CSX' s One Pl an, which commenced on 6-21- 2004, nay be CSX' s
| ast option to solve its various operations probl ens.

The Plan is the result of conputer nodel sinulations and
scenarios. A six-nonth average of every train and car run
on CSX's lines was anal yzed to deternine optinmal routing
and scheduling to try reduci ng del ays and congesti on.

CSX i s proposing net |easing unprofitable Iine segnents and
creanski mm ng the profitabl e ones.

Rationalized lines not integrated into the ONE Pl an woul d
be considered as alternative routes until they are finally
| eased.

The conputer analysis reveal ed nore efficiencies by noving
a car in one direction to the next termnal and sending it
back on another line to a different termnal. It provided
anal ysts with a matrix suggesting how trains should run, a
schedul e for train departures, and other operationa

di rectives.

CSX wi Il now base its operations solely upon the sinulation
results to rectify the problens, with little or no

devi ation fromthe nodels. Consequently, the danger
remains if a train has to be re-routed or is delayed in one
termnal, then the ripple effects could possibly be felt
syst emwi de.

CSX determned that its Louisville Yard will switch auto
trains while its Cncinnati Queensgate Yard wll classify
mani fest freights, thus decreasing the length of cars in
the switching tracks and hopeful |y abating congesti on.

By 9-2004, 45% of CSX' s boxcars will be run through the
Ci nci nnati vyards.

The conputer results showed where CSX was getting "bad"

busi ness. Small shippers that require nore tinme to get the
cars on site, then out to the railroad for pick up, and
back to a swtching yard to be put into a block for
classification and transit to its final destination is not
profitable.

Thus shi ppers may be charged up to $100 to have their car
pi cked up and handl ed, although a receiver |ocated on CSX s
network may not receive the car due to tinme delays at the
smal | shipper's location, even though it is easier for CSX



to handle. It is nore profitable to give this car to the
shi pper within the network, and turn the car around tw ce
rather than “nmom and pop” the car. Small shippers should
still get their cars, but they will be assessed a pricing
prem um

An alternative for the shippers would be to instead truck
the freight to CSX' s network, and CSX would not require
themto pay a prem um price.

Concei vably shi ppers m ght just pay the additional expense
since it's still cheaper than end-to-end trucking, pending
t he shi ppers' logistics calculations of using the two nodes
for segnents of the trip.

CSX's grain unit will only be allowed 65 unit grain trains,
and there will be no subdividing of those trains to give
smal|l farm ng operators 5 to 6 cars per week anynore. The
Unit will stop |easing grain cars which congests their rai
net wor k; however as they sit out of service they consune
yard resources. The grain unit will require small farm ng
operators they mnmust truck shipnments to |larger grain
conpanies first.

Cargill Corp. is using their own enployees to perform
switching at their plant sites vs. using CSX enpl oyees.

Class 2 & 3 railroads wll bring blocks of cars to CSX to
take to their destinations.

CSX will handle the billing to the custoner, and for
sinplification will give the short lines a flat “per car
prem uni for bringing the car into the network.

CSX says Class 2 & 3 conpanies don’t have the overhead
costs that C ass 1 conpani es have.

It is nore efficient for CSX to pay the Cass 2 & 3
conpanies to operate the "last mle" for a flat rate fee
than for CSX to keep and | ose noney on the |ine segnent.

Summary - CSX is creanskinmng the | ong haul and unit
trains, while mandating the last mle be spun off to O ass
2 & 3 operators, force shippers to use internodal transport
to access CSX s network, or be denied rail access and

servi ce al together.



