meetings which the Committee has held, three 

were designed to receive the comments of specific groups. The 

meeting on July 17th, 1984, provided an opportunity for the 

railroads serving this State to present their views and suggestions 

on the future of rail transportation and what involvement, if any, 

the State should have in assuring the availability of essential 

service. A summary of the results of that meeting are attached as 

Appendix 7. 

On July 24th, 1984, a meeting was held to receive the comments 

and views of representatives of various rail users, that is to say, 

shippers and receivers. Among those submitting comments were 

representatives of the paper industry, forest products industry 

(lumber - particle board), feed grains, processed foods, and fresh 

agricultural products. A summary of the comments received at this 

meeting is attached as Appendix 8. 

The third of the Committee's meetings of this type was held on 

July 31st, for interests representing railway labor, municipal 

governments, economic development groups, rail passenger service; 

and several regional planning commissions participated. A summary 

of the comments and suggestions received at this meeting is attached 

to this report as Appendix 9. 

- 13 -
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A Summary of Comments and Suggestions on State Involvement 

AMONG nOSE WHO HAVE PARTICIPATED IN THE CDMMITIEE I S fvlEETINGS, 

IT IS UNANIMOUS THAT MIL 'll{ANSPOKfATION IS AN ESSENTIAL PAin' OF THE 

STATE'S 'IDTAL TI:<ANSPORTATION SYSTfl1. There is less unanimity as to 

what, if any, involvement the State should have in insuring that 

essential rail services remain available. The railroads seek what 

they term equity in treatment by the State in such matters as taxes 

and the assumption of costs which they incur in maintaining at-grade 

bighway/rail crossings and the maintenance of highway bridges that 

cross railroad tracks. The railroads point out that these latter 

facilities benefit highway users and those who benefit most should 

assume the cost to maintain them. 

RAIL USElli> (StiIPPJ:1ZS AND RECEIVfR.':» WERE EMPHATIC IN THEIR 

POSITION THAT RAIL SERVICE IS ESSENTIAL IN FULFILLING THEIK 

TRANSPORTATION NEEUS . HOST UF THEM. SEE AN UPKlRTUNITY 'ill EXPAND 

THEIR USE OF RAIL SERVICE IN THE 1'1]TUl{E. Some of the rail users 

suggest that the State's involvement be ~imited to equitable 

treatment of the railroads in relation to other modes of 

transportation in a manner similar to that suggested by the 

railroads themselves. Others would have the State make an effort to 

preserve some of the light density lines for future use that maybe 

abandoned with service being continued by either the owner carrier 

- 14 -
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or a so-called shortline railroad replacement. Still others would 

include State support for the operation of experimental services, 

such as trailer on flat car trains, operating from Northern Maine 

thorough the State to terminal points in Southern New England or New 

York. 

A NUMBER OF PEOPLE OFFERED mMMENTS AND TESTIMONY IN SUPPORT OF 

THE REINSfITlJTION OF RAIlR(W) PASSENGER SERVICE INCWDING A 

SUGGESTION THAT THE STATE INITIATE A FEASIBILITY STUDY BY AMillAK, 

THE NATIONAL RAIL PASSENGER CARRIER. A statement was also received 

on behalf of a group who are interested in inaugurating a 

specialized type of passenger service which would be designed to 

attract excursion passengers, its trains being specially equipped 

with coaches, diners, etc. operating along the coast between 

Portland and Rockland and from Portland through Central ~~ine to 

Ellsworth and Bar Harbor. 

Subsequent meetings of the Committee have focused on analyzing 

the material previously received and the development of a policy and 

progrmTI to assist rail transportation and its future availability. 

This includes the development of a planning process which will be 

the responsibility of the Department of Transportation and the 

development of recommendations for State involvement where necessary 

and appropriate to preserve essential rail services. 
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A RECUIM!.NUED RAIL TRANSPORTATION POLICY AND PROGRAM FOR THE ~TATE 

OF MA.lNE 

A Proposed Rail Transportation Policy 

The original State Rail Plan, its supporting policy statements, 

goals, and objectives was developed in 1975 in response to the 

situation which existed at that tline and to establish eligibility 

for participation in the federal rail assistance progrrun. With the 

elimination of the federal progrrun and the developing problem in 

rail transportation, it is appropriate to restate the State of 

Maine's policy, goals and objectives, for rail transportation to 

reflect the more active role that the State will have to play. 

Having carefully considered the factual data developed and the 

stat6nents of present and future need for rail transportation 

submitted by the private sector, the Committee has unanimously 

reached the following conclusion. 

RAIL TRANSPOKl'ATION IS AN ESSENTIAL ELEMENT OF THE STATE'S 

TRANSPORTATION NETWORK. AN ADEQUATE LEVEL OF MIL SERVICE MJST ~E 

MAINTAINED OVER THE RAIL LINES THAT ARE ESSENTIAL 1D THAT NETWORK IN 

MEETING THE NEEDS OF THE STATE OF MAINE IN SUPPORTING ITS PRESENT 

ECONOMY AND IN UEVEWPING A1.'lD 1v.L£l.INTAINING ECONOMIC GlIDWI'H FOR THE 

FUTUtlli. 
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Maine's geographic location in the Northeast corner of the 

nation makes a viable rail transportation network especially 

significant as our industries are located substantial distances from 

major markets and sources of supply. In addition, the major 

employers of Maine people rely to a significant extent upon the 

availability of efficient rail service. Accordingly, 

IT IS THE POLICY OF THE STATE OF MAINE 'ill PRll-'KJTE ~E AND, 

WHERE APPROPRIATE, INIEGRATION AMJNG THE MODES THAT MAKE UP THE 

SiKfE'S TRANSPORTATION SYST&~ INCLUDING A LEVEL OF RAIL SERVICE ON 

ESSENTIAL RAIL LINES THAT IS NECESSARY TU ~'ERVE THE NEEUS OF MAINE I S 

PEOPLE AND ITS INDUSTRIES AND 1U SUPPORT IMPROVEMENTS IN RAIL 

SERVICE WHEREVER IT IS POSSIBLE AND APPROPRIATE TO DO SO. 

In addition, the State will encourage and fully particip8:te in 

action at the national level to foster a sound rail transportation 

system throughout the nation that is necessary to support the rail 

system in the State of Maine enabling our industries to have rail 

access to sources of supply and markets. 

Rail Line Abandonment 

The State will not oppose all petitions before the Interstate 

Commerce Commission to abandon light density local service 

branchlines. Opposition by the State will be based upon a 

determination that the line is an essential part of the rail system 
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and that the owning railroad can continue to operate it on a 

profitable or break-even basis. 

Assistance ProgrwTIS 

Subject to the availability of state, federal, and local funds, 

the State of Maine, through its Department of Transportation will 

assist in the continuation of rail service over essential rail lines 

in the State of Maine that are subject to abandonment by the owning 

railroad. The assistance program should include a specific effort 

to encourage the use of rail service by the private sector and a 

program to encourage industrial development along the rail system 

right of way. 

Intermodal Transportation 

The Sta,te recognizes that in dealing with rail issues,other 
\ 

modes of freight transportation must also receive consideration to 

the end that the inherent service advantages of each mode are not 

unduly infringed upon by state-supported assistance programs. 

Goals and Objectives of the State Rail Policy 

To encourage the present and future financial stability and 

efficiency of the railroad system and to maintain and develop a 

balanced internodal transportation system in the State of Maine. 

That a continuous planning process will be undertaken with 

sufficient flexibility to recognize the changing conditions of the 
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transportation industry and in particular the rail transportation 

industry, its potential, its problems, its traffic, and its users. 

To support the Unplementation of programs which will reduce 

financial burdens upon the railroads, such as: 

The development of proposals for equitable taxation of the 

State's rail system. 

The ellinination of duplicate and unnecessary facilities. 

Updating and rehabilitation of all necessary rail lines to 

increase operating efficiency. 

Advocate and support industrial development along railroad 

rights of way. 

Encourage businesses and industries to increase the use of rail 

transportation wherever a more effective utilization of resources 

can be obtained and the economic growth and development of the State 

of Maine will be enhanced. 

To support the operation of rail transportation in the private 

sector to the greatest extent possible including the encouragement 

of qualified shortline operations on lines which cannot be continued 

by the larger owning railroads which have been authorized for 

abandonment by the Interstate Commerce Commission or on which 

service has been discontinued. 

To preserve abandoned rail corridors wherever it is determined 

there is a future transportation or other public use therefor. 
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The Proposed State Rail Planning Process 

As explained in the original State Rail Plan, the Department of 

Transportation has a planning process that includes the development 

of an inventory of facilities, the evaluation of all rail lines in 

the State, and the traffic (tons) handled on each line. It is 

proposed to continue to use this information to establish a 

Functional Classification of each line that is based on millions of 

gross tons per mile per year handled on the line. 

The plan will also establish a methodology for detennining 

whether a line is essential and to make the quantitative analysis 

necessary to determine what, if any, assistance the State should 

provide for the continuation of service on the branch or other line 

that is under study by the owning railroad for abandonment. 

The plan will be updated annually to provide the Governor and 

the Legislature with the ,following: 

An analysis of the current condition of the rail systsn. 

A description of the recanmended State assistance projects. 

The project funding requests for the next year. 

A report on the results of assistance projects that the State 

has undertaken. 

Provide infonnation on the status and effectiveness of the 

regional and national rail system. 

The status of any federal progrmns that may be available to 

assist in the preservation of essential rail services. 
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The State Rail Plan will also include as appendices thereto, an 

inventory of the physical rail plant within the State of Maine 

together with an analysis of its condition. This data will be 

updated on a five-year cycle. 

Functional Classification 

The present traffic volumes indicated by the gross ton/mile on 

each line segment provide a practical and flexible means to 

designate segments of the rail system in Maine for classification 

purposes. 

'rhe gross tons per mile is the combined weight of the engines, 

cars, and lading of each train, multiplied by the mileage traveled 

divided by the line segment mileage of each line. 

lbree classifications will be used as follows: 

Annual Gross Tons/Miles 

Over 3 million tons 

1 to 3 million tons 

o to 1 million tons 

Line Classification 

Primary 

Secondary 

Local Service 

A Functional Classification Map showing these lines is attached 

as Appendix 10 and may be related to a Freight Density Map showing 

1973 and 1982 tonnage figures for each line segment in the State of 

Maine (Appendix 11). 

A comparison oE these maps will show that with a few exceptions, 

most line segments have experienced loss of traffic over the past 

ten years. 
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The overall decrease in tonnage handled by Maine Railroads in 

this period is 14%. It has been suggested that 1982 was a recession 

year and therefore not representative. Also, there is some evidence 

that rail tonnage has increased significantly in lY~4. Hopefully, 

the trend is increasing. However, there continues to be general 

agreement that the rail share of the total transportation market has 

declined signif icantly. 

Definition of Essential State Rail System 

As indicated on the Functional Classification ~~p (Appendix 10), 

the Primary and Secondary Lines run from the southwest part of the 

State northerly to Madawaska and an east-west route through the 

middle of the State provided by C.P. Rail's transcontinental 

(Canada) mainline. 

THE NETWORK OF PRIMARY AND SECONDARY MAINLINES AND BHANCHLINES 

THAT HANDLE OVEK ONE MILLION moss IDNS PER MILE QJN~TrIUTt: THE 

STATE'S BASIC ESSENTIAL RAIL SYSTEM. (Appendix 11) 

Because of the voll.illJ.e of tonnage handled, this "core" of rail 

lines is considered essential to the long-term vitality of Maine's 

economy. The remainder of the system is classified as Local Service 

Lines san~ of which may also be part of the Essential System. 

Whether a Local Service Line is part of the Essential System will be 

determined after a corrmunity-regional-state impact analysis (as 

hereinafter described) is con~leted. This detennination will be 
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made when the carrier notifies the State that the line is being 

considered for abandonment. Accordingly, 

THE ESSENTIAL RAIL SYSfEM WILL BE Dt:.l'ERMINED IN PART BY THE 

FlJ1:'CTIONAL CLASSIFICATION AND THE EFFECT THAT THE WSS Of A 

PARTIQJLAR RAIL LINE WILL HAVE ON THE Q1v1MJNITIES SERVED AND UPON 

THE STATE AS A WHOLE. 

Procedures for State Involvement in Rail Abandonments 

WHEN A RAIL LINE IS PLACED UNDER sruDY FOR ABANOONMENT BY THE 

OWNING RAILROAD, IT MUST FIRST BE DETEMINED WHETHER THE LINE IS PART 

OF THE E.SSENTIAL RAIL SYSfEM. 

Lines which the owning carrier seeks to abandon that are clearly 

not profitable will not be opposed by the State before the 

Interstate Commerce Commission. If it is determined that the line 

is nonetheless an essential part of the State's rail system, the 

Comnissioner of Transportation will undertake negotiations with the 

owning railroad to determine what means are available to continue 

service on the line. Such solutions may include a short term lease 

between the State and the owning railroad and a contract for 

continued operation by the owning railroad until a permanent 
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solution can be recommended to the Legislature. The short tenn 

solution must of necessity be based on the facts and circumstances 

existing at the t~e. 

IF IT IS DETERMINED THAT THE LINE IS Nor PART OF THE ESSENl'IAL 

S'x'!:>iEM, THE CARRIER WILL AMNDON AS PLANNED WITOOUT STATE 

INVOLVEMENT. 

Analysis of Local Service Line Abandorunents 

IN lJt:'fEl{MINING WHt:THER A RAIL LINE THAT IS UNDlili. !:>vrUlJ'x' FUl{ 

ABANOONYIENT IS PAKT OF THE STATE'S ESSENTIAL RAIL S'x'~iEM, A 

BENEFIT/llST ANALYSIS WILL BE UNDERTAKEN. The information necessary 

to make such an analysis will be developed from the rail service 

users and the communities located on the line involved in accordance 

with the following outline. 

Data to be collected: 

A Rail User Information Survey is undertaken to: 

Obtain data on firms using the line, commodities and tonnage 

shipped. 

Current and projected business as related to rail shipments. 

Foreign and domestic market. 

Future or potential market. 

l~rketing program. 
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Growth potential. 

Strengths and weaknesses of the industry. 

Economic projections. 

Ideas on linproving transportation. 

Alternative transportation. 

Number of employees affected by loss of rail service. 

Local taxes paid by industry. 

Railroad Transportation Analysis 

Past and present traffic. 

Present and proposed marketing program. 

Projected revenues and expenses. 

Annual maintenance perfonned on line. 

Condition of track. 

Service provided. 
~ 

Freight handling facilities. 

Estin~te to rehab the line. 

Other options available. 

A Community-Region Information Survey is Undertaken to Determine: 

The geographic area served by the line (sq. miles). 

Number of municipalities served and populations. 

Funding rail projects (to what extent should towns and counties 

participate?) 
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Loss of jobs, revenues, local taxes, etc. 

Increase in general assistance. 

Future economic development of the area. 

~conomic Development Policy and Program of the area and its 

municipalities. 

Implementation - Project Development 

The data will be canpiled and analyzed by MOOT staff and a 

Henefit/Cost ratio detennined based on the 'Methodology for 

Comparing Benefits and Costs of Local Rail Service Assistaoce 

Projects" by David F. Wihry, Ph.D., University of Maine. (Attached 

hereto as Appendix 12.) This determination will also be based upon 

an evaluation of the geographic area, the type of industries and 

their dependence upon rail service, the overall transportation needs 

of the area involved, and its present and future development 

prospects. 

IF THE LINE IS FOUND TO BE A PART OF THE SlATE'S ESSENTIAL RAIL 

SYSfEJ.'1, THE MOST cosr EFFECfIVE OPTIONS TO PRESERVE RAIL SERVICES 

WILL HE IDENTIFIED AND A PR(x;HAM RECOt-V:1ENDED TO THE GOVERNOR AND THE 

LEGISLAIURE FOR FUNDING. 

Wherever possible, any State sponsored assistance should be 

initiated before it is necessary for the owning carrier to file an 

application with the Interstate Commerce Commission to abandon the 

line. If, however, this is not possible, such action should be 
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initiated when the owning railroad places the line in Category II or 

when the carrier notifies the Department of Transportation that the 

line is under serious study for abandonment. 

Assistance may include several options that the abandonment 

analysis will identify, such as the following: 

State provide subsidy for continued operation. 

State purchase or lease the line. 

If service is to be continued without interruption or 

reinstated in the near future, the State may consider the 

~urchase or lease of the line intact including track, track 

appurtenances, ties, bridges, and other necessary structures for 

long term lease to the existing carrier or to a shortline 

railroad, or 

If service is to be discontinued and the right of way 

retained for a future transportation corridor, the State should 

consider purchase of the right of way allowing the other 

[~terials to be salvaged by the owning railroad. 

The communities or the industries served may purchase the line 

or it could be acquired by the formation of a transportation 

authority or a corporation of that type that could operate the 

service or subsidize the existing carrier or a short line railroad. 
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Any state-supported service will be evaluated annually but 

should not be extended beyond a five-year period unless specifically 

authorized by the Legislature. The municipalities and major users 

of rail service that will benefit from state-supported service will 

be encouraged to participate in the cost of providing it. 

Priority Assignments 

IT WILL HE NECESSARY TO ASSIGN PRIORITIES TO THE RECCl'1MENDEV 

PROJECTS FOR 11lli USE OF AVAILABLE FUNDS. The Benefit/Cost Analysis 

will determine this. The projects selected should benefit the 

greatest number of rail users, communities, and people enployed by 

industries using rail transportation. 

It is not likely that assistance projects will be recommended on 

the Pri~ry or Secondary Systenj however, should assistance for 

these lines become necessary they will receive priority 

consideration. In addition, it lnay be necessary to choose between 

two projects on Local Service Lines. In making this choice and 

assigning Priority #1 to one or the other, the following criteria 

will be considered. 

The priority assignments must of necessity be somewhat 

judgmental, but will be based on: 

ColIIDunity Impact (shippers, employment, taxes, etc.). 

Present transportation needs. 

Condition of line. 

Potential economic development of the area. 

National Defense Systen. 

Position in State's Essential Rail Systen. 
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CCM.'1lTIEE RE<XJMMENDATIONS FOR ACTION 1D ASSIST THE STATE FAIL SYSTEM 

The Rai~, Policy Corrmittee has identified areas of particular 

concern in formulating its recommendations for action. 

concerns can be grouped into seven basic areas: 

Planning 

Those 

Equity in Treatment of the Railroads vis-a-vis other modes. 

Branchline Abandonment Procedures and Assistance Progrmns. 

Railroad Passenger Service. 

Experimental Service. 

Modernize and Clarify State Statutes Relating to Railroads. 

Funding Requirements and Mechanisms. 

MIL rrnANSPOKI'ATION PLANNING 

This Committee has concluded that rail transportation is an 

essential part of the State's transportation network. The first 

step to be taken in response to this conclusion is to continue and 

expand rail transportation planning. Accordingly, 

IT IS RECOMMENDED THAT TtIE t1AlNE DEPARTMENf OF TRANSPORTATION 

UNDERTAKE A CONTINUING PLANNING PROCESS W11H SUFFICIENT FLEXIHILITY 

TO REFLECT THE CHANGING CONDITIONS OF THE TRANSPORTATION INDUSTRY 

AND IN PAR1'lOJLAK THE RAIL TRANSPORTATION INDUS1RY I ITS POrENTIAL, 

] '1'S PW)I1LFMS I ITS TRAFFI C AND ITS USERS. 
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EQUITY IN THE TREA'IME.NT OF RAIL TRANSPORTATION IN REIATION TO OIHER 

MODES OF 'DRANSPORTATION 

Railroads have not received State assistance in providil~ or 

linproving facilities which they use in performing service as have 

other modes. For example, it is generally accepted that the 

trucking industry derives benefit from the available highway system 

which is built for public use and is available to them without 

assuming the initial capital costs that an exclusive truck highway 

would require. 

A similar situation exists with State participation in the 

development of the airport system as well as the river and harbor 

improvement projects which the State and the Federal Government have 

supported in more recent years. 

One area of concern to the railroads, which appears to the 

Committee to have considerable merit, is the fact that they are 

required to assume the total cost of maintaining highway/railroad 

crossings at-grade, the crossing protection devices such as 

automatic signals, gates, and warning signs, as well as the cost of 

maintaining certain bridges which carry highways over the railroads. 

It is suggested that these facilities do not benefit the 

railroads except in a very subsidiary way, but in fact are of 

substantial benefit to highway users by providing access over 

railroad property and also provide protective devices to warn 

travellers of the approach of trains at grade crossings. 
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Information supplied by the railroads, which has been verified 

by MDOT, indicates that there are 997 public at-grade crossings 

throughout the State which are maintained at an average annual cost 

of $2,718. This results in a total annual expenditure of 

$2,709,H46. There are 36 highway-over-rail bridges for which the 

railroads have some lnaintenance responsibility at an average annual 

cost of $4,500, or a total of $162,000. These two elements combined 

produced a total cost of $2,871,846 in 1983. Accordingly, 

IT IS RE<ll1MENlJED THAT THE ~'TATE ASS1Jl:v1E 5010 OF THE msr OF 

t1AINrENAN:;E OF AT-GRADE HAIIRQ\D/HIGHWAY CroSSINGS, CROSSING 

PROfEC...'TION DEVICES INCLUDING AUTOMATIC SIGNALS, GATES AND rnoSSBUQ(S 

AND HIGHWAY BRII.X;ES FOR WHICH THE RAILRQt\DS CURRENTLY ASSUME SlME 

PART OR ALL UF THE Ml\INTENANCE OJSTS. 

or 

THAT THE RAIIRQ.L\l.)S Ml\Y CONVEY OWNERSHIP OF SUCH HIGHWA.Y BRIffiES 

TO THE 5TATE SUBJECT TO THE AGREFMENT OF THE MAINE DEPARTMENT OF 

TRANSPOKI'ATIUN AND PROVIDED THE CONDITION OF THE BRIWE(S) IS IN 

COMPLIAl'CE WITH THE APPLICABLE REGULAIDRY ORDER OR DECREE IN EFFECT 

AS OF THE DATE OF THIS REPORT. 

This would require an expenditure by the State of Maine of 

approximately $1,43~,923 the first year assuming that the 

maintenance of both grade crossings and bridges are included. 
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It is asst.nned that bridges will be conveyed a few at a time in a 

condition that will require relatively little maintenance for 

several years. 

The maintenance of crossings and signals frequently requires 

engineering and maintenance expertise that is within the knowledge 

and skill of railroad maintenance personnel. Accordingly, the 

maintenance of crossings and crossing protective devices can be done 

most effectively by railroad forces who should continue to perfoTIn 

the work. 

It is proposed that the program not result in a complicated 

system of control and inspection by the State. An annual contract 

will be entered into between the State and each railroad to provide 

a single one tune payment for each public at-grade crossing and 

highway bridges for which the railroad is responsible. Such payment 

will be based on the 1983 average maintenance cost for public 

at-grade railroad/highway crossings mUltiplied by the number of such 

crossings on each railroad in this State and the 1983 average 

maintenance cost for eligible highway bridges multiplied by the 

number of such bridges on each railroad in this State. The 1983 

average maintenance costs will be adjusted annually by application 

of the Bureau of Labor Statistics Consumer Price Index, "All Items, 

All Urban Consumers." 

The Department of Transportation will retain the right to review 

records and supporting data of the costs incurred by the carriers. 

The distribution of the funds for this program is to be within the 
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control of the Department of Transportation. Each participating 

railroad will submit an annual report to the Department of 

Transportation describing in general terms its public grade crossing 

and highway bridge maintenance program indicating the total costs 

incurred, total quantities of material used, and man hours used. 

IT IS RECOM1ENDED THAT LEGISLATION BE ENACTED ro EXEMPT TRACK 

l1t\TERIAL FROM THE APPLICATION OF THE SALES TAX. 

The exemption would apply on materials used in railroad roadway, 

such as ballast, rail, ties, drainage structures, and track 

fixtures. 

Based on tax data collected by the MDOT as supplied by the 

railroads, it is estimated that approximately lno of the sales tax 

paid by the railroads each year is related to the purchase of track 

material. The enactment of the exemption would result in a 

reduction in the sales tax payments to the State by the railroads of 

an estimated $180,000 annually. For an analysis and estimate of the 

taxes paid by the rail carriers to the State of Maine, see Appendix 

13. 

This recommendation is one action that would result in more 

equitable treatment of the rail carriers in providing their own 

roadway which is now paid for 100/0 by the carriers themselves and is 

considered to be one very cost effective way to help the carriers 

achieve long term stability in fulfilling their role in providing 

necessary transportation services to the State. 
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IT IS RECXJvlME1'IDED THAT LEGISLATION BE ENACTED 1D MAKE PERMANENT 

THE INCLUSION OF LONG TERM FREIGHT CAR LEASES IN THE DEFINITION OF 

OPERATING INVESTMliliT FOR CALaJLATION OF THE RAII.RCAD EXCISE TAX. 

This would not change the amount of tax collected as there is 

presently a temporary exemption which the carriers have had for a 

number of years. This legislation has already been introduced as 

L.D. 357. 

This is a provision that has been considered by the Legislature 

several tlines in the past. During the first regular session of the 

lllth Legislature, provisions were enacted to rnake this a permanent 

part of the railroad excise tax calculation. This legislation was 

not signed by the Governor and temporary provisions were again 

enacted which are due to expire in 1985. 

This along with other legislative suggestions are attached 

hereto as Appendix 14. 

BRAOCHLINE ABANDONMENT PROCEDURES AND ASSISTANCE PR.CX;RAM 

It is clear that the current level of concern for the future of 

rail transportation to this State is founded primarily in the 

potential abandonment of several geographically important 

branchlines, the most notable of which is the line between Brewer 

and Calais which includes the whole of Washington and Hancock 

Counties and the line between Brunswick and Rockland that includes 

sig,niiicClnt portions of Knox, Lincoln, and to a lesser extent 

Sagadahoc County. 
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IT IS RE<n1MENOEO THAT THE w\INE DEPAR.TMI:iliT OF TRANSIDRTATION 

PERFORM AN ANALYSIS OF ANY LINE OF RAILROAD IN THIS ~lATE WHICH IS 

PLACED UNDER STUDY FOR POTENTIAL ABANDONMENT BY THE OWNING 

RAILRQ\D. THE !:>'TUOY WILL Ii'CLUOE A BENEFIT/CO~'T STUDY 1D DETERMINE 

THE EFFE(''T OF THE LDSS OF RAIL SERVICE UPON THE PRESENT RAIL USERS, 

COMvUNITIES INVOLVED AND THE STATE IN GENffiAL; WHETHER THE LINE IS 

PART OF THE ESSENTIAL RAIL SYSTEM AND A RECCMMENDATION AS 1D WHAT, 

IF ANY, ACTION THE STATE SHOUll) TAKE ID PRESERVE THE S'ERVICE WILL BE 

WillE 1D THE LEGISLATURE. 

It will be necessary for the Department of Transportation to 

establish working arrangements with the railroads operating within 

the State to notify it when a particular line or line semment is 

placed under serious study for abandonment or to notify the 

Department when such a line is placed in ICC Category II of the 

Carrier's System Diagram Map. 

Acquisition cost to the State of a line with rails and ties in 

place, should be based on the net liquidation value of the line 

reduced by the value of State funds expended for the maintenance of 

at-grade crossings and highway-over-bridges which have not been 

conveyed to the State or the net salvage value of the crossing, 

crossing potential devices material or bridge whichever is less. 

When a line is abandoned, any highway-over-bridge which the 

railroad owns or maintains will be conveyed to the State at no cost 

to the State and the State will thereafter be responsible for its 

maintenance. 
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When abandonment occurs, it is the Committee's opinion that as a 

matter of prudent investment the State should acquire the right of 

way after all salvageable materials have been removed. The 

acquisition of right of way only would be based upon the appraised 

value of the land to be agreed upon between the State and the 

railroad. 

It is important that the State program address the long-ternl 

stability of the rail system by including a major effort to 

encourage the use of rail transportation generally and for the 

State's industrial development program to emphasize the location of 

industries along the rail right of way. 

IT IS RECU'lMENDED THAT THE STATE DEVELOPMENT OFFICE Dh\1ELOP, IN 

<X>NJLJN:TION WITH THE HAURO\DS, A PR(x;AAM TO ENCOUAAGE INDUSTRIES TO 

:ux:ATE AlDNG THE RAIL SYSITM RIGlIT -OF -WAY. THE STATE DEVELOPMENT 

OFFICE WILL DEVELOP AND IMPLEMENT A Ga1PLETE MARKETING PRCX;AAM 

IN::WDING REASONABLE MARKET RESEARCH AND ffi'1J.VDNICATIONS INCWDING 

TRADE MISSIONS, ADVERTISING, Dll~CT MAILINGS, AND TELEMARKETING. 

The marketing program should be developed and linplemented in 

conjunction with all Maine railroads, the staff of the Department of 

Agriculture, Department of Conservation, and the Department of 

Marine Resources. The railroads and the state agencies should share 

marketing information, market and service needs, site location 

information, and current marketing strategies. 
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PASSENGER SERVICE 

IT IS RECO.t11ENDED THAT THE SLATE INITIATE AN ACTION TO REQUESr 

THE SfUDY BY AMTRAK OF THE FEASIBILITY OF RESTORING RAII.Rcw) 

PAS~.NGE:l{ SERVICE LN MAINE. 

Public meetings held by the Committee indicated that there is a 

substantial amount of interest within the public sector for the 

restoration of some level of railroad passenger service within the 

State of Maine. 

Currently the National Railroad Passenger Corporation, commonly 

known as Amtrak is authorized by the U. S. Congress to provide 

railroad passenger service throughout the United States. Under 

current Federal Law, Section 403B of The Rail Passenger Service Act, 

permits Amtrak to share the cost of new or additional service with a 

state or agency of a State, and in some cases private and individual 

contributors. The State must agree to pay 45% of the short tenn 

avoidable loss (operating losses) during the first year of 

operation, and 65/0 of such losses each year thereafter. In 

addition, the State must agree to provide 5~1o of any capital 

nnprovements necessary to upgrade the track and station facilities, 

as well as a monthly capital cost for the use of Amtrak equipment. 

The first step in the process is for the State to request that 

Amtrak conduct a feasibility study. The request should include as 

much specific information as possible, such as the proposed routes, 

schedules, intermediate stops, etc. If ap~roved by Amtrak's 

lnanagement (and such requests made by states usually are), then a 
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study will be scheduled and conducted. It is understood that a 

number of requests are made each year, many of which are still 

pending. 

During the course of the study, it will be necessary for an 

inspection train to be operated, and it is our understanding that 

the State will be expected to assume 5iflo of the cost of such train, 

which could be approximate $10,000. 

EXPERIMENTAL SERVICE 

Several of the Committee members believe that any State rail 

assistance program should include assistance for the inauguration of 

experimental rail service that is designed to attract new users of 

rail service or to increase use by present customers. Most of the 

discussion centered around the inauguration of a daily trailer or 

container on flatcar service that would originate in Northern Maine 

designed to attract business that is now moving by highway. 

It was the consensus of the Committee, however, that no state 

fund:i~ should be made available for such experiments. Rather the 

Department of Transportation, in cooperation with the State 

Development Office and other state agencies, such as the Department 

of Agriculture and the Department of Conservation, would provide 

their good offices to facilitate and promote the inauguration of 

such services by providing data, pranotion and other services that 

would assist in such an effort, accordingly 
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IT IS RE<ll1MENDED THAT THE DEPARTMENT OF TRANSOORTKflON ACTING 

AS LEAD AGEOCY IN COOPERATION WITH THE STATE DEVELa1ENf OFFICE AND 

afHER Sf ATE AGEl'(;IES, ENCDURAGE THE DEVEWPMENT OF EXPERIMENTAL 

SERVICES THAT WILL LEAD TO GREATER USE OF RAIL TRANSPORTATION AND 

PROVIDE RELIEF FROM THE INCREASING FREIGHT TRANSIDRTATION BURDEN 

BEING IMPOSED UPON THE HIGHWAYS. 

REVISION OF STATUrES RELATING TO RAIIR(w)S, PROPOSED M)UEl{NIZATlON, 

AND CLARIFICATION 

State law that governs railroads has been changed, modified, and 

added to many times. The most recent charge included the assignment 

of most rail transportation matters to the Department of 

Transportation and eliminated most economic regulation by the State. 

Many of the state statutes governing railroads were enacted as 

early as 18S8 when the Legislature created the Railroad Commission. 

Some of the language is antiquated, and the original purpose and 

need for some of these laws has long since disappeared. 

It is the Comnittee's opinion that State law relating to 

railroads should be revised and clarified to more appropriately 

reflect current conditions. An undertaking of this nature will 

require the cooperation of those directly concerned including the 

Department of Transportation, the Railroads, Railroad Labor, the 

Maine t1unicipal Association, and an organization to represent the 

business community such as the t1aine Chamber of Commerce and 
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Industry. Accordingly, it is: 

RECOM-£NDED THAT THE DEPARTMENT OF TRANSPORTATION DRAFT AN ACf 

10 MJDERNIZE AND ClARIFY STATE STATUTES RELATING 10 RAIillQl\DS IN 

COOPERATION WITH AN ADVISORY OJl'1'1ITTEE CONSISTING OF THE HAllRUlillS, 

RAIIRO?ill LABOR, M\INE MJNICIPAL ASSOCIATION, AND AN APPROPRIATE 

ORGANIZATION TO REPREt;ENT THE INTEREST OF BUSINESS AND INDUSTRY. 

FUNDING NEEDS AND OPTIONS 

It is recommended: 

THAT THE FUNDING NECESSARY 10 REINBURS'E THE RAILR(w)S FOR 50% OF 

THE COST OF M\INTAINING AT-GRADE CROSSINGS AND HIGHWAY BRIIX;ES BE 

MADE A PART OF THE DEPARTMENT OF 'IRANSPORTATION'S HIGHWAY PR.(X;RAM. 

THAT ITUNDS NECESSARY TO ADMINISTER THE REMAINDER OF THE PR(x;RAM 

IOCLUDING l}SSISTANCE PROJECTS BE PROVIDED F'R(M EXCISE AND SALES 

TAXES PAID BY THE RAII.RCWlS TO THE STATE OF MAINE. SUCH FUNDS MAY 

BE DEDICATED FOR USE 10 ASSIS"T THE RAIL SYSTEM OR APPROPRIATED FRrn 

THE GENERAL FUND. WHATEVER COURSE THE LEGISLATURE CHOOSES 10 ADOpr, 

THE FUNDING WILL BE MADE AVAILABLE IN ACCORDANCE WITH AN APPROVED 

ANNUAL PR(x;RJIM AND BUDGET SUBMITTED BY THE DEPARJ1v1tNT OF 

1RANSPORTATION. 

THAT FUNDS NECESSARY TO SUPIDKr APPROVED ASSISTANCE PROJECTS 

THAT EXCI"':ED FUNDS AVAlLABLl:<: rilliM RAIL PAID EXCISl:<: AND SALES TAXES 10 

lili MAlJE AVAIlABLE FROM A GENffiAL FUND APPROPRIATION OR II\CWUED IN A 

BOND ISSUE IF CAP LTAL IMPROVEi'1l:iliTS ARE INVOLVED. 
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The following is an estimate of the cost of a basic rail 

program for the next biennium (7-1-85 thru 6-30-87). 

Item FY ~6 
! 

FY 87 

l. Grade Crossing & Bridge Maintenance 
Program - 50% State $1,436,000 $1,436,000 

2. Marketing and Economic Development 
Program S.D.O. 125,000 125,000 

3. Railroad Passenger Service Study 
(Inspection Train) lO,OOO 

4. Department of Transportation -
Program Administration 

Planning - Annual Update 30,000 30,00U 

Hranchline Abandonment Analysis 40,000 25,000 

Project Develo~nent - Inspection 2U,000 35,000 

Experimental Service Development lU,OOO ! 10,000 

Revision of Statutes - Rail 15,000 

Total $1, 6~6, UOU $1,661,00U 

Total Biennium $3,347,OUU 

Studies are in progress to evaluate the effect of the loss of 

rail transportation in Maine on three branch lines of the Maine 

Central Railroad; i.e., Rockland, Calais, and the Mountain 

Uivision. As previously indicated, the railroad has agreed not to 

proceed with its abandonment applications until the Corrmittee has 
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completed its work and the Legislature has an opportunity to act on 

its recommendations. The studies will be complete by mid-March 1985 

for review by the Committee and recommendations, if any, for State 

assistance to preserve service will be made to the Governor and the 

Legislature linnediately thereafter. Funding required to implement 

such recommendations will be in addition to the basic program. 

The basic program will cost an estimated $1.68 million in r:i 86 

and $1.66 million in FY 87. Because the crossing and bridge 

maintenance program benefits highway users, it is proposed that the 

Department of Transportation include those costs in its highway 

program. This will require a total expenditure of $2.87 Million for 

the biennium. It is believed that highway monies can be used for 

this purpose without violating constitutional constraints. 

An additional $475,000 will be needed from other sources to fund 

the basic program. In 1983, the railroads paid $1,657,370 to the 

State of ·Maine in Excise and Sales taxes. These monies are 

deposited in the State's General Fund and could provide a basic 

source of funding for the rail program. If the recannended sales 

tax exemption on track material is enacted, these funds would be 

reduced by an estimated $180,537 to $1,476,833 annually. (See 

Appendix 13) 

Until the studies on the branchlines are completed, the extent 

of State funding necessary to preserve essential service will not be 

kn(~l; therefore, the total funding requirements for the program 

cannot be detennined at this time. 
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STATE OF MAINE 
DEPAR'IMl'l'IT OF 'IRANSR>RTATION 
RAIL 'lRANSR>RTATION DIVISION 

SYSTEM DIAGRPM MAP 
January 1985 

CATEGORY I - Subject to abandonment within 3 years 
Miles 

Bangor & Aroostook 
cadbOU to LImestone 
Mapleton-Stockholm 

Maine Central 
Bi'lii8WiCk"'Rockland 
Brewer-Calais 
Mt. Division 

Category I Total 

15.67 
33.32 

52.12 
126.92 
26.62 

CATEXDRY 11- Lines under study for abandonment 

Bangor & Aroostook 
Phair to Fort Fairfield 
Van Buren to Madawaska 
Presque Isle - Phair 

Canadian Pacific 
Houlton to canadian Border 
Presque Is Ie to Canadian Border 

Category II Total 

13.27 
23.50 
4.80 

3.15 
29.18 

APPENDIX 1 

Page 2 of 2 

254.75 

73.90 

CATECDRY III - Lines Pending Abandonment Procedures 

Maine Central 
CobbOsseecontee 

CA'IEWRY IV - Lines under subsidy - None. 

CATElDRY V - All other lines operated 

'IOTAL SYSTEM MILES 

1.15 

1183.30 

1513.00 



F~dera.l 

state 

'Ibtal 

CUrrent projects 

SUMMARY OF CuRRENT 

RAn... PRCX:;AAM FUNDING 

June 1984 

Funds 
Available 

$ 908,238 

ll5,000* 

$1,013,238 

Obligated 
CUrrent 

'Ib Projects 

$488,993 

o 

$488,993 

BAR - Limestone Branch Rehab $200,000 

200,000 Aroostook Valley Rehab 

MDOT - Planning Grant 88,993 

APPENDIX 2 

Potentially 
Available for Projects 
(Pending Feder~l Audit) 

$419,245 

o 

$419,245 

*1979 Bond funds for purchase of abandoned MEC rail rights-of-way on 
Eastport and Bingham Branches 



Fisc.).l 
~ 

76 

76 

77 

Funding 
Source 

NERC 

Project 
Recipient Location 

B&M Rigby to N.H. 
• Line 

MOOT State~ide 

B&ML Belfast 11 
Burnham Jet. 

Total Rehabilitation Program 

Total Crossing Iniprovement Program 

Total IT 76 

NERC ME(: 

PI' CC 

BAR 

Waterville 
Lewiston 

Rigby Yard 

Masardis 
Ashland 
Eagle Lake 
Fort Kent 
Frenchville 

Total Rehabilitation Program 
Total Crossing Improvement Program 

Total IT 77 

MAINE DEPAR'IMENT OF 'IRANSPORTATION 

RAIL REHABILITATION AND 
CROSSING IMPROVEMENT PROGRAMS 

FY 76 thru FY 82 

Project Descri~ion 

Rail end welding, 4 clearance improvements 
250 insulated joints 
400 poles, surface & line 
masonry repairs 

Planning 

Program Operations 

2 miles 90# rail, 12,000 ties, bridge & 
switch timber, culvert repair, surface 11 line 

5,000 ties 
1 mile 115# rail, clearance improvement 

Painting building, switch timbers, surface 
leads, ballast, ties 

2.78 miles 115# rail 
1.33 miles 112# rail 
5.89 miles 100# rail 

Federal Funds 

$ 350,000 

26,498 

36,680 

747,100 

$1,160,278 

897,949 

$2,058,227 

$105,000 

300,000 

150,000 

$ 555,000 

1,246,071 

$1,801,071 

APPENDIX 3 
Page 1 of 6 

Non-Federal Funds 

$296,181 

0 

0 

0 

$296,181 

99,772 

$395,953 

$269,701 

128,300 

360,700 

$758,701 

138,452 

$897,153 

1:2!&... 

$ 646,181 

26,498 

36,680 

747,100 

$1,456,459 

997,721 ; 

$2,454,180 

$371,701 

428,300 

510,700 

$1,313,701 

1,384,523 

$2,69a,224 



Fiscal Funding Project 
~ SOurce ReciEient Location 

78 NERC BAR Oakfield to 
Fort Kent 
E. Millinocket 

Mrx:: Royal Jct. to 
Dar.ville Jet. 
ROyal Jet. to 
Auburn 

CN Lewiston 
Auburn 

78 FAA HOOT 

B&ML Burnham Jct. 
to Belfast 

Mrx:: Livenrore Falls' 
to Farmington 

Total Rehab Program 

Total Crossing Inprovesrent Program 

Total Fl 78 

MAINE DEPAR'IMENT OF TRANSPORTATION 

. RAIL REHABILITATION AND 
CROSSING IMPROVEMENT PROGRAMS 

FY 76 fum FY 82 

Project DescriEtion 

10.81 miles of rail 

24,000 tons of ballast 

10,000,bardwood ties 

3 miles of 100# rail, 7600 tons of 
ballast, 2500 hardwood ties, circuit 
upgrading, bridge & culvert repairs 

Rail Planning 

Program Operations 

6,000 hardwood ties, drainage inprove-
ments, bri(1ge repair, 45,0(10 tons of 
ballast, masonry repairs 

Operating Subsidy 

Federal FUnds 

$ 350,000 

170,000 

111,900 

129,480 

88,615 

1,689,553 

167,554 

$2,707,102 

1£246£071 

$3,953,173 

APPENDIX 3 
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Non-Federal FUnds ~ 

$1,016,492 $1,366,492 

261,696 431,696 

97,000 208,900 

14,387 143,867 

22,154 110,769 

186,969 1,876,522 

41,889 209,443 

$1,640 1 587 $4,347,689 

138£452 1,384,523 

$1,779,039 $5,732,212 



Fiscal E\mding Project 
~ Source Reci}2ient Location 

79 NERC BAR " Oakfield to 
Madawaska, East 
Millinocket 

CN South Paris 

MEl: New Gloucester 
to Yannouth 

B&M ScarroI'Ough 
to N.H. Line 

79 FAA MOOT 

B&M Saco 

Waldoboro to 
Thanaston 

Livcmore Falls 
toFannington 

Total Rehab Program 

Total Crossing Improvemant Program 

Total FY' 79 

MAINE DEPAR'IMENT OF TRANSPORTATION 

RAIL REHABILITATION AND 
CROSSING IMPRCJ\7ll1ENT PROGRAMS 

FY 76 thm FY 82 

Project Description 

2.22 miles of 115# rail 
10.08 miles of 100# rail 

300 ties 
200 100# rails 

40,000 tons of ballast 

22,000 hardwood ties 

Rail Planning 

Program Operations 

900 ties, 700 tons ballast, 5.68 MBM 
timber, 2500 anchors, line & surface 
drainage 

32,500 tie plates, 36370 tons ballast, 
7,900 hardwood ties, drainage ~ts, 
surface & line (Phase I) 

Operating Subsidy 

Federai E\mds 

$ 246,300 

17.,900 

219,000 

79,292 

100,000 

32,358 

76,212 

463,351 

107 1592 

$1,337,005 

1,297,991 

$2,634,996 

APPENDIX 3 
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Non-Federal Funds !2!& 

$ 652,187 $ 898,487 

9,000 21,900 

229,464 448,464 

438,968 518,260 

25,000 125,000 

6,090 40,448 

19,053 95,265 

115,838 579,189 

26,898 134 1 490 

$1 1 524,498 $21 861,503 

144,221 11442,212 

$1,668,719 $4,303,715 



Fiscal Funding Project 
~ Source ReciEient Location 

80 NERC CN Mechanic Falls to 
South Paris 

BAA Oakfield . 
Fort Kent 

PI' Co Rigby Yard 
MOC Auburn 

80 -FRA 

Waldoboro to 
Thanaston 

BML Belfast to 
Burnham Jct. 

MOC Livenrore Falls 
to Fannington 

MOOr 

Total Rehab Program 

Total Crossing Inprovement Program 

Total roY 80 

RAIL REHABILITATION AND 
CROSSING IMPROVEMENT PROGRAMS 

FY 76 thn1 FY 82 

Project DescriEtion 

10,000 cross ties 

5 miles of 115# CWR 
2.75 miles of 100# rail 

6,000 tons ballast 

6,000 tons of ballast 
600 cross ties 
20 MF13M of switch timber 
Rehab 3 crossings 

Rail Planning 

Program Operations 

32,500 tie plates, 38,370 tons ballast, 
7 ,900 ~ ties, drainage improvements, 
surface & line, (Phase II) 

10,000 hardwood ~es 
10,000 board feet hardwood switch tinDer 
Tirilber 
Operating Subsidy 

Appraisal of MOC I s Eastport Branch & BAR I S 

Houl ton-Monticel1o Branch 

Federal FUnds 

$ 96,379 . 

147,031 

99,522 

114,869 

75,000 

39,426 

380,346 

260,000 

130,313 

20,eOO 

$1,362,886 

1,286,130 

$2,649,il16 

APPENDIX ~ 
Page 4 of 6 

Non-Federal Funds ~ 
$227,621 $ 324,000 

817,325 964,356' 

108,336 207,85S 

147,619 262,480 

18,750 93,75C 

9,857 49)283 

95,087 475,43; 

65,000 325,00G 

32,578 162,891 

5,000 25,000 

$1,527,173 $ 2.,890,059 

158,960 1,445,090 

$1,686,133 $ 4,335,149 



Fiscal 
~ 

81 

82 

82 

~'!AINE DEPAR'IMENT OF TRANSPORTATION 

runding 
Source 

FAA 

Recipient 

. Total Rehab Program 

Project 
Location 

Phair to 
Fort Fairfield 

Total Crossing Improven-ent Program 

Total FY 81 . 

FAA 

Weal 

TOtal Rehab Program 

Waldoboro to 
Thcmaston 

Livermore Falls to 
FaIIllington 

Total crossing lInprovarent Program 

TOtal FY 82 

RAIL REHABILITATION AND 
CROSSING IMPROVEMENT PROGRAMS 

FY 76 thru FY 82 

Project Description 

Rail Planning 

Program Operations 

20;000 hardwood ties, 
Drainage llnproverrent:s 
Surface & line 

Program Operations 

32,500 tie plates, 38,370 .tons ballast 
7,900 hardwood ties, drainage ill1prcllTe­
ments, surface & line (Phase In) 

Operating Subsidy 

Federal Funds 

$ 50,000 

3~,862 

658,985 

741,847 

1[286,000 

$2,027,847 

16,667 

333,333 

0 

350,000 

1[643[000 

$1,993,000 

APPENDIX 3 
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Non-Federal Funds ~ 

$ 12,500 $ fi2,500 

8;216 41,078 

164,746 823,731 

185,462 927,309 

159,000 .- 1,445,000 

$344,462 $2,372,309 

7,143 23,810 

142,857 476,190 

198,564 198,564 

348,564 698,564 

182,000 1,825[000 

$530,564 $2,523,564 



Fiscal 

~ 

76 

77 

78 

79 

SO 

-81 

82 

Totals 

MAINE DEPAR'IMENT OF TRANSPOR'IM'ION 

Crossing ImpIOll'errent Program 

Federal Non-Federal 'lbtal 

$ 898 $ 100 $ 998 

1,246 138 1,384 

1,246 138 1,384 

1,298 .144 1,442 

1,286 159 1,445 

1,286 159 1,445 

1,643 ~ 1,825 

$8,903 U,Ci20 $9,923 

RAIL REHABILITATION AND 
CROSSING IMPROVEMENT PROGRAMS 

FY 76 thru FY 82 

SUMMARY 
('Ihousands ) 

Rehabilitation Program 

Federal Non-Federal ~ 

$1,160 $ 296 $ 1,456 

555 759 1,314 

2,707 1,641 4,348 

1,337 1,524 2,861 

1,363 1,527 2,890 

742 185 927 

-ill. ---1i2. --.i2.2. 
$8,214 $6.2~1 $14,495 

Federal 

$ 2,058 

1,801 

3,953 

2,635 

2,649 

2,028 

1,993 

$17,117 

APPENDIX 3 
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'lbtal 

Non-Federal Total 

$ 396 $ 2,454 

897 2,fi98 

1,779 5,732 

1,668 4,303 

1,686 4,335 

344 2,372 

-ill ~,524 

$7,301 $24,418 



category 1 -

category 2 -

category 3 -

category 4 -

category 5 -

Interstate Commerce Commission 
Categories and Rail Line Abandonment Procedures 

APPENDIX 4 

Page 1 of 5 

All lines or portions of lines which the carrier 

anticipates will be the subject of an abandonment 

to be filed within the 3-year period following 

the date upon which the diagram, or any amended 

diagram, is filed with the Commission. 

All lines or portions of lines potentially subject 

to abandonment are those which the carrier has 

under study and be lieves may be the subject of a 

future abandonment application because of either 

anticipated operating losses or excessive rehabili-

tation costs, as compared to potential revenues. 

All lines or portions of lines for which an abandon-

ment or discontinuance application is pending before 

the commission on the date upon which the diagram or 

amended diagram, is filed with the Commission. 

All lines or portions of lines which are being 

operated under the rail service continuation provisions 

of 49 u.s.c. 10905 or of Section 304(c) (2) of the 

Regional Rail Reorganization Act of 1973, as amended, 

on the date upon which the diagram, or any amended 

diagram is filed with the Commission; and 

All other lines or portions of lines which the carrier 

owns and operates, directly or indirectly. 



ICC Rail Abandonment Procedure. 

APPENDIX 4 
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The following is a brief summary of the current abandonment procedures 

of the Interstate Commerce Commission: 

Railroad lists branchline under Category I in its 

armual system diagram update. The line must be in Category 1 at 

least four months before a "Notice of Intent" can be posted. 

Stage II. (Up to three years after Stage I), Railroad posts and 

publishes "Notice of Intent to Abandon Line or Discontinue Service". 

(At least 15 - not more than 30 days - before end of four-month 

period. ) 

Stage III. (At least 30 days after Stage II), Railroad files 

abandonment application with ICC (filing date) accompanied by a 

certification that the posting and publishing requirements of 

the "Notice of Intent" have been satisfied. 

Stage IV. (Within 45 days of the filing date) : 

a. If no protest is received from State, shipper or other 

parties within 30 days of filing date, the ICC shall find that 

the public convenience and necessity require or permit the 

abandonment or discontinuance. In such a case, the ICC shall, 

within 45 days of the filing date, issue a certificate which 

permits the abandonment or discontinuance to occur within 75 

days of the filing date. 



Rail Abandonment Procedure 

APPENDIX 4 
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b. If a protest is received within 30 days after the filing date, 

the ICC shall, within 45 days after the filing date, determine 

whether an investigation is needed. 

i. If the ICC decides that no investigation is to be 

undertaken, the ICC shall, within 75 days after the 

filing date, decide whether or not to pennit abandonment, 

taking into consideration the application of the railroad 

and any material submitted by protestants. If the ICC 

decides to allow abandonment, it shall, within 90 days 

of the filing date, issue a certificate which permits the 

abandonment to occur within 120 days of the filing date. 

ii. If the ICC decides that an investigation should be 

undertaken, the investigation must be completed within 

135 days and an initial decision rendered within 165 

days after the filing date. The initial decision shall 

become the final decision 30 days after its issuance 

unless it is appealed. If an appeal is heard by the 

ICC, the ICC shall issue its final decision within 255 

days after the filing date. Whenever the ICC decides 

upon investigation to pennit abandonment, it shall, 

within 15 days of the final decision, issue a certificate 

which permits abandonment to occur within 75 days of the 

final decision date. 
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APPENDIX 4 
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stage V. (Within 10 days of the publishing of the ICC IS abandorurent 

decision in the Federal Register) 

Any person or party may offer to pay the railroad a subsidy or offer 

to purchase the line. 

stage VI. (Within 15 days of the publishing of the ICC I S abandonment 

decision in the Federal Register) 

If the ICC finds that a financially responsible person (FRP) 

(including a government authority) has offered financial assistance 

which will likely equal railroad costs for that line, the ICC shall 

postpone the issuance of the abandonment certificate and: 

a. If the railroad and the FRP enter into an agreement which will 

provide continued rail service, the Commission shall postpone 

the issuance of the certificate for so long as the agreement is 

in effect. 

b. If the railroad and the FRP enter into an agreement to purchase 

the line and continue rail service, the ICC shall approve the 

transaction and dismiss the application for abandorurent. 

c. If the railroad and the FRP fail to agree on the same amount 

or terms of the subsidy, within 30 days after the offer is 

made: 



Rail Abandonment Procedure 

1. If either party requests the ICC to establish the 

conditions and amount of compensation, the ICC shall 

render its decision within 60 days of the request and 

shall be binding on both parties, except that the RFP may 

withdraw his offer wi thin 10 days. In such case, the ICC 

shall immediately issue the certificate of abandonment. 

i1. If neither party requests that the ICC establish the 

conditions and amount of compensation, the ICC shall 

immediately issue the certificate of abandonment, 

APPENDIX 4 
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OFFICE OF 
THE GOVERNOR 

APPENDIX 5 

Page 1 of 2 

llFy 83/84 NO. ________________ _ 

DATE __ ·~J~u~n~e~1~,~19~8~4~ __ _ 

AN ORDER TO ESTABLISH A GOVERNOR'S ADVISORY COMMITTEE FOR THE DEVELOPMENT 
OF A RAIL TRANSPORTATION POLICY FOR THE STATE OF MAINE. 

WHEREAS, the rail system. of the State of Maine constitutes one of the major· 
transportation modes relied upon by existing Maine industries for the distribution 
of manufactured products and goods and materials consumed in the operation of such 
industrIes; and 

WHEREAS, the present and future transportation needs of such industries as well 
as those industries which may be located as a result of the state economic 
development efforts will require a certain level of rail transportation service; and 

WHEREAS, the Department of Transportation and other sources have indicated that 
a number of the lines that make up the rail transportation network of this State 
are the subject of study as to the feasibility of future operations by the owning 
railroads; and 

WHEREAS, it is anticipated that a number of these lines will be the subject of 
petitions for abandonment within the next few years, and it is deemed necessary and 
prudent that the State have in place a policy to respond to such actions' in a 
timely mannerj and 

WHEREAS, such responses should be made within the framework of a State Policy 
for the future of rail transportation; and 

WHEREAS, the development of such a policy shall be undertaken as soon as 
possible, and recommendations submitted to this Office and the First Regular 
Session of the l12th Legislature in January, 1985; 

NOW, THEREFORE, I, JOSEPH E. BRENNAN, Governor of the State of Maine, do hereby 
establish The Governor's Advisory Committee for the Development of a Rail 
Transportation Policy for the State of Maine. 

MEMBERSHIP 

Individuals to serve on the Advisory Committee shall be designated by the 
Governor and shall include a representative of the paper industry, the Chairmen of 
the Joint Standing Committee on Transportation of the lllth Legislature, a 
representative of the Maine Municipal Association, a representative with experience 
in so-called shortline rail operations, a rail management person representing the 
larger carriers, a representative of the food processing industry, a representative 
of the Maine Poultry Association, a representative of the Maine potato industry, a 
representative of railroad labor, and the Commissioner of Transportation'. The 
Commissipner of Transportation shall serve as Chairman and he shall call the first 
meeting. 
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Maine Municipal Association -

Railroad Industry -

Rail road Labor -

Thc:rnas Golden, T.M. 
Georgia-Pacific Corp. 
WOodland, Maine 04694 (427-3311) 

Senator Peter W. Danton 
7 Beach street 
Saoo, Maine 04072 (282-0637) 

Representative George A. Carroll 
Elm Street, R.F.D. #2 
L~erick, Maine 04048 (793-2339) 

William Bell, Executive Director 
Maine Poul try Federation 
P.O. Box 228 
Augusta, Maine 04330 (622-4443) 

Stanley P. Greaves, Exec. Vice President 
Maine Potato Sales Association 
P.o. Box 30 
Presque Isle, Maine 04769 (768-5571) 

Perley R. Langley, T.M. 
J. R. Sirnplot 
P.O. Box 809 
Presque Isle, Maine 04769 (768-5911) 

Thc:rnas Stevens, Town Manager 
Town Office 
27 Church street 
Ltmestone, Maine 04750 (325-3131) 

J. F. Geri ty, Vice Chainnan of Board 
Maine Central Railroad Canpany 
242 St. John Street 
Portland, Maine 04102 (774-4017) 

Thanas B. Bamford 
Railroad Consultant 
Box 210 - R.F.D. #2 
Lincolnville, Maine 04849 (338-1081) 

E. R. Ploum, Legislative Director 
United Transportation Union 
679 Forest Avenue, Roam 5 
Portland, Maine 04103 (772-7354) 
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The July 17th meeting was held to receive the views and ccmrents of the rail­
roads serving this State on the future of rail transportation, and what, if any, 
involvement the State should have in insuring that an adequate level of service 
was available. 

The following is a sumnary of the statements received at that neeting: 

For the convenience of the carmi.ttee members, there is attached a ccpy of the 
infonnation outline or questions that were supplied to those who were invited to 
submi t stateIrents. 

1. Maine Central and Boston & Maine 

The Maine Central Railroad and Boston & Maine Corp. were represented by Mr. 
John F. Gerity, who is Vice-Chainnan of the l30ard of Maine Central and a member of 
this Ccmnittee. 

Mr. Geri ty' s verbal staterrent was aC<::Xl:'!panied by a tabulation of present ser­
vice being provided by Maine Central together with certain traffic statistics for 
the year 1983. For the convenience of the Ccmnittee, that data is attached to 
this JTeTPrandum. ' I 

Most of system receives daily service except category I lines (subject to 
abandonment receive less). 

'!he biggest interchange points are at Northern Maine Junction with the Bangor 
& Aroostook Railroad and at Rigby (South Portla.rt,.l)'with the Boston " Maine. , The 
third largest is with the canadian National Interchange at Danville or Yru:n:outh 
Junction. ' 

Major products transported are paper and forest products. 
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1. Maine Central and Boston" Maine (Coot'd.) 

Anticipated gr-arth is in handling of piggy=back trailers by rail in the hope 
that this service will divert truck traffic. 

Abandonrrents will probably occur sooner than in the past. 

Maine Central and Boston & Maine consider lines not in Category I to .consti­
tute their essential system. 

Right of ways will be disposed of after abandonment unless acquired by the 
State or other interested persons. 

Mr. Gerity indicated that a state funded experim:mtal service project might 
be beneficial to all concerned. 

Mr. Gerity suggested that State assistance could include the follONing: 

A. Maintenance of grade crossings. 

B. Maintenance of a highway over bridges that the railroads still have 
responsibility for. 

C. Exemption fran the fuel tax for fuels used in locarotive operation. 

It is Maine Central and BBcM's view that the railroads should receive rore 
equitable treabnent in areas such as taxes and maintenance requirezrents for facil­
ities that are essentially there to protect highway rather than rail users. 

2. Bangor" Aroostook Railroad 

The Bangor 61 Aroostook Railroad was represented by Linwood Littlefield, its 
Senior Vice President; William Houston, Vice President and General Counsel, and Mr. 
Linwood Hand who is the legislative representative for the Bangor lit Aroostook and 
Canadian Pacific Railway. A prepared statement was suJ:::rnj.tted on behalf of the 
Bangor" Aroostook in response to the infonnation request. A copy of this state­
rrent is attached for the convenience of the Ccmnittee IreIl'bers. 

'!he Bangor,. Aroostook operates 463.6 branch and mainline tracks, pr.irrarily in 
Aroostook COUnty but also through Penobscot and Waldo COUnties to Searsport. 

Freight is interchanged with the Maine Central at Northem Maine Junctj,on 
(Hennan), the Canadian Pacific at Brownville Junction, and the Canadian Pacific and 
Canadian National at st. Leonard, New Brunswick (across the st. John River fran Van 
Buren) • 

Mr. Littlefield stated that the Bangor ,. Aroostook will not abandon its Cate­
gory I lines at least until the Ccmnittee has an cpportunity to develop reccmrenda­
tionsand the Legislature has acted on them. 
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'!he existing system, less the Category I lines, which include the Limestone 
Branch and the line fran Mapleton to stockholm are considered by the railroad to 
constitute its essential system. 

During 1983, the BAR handled 52,898 carloads, the principal camodities being 
paper and forest products, with petroleum (Bunkers C), chemicals and clay follCM­
ing 1.'1 tl"~t 

They are projecting a modest growth in basic traffic for 1984· and the eventual 
develq:mmt of mineral deposits that have been found on its line in the next five 
to ten years. 

The BAR indicated a reluctance to accept operating subsidies but a recognition 
that subsidies may be warranted in certain cases where the public interest requires. 
The BAR suggested that State assistance include the follCMing. 

A. Exemption fran sales· tax for material required for maintenance of right of 
way. 

B. The state assume responsibility and cost of highway bridges over railroad, 
and railroad bridges over highway. 

C. state assume the cost tor installation and maintenance of crossing protection 
devices and the cost of maintaining public grade crossings. 

D. Equitable taxation by municipalities. 

E. Enforce all motor vehicle laws, especially weight laws insofar as they 
apply to truck operations. 

F. Abolish certain antiquated laws, particularly laws :requiring railroads to 
fence their right of way. 

3. The Canadian National Railway, the Canadian Pacific Railway, and the 
Aroostook Valley Railroad were not present at the rreeting but indicated that written 
statements would be sul:mi tted. 

As late as August 31st, those statements have not been received, and it was 
detennined to proceed with this summary. 

4. Belfast &, Moosehead Lake Railroad 
\ 

The B&ML is a so-called shortline that operates between Burnham Junction where 
it connects with the Maine Central Railroad and Belfast. Five to seven trains are 
operated per week over the line and the typical train consists of five cariI. In­
bound traffic consists of com, soybean real, and various feed supplements.Out­
bound traffic consists of fertilizer, sardines, and wood products. '!he major cus­
tarer is the feed mill located at Thorndike. Ba.ML was represented by Alan Socea, 
General Manager. 
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During a six m:mth period of 1984, 464 cars were handled Oller the railroad 
which would indicate that the carrier's total traffic is sanething less than 1,000 
cars per year. 

A problem that is carmon to all short 1 ines , is the cost of purchasing freight 
tariffs which are required by the Interstate Ccmrerce Ccmnission, to be on file at 
SCl're point that is accessible to the public. It is the B&ML's suggestion that the 
state consider helping the shortlines purchase one set of tariffs that all could 
use with each carrier sharing in the costs. This results in a substantial curount 
of money per year. Mr. Socea gave one example of -a tariff reissued at a cost of 
$2,225 per copy. These costs were shared by the shortlines in Maine. Each carrier, 
that is the B&ML and the AVR, would assurre one-half of this cost, and both could use 
the tariff and still be in ccmpliance with the Interstate Ccmrerce Act. 

The construction of the ethynol plant in Auburn is of concern to the B&ML be­
cause of the potential it will have for making feed grains available to the mills in 
Central and Southern Maine. 

B&ML considers its line an essential portion of the State rail system, and is 
suggesting that all present routes into and out of the state of Maine via Danville, 
Portland, and Matawamkeag be continued. 

B&ML suggests that the state assurre the cost of crossing, maintenance, and 
protection and that it provide sane assistance to the shortlines in marketing ser­
vice. 

It is also suggested that the state consider a program similar to that adopted 
.by the state of Vermont who has acquired rrost of the railroad in the state and 
leases it back to private operators who are responsible for maintaining it and shar­
ing any profits earned with the state. 

At the conclusion of the meeting, a number of the Ccmnittee rrembers had ccmrents 
for the record. 

1. Tan Bamford - State should undertake a major industrial develq;m:mt effort 
on the so-called light density branch railroads in Maine. 

2. Mr. Phillips indicated that the lightly used branchlines were important to 
the total system and therefore should receive the state's primary consideration. 

3. stan Greaves indicated that it was very important to maintain and develop 
mainline service which wou'ld in itself have a preserving effect upon the branchlines. 
In other words, without an attractive level of service on the mainlines, it would 
be. iIrq:>ossible to develop additional traffic for the branchline operation. 
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4. Mr. Fern indicated that any assistance the state decides to provide the 
carrier should be for an extended period of time of 16 to 18 nonths rather than 
one year or less in order to give any~s.tanQe program adequate t1.rre to prove 
itself. 

DFC:WFF:gh 

AttachIrents 
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September 10, ,1984 

To: Rail Advisory Carmittee ... 

Fran: Dana F. Connors, Chairman 

SUbject: July 24th Meeting - Rail Sez:vice Users 

The July 24th meeting was held to receive the views and ocmnents of 
sane of the principal users of rail service' in the State as to the future 
needs for rail transp:>rtatlon and what, if any, involvement the state 
should have in ensuring that an adequate level of service is available. 

The following is a surrmary of the statements received at that meeting. 

For the convenience of the Ccmni. ttee members, there is attached a copy 
of the infonnation outline or questions that were supplied to those who were 
invi ted to subni t statements., 

1. The Paper Industry: The paper industry was represented by Mr. Thanas 
Golden, who is Traffic l-lanager of the Georgia Pacific canpany Mill at Woodland, 
Maine, and also a manber of the Carrnittee. 

Mr. Golden's verbal statement indicates that the GP Mill at Woodland uses 
rail service for approximately 40% of its outbound production, and between 10 
~d 15% of inbound materials. The principal oorrrnodities are pulp, paper, and 
waferboard - outbound; and chemicals and various mill supplies - inbound. 

The primary concern in using rail service is its reliability: and ITOdal 
selection is dictated by both service and cost. However, service tends to be 
the more irnp:>rtant factor. Up to 800 miles, highway trucks are very canpetitive 
to rail, but over 800 miles, railroads are the preferred mode primarily because 

'of the substantial rate advantages. 

The continued availability of rail service is eS'sential to GP, and the con­
tinued ot:>eration of the mill. Loss of rail service could resul t in closing the 
mill and the loss of 800 jobs in the critically under-anployed Washington County 
area. Highway transportatlon cannot meet all present and future needs. The 
critical problan with rail service is its reliability or consistency. 
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Mr, Golden indicated that the shortline railroads' operations on light 
density lines should be investigated thoroughly before any attempt is made 
to subsidize either a short line or the existing rail carrier. 

The paper industry, including Georgia Pacific, uses a substantial amount 
of chlorine which now moves by rail. If this particular carmodi ty had to move 
by truck, it would be not only rrore expensive but substantially mo~edangerous 
to the general travelling public. 

GP does not feel it will suffer any service problems as a result of the 
potential abandonment of the Calais Branch, on which the mill is located. 
Apparently an agreement is in the process of being established between Georgia 
Pacific, Maine Central, and Canadian Pacific which would permit the rerouting 
of Georgia Pacific traffic by the CP, Vanceboro to Maine Central. This arrange­
ment would provide GP with a six-day service, which ccmpares with the present 
three-day service offered by Maine Central on the Calais Branch. 

When GP produced mostly newsprint at its Woodland Mill, 80% of 1 ts outbound 
traffic moved by rail. Information available to the Deparbnent indicates that 
this is still true of sane mills -- particularly in Northern Maine -- located 
on the Bangor & Aroostook, where 80 - 90% of their outbound traffic moves by 
rail. However, our information also ~ndicates that the mills in Central and 
Southern Maine that produce printing papers and other paper products are more 
canparable with GP's present usage of rail service (40%). It should be noted 
that this is a marked difference from the results that were obtained fran the 
last shipper survey in 1975. At that time, on average, the paper industry 
relied on rail service for 80% of its outbound shipnents. 

2. Forest Products: statements on the use of rail service by the forest 
products industry were presented by Mr. Richard York of the J. M. Huber Corp. 
of Easton, Maine; Mr. Gerald Blanchard of the Pinkham Ltnnber canpany, Ashland, 
Maine; and Mr. Glen Clifford of the Louisiana Pacific Corp., New Limerick, 
Maine. These canpanies produce and ship ltnnber, waferboard, and 'various other 
forest products and building materials. 

The outbound shipnents of these ccmnodities use rail service at a range 
of 62% for lumber to a high of 90% for one of the waferboard plants, All of 
these plants indicated that the continuation of rail service is essential to 
their future existence and developnent. Inbound materials consist p+,irnarily 
of logs, approximately 25% of which moves by rail. The length of haul and 
rehandling costs appear to influence the modal selection of the inbound logs. 

,All predict increased use of rail service, even.at its present level, 
indicating that more traffic would move by rail if service were increased. 
There is considerable interest in diverting sane of the highway movements to 
rail via the use of piggyback service, which sane are exper:irnentingwith at 
the present time. 
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J. M. Huber's statement appears to represent the position of this industry, 
which, after stating the importance of rail service to its present and future. 
operations, indicates that "The State of Maine should encourage free enterprise 
amongst the railroads through reasonable regulation and fair taxation. It should 
not provide direct assistance or fund experimental service improvement projects. 
Line .<lbandonments though extensive, have not affected se!"v·ice To=da:te. HovJever: 
any additional loss of trackage should be reviewed carefully. II 

3. Chemical Industry: Both the LCP Maine, Inc., ~ocated in Orrington, 
Maine on the Bucksport Branch of the Maine Central Railroad and Delta Chemicals, 
Inc., located at Stockton Springs, r;1aine, on the Searsport Branch of the Bangor 
and Aroostook Railroad were invited to suhuit statements on the status of rail 
transportation and how it affects the industry. Neither company was represented 
at the meeting, and no written statements have been received since that time. 

It is known, however, by the Deparbnent that these industries rely heavily 
upon rail service, and that a substantial part of their production is in the so­
called "hazardous materials" classification, such as chlorine, which is used 
extensively by the paper industry. It is clear that the renoval of this traffic 
from rail to highway would not only place additional heavy truck traffic on the 
highways, but would also potentially increase the safety hazard to the general 
notorists • 

4. Feed Grains: A statement for Maine Feedmills Association was presented 
by William Bell, who is Executive Director of the Maine Poultry Federation, and also 
a ~ .member of this Ccmni ttee. 

Maine feedmills' use an estimated 407,500 tons of various grain and feed 
ingredients annually. These mills are for the most part located in Central 
and Southern Maine on the Maine Central Railroad. One of the large mills is 
located in Thorndike on the Belfast-Moosehead Lake Railroad. Only one is located 
on any of the branch lines that are potential for abandonment at this t:iJne -­
Dennysville, on the Calais Branch of the Maine Central. This mill receives an 
estimated 70 carloads per year. 

The primary product is com, followed by soybean meal, gluten feed, wheat 
rn1dlings, etc. This traffic all moves inbound 100% by rail. The feeds produced 
by these mills are shipped to local fanns by truck. Rallservice, therefore, is 
absolutely essential if these mills a~ to continue to function, and. the paul try 
and dairy industries are to continue to exist in the State of Maine. The dairy 
industry, with 2,000 fanus, employes about 3,000 persons directly, plus an 
add! tional 1,000 employees in related dairy industries. The paul try industry 
emplQYs approximately 2,000 persons. 
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The preservation of presently endangered branch' lines is not considered 
vital to the well-being of this industry. "The state shoUld use whatever 
methods of assistance appear most efficient and necessary to maintain the 
required service (primarily main line service) as outlined above. Requiring 
the preservation of unprofitable branch lines -- or forcing the expenditure 
of rail road funds for passenger service -- ~uld appear contrary to the needs 
of our industry." 

Mr. Bell indicated that given present rail rates fran Midwest origins, 
the Auburn Ethynol Plant ~uld only be a back-up source. of grain in the event 
that rail rates get out of line. In such a case, the feedmills could obtain 
all or part of the supply from Aubum. This would probably result in trucking 
fran Au1;1urn to local mills • 

. 5. Agriculture: A statement for the fresh potato shippers of Northern 
Maine was presented by Stanley Greaves, who is Executive Vice President of 
the Maine Potato Sales Association, Presque Isle, and a member of this 
camdttee. 

In 1964, 25,115 carloads of potatoes were shipped from Maine by rail. 
Except for about 120 trailer-on-flatcar shipnents in January of 1984, the 
Maine fresh potato industry has becane 100% dependent on trucks. Mr. Greaves 
indicated that the transition from rail to truck was a gradual process, and if 
this business is to return to rail, it will also develop gradually. The diver­
sion from rail to highway was in part the result of a decline in the quality of 
rail service, a ready availability of trucks via the Interstate Highway System, 
anSi sane changes in the methods of doing business of the produce dealers in the 
large metropolitan areas. According to this statement, as truck canpetition 
increased, the railroads attempted to meet the competition by reducing rates, 
canpensatirig for the loss of revenue by reducing rail operating costs through 
longer trains, etc. 

In the absence of improved rail service, which in this case means dependable 
or consistent, and reasonably fast, fresh potato shippers will probably continue 
to rely fully, or nearly so, upon truck transportation. If service can be 
restored close to the level of 25 years ago, such as three days in New York City 
and the second morning in Boston, on a consistent basis, Mr. Greaves indicates 
that shippers would gradually and cautiously start to divert traffic back to 
the railroad. Apparently this is being done fran other pbtato producing areas 
into Maine I s traditional Boston and New York markets through the use of dedicated 
piggy-back trains. 
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While Aroostc.x>k County's potato production has declined in the past fifteen 
years, sane crop diversification has also occurred through increased acreage of 
oats, peas, broccoli, cauliflower, and various types of grain or sileage. In 
1983, approximately 28,000 truckloads of fresh eating and seed potatoes were 
shipped fran the County, and some 15,000 truckloads in processed form, with an 
estimated total freight bill of $77 riUllion. Production in the Aroostook County 
area of potatoes and other products this is to in the 
next decade, which could expand the transportation needs by as much as 20\. 

Potato shippers suggest that state assistance be provided to railroads to 
oonduct an experimental piggy-back service for products throughout the state. 
Such an experiment should extend for at least a period of 18 lTOnths, suggest-
ing that the rehabilitation of branch lines and subsidies to preserve rail 
properties will not aut.cmatically result in the diversion of traffic fran highway 
back to rail. This will happen only if service improvements and rate incentives 
are provided. 

The trailer on flat-car service (piggy-back) that was tried during the lTOnth 
of January 1984 was discontinued because of lack of participation by the shippers 
in Aroostook County. A report on this service is attached, along with Mr. Greaves' 
statement on behalf of the fresh p::rtato shippers. Essentially, a oc:mbination of 
things apparently occurred that resulted in the failure of the traffic to develop 
to the extent anticipated. The potato shippers feel that the experiment was not 
long enough, and that a State-supported service of 18 lTOnths \oK)Uld give the experi­
ment a reasonable opportunity to succeed. 

6. Processed Foods: A statement was presented in regard to the needs of 
the frozen and processed food industries by Perley Langley, Traffic Manager 
of J. R. Simplot of Presque Isle. Mr. Langley is also a member of this Ccrrmittee. 

This statement indicates that the outl::x:mnd frozen food traffic by rail has 
declined from a high of 2,700 carloads in 1969 to 231 carloads in 1983. Mr. 
Langley points to the deterioration of rail service, plus the flexibility of 
truck transportation and ccrnpeti ti ve truck rates as the primary reason for 
this decline. As only approximately 5\ of the frozen food shipnents are currently· 
m::>Ving by rail, the industry is heavily dependent upon trucks. HOW'ever, transpor­
tation alternatives are important, plus the frequent trUck shortages that plague 
Northern Maine and heavy reliance on rail transportation for inbound products, 
such as cooking oils, plant supplies and heating oils. "The processors feel 
that the state should consider subsidizing a joint venture (probably a piggy-
back operation) in order to help build up the volumes of rail traffic to sustain 
at least a main line operation in c.nd out of the area." 
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Mr. Langley indicated that in his opinion piggy-back service was the only 
practical way rails can participate in the frozen food business, ~t service 
must be available on a year-round basis. In addition, rail service is necessary 
for the growth of Maine's agricul rure and processed foods businesses. 

7. Energy Industry. Representatives of the liquified petroleum gas, 
coal, and petroleum industries were invited to participate. None of those 
invi ted attended this meeting, and although two indicated they would su1:mi t 
written statements, they have not done so as of this date. 

During this meeting, Ccmni ttee menbers' ccmnents were as follOWS: 

John Gerity: The "East-Windll piggy-back train was initiated on Guilford's 
ccmnitroent to canpete for this type of traffic, and the United Transportation 
Union I s carmi tment to man the train with a two-man crew. 

Senator Danton: The railroad has made a ccmnitment, Labor has made 
cxmn1tments, shippers want the railroads· to continue operating -- what 
should the State's carmitment be? 

Representative Carroll: I have a problem with only a main line system. 
This would leave the rrore remote areas without the rail option for developnent 
and other purposes. 

DFC/WFF/el 

Attachs. 
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September 14, 1984 

TO: Governor's Rail Advisory ~fftfe_Members 

Fran: Dana F. Connors, Chairman ~ 

Subject: July 31st Meeting - Various~nterest Groups 

The July 31st meeting was held to receive the views and carnments of 
various groups having interest in the future needs of rail transportation 
and what, if any, involvement the state should have in insuring that an 
adequate level Of service is available. Notice of the meeting was pub­
lished twice in several statewide dailies. 

The following is a summary of the statanents received at that meeting. 
For the convenience of the Comnittee members there is attached a copy of 
the information outline or questions that were supplied to those who were 
specifically invited to submit comments. 

1. Railroad Labor - Railroad labor interests were expressed by E. R. 
Plourd, Director, Maine state Legislative Board, United TransIX>rtation 
Union, and a member of this Committee; E. F. Lyden, UTU Vice President; 
E. A. Phillips, General Chairman - U'IU (who also represents Mr. Plourd on 
this Carmi ttee); Frank Michaud, Brotherhood of Maintenance of Way Employees; 
and Eldon McKeen, BRAC. 

Railroad labor has a direct interest in the preservation of as much rail 
service and rail mileage as IX>ssible, thereby protecting the jobs of their 
manbers. In addition, however, railway labor has a genuine interest in the 
preservation of rail service because of the importance that it has to the . 
State's economy in fulfilling the transIX>rtation needs of Maine industry. 
It views the present situation as a marked retrenching of rail service not 
only with the IX>tential abandorunent of several significantly large branch 
lines but also the reduction in service that the carriers are providing over 
the rail system in general. 

Without exception, all of those representing labor contend that the 
State must take some action to stop the decline in rail service. The State 
must take an active role to encourage rail carriers to recapture their IX>rtion 
of the transIX>rtation business that has been lost to trucking. It should pro­
vide incentive for the railroads to rehabilitate deteriorating facilities. It 
should seek to block future abandonment of track when it slips from a profitable 
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to nonprofitable operation. It should establish a parmership with the rail­
roads and rail labor to accomplish these purposes. 

Ali of the remaining trackage in the State including that which is subject 
to abandonment, should remain as it constitutes the State's essential rail service. 
Further reduction of rail service and the abandonment of rail trackage would cause 
a loss of jobs to the rail industry as well a~ the businesses that the rails serve; 
and if any such businesses are to survive, they would either relocate to main line 
positions or at sane location out of state. 

The UTU suggests that a conservative level of subsidy and/or State-labor 
rail operations be established, in order to continue to ,provide service on light 
density branch lines. It is the position of the UTU that main line service which 
continues to be profitable does not need assistance. The U'IU suggests subsidies 
arid not tax relief to insure that any assistance goes to rehabilitate and support 
the so-called light density branch lines. 

Subsidy support should be conditioned to insure that the railroads receiving 
it will continue to operate all existing trackage for a specific period of time 
(i.e., 10 years). Specifically, UTU suggests: ' 

a. Offer operating subsidies in the manner of diesel tax returns 
from railroad purchases of diesel fuel on a pro-rated basis • 

. This is subject to railroads insuring railroad work historically 
done in Maine will not be transferred out of state. 

b. The state should participate in 25% of the cost of light density 
branch line rehabilitation: subject to the railroads receiving 
same, insuring such lines will not be subcontracted nor leased to 
companies'paying substandard wages and fringe benefits (Union or 
not) • 

c. The state should assume 30% of the' financial expense for highway 
over bridges that are not the responsibility of the railroads on 
light density branch lines provided this is subject to railroads 
receiving same being required to sul:::rni t to the MJX)T all changes 
in freight and yard service on such branche~ ten days in advance 
of implementation (so the State may. make- suggestions to better 
protect its interests and that of the shippers/receivers). 

No tax relief should.be granted, rather to establish adequate checks and 
balances, the tax that the railroads pay might be returned in' subsidies as 
suggested in the preceding items. In addition, the State should acquire any 
and all future rail lines abandoned and then work with rail labor to ascertain 
if any operations are reasonably possible. Funds for these purposes should be 
drawn fran the taxes the railroads now pay to the State. ' 



Summary of Public Meeting - 7-31-84 
Various Interest Groups 

Governor's Rail Advisory Committee Members 
Page 3 
September 14, 1984 

APPENDIX 9 

Page 4 of f.l 

The costs that railroads incur in maintaining public grade crossings is 
unfair to the carriers as the crossing and i ts protective devices are intended 
to protect trucks and the general motorists. Taxes that the railroads pay should 
be considered for sane type of return provided it goes into places where upgrading 
is needed. Put the railroads in the same formula as trucks, in other words, 
the carrier's taxes that are paid to the state be returned in the form of improved 
facilities for the carrier's use. 

2. Municipal Governments - Statement on behalf of municipal governments in 
Maine was suhnitted by Thanas Stevens, Town Manager - Liinestone, who is also a 
member of this Cc:mnittee. This statement indicates that without exception the 
ccmmmities contacted felt that rail" service is essential; sane of the most repeated 
reasons for wanting to retain rail service were: 

a. Adverse impact on area industry. 

b. wss of a potential developnent tool of luring industry to a canmuni ty -
especially in carmunities active in econanic developnent or that have 
an industrial park. 

c. Adverse impact on roads if heavy shipnents were diverted to highways. 

d. Increased risk of having hazardous materials shipped over highways 
and through populated areas. 

Ccmnuni ties that are currently on a branch line targeted for abandonment 
stand to lose the most and have the greatest concern for retaining rail service. 
Preserving rail lines seems to be in the interest of all communities. 

Line rehabilitation seems to be favored over operating subsidy and taxes. 
There was sane surprise among municipal officials that the State has not more 
aggressively pursued line rehabilitation in the past much like it does highways 
for the trucking industry. . 

The effort of maintaining and developing existing lines over-shadows ftmding 
experimental services unless the user is willing to fund the project. If a line 
were abandoned, the individual communities would respond on its disposal. Very 
little is shown on developing passenger service except to reestablish it where it 
once existed and possibly in the more populated areas of the State. 
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3. Econcmic Development Groups - A statement was delivered at the 
meeting by Mr. Henry Bourgeois, President of the Maine Developnent Foundation. 
This statement was later followed by a written description of the development 
of a business plan to be used in connection with a line that the railroad pro­
poses to abandon. 

Mr. Bourgeois's statement indicates that in the Foundation's opinion, the 
State does have a role in preserving essential rail service; however, in deter­
mining what action the State should take, many questions need to be answered, 
such as: 

a. Consider what regional, local, and state developnent strategy 
is in regard to the area affected by the proposed abandorunent. 

b. Quantify impact on businesses in the area affected. 

c. Insist that a business plan for that line be developed. 

The business plan proposed by Mr. Bourgeois would contain seven steps as 
follows: 

a. Econanic projections. 

b. Market analysis. 

c. Resources (capital and personal) • 

d. Financial analysis. 

e. Investment decision. 

f. Management and marketing. 

9. Work schedule. 

The State Development Office was unable to participate in this meeting, 
but indicated it would sul::mit written ccmnents. To-date these ccmnents have 
not been received. 
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4. Rail Passenger Service - Eight persons presented statanents in support 
of various schanes to reinstitute railroad passenger service in Maine. Two of 
these statements were written and are attached hereto for the convenience of the 
Ccmni.ttee members. An oral statanent was also subnitted by Mr. George Lawson 
which was accompanied by a number of press clippings which primarily relate to 
actions of Guilford Transportation Industries in making changes in the service 
on the Maine Central, Boston & Maine, and Delaware & Hudson as these properties 
were acquired by GTl. 

The statanent subni tted by Mr. Tan Crikelair of Bar Harbor urges that this 
Ccmni ttee recarmend to the Governor that ne send a request to Amtrak asking for a 
preliminary market study of Boston to Bangor service as the necessary first step 
in reinstituting railroad passenger service in the state of Maine. 

This statanent recognizes the lCM population densities and the lack of 
through connections in Boston. In addition, it points to Amtrak's limited 
resources which are reflected in the chronic shortage of passenger equipnent. 

It is suggested that rail passenger service might be funded under Section 
403B of the Amtrak law which provides that Amtrak may operate passenger trains" on 
behalf of individual states if the state agrees to pay 45% of the first year's 
operating deficit and 65% of subsequent year's deficits. Currently, Amtrak has 
many requests for this type of service and the market analysis originally suggested 
is the first step in getting a proposal of this type in line" for eventual funding. 
Mr. Crikelair's statement is accompanied by an excerpt of the Federal Statutes, 
specifically Section 403 which describes the state and federal involvement in 
initiating railroad passenger service. 

A prepared statanent was also subnitted by Roy G. Paulsen, Ph.D, Professor 
"of Finance, College of Business Administration at the University of Rhode Island. 

Dr. Paulsen points out that the proved petroleum reserves worldwide are deplet­
ing at a rapid rate, rail transportation is one of the Irost fuel-efficient modes 
for the movement of people and goods, and that public transportation modes are more 
efficient than the private automobil~particularly in relation to fuel consumption. 

The statement also identifies charges that are imposed upon railroads that are 
not imposed upon other modes of transportation. In the case of -highways, airports, 
airways, and waterways, public funds provide a substantial amount of total capital 
investments needed. 

Dr. Paulsen suggests that an " ini tial service restoration between Portland 
and Boston providing non-stop service with seasonal extension to Bangor might be 
appropriate. '!his suggestion is based upon the success of other experiments at 
cape Cod, Rhode Island, etc. 
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Dr. Paulsen's statement also points out that a project which would depress 
the Boston Central artery and construct a third Cross Harbor tunnel is an oppor:­
tunity to provide a direct connection between North and South Stations for a 
rail passenger service. Such a connection "WOuld enhance any service experiments 
of a train fran Boston to points in Maine. (It is tmderstood that at the present 
time, this tunnel project does not include the rail element. As a matter of fact, 
it is further understood that Congress has yet to approve the special funding 
required for this project.) 

Mr. Frank Menair represented a group that has done extensive planning and 
have a substantial interest in the operation of a specialized type of passenger 
service which would be designed to attract excursion type passengers. 

The train would consist of specially-equipped coaches, diners, etc. to 
attract this kind of clientele. Excursions along the coast between Portland 
and Rockland and fran Portland to Central Maine to Ellsworth and Bar Harbor 
are identified as particularly attractive markets. 

In addition, standard coaches would be available on the train for regular 
passenger service. Plans are also being made to operate service via Portland and 
the Canadian National to Montreal. Serne, or perhaps all, of these trains would 
originate in Boston. 

Mr. Menair indicated that he did not believe that a service of this type 
would require operating subsidies but would require that the State or some other 
entity would need to provide capital assistance through the acquisition and main­
tenance of lines like the Rockland Branch and the Calais Branch over which the 
excursions trains would operate. 

Mr. George Lawson, who is also a member of the Brotherhood of Maintenance of 
Way Einployees, has been deeply involved in efforts to initiate an experimental 
passenger service between Portland and Old Orchard Beach. The idea behind this 
service would be to attract visitors that are located in Old Orchard who wish to 
travel to Portland and people in Portland who wish to travel to Old Orchard for 
attractions at the beach and the "ballpark". Mr. Lawson has been assisted in 
this effort by Frank Michaud who testified earlier on railroad labor's interest 
in this matter. 

At the time of this meeting, the experimental service was to start on 
August 18th and run through August 31st for a two-week period with five trips 
a day pri'ced at $8.00. 

Mr. Lawson and those who are working with him also have an interest in 
operating a train to Canada with excursions to Rockland and Lewiston. Service 
\\QuId. be on a seasonal basis, probably four months during the summer. 
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The idea of rail passenger service including a ccmnuter service on the Rock­
land Branch to Bath was supported by six other persons who made oral statements. 

5. Other Interest Groups - The Regional Planning Commissions were repre­
sented by the stateme...nt of t-tr. Forti~11 Povrell of Eastern Midcoast Regional Plan_ning 
camu.ssion and Mr. Elery Keene of the North Kermebec Regional Planning Ccmnission. 

Mr. Powell spoke generally in support of rail passenger service indicating 
that energy is still an important factor, although being rrore ignored at the 
present time than it should be and that rail passenger service oould be supported 
in part by the handling of mail and parcels. This testinPny also cited the fact 
that granite fran Vinalhaven to Smithfield, R.I. is shipped by truck rather than 
rail indicating that the rail marketing efforts should be reviewed. 

Mr. Keene's statEment indicates that railroads are necessary for future 
'econanic developnent of the State of Maine. If railroads are not available, 
no heavy industry will locate here. Mr. Keene pointed to the importance of 
keeping the locanotive repair facility in Waterville because of its importance 
to the area, the essential natllre of the North Anson Branch Line, and that right 
of way when abandoned should be acquired by the state. 

Mr. and Mrs. Roland Shafter of Rockland both spoke of their need for rail 
service in cond).i.cting their scrap iron business. They suggested that if the 
rail line to Rockland is abandoned, this business could very well close -- it 
~ld be extremely difficult, perhaps irnpossible, to find an al temate means of 
transportation. 
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RAILROAD DENSITY (TONNAGE) STATISTICS 

MILLION GROSS TONS 

Railroad Segments 

B & M 

Dover-Rigby Yard B & M Total 

MEC 

Rigby-Royal Jet. 

Royal Jet.-Danville Jet. 

Danville Jet.-Leeds Jet. 

Leeds Jet.-Oakland 

Oakland-Waterville 

Royal Jet.-Brunswiek 

Brunswick-Augusta 

Augusta-Waterville 

Waterville-Burnham 

Burnham-Pittsfield 

Pittsfield-Newport 

Newport-Northern Me. Jet. 

Northern Me. Jet.-Brewer Jet. 

Brewer Jet.-Old Town 

Old Town-Mattawamkeag 

Brewer Jet.-Ellsworth 

1973 1982 

8.59 7.48 

10.38 9.05 

5.11 4.72 

4.84 6.12 

4.08 4.99 

4.57 5.53 

4.57 4.73 

5.09 4.11 

4.98 4.46 

7.83 7.30 

7.33 7.12 

7.23 7.07 

6.84 6.51 

4.68 4.71 

4.49 2.13 

1.34 0.94 

1.10 0.79 
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% Change 

-13 

-13 

- 8 

+26 

+22 

+21 

+ 4 

-19 

-10 

- 8 

- 3 

- 2 

- 5 

+ 1 

-53 

-30 

-28 



Railroad Segments 

MEC Contld. 

Ellsworth-Machias 

Machias-St. Croix 

St. Croix-Woodland 

St. Croix-Calais 

Bucksport Branch 

Dover Branch 

Hartland Branch 

Shawmut Branch 

Oakland-Madison 

Madison-Bingham/N. Anson 

Leeds=Livermore Falls 

Livermore Falls·Rumford 

Livermore Falls-Farmington 

Mountain Division 

Brunswick-Bath 

Bath-Rockland 

Brunswick-Lewiston 

MEC Total 

BAR 

Searsport-No. Me. Jet. 

No. Me. Jet. - Brownville Jet. 

Brownville Jct.-Millinocket 

Millinocket-Sherman 

1973 

0.89 

1.32 

0.63 

0.02 

2.35 

0.10 

0.02 

0.51 

0.58 

0.10 

3.64 

3.77 

0.04 

2.14 

0.70 

0.62 

0.29 

102.18 

1.62 

5.03 

6.08 

5.36 
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1982 1 Change 

0.67 -25 

0.56 -5~ 

0.60 -0.05 

0.24 +1100 

2.27 .. 3 

0.45 +350 

Abandoned 

0.68 +33 

0.47 -19 

0.03 -70 

4.49 +23 

1. 73 -54 

Abandoned 

1.90 

0.58 

0.55 

0.11 

95.61 

1.37 

3.78 

4.52 

3.78 

.. 11 

-17 

-11 

-62 

.. 6 

-15 

-25 

-26 

-29 



Railroad Segments 

BAR Cont'd. 

Sherman-Oakfield 

Oakfield-Squa Pan 

Squa Pan-Fort Kent 

Fort Kent-Madawaska 

Madawaska-Van Buren 

Van Buren-Stockholm 

Stockholm-Washburn 

Washburn-Mapleton 

Mapleton-Squa Pan 

Mapleton-Presque Isle 

Presque Isle-Caribou 

Caribou-Limestone 

Caribou~Stockholm 

Presque IBle~Fort Fairfield 

Presque Isle-Bridgewater 

Oakfield-Houlton 

Houlton-Monticello 

Millinocket-E. Millinocket 

Sherman-Patten 

Brownville-Brownville Jet. 

Fort Kent-St. Francis 

BAR Total 

1973 

5.25 

5.06 

2.39 

0.56 

0.08 

0.25 

0.33 

0.45 

1.83 

1.36 

0.82 

0.12 

0.12 

0.21 

0.02 

0.29 

0.04 

1.11 

0.10 

1.07 

0.41 

39.96 
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1982 - % Change 

3.35 

2.31 

1.54 

1.08 

0.71 

Abandoned 

0.03 

0.03 

0.28 

0.14 

0.16 

0.06 

Abandoned 

0.06 

0.03 

0.36 

Abandoned 

0.73 

O~OOI 

0.44 

0.02 

24,78 

-36 

-54 

-36 

+93 

+788 

-91 

-93 

-85 

-90 

.. 80 

-50 

-71 

+50 

+24 

-34 

-99 

-59 

-95 

-38 
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Railroad Segments 1973 1982 % 

C.P. Rail 

Megantie-Brownville Jet. 5.97 6.55 

Brownville Jet-Vanceboro 6.38 5.45 

Debee Jet. to Houlton 0.06 0.01 

Aroostook/Presque Isle Oe25 n "'t L 
U • .!.U 

CP Rail Total 12.66 12.17 

C.N. Rail 

Berlin-Danville Jet. 2.00 2.36 

S. Paris-Norway 0.04 0.01 

Danville Jet.-Yarmouth Jet. 1.05 1.46 

Yarmouth Jet.-Portland Ter. 0.27 0.67 

Lewiston Jet.-Lewiston 0.10 0.05 

CN Rail Total 3.46 4.55 

BML 0.43 0.12 

AVR 0.19 0.10 

Portland Terminal Company is included in Boston & Maine, Maine 

Central, and Canadian National figures. 

Change 

+10 

-15 

-83 

36 

- 4 

+18 

-68 

+39 

+148 

-50 

+32 

-72 

-47 
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This report presents methods of calculating and comp~rinq benefits and 

tosts for projects eligible for assistance under the Local Rail Service Assistance 

Act of 1978. The description of these methods is pursuant to 49·CfR Part 266.15 

(t) (5) and has been prepared for inclusion by the Maine Department of Trans-

portation (MOOT) in the Maine State Rail Plan. 

The methods described below were developed on the basis of ~ reyiew of the 

following documents: 

U.S. Department of Transportation, federal Railroad Administration, 
Rail Planning Manual, Vol. II, Guide to Planners (Washinqton. D.C •• 1978). 

U.S. Department of Transportation. Pederal Railroad Administration, 
Office of Federal Assistance, Office of State Assistance Programs, "Denefit­
Cost Guidelines Rail Branch Line Continuation Assistance Program" (mimeo­
graphed, January 11, 1980). 

Methodological statelllents contained in Rail Plans submitted by states other 

than Maine were also· examined prior to the preparation of this document. l 

. Project Selection 

The benefit-cost methodology described herein is applied to all projects 

submitted to the Federal Railroad Administration (FRA) for funding under Section 5 

of the Department of Transportation Act. The projects subject to analysis are 

selected throug~ a screening process applied to pote~tially eligible projects. 
-

. Potentially eligible projects are those that involve some form of assistance 
j •• -

to eligible and potentially eligible lines. Eligible and potentially eligible 

lines include the followin~: 

lA good overview of issues in benefit-cost analysis is presented in 
Richard A. Musqrave. and Pec)flY 13. Musflrave. Publ ic Finance in Theory and 
Practice. Third Edition (~ew York: McGraw-Hill. 1980), Chapters 8 and 9. 

-1-
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J.1nes subj_e£t.l0 . .r.0.;~~~).1.~i'.!~i\!].(~O!~1I0nt. This cqteqorY include~ two t,Yrc~ 
of lines specified on cLlrrier ICC systelll diil~lrallll1lilps: Cateqor,Y 1. all 
lines or portions of lines which the carrier anticipates will be the subject 
of an abandonment or discontinuance application to be filed within the 
three-year period fnllnw1n~ thr date upon which the dia~ram or any amended 
dial]ram is filed with the COI:HlIlss1on; and Catef/ory 2, «111 lines or portions 
of lines potentially subject to abandonment which the carrier has under 
sturiy and believes may be the subject of a future abandonment application 
because of either anticipated operating ~osscs or excessive reh~bilitation 
costs as compared to potentii:1l revenues. . 

lines e119ible or potentially elif1ible und_er Section 5·density criteria. 
This category includes two types of lines: il11 lines carryinq less thiln 
3 mill ion qross ton lIIil cs per iliil e all 11 rlCS carry; I1fJ morc th':Hl 3 mi 11 ion 
but less than 5 minion qross ton miles per mile. ~cndin9 authorization by 
the Federal Railroad Administration Administrator. 

Eligible and potenliully cli!JilJll.! lines D as defined tlbove. comprise the 

overwhelming majority of total fi.dl lIIileage in Maine. It is estimi:\ted that 

lines carry;·ng less than J lIIill10n ~ross ton miles per mile account for approx­

imately two-thirds of the state's total rajl mileage. 4 In light of the large 

number of eligible lines, MOOT will limit the n~lberof projects subject to 

detailed benefit-cost analysis to those satisfying a v-ar1ety of relevant criteria. 

Projects.will be given hiflher priority to the extent that: 

il. abandonment is anticipated at an earlier ddte; 
b. gross ton mileilqc curried is 9rcilter; 
c. the condition of the track warrants rehabilitation; 
d. the employment impact from abandonment is expected to be greater; 
e. continuation or upgrading of service is consistent with 

State industrial development policies; 
f. ther~ 15 strong carrier and local shipper interest in the project. 

The screening process will rely on data generated through the MDOT's light 

Density line Evaluation and Prioritization Project. This project. as outlined 

in the Departmentis 1979 Planning Work Statement p
5 will generate a data base 

covering all eligible track mileage in the state. With the assistance of a 

2Maine Department of Transportation. Rail transportation Plan, '79-80 
Update (June 1980). p. IV-3. . 

-J . 
Ibid •• p. IV-S. 

4 . 
Maine Department of Transportation. Rail Transportation Plan, P1annin~ 

Work Statement (February 1979), p. 17" 
5 
~ •• pp. 17-18. 

of l' 
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• ~onsultantD the Deparboent will establish prioritization criteria and gather 

infonnation relating to such variables as: 

a. weight and condition of rail; 
b. type and condition of ties; 
C~ condition of roadbed and drainage; 
d. volume of traffic (tonnage); 
e. type of traffic; 
f.. frequency of train movements; 
g. economic data for the service areq; 
h •. strategic importance of the line. 

These variables will then be examined by the Department in order to rate 

each eligible line for project assistance e~igibi1ity and wi'll serve "as a basis 

for prioritization should a failrotld file for u project on thilt line in a given 

year ... 6 . High priority projects cons i de red ,for subllli ss ion to the FAA for 

assistancew111 be subject to a detailed benefit-cost ev~luation 1n accordance 

with the methodology described below. 

Local r~ilservice assistance 15 available under Title 5 of the DOT Act, 

as amended. for the following types of projects: 

Acquisition. II ••• the cost of acquirinq, bypurchqse, lease, or in 
such other manner as the State considers appropriate, a linebf railroad 
or other rail properties. or any interest therein, to maintain existing 
or provide for future rail service." 

Subsidy. " ••• the cost of rail service continuation payments." 

Rehabilitation. " •• 0 the cost of rehabilitating and improving rail 
propert i es on a 1 i ne' of ra 11 road to the extent necessary to permi t adequate 
and efficient rail freight service on such line." '. 

Substitute service. " ••• the cost of reducing the costs of lost rail 
servlce in a manner less expensive than continuing rail service." 

Construction. " ••• the cost of constructing rail or rail related 
facillties (includinq new connections between two or mor~ ex1stin~ lines 
of railroad. intermodal freight terminals, sidinns,' and relocation of 
existing lines) for the p~rpose of improving the quality and efficiency 
of rail freight 5ervice~" . . 

Benefit-cost analyses are prepared for all types of assist~nce other than 

subsidy.("rail service continuation assistilnce"). 

6 Ibid .. p. 18. 
"I 49 U.S.C. 1654. Section (f) (1) through (5). 
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The Ocnefit-Cost Model 

Benefit-cost analy~is can be used in a variety of ways. In the present 

context, the purpose of the analysis is to detennine if t~e proposed expenditure 
e 

contributes to or subtracts from total economic welfare, regardless of the 

distribution of benefits ilncJ costs ilmong citizens. Economic welfare' is assumed 

to be enhanced if the present value of benefits ~xceeds the present value of 

benefi to cos 1s grca than one)oEccinomic 

weI fare is assumed to be lO\'/ered if the present value of benefi ts exceeds the 

present value of costs (i.e., the ratio of benefits to costs 1s less than one). 

It should be emphasized that benefit-cost analysis is an analytical component 

of a larger decision-making process and thqt the positive net-benefit criterion 

is not the s~le criterion upon which acceptance or rejection of projects. is based 

Distributional considerations are U' valid concern of the planning process and 

cannot be evaluated in the benefit-cost framework. These considerqtions, 

in addition to such questions as the relqtionship between ~ given. project and the 

State's regional growth policies, are addressed outside of the benefit-cost 

model through the political decision-making process. Thus, the model presented 

here makes no effort at incorporating distributional weights for direct and . 

indirect benefits and costs. 

. For each proposed project, the following ratio is cqlculated: 

where 
pva 81 • 

and 
PVC. = 

III 
1· + i 

01. 
+ (1 + i)2 

+ 

PVB 
PVC 

... + • 

.t3 
+. {1+1}3 + ••• 

Cn 
(1 + On 

PVS is the cstimatt:!d 'presen~ value of benefits and PVC is the estimqted present 

value of costs •. Band C are benefits qnd costs for e~ch of the ~years of 

the pro~ect's life. The discount rate is 1. 
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\ CoSlS 

Principles, 

In general, costs involve two cOlilponents: the opportunity cost of resources 

used in executing the project and any enviro'nmental dClmaqe ("external cost") 

associated with the execution of the project. For purposes of the benefit­

cost analyses of local rail service assistance projects, cost estimates are 

limited to the former cateqory. which may be referred to as "project costS.1I 

It is recognized that negative environmental impacts should be considered in 

determining overall project desirubility, but that these impacts are often 

difficult or impossible to express in dollar termse Consequently, an attempt 

. is made to discover and qu~ntify external costs, but no effort. is made to 
.. .. . 

place dollar values on these effects or to include such effects in calculated 

benefit-cost ratios. 

Furthermore, project costs are adjusted to reflect differences that are 

thought to exist between project expenditures and opportunity cost. Ideally, 

project cost should measure the value of goods and services fore~one due to 

the diversion of productive resources away from alternative uses." The prices 

these resources cor.-mand in the market would measure this opportunity cost if 

market structures conformed with the perfectly competitive model. However, there 

may be gross differences between what resources are paid in their current uses 

and what they could command in their best alternative uses. Such differences 

can result, for example. from artificial or real constraints on the local-

supply of a productiv~ service. In cases where such distortions appear to 

be present. project costs are measured not by payments made but rather by estimates 

of the prices that a given resources or service would be expected to command "" 

in its best alter~~tive use (so-called "shadow prices"). 
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Cost Measurement 
~,,- --~ -- ~ ~ 

Project costs are defined and measured in accordance with the cost 

categories outlined for cilch type of project i"n "Oenefit-Cost Guidelines 

Rail Branch Line Continuation Assistance Pro~ram."8 These costs SUm to 

total program outlays as specified in the application for federal assistance, 

. including all Federal as well as non-Federal funds. 

a shadow prices for labor inputs whose w~ge 15 thought to over-

state opportunity cost are obtained from the Maine Bureau of Employment Security. 

Cencfits 
. . . . 

Project benefits Ciln bc divided into two major categories: direct 

benefits and indirect benefits. Direct benefits, in turn. are defined as 

either primary or secondary. Primary direct benefits consist of project-induced 
- . . . . . 

reductions in the cost of transporting the amounts of'commodities that would 

be shipped by firms locilted on a branch line if the proposed project were not 

undertaken •. Secondary direct benefits consist of increases in economic surplus 

attributable to increased shipments by firms located on the branch relative 

to quantities that would be shipped if the project were not undertaken. Indirect 

benefits tonsist of the economic surplus generated by fims thqt would ceilse 

operations if the branch were closed. The principles defining direct and 

indirect benefits are set forth below. 

~~ cit., pp .. 36-40. 



MethodolOgy for comparing Benefits and Costs -.7- APPENDIX 12, Page 9 of 19 

01 rec t Dencfits: Pri nc i" 1 P.S 

The total direct benefit from qny investment project is defined qS equal' 

to the change in econoillic surplus eXlJected to result from the project. (The 

benefit, of course, may be positive or negat.ive.) Economfc surplus consists 

of two components: (1) consumer surpl us--the SUIl) of the differences between 

the prices purchasers are willing to pay for each unit of a service and the price 

they have to pay; and (2) producer surplus--the stirn of the diffe:ences between 

the oppor.tuni ty cost of each uni t of a servi ce and the pri ce the producer 

receives. 

Given the demand for a service, the economic surplus generated by that 

service changes when unit cost changes. If unit cost falls, as a result 

of an assist~d project, economic surplus will rise. The increase in economic 

surplus will consist in several components. First, if unit cost fqlls and 

price remains uncha.nged, the quantity of the service purchased will remain 

unchanged. The increase in surplus will be equal to the reduction in unit 

cost times the amount of the service purchased. (It is also equal to the 

total cost of the service prior to the change in unit cost minus the total 

cost of the service after the change in unit cost.) This is the prima~v direct 

benefit of the project. Secondly, if the decrease in unit cost is accompanied 

. by a decrease in price, then normally an incr~ase in quantity purchased will 

occur. If an increase in quantity purchased occurs. there is a further 

accompanying increase in economic surplus. This further increase has two· 

components, which, combined, are defined as the secondary direct benefit of 

the project. The first component is an increase in producer surplus attributable 

to the increased quantity sold. This increase will be equal to the change in 

quantity sold times the difference bet\teen the new unit co.st and the new 
, . 

price. The second component of increased surplus is an increase in consumer 

surplus. The increase in consumer surplus will be equal to the difference 

between the prices purchasers are willing to pay for each of the additional .units 



MethodolOgy for Comparing Benefits and Costs . APPENDIX 12, Page 10 of 19 

purchased ~nd the price they h~ve to p~y -- the new, lower price. 

In gen~ral~ the chanqes in producer surplus that are expected to arise 

from a projected change in unit cost are directly measurable. Measurement 

requires knowledge of the projected new pri~e. the projected new unit cost. 

and of the old and projected qu~ntities purchased. 

The change in consumer surplus thqt ffiilY ilY-1se from. q ch~nge in price is 

. not directly measurable since the prices that people are willing to pay for 

additional units of the service are not known. However, the increase in 

consumer surplus can be estimated to be equal to one-half of the additional 

quantity purchased valued at the difference bet~een the old and new price. 

Direct Benefits: Aprlic~tion 

The investments being evaluqted for purposes of light density rqil assistance 

applications are investments in tr~nsrortqtion. The unit of service is the 

transportation of one ton of a given commodity from origin to dest~nqtion. 

(It is important to emphtlsizc thilt distance trqveled 15 not the unit of service. 

That 1s to say, prices and costs are expressed in terms not of ton-miles but /' 

in tenns of the r~te or cost for carrying one ton from origin to destination.) 

In order to estimate the direct benefit of a light density rqil line 

assistance project in accordance with the above principles, several variables 

must be known or estimated. These are the following: 

for each commodity shipped: 

qn = the number of tons expected to be shipped 1n the absence of 
the projeCt; 

1'8 = the price per ton for shipping the commodity from origin to 
d~stinati n in the absence of the project; 

cO = the cost per ton of shipping the commodity from origin to 
destination in the absence of the project; 

q = the number of tons expected to be shipped if the project is 
carried o~t; 

1'1 ~ the price per ton for shipping the commodity from origin to 
destination if the project is carried out; 
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1 . C1 a the cost per ton of shippinn the conmodity from origin to 
destination if the project is carried out. 

• 
If each of these 1s known or acceptably estimated, the impact of the 

proposed project on econolllic surplus can be measured as the sum of the followin~ 

three elements, for each commodity shipped. 9 

(1) (cO - cl)(qo) • 

(2) (ql - qO)(Pl - cl ) 

(3) ~(pO - Pl)(ql - qO) 

Element (1) is defined as the primary direct benefit of the project. Elements (2) 

and (3) constitute the sccondury direct benefit of the project. 

The application of this forlllul~ mQY be illustrated with reference to an 

hYpothetical rehubilitation project. for purposes .of illustrqtion. it is 

assumed that only one product is shipped over the brqnch line. It is also 

assumed that if track improvements are not made the branch will be abandoned. 

The commodity in question would then be shipped by truck from origin on the 

branch to'destination somewhere off the branch. If the cost per ton of shippina 

the corrmodity from origin to destination is' lower by rail than by truck, then the 

primary direct benefit of the project will be positive. The gain in s4rplus 

attributable to the reduced cost of shipping by rail the same quantity of the 
. . 

commodity that would have been shipped by truck if the branc.h line closed is 

equal to (co -cl)(qO)' where Co is the truck cost per ton shipped the required 

distance; c1 is the rail cost per ton shipped the required distance; and qo 

is the amount that would be shipped by truck if the branch were to close. 

The change in surplus will be altered if rail shipping rates for the given 

commodity are lower than truck shipping rates and .the diffe'renti~l in rates results 

in increased shipments. Here the two r~naining components of the above formula 

g·Benef1t-Cost Guidelines ••• ~" pp, .21-25. 
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come into play. The additionlll producer surplus generllted will be equal 

~ (Pl - cl )(ql - qO) s' where (ql .- qo) is the additional amount shipped. The 

additional consumer surplus can only be estimated. On th~ assumption that 

the demand schedule has a constant slope between the point representing the 

truck rate and truc~ qUllntity and the point representing the rail rate and 

rail quantity. the gain in consumer surplus is equal to one-h~lf the amount 

of oafn that would be gcncr~tcd if ilt ble 

additional unit sh.ipped were measured by the difference between the truck. . 

rate and the rail rate, i.e •• \(PO - Pl)(ql - CJp). 

On the further assumption that none of the values of the above-specified 

variables will change over the life of the project, the annual direct benefit 

of the project will be the sum of the three components described above for 

the single commodity shipped. If more than one commodity is shipped, then the 

total direct benefit will be the sum of the calculated annual benefit for each 

commodity. 

Indirect Benefits 
.~ 

Projects receiving local rail service assistance may affect industrial 

location •. A rehabilitation project that either up-grades a branch or prevents 

abandonment may forestall the closing of plants located, on the line. Acquisition 

or provision of substitute service may do likewise. New construction ~v 

stimulate the location of new production facilities on the branth or the 

expans'ion of existing facilities. The impacts on econom.ic ,surplus stemninq from 

such changes in industrial location are defined as indirect benefits. 

In general. indirect benefits are considered legitimate components 

of benefits and are included in benefit calculations when they are measurable, 

expected to be of significant magnitude, and-valid within a state-wide.perspective 

on benefit incidence. 
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• 

.. 

.. 

When a plant clos1n!"J is expected to be avoided as a result of the project 

under review. the valu~.of the associated benefit is the economic surplus that 

would have been generated b,V the pl,lnt. This economic sarplus -- anain. equtll 

to the sum of producer and consumer surplus .-- is the difference between the value 

consumers place on the commodity and the opportunity cost of the resources 

used to.produce it.' If a national perspective were taken on benefits measurement 

and if productive resources were perfectly mobile, the opportunity cost of 

inputs would be equal to their current rate of pay. However, the. rate of pay 

of a resource thatwQuld otherwise be unemployed overstates its opportunity cost. 

For example, if a plant closing resulted in the release of .labor resources 

that were to become permanently unemployed, the opportunity cost of those 

resources would be zero. In this case, calculation of surplus would exclude 

from total cost the cost of labor services •. Similarly, if a plant closing 

resulted in the release of plant.and equipment that were to become permqnently 

unused. the opportunity cost of that plant and equipment would be zero and 

would not be included in cost in calculating consumer surplus. The effect 

of excluding from production cost the returns to resources' that will llecome 

unemployed is to add the value of those resources in their current use to 

the amount of surplus. Put another way, when the effect of a project i's to 

avoid displacing resources that will become unemployed •. theva1ue of those 

resources in their current use is a true benefit of the project. In the case 

of labor resources, this value is ~qual to the amoun~ of labor time~ its current 

wage. In the case of plant and equipment, this value is equal to the current 

imputed rental value of this plant and equipment. In all instances, the 

imputation of values for otherwise unemployed resources should be limited 

to the duration of unB~ployment • 
-

In practice. the imputation of the yalue of otherWl-se unemployed resources 
. I 

is generally the only element of economic surplus incltided in mea~ti~ed benefits 
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attributable to the avoidilnce of plant closin~s. The computation fIIily illso 

include an estimate of producer surplus ~,hen reliable information on cost of 

production is obtainable. ConSUlller surplus is omitted from indirect cost 

calculations in light of the fact that demartd functions are not known and 

can be estimated with a reasonable degree of confidence only a~ ~re~t expense. 

The geographical perspective taken for purposes of definin~ indirect benefits 

is that of the state. For example, the value of otherwise unemployed resources 

is included as a benefit even when they are expected to be reemployed outside 

of the state. The shift of value from in-state to outside the state when 

resources ~IDve is considered a loss from the state's perspective and the 

avoidance of this loss through an assisted project is considered a benefit. 

External Benefits 

Values for external benefits are not included in the benefit-cost ca1culation~ 

These benefits can be of two types: pecuniary and real. Pecuniary external 

benefits amount only to increases in the value of assets or additions to 

money income stemming from the project. for example» if increased rail traffic 

and higher local employment levels have the effect of raising local land values, 

the increase in land values is a pecuniary benefit. However, the increase is 

not included as a project benefit because it does not represent an increase 

in .the net value of goods and services produced by the "national economy; there 

will be a corresponding decrease in asset values elsewhere. Similarly. if 

increased local economic activity forces up wage rates in the community, the 

increase in wages is not considered a benefit for purposes of the analyses. The 

increase 1s considered a transfer of money .income from elsewhere in the economy. 

Real external benefits are, in principle. legitimate components of the 

benefits from any investment project. These effects include the enhancement 
-

of the environment or of human health and well-being through m"eans other than 

the pt'ice system. For example, closing a branch that passes near"a residential , 

area may have the positive effect of reducing nOlse pollution. Although 
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such e'ffects constitute chclngcs in hUIO<1n welf<1rc, they are not included in 

the ·benefit calculations for an~lyscs prepared in support of local rail 

service assistance applications. This omission is justif1ed by the difficulty 

of placing dollar values on these impacts a~d by the general assumption that 

such impacts are likely to be small. In instances where direct non ... pecuniary 

external impacts are likely to be substantial, an effort is made to describe 

and quantify these impacts and evaluate their Significance through the planning 

process. 

SUll1Tlary 

While all of the direct and indirect benefits defined ~boye are in principle 

legitimate .components of benefits, not all are calculated for each analysis. In 

all instances, primary and secondary direct benefits are calculated. The 

indirect. benefit calculation is, howcver, truncated·. In recognition of the 

difficulty of measuring consumer surplus, indirect benefits calculations are 

limited to that portion of increascd output that arises from avoiding the 

unemployment of resources for that period oyer which rcsources are expected 

to be unemployed. 

Measurement Conventions and Data Sources 

The data required to complete calculations of direct and indirect benefit 

may be obtained by various means that differ .in regard to specificity relative 

to the case at hand and cost of acquisition. At one extreme, data on transportatio~ 

costs and rates can. be taken from published sources. The co~t of these data 

is low, but they may not represent local or carrier~specif1c cost conditions 

accurately. At the other extreme. costs can be developed for each branc~ and 

for each alternative transportation mode by examining railroad, shipper, and 

non-rail transportation firm records. 
, 

In practice, for p'urpos~s of construc:ting 

benefit-cost ratios for proposed projects, a mix of sources is used. The . . 

conventions that govern the choice of sources and methods of cal~ulations are 
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outlined below. For purposes of this presentation, the condition of not 

undertaking the proposed project will b~ referred to ~5 the null case and the 

condition of undertakin9 the proposed project will be referred to as the 

project case. .. 
Direct Benefit Calculations 

Rates. Rail rates (Pl) and rates for the null case (Po) are obtained 

from carriers and shippers. Rates are stated in terms of dollars per ton 

for a spec; ed distance shipped. The distance shipped 15 the distance shipped 

in the null case. : This distance will be either the distance in miles from 

origin to destination or the distance in miles from the shipper's location 

on the branch to the nearest rail connection. Information on origins and 

destinations and on whether. in the null case, the shipper will ship from 

origin to destination or to the nearest rail connection 1s obtained from a survey 

of shippers on the branch. When.the shipper expects to ship by other means to 

the nearest rail connection for transfer to rail. fates are defined to include 

transfer costs. 

,Unit costs. As noted above, rilil costs tcl) and nu11 'case costs (co) may 

be estimated in a variety of Wqys. In instances in which the null case involves 

shipm~nt by truck, variable line-haul trucking costs are obtained from published 

Interstate Cornrl1~rce Commission (ICC) schedules. 10 Orig.ins and destinations 

and amounts expected to be shipped in the null case are obtained through a 

survey of shippers. Distances from origin to destination (or from shipper to 

nearest rail connection p as the case may be) are estimated f~om the Rand­

McNally Standard Highway Mileage Guide, most recent edition •. Estimated 

costs of transferring commodities from truck to rail are included in alternative­

mode cost estimates p when appropriate. Transfer costs are based on estimates 

provided by shippers. Total null case costs are expressed on a per .. ton basfs 

10 .' .. 
u.s. Interstate COmfTlerce COlMlission, Dureau of Accounts. "Update Ratios for 

Class I and Class II l1otor COIIIIIon Cllrriers of General Commodities ••• 11 (Washington, 
D.C.: mimeographed, most recent date of publication). 
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! 

• 
I 

• 

total annual cost of transport~tion in the null case. : 

In genercll, on-brclnch rail costs for the project Cilse i\re derived from. 

carrier data. When economically feasible, these costs are developed specificill1y 

for the branch in quest10n. Otherwise, system~wide cost estilllcltes are used. 

When costs are developed for the branch in question, they are defined to include 

.the full costs of shipping over the brqnch (including imputations of indirect 

cost) and include each of the following cost components: locomotive costs, 

crew costs, car costs, and maintenance-of-wa·y. The methods used for estima.ting 

the contributions of each component are generally those outlined in "Benefit~ 

cost Guidelines Rail Branch Line Continuation Assistance Programs."ll However, 

the bases for calculating specific cost components may vary from project to 

project depending on the availability of data from the carrier. Carrier.1abor 

costs are replaced by shadow price values for labor services when it seems 

apparent that carrier wages exceed those for persons of comparable skill le!els 

in Maine, Shadow prices are obtained from the Maine Employment Security Commission. 

Off-branch rail costs are taken from ICC published schedu1es. 12 

In instances in which the null case does not involve shipment by alternative 

modes (e.g •• up-grading the branch line), cost data are derived soley from 

rail carrier records. 

gUilntities. Estimates of qUclntities to be shipped in the null case are based 

on interviews with shippers. Raw data on shipments in recent periods are 

provided by the carrier. Using these data as a reference point, shippers are 

asked to indicate expected levels of shipments in. the null and project cases • 

. Shipper responses are evaluated for reasonableness through discussions with 

carrier representatives and other potentially knowlegqble sources. 

11 . 
OPe cit., pp. 52-59. --

12 U.S. Interstate COlIIlJcrce COlllliission, Bureau of Accounts, Rail Carload Cost 
Scales, 1977, updated to most.recent date by Rail Update Ratios. 
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• 

• 

: 

As noted above, in general, the only element of indirect benefit included 

in estimated project benefits is the value of resources that would become 

unemployed in the null case. The primary source of information on indirect 

impacts is the shipper survey. Shippers are asked to indicate if they expect 

to remain in operation should the null condition occur. For shippers who 

indicate that they expect to go out of business, information is obtained on 

numbers and employees and pay ra. timates of the expected duration. 

of unemployment for each type of employee are developed from duration-of­

unemployment statistics provided by the Maine Bureau of Employment Security. 

Estimated lost income is then included as a benefit in the years durinq which 

unemployment is expected to persist •. 

Discounting 

Benefits and costs are discounted to present value when they accrue during 

future periods~ 

Costs. In general, project costs are assigned to years in which they are 

incurred. The opportunity cost of the project is assumed to consist only 

• of foregone consumption, since there is no ready basis for estimating the propor­

tion of costs that take the form of foregone c~pital formation. In the case of 

rehabilitation projects, direct project costs will be incurred solely during 

.. 

. 
the construction phase. for projects that are to be completed within one year, 

project costs are assigned to the calendar year in which the majority of expendi­

tures are to be made. That year is then treated as Year Zero, and costs are 

not discounted over the one-year period. (In effect, direct project costs are 

treated as if incurred entirely on the first day of the year in which the 

expenditure is made.) For projects requiring more than one year to complete, 

expenditures are as's igned to the cal endar years in which the expenditures are 

made .~ and discounted accordingly. 
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Dpncfits. Denef1ts ~rc ilssi9ned to the calendar years in which they are, 

expected to accrue. For rehabilitation projects that are expected to require 

more than one year for cOlllpletion. bcncF1ts arc pro .. rated to construction-period 

years in proportion to project expenditures. • In cases where the rehabilitation 

is premised on the aV,oidance of abandonment, benefits are assumed hot to accrue 

~ntil the year abandonment would be expected to take place in the qbsence of the 

rehabilitation effort. 

Project 1ife. The project life establishes the outer limit of the time period 

over which benefits arc discounted. For rehabilitation projects, project l1f~ 

is defined as that period over which the railroad is expected to nlaintain the 

line at a level 'sufficient to avoid deterioration to a standard below that 

which is achieved as a result of the rehabilitation. Th"is expectation is 
, . 

established through agreement between f1DOT and the railroad. 

Discount rate. Project benefits and 'costs are discounted at a rate intended 

to represent the real private marginal rate of time preference. This rate h . ' 

estimated as equal to the yield on Federal bonds of a tenm ~quivalent to project 

~ life, minus the estimated inflation premium contained in that yield. (Use 
• of the real rate is justified since estimates of future benefits and costs are 

not adjusted upward for expected inflation.) On the assumption that the inflation 

premium reflects a market expectation that inflation will continue at current 

rates. the inflation premiulII is estimated to be eq4al to the current annual rate 

of increasei~ consum~r prices as measured by the U.S. ~epa~~ent of Labor' 

Consumer Price Index (All Urban Consumers). 
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Taxes paid by the Railroads in Maine for the years 1981 through 1983 are 

shown on page 5 of this Appendix. Taxes are paid in three basic categories 

as follows: 

Excise Tax 

The Excise Tax is assessed on railroads operating in the State of Maine in 

lieu of property (real estate) taxes on the standard right-of-way. 

This tax is based on the relationship of net operating income to gross 

transportation receipts as calculated by the Bureau of Taxation. This amounts 

to a tax for doing business in Maine. 

Sales Tax 

The railroads may pay the standard diesel fuel tax for locomotive fuel or 

the 5% State sales tax. All of the carriers have elected the sales tax as the 

least expensive of the options. 

In addition, the sales tax is applied to all other material purchased by 

the railroads for equipment (except rolling stock), track materials, and supplies. 

As same of the recommendations will affect the sales tax, an estimated breakdown 

of the sales tax paid is set forth on the following page. 

Local Property Tax 

Taxes are assessed by the municipalities on real property owned by the rail-

roads located outside the standard right-of-way, such as yards, sidings, shops, 

etc. State Corporate Income taxes were paid in only one of the last three 

years, the total amount being only $36,774. 
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Following is a breakdown of the 5% Sales tax that Maine Railroads pay 

on purchases of track material, operating equipnent, and supplies, and locomo-

tive fuel. Excluded from operating equipment are sales tax on freight cars 

used in interstate commerce. 

OVer the last three years (1981-1983), $3,185,950 was paid into the 

state's General Fund from these purchases, or an annual average of $1,061,983. 

As the taxes paid in 1981 were canparatively larger than 1983, the average 

for the three years is considered to be a reasonable approximation of the 

annual sales tax. 

The amount of tax will vary fram year to year due largely to track material 

or locanotive purchases. For example, one mile of new rail will cost approxi-

+ 
mately $260,000 which will produce $12,928, or one new locomotive at $1,000,000-

would generate $50,000 in sales tax. 

Based on figures supplied by the MEC and BAR, it appears that total pur­

chases by the railroads, subject'to the sales tax, can be broken down into 

three major categories: 

Track Material 

Other Material, Machinery and 
,Supplies 

Locomotive Diesel Fuel 

17% 

32% 

51% 

The percentages reflect the amount of the expenditures that each category 

bears to the total. Applying these percentages to the three-year average 

($1,061,983), we arrive at the following sales tax paid by Maine Railroads in 

each category. 



Track Material 

Other Material, Supplies & Equipment 

Locanoti ve Diesel Fuel 

Percent 

17% 

32% 

51% 
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Estimate 

$ lBO,53 1 

339,835 

541,611 

$l/061,Q83 

The sales tax and percentage for each category were developed as follows for 

1983 using the BAR and MEC infonmation. 

Railroad Purchases Sales Tax Material Fuel All Other 
$ $ $ $ $ 

BAR 5,690,700 284,555 35,500 160,335 8A,700 

MEC 6,755,620 337,781 69,521 158,289 109,971 

CClllbined 12,446,320 622,336 105,021 318,624 198,671 

Average 6,223,160 311,168 52,51l(J?) 159,312 (51) 99,336.(32) 

( ) = Percent of Total Sales Tax 

Note: The Canadian railroads pay Maine sales tax on any material purchased in 

Canada and used in track. Locomoti ves are not based in Maine, thus are 

exenpt fran Maine sales tax~ however, there is a very high custom duty 

+ ($300,000 C.P.) assessed. 



RAILROAD TAXES PAID IN STATE OF MAINE - 1981, 1982, and 1983 (Revised) 

EXCISE TAX SALES TAX * IDCAL PROPERTY IND. 'ICYrAL 

1981 1982 1lli. 1981 1982 1983 1981 .!2§l 1983 

$ $ $ $ $ $ $ $ $ $ 
MEl: 128,352 142,609 135,567 716,796 455,391 337,781 269,276 313,255 289,125 2,788,152 

BAR 65,025 69,118 61,339 421,311 341,516 284,535 301,560 283,650 294,669 2,122,723 

B&M 9,491 9,155 9,019 15,730 15,693 18,665 7,018 5,496 6,738 97,005 

CN 288,334 16,398 278,191 48,652 49,480 50,776 16,611 25,594 22,123 796,159 

CP 712,790 743,569 373,136 48,316 30,192 24,578 25,568 25,865 24,893 2,008,907 

AVR 810 761 951 538 677 476 8,347 9,288 8,006 29,854 

EM!. 3,500 1,016 3,759 2,503 1,168 649 2,088 3,177 2,950 20,810 

PI' CO 46 90 19 132,826 109,832 77 ,869 330,077 351,260 380,738 1,382,817 

catego:ry 
Totals 1,208,348 982,716 862,041 1,386,672 1,003,949 795,329 960,545 1,017,585 1,029,242 9,246,427 

*I.occm::>tive Diesel Fuel is included in Sales Tax 

Canbined: Sales: $3,185,950 Corporate Ina::me Taxes: Yearly Totals: 
Excise: 3,053,105 

BAR - '83 $36,757 
Property: 3,007,372' 

BML - 17 
1981 $3,555,565 
1982 3,004,250 

$36,774 1983 2,686,612 

In addition to the above, CP paid $103,377 to U. S. CUstans in 1983. Yearly Totals: 
(Excise & Sales) 
1981 $2,595,020 
1982 1,986,665 
1983 1,657,370 
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AN ACT 'IO EXEMPT RAILROAD TRACK MATERIAL FROM THE APPLICATION OF SALES TAX 

Be it enacted by the People of the State of Maine as fOllows: 

36 MRSA, § 1760, Subsection 48 is enacted to read: 

48. Rail Track Materials. Railroad track materials purchased and installed 

on railroad lines located within the boundaries of the State of Maine. Such 

track material shall consist of the following: rail, ties, ballast! jOint 

bars and associated materials such as bolts, nuts, etc." tie plates, 8Eikes, 

culverts (steel, concrete, or stone), switch stands, switch J?Oints, frogs, 

switch ties, bridge ties, bridge steel. 

Statement of Fact 

This bill is one of the recommendations made by the Governor's Ccmni ttee 

on Railroad Policy. The Corruni ttee has submitted several recorrrnendations to 

the Governor and the Legislature that are designed to provide assistance to 

the rail industry in response to developing rail transportation problems. 

The purpose of this recorrunendation is to exempt track material from the 

application of the sales tax which would result in more equitable treatment 

of the rail carriers in providing their own roadway. Thesp. :ro;:101·'ays are now 

paid for 100% by the railroads themselves. This reco~endation is considered to be 

one cost effective way to ~elp the carriers achieve lonq term stability in fulfillino 

their role in providing necessary transportation services to the State. It 

is estimated that the enactment of this exemption would result in a reduction 

in the sales tax payments to the state by the railroads of $180,000 annually. 
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FIRST REGULAR SESSION 

ONE HtD1DRED AND TWELFTH LEGISLATURE 

Legislative Document No. 357 

H.P.287 House of Representatives, February 1, 19";5 

Reference to the Committee on Taxation suggested and ordered printed. 

EDWIN H. PERT. (,lcd. 

Presented bj Representative Manning of Portland. 
Cosponsored by Senator Twitchell of Oxford. 

STATE OF flJ.a.H1E 

IN THE YEhR CF OUR LORD 
NINETEEN HUlmRED AND EIGHTY - F I r,'E 

AN ACT Concerning the Rate of Return on 
Investment Factor Under the Railrcad 

Excise Tax. 
.-.----_ .. _---

Be it enacted by the People of the State 0f Maine as 
follows: 

36 
c. 593, 

MRSA 
§ 1, 

§2621-A, sub··§2, 
is further amended 

as 
to 

amended by PL :=8~. 
read: 

2. 9...2erati.~2__ir:.vest!11ent. "Operating ir:\"est~;'.~':1";" 
means investme~t in railway property used ~n tr~~z­

portation service, less depreciatIOn, plt;3 ca. 2>r. , :: .. 
eluding temporary cash investments and special d9pO~' 
its, plus material an~ supplies Dlus freight ca~ ~~ 

erCi.!:.i nq_J_~_ctse_~..::?L ___ HL."y_ea!'_~.or -n~ 1:'e -: .:.--~.l~.i~ __ ~i~--~·':: 
~ e s s s-: ~~ i ~IJ~~_-l ine _.s~_~.?~_eC ~ a t~0-F~-.:~~:~r th~_:h:ni ~~ ~l". __ " ~'_ :-:' 
o~...!:h~~_...l~_~~. F5".: f:ll:l.~!=,e8ee €:>f t-f!~~t'9aa exe:i:571 "t\ ..... ".~ 
f:leya~~e ~s }934 asa ~98§T ~Ree~ l:l.f:l8S e~e".:e~~9ft9 ~~! 
~~e ea;esae".: ¥~a".:8 :983 aH~ ~98~T p~e~~~~~¥e;17 :e~­

e~a~~H~ is¥e8~ffieft~~ e~ee 'sei~e.ee £".:e~!~E ~~".: 9~~!a~­
iH~ :eaeee ef ±9 yea~e ~~ ffie~eT ve~~ed e~ eee~ ±eee 



1 
2 

3 

Bt~a~~ht-~~Me ee~~ee~at~eM eve~ ~he ~ft~~~a~ ~e~m 8! 
~fte ieaee,,:, 

STATENENT OE' E'ACT 

4 The purpose of this bill is to remove the sunset 
5 provision on the inclusion of freight car ope~ati~g 
6 lines of 10 years or more as an operating investment 
7 under the railroad excise tax. 

8 117601198:', 

.. 
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APPENDIX 15 

Organizations and individuals who offered testimony or written comments. 

Name 

Tom Crikelair 
Edi th Beaulieu 
J. R. Lagace' 
G. E. Benoit 
Gordon E. Ramsdell 
Henry Bourgeois 
Michael Fairfield 
Ron Shafter 
John Kerr 
Elery Keene 
Fourtin Powell 
charles MacArthur 
E. F. Lyden 
F. Michaud 
Lee Smith 
Roy G. Poulsen, Ph.D. 
Henry Ferne II 
Frank Menair 
Richard York 
Gerard Blanchard 
Ken Spaulding 
Glen Clifford 
L. W. Littlefield 
Ross Capon 
John H. Montgomery 
Gary A. Burke 
Allan Socea 
Eugene Phillips 
George Lawson 

Representing 

Downeas t Transportation, Inc. 
Legislative Committee on Labor 
V.P., CN Rail 
V.P., CP Rail 
Downeast RC & D 
Maine Development Foundation 
Railroad Labor 
Shipper from Rockland 

North Kennebec Regional Planning Commission 
Eastern Mid-Coast Regional Planning Comma 
Maine Reinvestment Corporation 
U.T.U, 
Brotherhood of Maint. -of-Way Employees 
Waldoboro Town Manager 
University of Rhode Island 
Daybreak Farm 
Railroad Consultant 
J. M. Huber 
Pinkham Lumber Company 
,Dept. of Conservation 
Louisiana Pacific Corp. 
V.P., BAR 
National Association of Railroad Pass. 
Jensen, Baird, Gardner & Henry 
Carmel, Maine 
B&ML Railroad 
United Transportation Union 
Rail road Labor 




