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Executive Summary

Introduction

The Louisiana Department of Transportation and Development@DOTD hasdeveloped this State Rail
ol Al &I O OEA POODPIi OA T £ COEAET ¢ OEA OOAOAS8O OAEI A0
and project development plans over the next 20 years.

AEEO PI AT AAOAOEAAO OEA O Ordided éctnondicaBdBariseskoom@AET T AOx T «
Ei PAAOO8 ) O Al O AAOAOEAAO OEA 30A0A 2AEI ol Al DOT A,
objectives, proposed publicly sponsored shortand longrange capital improvements, studies, and

recommended next steps t@ddress the issues identified.

This Plan is intended to meet the requirements established by the federal Passenger Rail Investment and
Improvement Act of 2008 to qualify for future federal funding for rail projects.

[2dzZA &AL Y Q& wlAf {eadsSy

North America. Chief among high volume rail shippers in the state is the petrochemical industry.
Historically, New Orleans has been a major gateway for the interchanggérail traffic between eastern
and western railroads. In recent times, railroads have brought increasing volumes of oil tapped in the

OPPAO -EAxAOO O -EOOEOOEDPDPE 2EOAO PI 06O &I O Agbpi 06«
are limited, but Amtrak provides essential transportation services for Louisianans. A . o
I AOEAZEZ AAOAOCEDPOEIT 1T &£ ,1 OEOEAT A6O OAEI 1 AOxI OE EO i

Freight Rail System

The rail system in Louisiana comprises 246 route miles which are owned byl9 freight railroads. Sk of
these railroads are categorized as Class | railroads (large railroads) and own a total 2,350 route miles or
86% of the total rail mileage in the stateShort line and terminal railroads own and operate the

remaining route miles in the state. Details 0 each railroad in terms of lines, route mileage, yards and
connecting carriers appears in Chapter 2. In 2017, these freight railroads carried over 144 million tons
of freight which originated or terminated in Louisiana or passed through the state. Chenails and Allied
Products comprised 20% of the total carloads, followed closely by Hazardous Materials, Coal, and Food
or Kindred Products.

Passenger Rail Service

The state is served by three longlistance Amtrak trains, with New Orleans serving as a hubh&re

currently is no commuter or intercity corridor service provided in the state, either by Amtrak or by

other operators. There is one small tourist railroad operated by the Southern Forest Heritage Museum.

Amtrak operates entirely over the trackage of @Iss | freight railroads, except for a small portion over

the New Orleans Public Belt Railroad and trackage at the New Orleans Union Passenger Terminal. While
OAOOEAA xAO AgbPpAT AAA O -TAET A AT A /01 AT AT ET OEA pc
service through Louisiana is now what it was in 1971. While the limited availability of passenger cars

has constrained traffic growth, revenue management, targeted marketing and high gas prices have

driven ridership and ticket revenue to record levels.
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Thethree long-distance trains are: The City of New Orleans, operating between Chicago and New
Orleans; the Sunset Limited, operating between Los Angeles and New Orleans; and the Crescent,
operating between New York and New Orleans. A total 812,767 passenges boarded and alighted at
the seven Louisiana Amtrak stations in 2018. Of these, 1844 boardings and alightings were at the
New Orleans Union Passenger Terminal.

Boarding and alightings at Amtrak stations in Louisiana are projected to reach 323,090 B938, a
52.5% increase over the 28year period. The growth equates to a 2.1% annual increase for the period.

Rail Impacts

2AEl OAOOEAA EO AOOAT OEAI O1 ,1 OEOCEAT AGO AAITTITiuUus 41
jobs (8,862 total jobsincluding multiplier effects). The total rail activities yield a total of $729million

paid in income.

In addition to the direct employment benefits, the availability of rail transport provides cost and
logistical advantages to Louisiana companies that enable the state to compete effectively in the global
marketplace. The presence of rail freight is espedlg important in rural areas where manufacturing,
agriculture, and local industries rely on freight shipping.

Railroads are also up to four times more fuel efficient than trucks on the basis of toniles transported,

and, as greenhouse gas emissions addrectly related to fuel consumption, every toamile of freight

moved by rail instead of truck reduces greenhouse gases by up to 75%. The diversion of freight traffic to

OAEI Al O ET AOAAOAO OEA OAZEAOU 1T £ OEA OOAOAGO EECEx/

Amtrak intercity passenger rail service connects major urban areas, which is important given the limited
air service in the state. Passenger train travelers generate income not only for rail operations, but also
for restaurants, hotels, and other visitor service establishments:urthermore, passenger stations have
the potential to increase economic development around the station areas.

Rail Plan Development Process

This 2020 State Rail Plan is an update by the University of New Orleans Transportation Institute of the

2015 Plan which was developed under the authority and guidance of the Rail Section of tteDOTH O

Office of Multimodal CommerceOverall, and through both the P15 public involvement and this update,
stakeholders and the general public expressed understanding and appreciation of the value and

bl OAT OEAI 1T £ OEA OOAOAGO PAOOAT CAO AT A EAOAECEO OAEI

LaDOTDis the designated rail authority in Louisiana andhey are responsible for rail planning in the
state and assists freight railroads in applying for federal funds for improvement projects. The Office of
Multimodal Commerce coordinates closely with other LaDOTDdivisions responsible for various rait
related functions, including highway-rail at-grade crossing improvements and grade separations, in the
development of the Plan.

[2dA &AL VI Q4 wlAf 2A&A2Y | yR {

LaDOTDhas developed the following vision statement for rail transportation in the state

(0p)

The future Louisiana rail system will provide safe, reliable, and reasonably priced mobility for people and

goods. In addition, it will contribute to a more balanced transportation system, economic growth, a better
environment and energy conservationETA OOAOAS8 O OAEI ET £AOAOOOOAOOOA AT A
provide increased transportation efficiency, cost effectiveness, accessibility, capacity, and intermodal

connectivity to meet market demands through a freight and passenger rail investnpésm which includes
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public-private partnerships. To further this vision, the state will take a leadership role in planning rail
service improvements.

Rail service objectives aligned with the rail vision were developed based on the raélated benefits,
issues and obstacles that had been identifie@eeTable ES-1. Theseobjectives are as follows:

Freight Rail Objectives

A Improve the interchange of Class | rail traffic in New Orleans. Implement New Orleans Gateway
(a program of projects).
Increase the numter of miles of track capable of 286,001 OT A AAO xAECEOO 11 OE}/
line railroads.
Minimize accidents, injuries, and fatalities at highwayail grade crossings in Louisiana through
crossing closures, safety improvements and grade separations.
Encourage economic development through investments in the rail system, e.g., improved access
to marine and river ports, new intermodal facilities, and new industrial leads and spurs.
Louisiana ACT No. 22sablished a designated Rail Program within LADOTDthat is
empowered to assist in funding rail improvementsHowever, there is no dedicated funding
source associated with thisauthorization.
A Leverage publieprivate partnerships for funding rail improvements.

> > > >

Passenger Rail Objectives

A Enhance existingservicesz maintain and improve existing stations.
Engage the freight railroads in new passenger rail planning initiatives.
Continue outreach to stakeholders.

Develop funding strategies for passenger rail initiatives.

Encourage multimodal integration.

Continue with Amtrak station upgrades.

> > > > >

Proposed Capital Investment Programs and Future Studies

Based on identified needs and available funding sources, short and long range proposed rail investment
programs were developed. The shortange projects are limited to those for which funding is available
or expected to be available during the fouear short-range period. Longrange projects (520 years)
were proposed during the outreach process or from other sources and will be further evaluated as to
their feasibility, their merit on the basis of public benefits versus costs, and available public funding.
These study areas include:
A Intercity service between Shreveport and Meridian, which could extend Dallas/Fort Wortk
Shreveport/Bossier City intercity service toAtlanta and East Coast cities.
A Intercity service on the KCS/UP line between Shreveport and Baton Rouge linked witimew
Baton Rougez New Orleans intercity rail service.
A A new Gulf Coast service linking New Orleans with Mobile, AL. with additional stogerving the
Mississippi Gulf Coast (Bay St. Louis, Gulfport, Biloxi, Pascagoula)

Also, transit connectivity with new intercity rail services should be explored as a means to enhance
access to the services and reduce dependence on auto travel to andrfrstations. This could include
new Thruway bus service linking Shreveport with the Texas Eagle in Texarkana, TX.

Louisiana State Rail Plan 3

THE UNIVERSITY of
NEW ORLEANS

UNO TRANSPORTATION INSTITUTE



Table ESL: Louisiana Rail Program of Projects

Shortrange Needs in Years4 Cost in Milliong*

New Orleans Rail Gateway $53.4(Environmental Assessment not completed/lack ¢
agreement on projects); UP & NS upgraded back belt
recently (approximately $20M); no federal or state
funding

286K upgrade for short lines $44.1

NOGTC rail relocation $43.5/$287M

Station improvements $10.6

Crossing improvements $21.1

Grade separations $30.35

Shreveport Dallas intercity rail* $32.3

Baton Rouge New Orleans intercity rail* | $80.6 (8 RT per day) 180.5M

Total $315.95

Longrange Needs in YearsZ) ‘ Cost

New Orleans Rail Gateway $480.6

286K upgrade for short lines $176.3

NOGC rail relocation $246.7

Grade separations $86.5

Other short line needs $55.4

Shreveport Dallas intercity rail* $290.3

Baton Rouge New Orleans intercity rail* | $480.5

New Orleang, Mobile intercityrail* $5.4 (see Buthern Rail Commissior)

Total $1,821.66

Rail Program Total \ $2,137.61

Note: *Excludes annual operating subsidy.
**In 2019 dollars.

State Rail Plan Recommendations and Next Steps

Based on the input received from stakeholders and the public during the preparation of the Louisiana
State Rail Planl.aDOTDwill work toward the following initiatives:

A Louisiana ACT No. 22 established a designated Rail Program withimDOTDthat is empowered
to assist in funding rail improvements. However, there is no dedicated funding source associated
with this authorization. LaDOTDwill work to establish a funding source.

A Support the establishment of a statéunded Rail Infrastructure Improvement Program for
helping to realize these improvements and maintaining lines in a state of good repair. This
program could have a potential budget in a range of $10 million to $25 million per year.
Continue to support the New Orleans Rail Gateway prajeand port-access improvements such
as the Gulf Coast Rail Relocation project.

Continue to promote and enhance rail safety at crossings.

Continue to work with neighboring states on rail initiatives which benefit the region; continued
participation in the Southern Rail Commission on both passenger and freight initiatives.
Support the improvement of existing Amtrak services and Amtrak stations.

> > >
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A Support the development of new intercity rail initiatives that enhance mobility options for

Louisianans.
A Increasethe frequency of passenger rail service between New Orleans and Houston

Summary

Louisiana has undertaken a comprehensive study of its passenger and freight rail network and has
identified key issues and opportunities through a wideranging rail stakeholde and public outreach
process. This State Rail Plan serves to document this information and set a direction for rail planning
and project development into the future while meeting the federal requirements to qualify the state for

any future federal rail funding.

The development of this Plan would not have been possible without the participation of many rail
stakeholders and others, and the Louisiana Department of Transportation and Development expresses
its appreciation to those individuals and parties wio participated in this effort.

Louisiana State Rail Plan 5

THE UNIVERSITY of
NEW ORLEANS

UNO TRANSPORTATION INSTITUTE



Chapter 1.

The Role of Ralil in Louisia@atatewide
Transportation System

Introduction

In 2008, the U.S. Congress passed the Passenger Rail Investment and Improvement Act (PRIIA) with the
expressed intent of improvingpassenger rail service in the United States. One of the features of the

legislation is the requirement that any state seeking federal assistance for either passenger or freight
improvements have an updated State Rail Plan. The legislation further stipuéat the minimum content

i £ OEA OAEiI Pl Al Oh xEEAE xAO Al AEAZEAA EI 00AI EA |, Ax

This document was developed by the Louisiana Department of Transportation and Development

(LaDOTD. It meets the requirements set forth in the legislation and public lavand is intended to serve

AO ,1 OEOEAT A0 30A0A 2AEI 01 AT 8 )1 AAAEOEITT O1T 1 AAOI
formulate a state vision for rail in the future as well as goals and objectives to achieve that vision. The

format and content ofthis Plan follow those set forth in the State Rail Plan Guidance provided by the

Federal Railroad Administration in September 2013.

AEEO AEADOAO OAOOAO OI EI T OOOOAOA OEA AOOOAT O AT A DB
transportation system and describe how the state is organized to provide political, legal, and financial

support to rail development.

11 ¢KS {{+G8Qa D2Lfta F2N) GKS {
Transportation System

The Louisiana State Rail Plan is part @aDOTD O | 1 CI ET @atliteE3Eite@ife Téhspo@aiion
Plan. Appearing below are the goals of the Statewide Transportation Plan. S S
A Infrastructure Preservation and Maintenance 70 OAOAOOA |, 1 OEOEAT A60O 1 Ol OE

infrastructure in a state of good repair through timely maintenance oéxisting infrastructure.

A Safety z Provide safe and secure travel conditions across all transportation modes through
physical infrastructure improvements, operational controls, programs, and public education and
awareness

A Economic Competitiveness z Provide a transportation system that fosters diverse economic
and job growth, international and domestic commerce, and tourism.

A Community Development and Enhancement z Provide support for community transportation
planning, infrastructure and services.

A Environmental Stewardship z Ensure transportation policies and investments are sensitive to

, 1 OEOEAT A6O AT OEOI 11 AT Oh EEOOI OUh AT A AOI 6O0OAs8
1.2 wkAf ¢NFYALRZNIFIAZ2YQa w2fS &
System

Passenger and freight rail play an important roleri Louisiana, including the provision of transportation
choices, enhanced economic competitiveness, community support, and improved access for
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communities and neighborhoods throughout the state. Passenger rail services can strengthen the
intermodal transportation system, creating new options for users as they combine different
transportation modes to complete a trip. Attractive multimodal trip options require solid and
convenient connections between different modes of travel.

Currently, passenger and freighrail transport face shortcomings when competing with auto, air, and
truck travel. These shortcomings are often due to rail being less convenient and less connected than
other modes of travel. However, increased demand and continued reliance on auto arndteavel for
passenger trips and on trucks for freight movement can lead to negative impacts and degradation in
livability, including increased congestion, additional safety concerns, and the depletion of natural
resources.

1.3 Institutional Structureof Lo A I Y I Q& {GF 4GS wl

LaDOTDEO , T OEOEAT A6 O 30A0OA 2AEI 40AT OPT OOAOQOETT ! OOET OF
Authority (SRPAA). LaDOTDis responsible for rail planning in the state, including development of the

State Rail Plan. Railelated responsibilities are located primarily within the LaDOTDcentral office, but

someratOAT AOAA AAOEOEOEAO AOA A1 O1 11T AAOAA xEOEET OEA
these organizations and the rail functions carried out within them follovs.

1.3.1 Office of Multimodal Commerce

The Office of Multimodal Commerce was formed by Act No. 719 of the 2014 Regular Legislative Session

and is housed within the Louisiana Department of Transportation and Development to enhance the

OOAOAB O A A O GandpdrtatibnOThédfitelcdorihate©tle state's programs for ports,

railroads, aviation and commercial trucking and helps make the case for broad and diverse funding

Ol 1 OOETI T O OEAO xEIl AAAOAOO OEA OOAOAGO DPOAOGOET ¢ ET .

The FAST Act [49).S.C. 70201] requirethe UDOT to encourage each State to establish a State freight
advisory committee, to consist of a representative crossection of public and private freight
stakeholders. The role of a State freight advisory committee is to advigbe State on freightrelated
priorities, issues, projects, and funding needs; serve as a forum for discussion for State transportation
decisions affecting freight mobility;communicate and coordinate regional priorities with other
organizations; promote the sharing of information between the private and public sectors on freight
issues; and participate in the development of the freight plan of the State. In compliance with this
guidance, the Office is advised by the Multimodal Commerce Advisory Commission.

The Office houses four divisions:

A Aviation x ET OA 1 EOOETT EO O Ai1 OET OA O1 EIibOi OA |1 OE
safe, modern and well managed system of airports which provides convenient and efficient
access to the state for tourism,@mmerce, industrial interest, recreation and economic
development and continually modernize the state's public airports to meet the changing needs
of the aviation community.

A Ports and Waterways whose mission is to continuously improve the maritime transpotation
infrastructure for freight movement and river cruise industry, by nurturing economic
development and enhancing quality of life through the implementation of efficient, safe, and
seamless multimodal transportation systems in accordance with the Louena Statewide
Transportation Plan.

A Freight and Passenger Rail whose mission is to continuously improve our rail infrastructure
for passenger and freight movement to nurture economic development and enhance our quality
of life through the development of arefficient, safe, and seamless multimodal transportation
system.
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A Commercial Trucking whose Mission is to support commercial trucking as an expedient
method of transporting merchandise. We promote stakeholders input into every aspect of
transportation planning and interoperability between all modes of transportation under the
auspices of the Office of Multimodal Commerce.

1.3.2 Railroad Safety Unit

Rail safetyrelated activities, which include all grade crossing and other highwaselated activities
involving railroads, are conducted within the Rail Safety Unit. This unit is organized under the Project
Development Division which is part of the Office of Engineering.

The Rail Safety Unit oversees rail and highway projects which are implemented through the federal
Highway Safety Improvement Program. Rail Safety Unit staff conduct diagnostic reviews of proposed
crossing improvement projects and crossing consolidations or closures.

The unit is also responsible for maintaining an inventory of all grade crossings the state. This

inventory includes all operating characteristics of the roadway and rail line, and the type of warning
ANOCEDPI AT 08 ) O O0OPDPI OO0 ,1 OEOEAT AGO / PAOAOGETT , E£EA
separation program.

1.3.3 District Offices

LaDOTDDistrict Offices are located in Alexandria, Baton Rouge, Chase, Hammond, Lafayette, Lake
Charles, Monroe, New Orleans, and Shreveport. District Railroad Coordinators primarily monitor grade
crossing conditions and project construction. They also particiga on the crossing diagnostic teams that
evaluate grade crossing projects.

1.3.4 Additional Public Sector Rail Planning in Louisiana

While the LaDOTDhas primary responsibility for rail planning, policy and project development, a
number of additional state andiocal agencies in Louisiana also have a vested interest in the viability,
efficiency, and safety of the state rail system. A number of state agencies are dependent on the
transportation system, including the rail system, to carry out their responsibilitiesand objectives. Those
state agencies with vested interests in the effectiveness of the rail network include:

Louisiana Department of Economic Development

4EA , 1 OEOEAT A $APAOOIATO T &£ %AITTTIEA $AOGAIIT PI AT O
agercy. The Department oversees a variety of programs and services that create jobs, attract new
investment, encourage community development and promote Louisiana.

3/

¢

4EA $ADPAOCOI AT 060 / £#AZEAA 1T &£ " OOET AOO $AOGAT T PIi AT O EI DI

improving the economy by improving capacity through education and training, infrastructure, financial
and social capital and collaboration. The Department has participated with railroad partners to establish

new facilities, such as an export grain terminaA T A D OT OEAAA COAT OO OEOI OCE OEA

fund to make infrastructure improvements, such as expanding rail spurs, to secure the location of
industries within the state. The Department provides funding to public agencies for rail infrastructue
improvements based on the public benefits expected to be derived.

For example, LED provided a capital outlay to the Port of Lake Charles in 2610 for a new connection
to the Union Pacific Railroad. The connection gave some port tenants, heretofore engd by rail, direct
access to the national rail system. The investment was justified on the basis of the new jobs and
economic development that this new connection would make possible. In January 2014, LED officials
worked with IntegriCo to build a manufacturing facility and headquarters relocation in Louisiana. To
secure the project, LED offered the company a competitive incentive package, including $2.5 million in
8 Louisiana State Rail Plan

THE UNIVERSITY of
NEW ORLEANS

UNO TRANSPORTATION INSTITUTE



Capital Outlay funding to support publicly owned infrastructure improvements: rail spur mdifications

and electrical, roof, flooring, lighting and plumbing ugrades. Most recently in 2019Gov. John Bel
Edwards, joined by Port of Greater Baton Rouge and Louis Dreyfus Company (LDC) officials, committed
State of Louisiana capital outlay funds teomplete a $20 million rail project that will enhance the

transfer of corn, grain, soybeans and other commaodities from Louisiana farmers to export vessels at the
Port of Greater Baton Rouge in West Baton Rouge Parish.

Two other programs offered by LEDhat may be beneficial for intermodal connectivity include:

A Ports of Louisiana : Investor Tax Credit - The purpose of the investor tax credit policy is to
encourage private investment in the use of state port facilities in Louisiana as a means to assist
the State in financing improvements to state ports and port infrastructure facilities. The investor
incentive provides up to a 72% tax credit against Louisiana tax liabilities for private investments
made at public port facilities, provided the CommissionerfoAdministration can certify the
DOl EAAO xEI1l OAOGOI O ET A OOCECI EXZEAAT O bl OEOEOA A
$EOEOEITh , %$ 1 AAOOOAO OEA OOAOA ciI OGAOTIT AT 08 ¢C
the best estimate to determine sificient revenue. Because of the sufficient revenue
OANOEOAI AT 6h A DPOIT EAAGEO AATTITTEA Ei PAAO AAAT T AO
necessarily equal 100% of the size of the investmerfor claims filed on or after 7/1/17, the
Port Investor Tax Credit for qualifying projects is up to 72% of capital costs, to be taken at 5%
per tax year. The peproject cap is $1.8 million per tax year, and the program cap is $4.5 million
per fiscal year.

A Ports of Louisiana : Import Export Cargo Credit - The purpose of the cargo credit policy is to
encourage the utilization of public port facilities for the import and export of cargo by offering
up to a $3.60 petton credit for any containerized or break bulk cargo that passes through a
Louisiana public port, aad which originates from, or is destined to a Louisiana distribution,
manufacturing, fabrication, assembly, processing, or warehousing sites, provided the

#1 T T EOOEITTAO T £ ! Al ET EOOOAGETT AAT AAOOGEAU OEA b
economiA A AT A £E O d6To@dte, theke Aave ek @ddagplications submitted for this
program.

Louisiana Office of Homeland Security/State Police

With its numerous ports, petro-chemical and agricultural industry and with the sheer volume of

materials imported and exported through its ports, river infrastructure, railroads and interstate

highways, Louisiana faces a significant challenge in controlling and monitoring activities with regard to

terrorism and emergency management.

4EA 1T OEOEAT Ace bf Hénklant $eCuiitpand Em@&Bency Preparedness (GOHSEP) serves

AO OEA 0O0A OéfgadtacOier H@rieldnd Becuity. Dhe agency maintains a Critical

Infrastructure Protection Plan to augment current security and assist facilities deemed critit¢o the

nation and state in reducing their vulnerabilities. Fundamental to the plan is a critical infrastructure list

for the state.

4EA , 1 OEOEAT A 30A0A 011 EAA8O %i AOCAT AU 3AOOEAAO $EOI
Safety Section (TESS) prOEAAG , AOAI 1| OAOPT 1 OA AADAAEI EOEAO8 4EA
trained State Police personnel who conduct inspections of all transport modes.

Louisiana Department of Environmental Quality

AEEO ACAT AU 1 AT AGCAO Ail RBIEI ARDT OOAEGRBAOOAEDEODROAT OA,
complaints and environmental emergencies. The agency also works with the U.S. Environmental

Protection Agency to allocate federal funds for emission reduction and other environmental purposes.
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With respect to rail, the agency has administered federal stimulus grants to railroads for the installation
of idler reduction equipment on locomotives, thus reducing rail emissions in urbanized areas.

Louisiana Public Service Commission

RS 458561 authorizes the Public Service Commission to participate in the Federal Railroad State Safety
Participation Program (49 CFR Part 212). The PSC retains jurisdiction over the closure of private
railroad crossings. The PSC does not have the authorityowever, to require a railroad facility owner or
operator to alter or cease rail operations.

1.3.5 Local Government Agencies with Rail Interests

Louisiana is in compliance with the requirements of Section 22102 (which stipulates eligibility
requirements for along-established FRA rail freight grant assistance program pertaining to State
planning and administration).

Rail operations are also a significant and increasingly important issue at the local level of government. In
i ATU AT 11 01 EOE A Oacédmithhthebdll AbdE id & Grad& droSskgs Ahere safety and
highway congestion are often the key concern. In addition, as local agencies have recognized the linkage
between transportation and economic development, the importance of rail access to preserexisting
industries and to attract new industries to potential economic development sites has led to increased
emphasis on the rail mode.

At the local level, the agencies most involved in the rail mode are Metropolitan Planning Organizations
(MPOs) andocal economic industrial agencies. These are addressed below.

Metropolitan Planning Organizations

MPOs are federally mandated and federally funded transportation poliesnaking organizations
comprised of local government and transportation officials. Théormation of an MPO is required for any
urbanized area with a population greater than 50,000.

An MPO is required to maintain a Longange Transportation Plan (LRTP) as well as a Transportation

Improvement Plan (TIP), which is a multiyear program of trangportation projects to be funded with

AAAAOAT AT A 1T OEAO OOAT OPT OOAOGETT &AOT AET C O1 OOAAO8 &/
geographic area, such as grade crossing improvement projects, must be cited in the TIPs.

Planning activities conducted by eme MPOs have also evolved to address the movement of freight and

passengers. These include consideration of multimodal solutions, improved intermodal connections, and

more specific rail and railrelated project solutions. CFR §450.210(a) encourages MP@siticlude

OET AEOEAOATI Oh AEEAAOAA DPOAT EA ACAT AEAOh OADPOAOGAT OAOI
freight shippers, private providers of transportation (including intercity bus operators, employerbased

cashrout program, shuttle program,or telework program), representatives of users of public

transportation, representatives of users of pedestrian walkways and bicycle transportation facilities,

representatives of the disabled, providers of freight transportation services, and other intested parties

with a reasonable opportunity to comment on the proposed lon@ AT CA OOAOAxEAA OOAT OPI C
As such, MPOmay also have Freight Advisory Boards.

There are eight MPOs that have jurisdiction over the heavily populated areas of the Lsiaha
transportation system. These MPOs, and their respective jurisdictional areas, are described below.
A Capital Region Planning Commission z Encompasses the Ascension, East Baton Rouge, East
Feliciana, Iberville, Livingston, Pointe Coupee, St. Helena, §agahoa, Washington, West Baton
Rouge, and West Feliciana parishes.
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Imperial Calcasieu Regional Planning and Development Commission Zz Serves the parishes
of Calcasieu, Beauregard, Cameron, Jefferson Davis, and Allen.
Lafayette Consolidated Government z Saves the Lafayette urbanized area.
North Delta Regional Planning and Development District 7 Serves the Monroe urbanized
area.
Northwest Louisiana Council of Governments Zz Serves as the MPO for Caddo and Bossier
Parishes.
Rapides Area Planning Commission z Houses the MPO for the urbanized area of Rapides
Parish.
New Orleans Regional Planning Commission (NOPRC) z Has an active Freight Committee
which serves as the MPO for three urbanized areas.
1 The Greater New Orleans Transportation Management area on theuth shore of
Lake Pontchartrain encompassing Jefferson, Orleans, Plaquemines, St Bernard, St.
Charles, and St. John Parishes.
1 The urbanized areas of Covington/Mandeville.
9 Slidell on the north shore of Lake Pontchartrain.
A South Central Planning and Dev elopment Commission z Encompasses Assumption,
Lafourche, St. Charles, St. James, St. John the Baptist, and Terrebonne Parishes.

> > >

>

Public Economic Development Agencies

There are a number of local economic development agencies within the state which recruitlirstries
and businesses on the basis of their location, labor force, room for growth, and transportation assets.
Rail access to existing industrial parks and other business sites are emphasized as an asset to
prospective recruits.

The Louisiana Economi®evelopment Directorylists eight regions with multiple agencies in each region
and 14 statewide partners, including economic development agencies, chambers of commerce,
development councils, corporations, and associations at the regional, county or cigével of government.
Many of these agencies offer incentives such as tax exemptions and credits and other means of
assistance to attract business interests.

Although these agencies do not generally work directly with freight railroad operators, they do have a
vested interest in the level of rail services and rail assistance programs available to supplement their
incentives.

1.4 State Authority for Grant, Loan an@ther Financing

Louisiana state law provides the Louisiana Secretary of Transportation with the authority to qualify and
disburse federal rail funding, and to establish a state program from which it can make rail loans and
grants to qualified entities within the state.

Title 48, 8388 providesLaDOTDthe powers necessary for the state to qualify for federal rail service
assistance pursuant to the provisions of the Railroad Revitalization and Regulatory Reform Act of 1976
or any other applicable federal atas follows:

A Administer and coordinate or modify the state rail plan as required by Federal Public Law 94
210, as amended.

A Provide satisfactory assurances on behalf of the state that such fiscal control and fund
accounting procedures will be adopted byhe state as may be necessary to assure proper
disbursement of an account for federal funds paid to the state.

A Provide financial assistance, within the limits of the funds appropriated for this purpose, for the
preservation of operations and maintenance foany railroad within the state as provided for in
relevant federal legislation.LaDOTDmay act as the agent in cooperation with any railroad of any
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local or regional transportation authority, local government units, or any person, and the federal
government in any rail freight service assistance program.

A Cooperate with other states in connection with the preservation of any rail freight services
within the state. In carrying out the authority conferred by this section, the.aDOTDmay enter
into general cantractual arrangements with other states.

A Contract with any person, firm, corporation, agency or government to provide, maintain or
improve rail freight service within this state.

A To promulgate rules and regulations consistent with and for the purpose @idequately
implementing this act.

A ban on the use of state funds for rail projects was lifted in 2016aDOTDis setting up an institutional
structure for the management and use of any funds that may come from federal grants, pukpiivate
partnerships, or other sources.State funds may be used for financial assistance to any private or public
person or corporation, provided the department submits a report to the House and Senate committees
on transportation, highways, and public works prior to applicgion for federal funds.

Other state laws relevant to rail oversight include: Rail grade crossings (49838%04); and financing
through the Louisiana Economic and Port Development Infrastructure Fund (398100.36); and for the
Public Service Commission to participate in rail safetynspection (458561).

1.4.1 Louisiana Public Rail Funding Programs

Following the cessation of the federal Local Rail Freight Assistance Program in the 1990s, Louisiana did
not establish a statefunded rail assistance programthough legislation was proposed in th 2019

session The state has utilized, however, both federal and state funding programs where rail
infrastructure improvements were eligible and appropriate. The following is a short summary of state

rail funding resources utilized over the recent past.

Louisiana is in compliance with Title 49 United States Code § 22102, which pertains to its eligibility to
receive federal financial assistance for rail projectd.aDOTDis the designated rail authority to distribute
federal funding for rail projects in the state.

14.1.1 LaDOTDPort Construction and Development Priority Program

The program, created by Act 452 in 1989, is administered byaDOTB O / £AAEAA 1T £ - 01 OEIi 1T AA
The purpose of the Port Construction and Development Priority Program is to ensure thatlequate

landside facilities are available to meet a definite market need by providing guidance and public funds to

build landside infrastructure; thereby, providing jobs and competitive transportation cost to move

cargo, minimizing highway congestion, impving safety and reducing maintenance cost on our

highways.

Any Louisiana public port authority may apply for funding of a proposed port project. The types of
projects that shall be funded by the program are limited to the construction, improvement, cdpl

facility rehabilitation and expansion of publicly owned port facilities including intermodal facilities and
maritime -related industrial park infrastructure developments. Projects such as wharves, cargo handling
capital equipment, utilities, railroads,access roads and buildings which can be shown to be an integral
component of any proposed port project are eligible.

Applications are due to thelouisianaDepartment of Transportation & Development by the 1st of March,
June, September and December of eachlendar year for funding consideration in the following fiscal
year. The applications shall include a description of the project, demonstration of immediate need,
benefits to be derived, preliminary design, cost estimate and a description of the projeatea. The
program may provide up to 90% of the cost of construction. The Department currently limits the
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amount of program funds that may be provided for any one project to $15 million received at a
maximum rate of $5 million per year.

1.4.1.2 DED Rapid Responsedgram

This fund, administered by the Louisiana Department of Economic Development (LED), has been utilized
to secure the infrastructure improvements necessary to locate industries to the state. Past projects
included the expansion of a rail spur to increse rail shipment capacity and services to a new paper
manufacturer. Currently, obligations from the program have been eliminated from the projected 2020
state budget.

1.4.1.3  State Budget Appropriations
SDPAAEZEA OAEI DOl EAAOO A O Aal cardtiudidniprogiamniwhich previllesOOA OA S O 4
funding for transportation projects around the state.

1.4.2 Louisiana RaiProgam

A Rail Infrastructure Improvement Program ACT 222 (HB 394) waauthorized in the 2019 legislative
session for rail infrastructure improvements, primarily to upgrade short line railroads to the standard
286,000-pound carload capacity or to extend tracks to serve additional industrieslowever, no
dedicated funding source was provided.

In February 2019, Louisiana was awarded funds througthe Consolidated Rail Infrastructure and Safety
Improvements program. The grant combines 20 projects in Alabama, Louisiana, and Mississippi to assist
efforts to establish a twice daily intercity passenger rail service between Mobile, Alabama, and New
Orleans. Additionally, funds would improve grade crossings and the construction of a station in Mobile.
This program would be administered by theOffice of Multimodal Commerce

Over the last five years, Louisiana hgzrovided the following funding for rail:

State Total (Fed, State, Local)
NO Gateway Project $ 76,705 $787,287
Station Assessment $ 50,000
SCORT/AASHTO Dues $ 25,000
Southern Rail Comm. Dues  $350,000
Total $501,705 $787,287

1.5 Summary of Freight and Passenger Rail Services

1.5.1 Freight Services

The rail sysiem in Louisiana comprises 2,46 route miles which are owned byl9 freight railroads. Six of
these railroads are categorized as Class | railroads (large railroads) and own a total 2,350 route miles or
86% of the total rail mileage in the state. Short linerad terminal railroads own and operate the

remaining route miles in the state. Details on each railroad in terms of lines, route mileage, yards and
connecting carriers appear in Chapter 2In 2017, these freight railroads carried over 144 million tons of
freight which originated or terminated in Louisiana or passed through the state. Chemicals and Allied
Products comprised 20% of the total carloads, followed closely by Hazardous Materials, Coal, and Food
or Kindred Products. Detai$ on the origins and desthations of freight rail traffic, along with the tonnage
and carloadsof commaodities handled by rail, appear in Chapter 2.
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One major ongoing freight rail initiative is the implementation of the New Orleans Rail Gatewag

combination of rail and roadway improvements to both improve the interchanges of Class | railroads in

New Orleans and eliminate highwayrail at-grade crossirgs.

'T1T OEAO 1 AET O ET EOEAOEOA EO OEA OAI T AAOQGEIT T &£ OEA .,
runs through Gretna to ports on the Mississippi River south of New Orleans. The line would be routed

around the west side of Gretna, allowing eny grade crossings located there to be closed. Furthermore,

this will allow the freight tracks to be removed from Fourth Street in Gretna.

1.5.2 Passenger Services

Three Amtrak long distance intercity rail passenger routes in the state operate over rail linesvoed by

freight railroads. The City of New Orleans operates between Chicago and New Orleans; the Crescent

between New York City and New Orleans; and the Sunset Limited between Los Angeles and New

Orleans. In all, the services had a combined ridership 212,767 AOOAT CAOO EIT c¢mnpys8 [ £ ,
seven rail stations, New Orleans Union Passenger Terminal was the most utilized rail station in the state,

handling 181,544 boardings and alightings in 2018Greater detail on these services and Amtrak stations

in Louisiana appeas in Chapter 2.

One major passenger initiative is an ongoing effort by the Regional Planning Commission, the MPO for

New Orleans, and other local jurisdictions, to investigate the feasibility of establishing a new intercity

rail service between Baton Rouge and New Orleans. Another passenger rail initiative is actually two

separate feasibility assessments of a new intercity passenger rail service between Shreveport/Bossier

City and Dallas/Fort Worth. Current planning includes two efforts: oneonducted by Amtrak and the

other for the North East Texas Regional Mobility Authority. In concept, the Crescent would split in

Meridian, Mississippi, with one train going to New Orleans Union Passenger Terminal and the other

going from Meridian to Shreveort and then to DallasFt. Worth. Amtrak has conducted an internal

AAAOEAEI EOU OOOAU £ O OEEO OOPI EO #OAOAAT 06 AT A A O
Institute and UNOTI was conducteih 20178 " 1 OE OOOAEAO OET x AA EQOE /BB AOEAT AE

A third passenger rail initiative is the postKatrina restart of Amtrak service along the Gulf Coast, with a
new service linking New Orleans, LA with Mobile, Aand, ultimately, Jacksonville, FIThe Southern Rail
Commission (SRC) has devabed a strong working relationship among its members: Mississippi,
Louisiana and AlabamaThe initial Gulf Coast HighSpeed Rail Corridodaytime passenger servicgas
envisioned) will stop four times per day in New Orleans, Bay St. Louis, Gulfport, Bilpand Pascagoula. It
is anticipated that this new passenger service will be operational within 24 muhs.
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Introduction
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and passenger rail systems: a description of the services as they are today; rail service trends and

forecasts; needs and opportunities.

21 2dzA aAl yIF Qa 9EAauUAY 3 wl At {ea
The Louisiana freight rail system is operated by six large Class | railroads and 13 smaller local,

switching, and terminal railroads. The system consists of 2,746 route miles, excluding leasesand )
trackage rights.MileACAO 1T £ , 1 OEOEAT A6 O TaeXR A QNI tthin OphrEtbrobnAAO ADDA A

lines owned by Class | railroads are controlled by Central Traffic Control (CTC) systems, whereby a
dispatcher in a remote location directs train operations by the use of waide signal control systems.

Table 21: Louisiana Rail System Mileage

Rallroad Repo 0 Route Operated O ed no
3 Owned eased ackage ota Operated
RI0
Class | Railroads 2,350* 2 255 2,607* 203
BNSF Railway Company BNSF 240 122 362
Canadian National Railway Company CN 239 239
CSX Transportation CSXT 35 8 43
Kansas City Southern Railway KCS 677 2 65 744 173
Norfolk Southern Railway NS 72 4 76
Union Pacific Railroad UP 1,087 56 1,143 30
Local, Switching Terminal Railroads 396 238 22 656
Acadiana Railway AKDN 57 5 20 82
Arkansas Louisiana & Mississippi Railro ALM 55 55
Baton Rouge Southern Railroad BRS 2 2
Bogalusa Bayou Railroad BBAY 1 1
Delta Southern Railroad DSRR 51 15 66
Lake Charles Harbor & Terminal District LCH 11 11
(Port of Lake Charles, Port Rail Link)
Louisiana & Delta Railroad LDRR 96 28 124
Louisiana and North West Railroad LNW 44 44
Louisiana Southern Railroad LAS 167 167
New Orleans and Gulf Coast Railway NOGC 32 5 37
New Orleans Public Belt Railroad NOPB 28 28
North Louisiana & Arkansas Railroad NLA 16 2 18
Timber Rock Railroad TIBR 21 21
‘ Total Miles 2,746 240 277 3,213 203 ‘
Source: Association 8fnerican Railroads, Freight Railroads in Louisiana
*Note: Owned miles for both BNSF and UP include 240 miles of joint trackage.
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2.1.1 Class | Railroads

Each Class | railroad has principal routes through the state that are fed by its own branch lines and
connecting carriers. Figure 2-1 shows all of the routes of the Class | carriers across the state.

Figure 21: Railroad Systems in Louisiana

BNSF
CN
Ccp
CsX
KCS
NS
Up

Short Line /Regional

Alexandria

O
Lake Charles
LCH

Source: Louisiana Railroad Fact Book 2019, by Louisiana Department of Transportation & Development

BNSF Railwagompany
BNSF Railway Company (BNSF), a wholbwvned subsidiary of Berkshire Hathaway, Inc., operates over
33,000 route miles in the U.S. and Canada. It operates ové23oute miles in Louisiana. Two hundred
and forty of these, extending from the Texas /duisiana state line at the Sabine River near Orange, TX,
through Lake Charles and Lafayette to Avondale Yard on the west bank of the Mississippi River at New

/ Oi AAT Oh

AOA OET ET O OOAAEACAGh 1 x1AA

AT ANOAI

BNSF also has trackage rights on 122 route miles, primarily in northwestern Louisiana and in and
around the Avondale Yard in New Orleans.

Traffic moving on the eastwest joint trackage mainline connects to all of the Class | carriers in New
Orleans viathe Huey P. Long Bridge and New Orleans Public Belt Railroad (NOPB). Traffic moving into
Texas on the western side of the state can connect to all of the 28 states and two provinces in Canada on
the BNSF network from Beaumont, TX. BNSF short line connectsoare listed inTable 2-2.

16

Louisiana State Rail Plan

THE UNIVERSITY of
NEW ORLEANS

UNO TRANSPORTATION INSTITUTE

Ou



Table 22: BNSF Short Line Connections in Louisiana

Short Line Connections

NOPB New Orleans
LDRR Lafayette and Raceland
AKDN Crowley

TIBR De Ridder LA

BNSF transports over 150,000 carloads per year through LouisianBraffic hauled includes intermodal
(trailer and container on flatcar or in a doublestack car), automotive, grain and industrial products. In
2018, BNSF originated 60,796 carloadings and terminated 68,145 in Louisiana. All of its lines in
Louisiana are capble of handling 286,000pound carloads.

Canadian National Railway

Canadian National Railway (CN), a publicly traded company headquartered in Montreal, Quebec,
Canada, owns 200 route miles in Canada and the U.S. Its Southern Region, extending from Rainer, MN
to New Orleans and consisting of 7,400 route miles, serves the Gulf ports of Mobile and New Orleans and
the river ports of Memphis and Baton Rouge. It operates 239 miles Louisiana comprising both main
routes and branch lines, as listed ifable 2-3.

Table 23: CN ownership in Louisiana

Routes Description

Mississippi / Louisiana state border near Osyka | North / South main track
to Kentwood via Hammond to New Orleans

New Orleans to Baton Rouge East / West line

Hammond to Baton Rouge East / West line

Baton Rouge north to Slaughter North/ South line

Slaughter west to Riddle Zee Bran_ch line currently not in
service

Brookhaven (MS) to the border of Twin (MS) Branch line in northeastern
south to Bogalusa and Lee Creek Louisiana

#. 60 DPOEI AOU PIET OO 1T £ ObazZaEA ET OAOAEAT CA AOA
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Table 24: CN Interchange Points in Louisiana

Railroads Interchange Points

BNSF New Orleans

KCS New Orleans and BatdRouge
NOPB New Orleans

NS New Orleans

upP New Orleans and Baton Rouge

CN handles 286,006pound car weights across all of its lines in Louisiana. Annual capital expenditures
average $23 million per year in the stateln 2019, CN announced it wouldnvest over $95 million in in
its rail infrastructure across the state as part of its national $2.9 billion capital investment to facilitate
rail shipping of commodities such as including consumer goods, grain, agricultural, forest, and energy
products. CNhas made a $5.7 billion national capital investment since 2017.

CSX Transportation

CSX Transportation (CSXT), a publicly traded railroad company, operates ov&;@0 route miles in the
eastern, southern and Midwestern U.S. It operates 43 route milesliouisiana (35 miles owned and 8
miles of trackage rights in New Orleans) from the Mississippi / Louisiana state line in the east to the City
of New Orleans in the west. CSXT operates over and maintains nearly Hiles of single main track,

other main tracks, yard tracks and sidings in Louisiana as of December 31, 2011. The easst route
connects all of the Class | railroads and the NOPB to the entire CSXT network branching eastward from
the Mississippi state line, with primary lines across the panhandlef Florida and to the northeast into
Montgomery, AL. CSXT handles over 249,000 carloads per year in Louisiana. Carloads include
automotive, intermodal, sulfur, chemicals, plastics and other merchandise traffic. All CSXT lines in the
state are capable of hadling 286,000-pound loaded car weights.

Kansas City Southern Railway

Kansas City Southern Railway (KCS), a wholly owned subsidiary of Kansas City Southern Industries, Inc.
(KCSI), operates approximately 330 route miles in a 10state region serving thecentral and south

central U.SKCS operates 744 route miles in Louisiana: 673 miles owned, approximately 82les

operated with trackage rights, and 2 miles leased. KCS hasmies of trackage rights on UP between
Baton Rouge and Lettsworth, and 22 milesf trackage rights on CN in the New Orleans area. KCS routes
in Louisiana routes are showrin Table 2-5.
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Table 25: KCS Routes in Lowdsia

Route ‘ Description

Lake Charles via De Quincy and De Ridde| North - South line
to Shreveport

New Orleans via Baton Rouge, Shreveport| Northwest line
and northward to Kansas City Note: KCS operates over UP via trackage rights from Lobdell
Junction in Baton Rouge to Tortamction in Lettsworth.

Meridian, MS to Dallas, TX via Vicksburg, | East- West line

Mississippi, Maroe and Shreveport Note: The eastwest line between Shreveport and Meridian, M
is the Meridian Speedway, LLC (MSLLC). NS, through its
subsidiary, the Alabama Great Southern Railway Company, d
a minority interest in the MSLLC whiléXis the majority owner
of MSLLC. A KCS mainline connects the MSLLC in Shrevepd
Dallas.

Baton Rouge to Port Hudson Branch line

+#3 OAOOGAO OEA 010060 1T &# . Ax | Ol AAT 6h , AEA #EAOI AOh
connections arecited in Table 2-6.

Table 26: KCS Connections with Class | Railroads in Louisiana

Railroad ‘ Connection

BNSF Lake Charles and New Orleans via NOPB

CN New Orleans and Baton Rouge

CSXT New Orleans

NS New Orleans

upP New Orleans, Baton Rouge, L&Kearles,
Shreveport, Monroe, and Alexandria

+#360 Al 11T AAQGETIT O OF OEI OO 1| ETde2-7.DAOAOCETI ¢ ET , 1 OEOI
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Table 27: KCS Connections with Short Lines in Louisiana

Short Line ‘ Connection

ALM Monroe

BRS Baton Rouge

DSRR Tallulah

LAS Gibsland, Pineville, and Sibley

LNW Gibsland

NLA Lake Providence

NOPB New Orleans

TIBR De Ridder

KCS handles 286,00@pound car weights across all lines in Louisiana.

Norfolk Southern Railway

Norfolk Southern Railway (NS), owned by NorfollSouthern Corporation, a publicly traded corporation,

operates approximately 21,500 route miles in 22 states east of the Mississippi River. NS operates 76

route miles of railroad in the state of Louisiana, owning 72 miles and operating over trackage righia

four miles in New Orleans. The primary NS route in Louisiana is operated by NS subsidiary, the Alabama

Great Southern Railway, and runs northeast from the City of New Orleans to Benton, where it crosses

the Louisiana / Mississippi state line. NS also @pates the former New Orleans Terminal Railroad in St.

"AOT AOA 0AOEOE AT A AAOI OO OE Ain®éwONdans! TAd Bck@elt@sia ET OA OA
rail bypass of downtown New Orleans through Metairie.

NS serves the Port of New Orleans and connects with all of the Class | carriers in New Orleans (BNSF, CN,
CSX, KCS, and UP). NS also interchanges traffic with NOPB.

NS also operates through trains on the Meridian Speedway, LLC (MSLLC), between Shrevepuit
Meridian, MS by virtue of itsminority interest in the MSLLC, and on to Dallas via the KCS. NS handles
maximum car weights of 286,000 pounds on its lines in Louisiana.

Union Pacific Railroad

Union Pacific Railroad (UP), a wholly owned subsidiary of Wn Pacific Corporation, operates over

32,000 route miles in 23 states across the western twihirds of the United States. UP operates over
1,377 route miles of track in Louisiana west of the Mississippi River. It owns 1,143 miles, including
partial ownership of the 240 miles of joint trackage shared with BNSF. UP also have trackage rights over
56 miles on KCS between Lettsworth and Alexandria. Primary routesdlude those shown inTable 2-8.
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Table 28: UP Rail Lines in Louisiana

Route Description

Baton Rouge to Livonia to Dequincy then via trackage rig East- West line
on KCS from Dequincy to Sabine River (state line with Te Note: This line continues in Texas servi
Beaumont and Houston

New Orleans to Livonia, Alexandria, Shrevepotidoaine East- West line

(state line with Texas) Note: This line continues to Dallas, Tex

New Orleans via joint trackage shared with BNSF from lo East- West line

Junction to the Sabine River (state line with Texas) Note: This line continues to Bemant and
Houston, TX

lowa Junction to Alexandria, Monroe to Muller (state line North - South line

with Arkansas) Note: This line continues to Pine Bluff

Arkansas and St. Louis, Missouri

Northwest Louisiana running through Shreveport (crosses North-/ South line
Texas / Loigiana border at Logansport and Louisiana /
Arkansas border north of Plain Dealing)

Other UP routes include:
A Baton Rouge to Addis, a connection to its New Orleahs/onia-Alexandria-Shreveport route.
A Baton Rouge to Lettsworth, thenceia trackage rights over 56 KCS route miles to Alexandria.

5080 POEI AOU #1 AOO )TaBd2iol AAGET 1 O AOA OET x1 EI
Table 29: UP Connections with Class | Railroads in Louisiana

Class | Connection

BNSF New Orleans and lowa Junction

CN New Orleans anB8aton Rouge
CSXT New Orleans

KCS New Orleans, Baton Rouge, Lake Charlg
Shreveport, Monroe and Alexandria
NS New Orleans

5060 OEIT OO 1 ET A ET OAOA ETAHleQA® UFEdriginatéd Q@ @aB Adrs/andA OA AEOQOAA
terminated 99,639 cars in Louisiana in 2018. Recent annual capital expenditures in the state have

averaged $115.5 million with an additional $634 million in expansion capital for 2014 through 2018 to

provide new double track and greater network capacity to handle unit trains. In 2018 UP also invested

$12 million in capital upgrades to the Port of Greater Baton Rouge to expand train lengths from 45 to up

to 110 railcars for the shipment of grain and other agricultural commodies. UP operates intermodal,
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automotive, unit and mixed carloadintermodal) trains throughout Louisiana. UP handles maximum car
weights of 286,000 pounds on its lines in Louisiana.

Table 210: UP Interchanges with Short Lines in Louisiana

Short Line Canection

AKDN Bunkie, Eunice, and Opelousas

ALM Monroe

DSRR Monroe

LDRR Lake Charles

NLA McGehee, Arkansas

Note: Expected interchange end of 2012

NOGC Westwego

NOPB New Orleans / Avondale

Port of Lake Charle{ Lake Charles
Port Rail Link (PRL

*Lake Charles Harbor and Terminal District has formed the Port Rail Link, Inc. ((PRL
rail carrier which now operates the LCH trackage and will receive certain trackage
from UP (Notice of Exemption filed with the Surface Transportation Boalbecember 2.
2011).

2.1.1.1  Local, Switching and Terminal Railroads

The local, switching, and terminal rail lines are also shown drigure 2-1, and miles owned and
operated are contained inTable 2-1. Many of the small railroads, also known as short lines, own and/or
operate lines abandoned or spun off by Class | carriers. A brief description of each follows.

Figure 2-2 shows all lines in Louisiana that cannot accommodate loaded car weights of 286,000 pounds.
The capability of handling this car weight is becoming de factoindustry standard. All such lines in the
state belong to small railroads. As noted previously, attlass | railroads in the state can handle this car
weight on all of their lines.
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Figure 22: Lines Incapable of Handling Car Weights of 286,000 pounds
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Acadiana Railway

Acadiana Railway (AKDN) owns and operate®2 miles of lines in Louisiana comprised of four segments:
Opelousas to Bunkie (36.1 miles); a threenile-long of former Southern Pacific Railroad switching spur
at Opelousas; the fivanile Thibodaux industrial lead at McCall; and Crowley to Eunice (21.6 rad). The
first and last segments are connected via 20.9 miles of trackage rights over the UP from Eunice to
Opelousas. The railroad also has trackage rights on BNSF in Crowley. The Thibodaux industrial lead is
currently leased for one mile to allow UP totage unit crude oil trains.

The railroad connects with the UP at Bunkie, Opelousas and Eunice, and with the BNSF at Crowley. Gross
carload weights are limited to 263,000 pounds on all AKDM lines except for 2.5 miles of 286,000 pounds
permissible in Opelaisas. There are two industrial parks under development in Opelousas: Saint Landry
Parish and in Bunkie. Traffic includes agricultural products (primarily rice), edible oils, gravel and

general freight. The carrier is affiliated with TracWork, Inc.

Arkansas, Louisiana & Mississippi Railroad

Arkansas, Louisiana & Mississippi Railroad (ALM), a Genesee and Wyoming (G&W) affiliate, extends 55
miles from Crossett, AR to Monroe. ALM connects with KCS and UP in Monroe and can connect with the
UP at FordyceAR via haulage provided by the Fordyce & Princeton Railroad (F&P). However, ALM does

1TT6 AAOOU OOAAEZEA 11 O0E T &£ #01 OOAOGO T O O6EilasUA OEA

in Louisiana extend from the Arkansas / Louisiana state lineear Geddie through Bastrop, and

southward to Monroe. Gross carload weights of 286,000 pounds are permissible from MP (milepost) 0.0
to MP4.0 in Monroe but limited to 263,000 pounds from MP 4.0 to MB2.5. Typical commodities
transported include chemicals lumber, paper, and forest products. The ALM was acquired by G&W

in 2003.

Baton Rouge Southern Railroad

Baton Rouge Southern Railroad (BRS), a Watco carrier that began operation in 2008, oper&tesles of
track interchanging with KCS at the BSR Brookla Yard about 8 miles north of Baton Rouge. BRS
provides transloading services and car repair through Union Tank Car. It switches KCS customers and
offers car storage services. Primary commaodities are plastic pellets, and raw and calcinated coke. BRS
handles 286,000pound carload weights.

Bogalusa Bayou Railroad
Bogalusa Bayou Railroad (BBAY) operates as a Watco sHaoré consisting of onemile servicing

"T CAIl OOA8 0O EIT OA OltshpnEipall cdnimodnidsrk paped profllict® and calcinatedoke.

Delta Southern Railroad
Delta Southern Railroad (DSRR) is a private company operating on two line segments for a totdd bf
miles:

A Tallulah to Lake Providence (28 miles) - DSRR owns the former Missouri Pacific Railroad line
from Tallulah to Lake Povidence (the line north of Lake Providence to McGhee, AR was
abandoned by DSRR and is discussed later in this section). DSRR is currently operating only
from Tallulah to Talla Bena and the Madison Parish Port, a distance of approximately 7 miles.

A Monroe t o Sterlington (15 miles) -DSRR leases the former Missouri Pacific line from UP.

Interchange points for the DSRR are Monroe with UP; Tallulah with KCS; and Lake Providence with NLA.

DSRR has two sites available for transloading at Tallulah and also acconttates rail car storage.
Primary commodities include agricultural and chemical products, forest products and clay. DSRR limits
gross carload weights to 263,000 pounds on the twtine segments.

24 Louisiana State Rail Plan

THE UNIVERSITY of
NEW ORLEANS

UNO TRANSPORTATION INSTITUTE



In July of 2019, the U.S. Department of Transportation announcads10.5 million grant from the
Infrastructure for Rebuilding America (INFRA) program to the Southeast Arkansas Economic
Development District (SEAEDD) along with its affiliates to upgrade the Louisiarfrkansas shortline

rail corridor which includes the DSSR. This project will upgrade the capacity of the rail corridor to
handle 286,000pound rail cars and enable a top speed of 25mph. It will also open DSRR access to the
ports of Lake Providence and Madison Parish in Louisiana

Louisiana and Delt®ailroad

Louisiana and Delta Railroad (LDRR), a Genesee and Wyoming (G&W) affiliate, operates seven
disconnected line segments that branch off of the BNSEJP joint trackage between Lafayette and
Raceland. The LDRR interchanges traffic with BNSF at Lafaigeand Schriever and with UP at

New Iberia and Raceland. LDRR has 178 miles of trackage rights between Lake Charles and Raceland,
and owns another 120 route miles of former branch lines along this stretch. The seven branches are
shown in Table 2-11.

Tabk 2-11: LDRR Branch Lines

Branch Description

Breaux Branch Breaux Bridge Package with Breaux Bridge Branch, Lafayette Commerd
Branch, Elks and Power House Spurs that fan out from Lafayette

Midland Branch New Iberia to Abbeville with Pesson and Avistgnd Spurs

MOP Line Serving customers in New Iberia

ARA Spur Serving Acadiana Regional Airport facilities in Nmavia

Cypremont Branch | Baldwin to Cypremont and Port of West St. Mary

Bayou Sale Branch | Bayou Sale to North Bend

Lockport Branch Raceland to MP 1.7

LDRR gross carload weights are limited to 263,000 pounds across the seven branches. Typical
commodities transported include aggregates, brick and cement, carbon black, chemicals, food and feed
products, forest products, oil products, ppe, steel and scrap. The LDRR was acquired by Genesee &
Wyoming in 1987.

Louisiana and North West Railroad

Louisiana and North West Railroad (LNW), a wholly owned subsidiary of Patriot Rail, operaté8 miles
between Gibsland and McNeil, AR includinggd miles in the State of Louisiana. Interchange points for
LNW are with KCS at Gibsland; and with UP at McNeil (via 6.5 miles ofld&sed lines between Magnolia
to McNeil).

LNW provides transloading services at Gibsland, Athens, Mulnix, Homer, Haynesvillelaron Bridge

Road in Louisiana. LNW owns 845 acres for real estate development and provides car storage and
locomotive repair services in Gibsland. Primary commodities include chemical products, wood, steel and
plastics. Gross carload weights are limitetb 263,000 pounds but are being upgraded to 286,000

pounds.
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Louisiana Southern Railroad
Louisiana Southern Railroad (LAS), a Watco carrier that began operations in 2005, leases and operates
three separate line segments which total 167 miles, pérable 2-12.

Table 212: LAS Line Segments in Louisiana

Line Segment Miles

Shreveport to Bossier City East to Mindg 31

Sibley to Springhill 34

Gibsland to Tioga and to Pineville Juncti 102

LAS interchangs all of its traffic with the KCS at three stations: Gibahd, Pineville, and Sibley. LAS
provides transloading services at Minden, rail car repair at Zwolle and mobile repair services at Hodge.

Primary commodities are sand, chemicals, petroleum, metals,e®, and paper and forest products.
Carload weight limits are limited to 263,000 pounds.

New Orleans and Gulf Coast Railway

New Orleans and Gulf Coast Railway (NOGC) is 100% owned by Rio Grande Pacific Corporation. A
former UP branch line located outside of New Orleans, NOGC is an3ife-long railroad located on the
west bank of the Mississippi that interchanges with the UP Westwego. The railroad serves over 20
switching and industrial customers and is the only short line railroad operating east of Avondale. The
main track of NOGC operates eastward from Westwego to Harvey through Gretna to Gouldsboro Yard
and southward from Gouldsboro to Ironton. An abandoned rail rightof-way will be used for a sixmile
extension to the Kinder Morgan International Marine Terminal (IMT) located in Myrtle Grove.
Predominant shipments include a variety of food products, oils, grains, petroleunrgducts, chemicals,
coal and steel products. NOGC has access to the Kinder Morgan Delta Terminal at Harvey and the
Plaguemines Parish Ports, Harbor and Terminal District south of Gouldsboro. NOGC is artih,
unsignalized railroad capable of handling 286,00-pound carload weights.

Assistance from the Louisiana Department of Transportation and Development was requested by the
NOGC in relocating the main track from the town of Gretna which would facilitate the closing of many at
grade highwayrail crossings. Partners in this project include the Regional Planning Commission in
New Orleans as well as Jefferson and Plaguemine Parishes. In 2018, the New Orleans RPC and the
FRA completed the Environmental Impact Statement (EIS) and recommended the NOGC main ralil
segments be relocated away from Gretna to a suitable industrial site. Funding for this project
(approximately $300 million) has not yet been secured. In 2019, the NOGC began investigating a
less expensive (about $&8 million) shortcut, which has been oppsed by the residents and the city
council because of the increase in crude oil the trains would be carrying. However, these are oll
sands, which are not highly combustible.

New Orleans Public Belt Railroad

New Orleans Public Belt Railroad (NOPB) was formg owned by the citizens of the City of New Orleans
and managed by the Public Belt Railroad Commission. The Port of New Orleans acquired the New
Orleans Public Belt Railroad from the City in 2018. The Port exchanged the Governor Nicholls Street and
Esplarade Avenue wharves for the railroad, enabling the city to complete a lovayvaited riverfront
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park. The NOPB is owned by the Port and governed by the New Orleans Public Belt Board of Directors.

NOPB operates 28 route miles and other trackage and facilitiescluding:

A 37.5 miles of main track and passing sidings.

A A 4.4mile-long, doubletrack bridge, known as the Huey P. Long Bridge.

A 85.5 miles of yard and industry tracks.

NOPB connects to the Port of New Orleans and to the Napoleon Avenue Container Terntmakovide

intermodal switching services for CN. NOPB transfers containers at the Napoleon Intermodal Rail Yard.

NOPB operates four carload (switching) yards as noted ifable 2-13.

Table 213: NOPB Switching Locations

Description

Switching Location # of Tracks

Cotton Warehouse 22 Manifest switching
Claiborne 13 Storage in transit (SIT) yard
Pauline 5 Storage in transit (SIT) yard

France 8 Industry switching

NOPB connects to all six Class | railroads (BNSF, CN,

handle 286,000pound carloads on its lines.

North Louisiana & Arkansas Railroad

CSX, KCS, NS, and UP)Onliédéews. NOPB can

North Louisiana & Arkansas Railroad (NLA), an affiliated company with Arkansas Short Line

Railroad, Inc. was formed in 2011 after the DSRR abandoned the former Missouri Pacific Railroad line

from Lake Providence to McGehee, ARhe NLA owns 16 miles of trak and has trackage rights for an
additional mile. The Laked0 OT OEAAT AA 01 0O ' OOET OEOU
(16.2 miles). NLA has two miles of trackage rights on DSRR in Lake Providence. NLA interchanges traffic
with UP at McGehee via switch provided by Arkansas Midland Railroad Company (AKMD).

I xT 0 All

NLA has secured funding to rehabilitate the line and it was expected to be operational at the end
of 2014. Primary customers are both on the line and within the Port of Lake Providenderimary
commodities will include agricultural and industrial products. NLA will be able to handle 286,000

pound car weights.

Port of Lake Charles Port Rail Link

The Lake Charles Harbor and Terminal District (LCH) ownslimiles of track at the Port. Curretly, the

Port switches traffic among five port districts using port employees and leased locomotives. In 2011, the
Port opened the new IFG Port Holdings export grain facility that can process one million tons per year in

the first phase of operations withan expected expansion to two million tons in the second phase.
Primary commodities of the port are agricultural products, coal, coke and chemical products.

Port of Lake Charleg Port Rail Link, Inc. (PRL), a nomail carrier, has filed a notice of exempion with

the Surface Transportation Board (STB) to lease 2.3 miles of track from UP near Harbor Yard in Lake
Charles and 2.8 miles of track from the Lake Charles Harbor and Terminal District, operator of the Port

of Lake Charles, near the City Docks. PRIl interchange carload traffic with UP at Harbor Yard and

unit trains with UP at New Yard.

Timber Rock Railroad

Timber Rock Railroad (TIBR), a Watco carrier that began operation in 1998, operates 43 total miles of
track, with 21 miles in Louisiana from tie Texas / Louisiana state line near Bon Wier, TX to De Ridder.

TIBR interchanges with KCS at De Ridder and with BNSF at Silsbee and Tenaha, TX.
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Primary commodities are forest products and rock. TIBR handles 263,06fund car weights.

2.1.1.2 Intercity PassengeRail Network

This section summarizes the history of passenger rail service in the state, and also summarizes the
current intercity rail services provided by National Railroad Passenger Corporation, also known as
Amtrak.

jiOAC’)C)I’ATO A0 T &£ ¢mnpuv j4EOI A 8) 1T A& OEA &EQET ¢
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transportation act that also authorizes highway and transit programs. Congress also changed the
structure of federal grants in the FAST Act. Prior to 2015, Congress separated Amtrak funding for capital

A
!
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expenditures and operating costs. Starti6 ET &9 ¢mpxh COAT OO AOA AEOEAAA A

. A

Northeast Corridor service (which uses infrastructure owned by Amtrak and has billions of dollars in

AAPEOAT 1T AAAOGQq AT A OEA OAOGO T A& 'i OOAEGO .maryly T Al

private freight railroads but runs on an operating deficit of several hundred million dollars a year) (CRS
2017). Under the Passenger Rail Investment and Improvement Act of 2008 (PRIIA), states are required
to provide the funding to support the geration of short-distance intercity passenger rail routes of less
than 750 miles. By contrast, Amtrak has the financial responsibility for the operation of trains on long
distance routes of 750 miles or more in length.

Historical Rail Passenger Perspeetiv

New Orleans is a key connecting point between eastern and western railroads and transfer location to
Caribbean, South and Central American water carriers. Radiating from New Orleans, the southernmost
crossing of the Mississippi River, rail lines providedgignificant levels of passenger service during the
first half of the 20th Century. Bolstered by trade and later tourism, passenger trains were the dominant
mode of intercity travel until after World War I. The rail share of intercity travel began to deatie during
the 1920s and 1930s when highways were improved, and auto travel became more affordable to more
families.

However, the rail share remained important through the 1940s and into the early 1950s, and passenger
trains served all major urbanareash A I 1 0O 1T £ OEA AT 01 OOUB8 O Oi Al 1
passengers, the trains carried mail and express. Railroad depots, usually located close to the center of
each community, were activity hubs with the city development radiating out from theicentral location.
With the construction of the Interstate highway system during the 1950s and 1960s, and the
introduction of high capacity jet aircraft that significantly reduced travel times and costs, passenger rail
usage declined. Private railroads ineasingly were unable to compete with publicly funded. highway

and airport transportation modes, and a cycle of passenger train discontinuance ensued as the ralil
industry sought to drop service that had become uneconomicalVith each discontinuance of rail
passenger routes, connections were broken, and travel options were reduced, further hastening a cycle
of service reductions.

In Louisiana, the level of rail passenger service provided in the mit950s reflects the period before the
greatest cutbacks occurred. The 1956 service level is illustrated Figure 2-3.

With multiple rail routes originating at the rail hub of New Orlears, passenger trains served major cities
and small towns throughout the state. Most of these were longjstance services, operating several
hundred miles into adjoining states. Primary routes within Louisiana in 1956 included:
A Five daily trains across soutlern Louisiana, with four of these operating to Houston or beyond
to Los Angeles (Southern Pacific Railroad, Missouri Pacific Railroad).
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Four daily trains through the heart of the state from New Orleans to Baton Rouge to Shreveport,
continuing west to Dallas/Fort Worth or north to Little Rock, Kansas City, or St. Louis (Texas &
Pacific Railway, Kansas City Southern Railway).

Four daily trains north to Memphis and Chicago (lllinois Central Railroad).

Two daily trains northeast to Birmingham, Atlanta and the WNrtheast (Southern Railway).

Seven daily trains east to Mobile, diverging to Cincinnati, Atlanta, Washington, and Florida
(Louisville & Nashville Railroad).

> >

Additional trains operated between Shreveport and Beaumont, Shreveport and Meridian, and Monroe
and Lake Charles. Passenger service was gradually reduced to only a handful of{disgance trains by
1971, when the National Railroad Passenger Corporation (Amtrak) was created by the Congress due to
financial losses sustained by the freight railroads @ecially the Penn Central Railroad) on their
passenger operations. Amtrak is a congressionally chartered corporation owned by the US Department
of Transportation and operates as a quasionprofit corporation. It began with a basic national system

of passenger trains. Through Louisiana, Amtrak retained service over only three routes radiating from
New Orleans.
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Figure 23: Lines with Rail Passenger Service in 1956

@amm» 1956 Passenger Rail Lines

e==== Rail Lines

| NATCHITOCHES

P i,

ALEXANDRIAY
PINEVILLE

wed

\
MORGAN CITY
NS

!
~TMORGANCITY

Source: 2015ouisiana Stat®ail Plan
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Gulf Coast Rail Service

Established by an act o€ongress in 1982, the Southern Rail Commissi¢8RC)engages and informs
public and private rail interests to support and influence rail initiatives across its member states of
Alabama, Louisiana and Mississippi.

SRC began as theouisiana-Mississippi-Alabama Rapid Rail Transit Commission looking at providing
OAEI OAOOEAA AAOxAAT -TAEIT AR ', AT A . Ax mitedl AAT O
provided service fortheeightt T T OEO OEA 71 Ol A8 O & AdBsanddibdontieiédO O A A
shortly after.
)T OEA pwwndOh OEA 32# 1T ACi OEAOAA OEA AgOAlT OEITI
also worked with Congress to designate the Gulf Coast Corridor as part of the Federal Railroad
Administrations High-Speed Network.
Today, the SRC has identified four rail lines which they have deem important to development in the
South:

A 1-20 Corridor: Dallas to Shreveport to Meridian

A Houston to Lake Charles to Baton Rouge to New Orleans (Of which the Baton Rouge to New

Orleans Line is a part).
A Birmingham to Montgomery to Mobile
A Gulf Coast Passenger Rail from New Orleans to Orlando

In 2019, SRC was awarded a $33 million grant for restoration of service between Mobile and New
Orleans from the Consolidated Rail Infrastrutire and Safety Improvements program as well as a grant
for $4.36 million from the Restoration and Enhancements Grant Program to kick start the Gulf Coast
Passenger Rail.

Current Amtrak Service

The state is served by three longlistance Amtrak trains, with New Orleans serving as a hub. There
currently is no commuter or intercity corridor service provided in the state, either by Amtrak or by

other operators. There is one small tourist railroad opeated by the Southern Forest Heritage Museum.
Amtrak operates entirely over the trackage of Class | freight railroads, except for the New Orleans Public
Belt Railroad and the trackage at New Orleans Union Passenger Terminal. While service was expanded
to Mobile and Orlando in the 1980s and 1990s, Amtrak frequency of service on its trains through
Louisiana is now what it was in 1971. While the limited number of cars available has constrained traffic
growth, revenue management, targeted marketing and high gasices have driven ridership and ticket
revenue to record levels. Current routes appear ifigure 2-4. The current services are discussed below.
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Figure 24: Current Amtrak Routes in Louisiana

] Passenger Rail Facilities
e 2012 Amtrak Rail Lines
s Rl Lines

Crescent
The Crescentoperates between New York and New OrleansTéble 2-14) The service consists of one
daily round-trip, stopping at Slidell in Louisiana before terminating in New Orleans. Intermediate stops
outside Louisiana include Birmingham; Atlanta; Charlotte, NC; Waistgton, DC; Baltimore; Philadelphia;
and New York City. Southbound the train leaves New York at 2:15 PM and arrives in New Orleans at 7:32
PM the following day. Northbound route train leaves New Orleans at 7:00 AM and reaches New York at
1:46 PM the following day. The# O A O AsBhedDI difers daytime service between Atlanta, Birmingham
and New Orleans.

Table 214: Route Segments of th€rescent

Segment Miles per Segment

New York Washington DC 225 miles
Washington D@ Charlotte 376 miles
Charlotteg Atlanta 258 miles
Atlanta- New Orleans 518 miles
Total: 1,377 miles

(48 miles in Louisiana)
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The Crescentoperates with singlelevel equipment, due to limited clearances through tunnels between
Washington and New York. The train carries coaches, sleeping cars, a diner, and a lounge car.

In Fiscal Year 2018 theCrescentcarried 274,807 riders, up 6.2% from he previous year. In Fiscal Year
2018, 59,059 riders, almost 22% of total riders on th€rescent traveled to/from New Orleans.

Based on the 2010 Amtrak Ridership Profile for th€rescent passengers are mostly taking leisure trips
(79%). The majority ofthese trips (54%) are for visiting family or friends while vacation or other
recreational trips account for the remainder in this category. Of the remaining riders, 9% are traveling
for personal business while 11% are making business trips. The majority dflers are female (71%)

with an average age of 58 years and with household income averaging $76,000 per year (2010). Almost
half of all travelers are employed, and a large segment (41%) is retired.

New sleeping cars, dining cars and baggagrmitory cars are under construction that will replace
Heritage diners and baggagelorms and supplement sleeping car capacity.

A map of the Crescent route appears iRigure 2-5. Throughout Louisiana, the Crescent operates on
track owned by the Norfolk Southern Railwg and New Orleans Union Passenger Terminal.

Figure 25: CrescenRoute
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Source: Amtrak

City of New Orleans

The City of New Orleanperates between Chicago and New OrleanSe€eTable 2-15. The service
consists of one daily roundtrip, stopping at Hammond, Louisiana before terminating in New Orleans.
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Intermediate stops outside Louisiana include Champaighirbana, IL; Carbondale, IL (with connecting
Thruway bus service to St. Louis); Fuiin, KY; Memphis, TN; and Jackson, MS. Southbound the train
leaves Chicago at 8:00 PM and arrives in New Orleans at 3:32 PM the following day. Northbound route
train leaves NewOrleans at 1:45 PM and reaches Chicago at 9:00 AM the following detye City ofNew
Orleansschedule offers daytime service in both directions through Mississippi. The distances between
some of the major cities along this route are as follows:

Table 215: Route Segments of th@ity of New Orleans

Segment Miles per Segment

Chicage ChampaigrJrbana 129 miles
ChampaigrJrbana- Memphis 391 miles
Memphis¢ Jackson 223 miles
Jackson New Orleans 183 miles

926 miles

(120 miles within Louisiana)

Figure 26: City of New OrleanRoute

& New Orleans

Source: Amtrak

A map of theCity of New Orleangoute appears inFigure 2-6. Through Louisiana, theCity of New
Orleansruns on track owned by the Canadian National Railway and New Orleans Union Passenger

Terminal.
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The City of New Orleanperates with Amtrak Superlinerequipment. The bilevel cars provide coach
seats, sleeping car rooms, CrogSountry Café, and a Sightseer Lounge Car.

In Fiscal Year 2018, the&City of New Orleansarried 237,781 riders, a 6.9% decrease from the previous
year. In Fiscal Year 2018, 91,923 riders, about 39% of total riders on tiaity of New Orleanstraveled
to/from New Orleans.

Based on the 2010 Amtrak Ridership Profile for th€ity of New Ofeans, passengers are mostly taking
leisure trips (74%). A large portion of these trips (44%) are for visiting family or friends, while vacation
and other recreational trips account for the remainder in this category. Of the remaining riders, 11% are
traveling for personal business while 12% are making business trips. The majority of riders are female
(67%) with an average age of 56 years. The household income of riders averages $70,000 per year
(2010). In all, 45% of all travelers are employed, but a larggegment (40%) is retired.

Sunset Limited

The Sunset Limitedoperates on a triweekly schedule between Los Angeles and New Orleans (1,995
miles), serving major intermediate stations at Maricopa, AZ (Phoenix); Tucson, AZ; El Paso, TX;
SanAntonio, TX; and Houston, T)XSeeTable 2-16. Through cars from Chicago (viatSLouis and Dallas)

are switched to and from the train in San Antonio. The train terminates in New Orleans on Tuesday, Friday
and Sunday, and the train originates in New Orleans on Monday, Wednesday, and Saturday. Westbound
the train leaves New Orleans a8:00 AM, arriving in Los Angeles at 5:35 AM two days later. Eastbound the
train leaves Los Angeles at 10:00 PM, arriving in New Orleans at 9:40 PM two days later. $haset

Limited offers daytime/evening service locally within Louisiana, although the tAweekly service limits the
appeal of the train for shortdistance travel.

Table 216: Route Segments of thBunset Limited

Segment Miles per Segment

Los AngelegTucson 502 miles
Tucsorg El Paso 315 miles
El Pas@ Houston 815 miles
Houston- New Orleans 363 miles
Total: 1,995 miles

(251 miles in Louisiana)

A map of theSunset Limitedroute appears inFigure 2-7. Throughout Louisiana theSunset Limited
operates on track owned by the Union Pacific Railroad, BNSF Railway, New Orleans Public Belt Railroad,
Canadian National Railway and New Orleans Union Passenger Terminal.
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Figure 27: Sunset LimitecRoute
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Source: Amtrak

The Sunset Limitedoperates with Amtrak Superliner equipment. These cars are H#é¢vel cars with
passenger accommodations on two levels. The train carries coaches, sleeping cars, a diner, a Sightseer
Lounge, crew dormitory car and a baggage cdn Fiscal Year 2018, th&un<st Limited carried 97,078
riders, a-1.6% decrease over the previous year. In 2018, 23,452 riders, about 24% of the total riders on
the Sunset Limited traveled to/from New Orleans.

Based on the 2010 Amtrak Ridership Profile for the Sunset Limited, passgars are mostly taking leisure
trips (89%). A large portion of these trips (52%) are for visiting family or friends, while vacation and
other recreational trips account for the remainder in this category. Of the remaining riders, 11% are
traveling for personal business, while 5% are making business tripgdditionally, the Profile notes that

the majority of riders are female (57%) with an average age of 59 years. The household income of riders
averages $57,000 per year (2010). In all, 33% of all travelerseemployed, but a large segment (55%)

is retired.

Thruway Bus Service

Amtrak provides connecting bus service between rail stations and nearby communities without
passenger rail service. In Louisiana, Thruway service is provided between Longview (served by the
ChicageSan AntonioTexas Eaglgand Shreveport/Bossier City, andalso between New Orleans and
Baton Rouge. The Thruway service is marketed as an extension of the rail service with through tickets
and fares.
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2.1.1.3 Proposed Services

Passenger Rail

9 E

Various passenger rail improvements have been studied which would expandi OEOEAT A8 O 1 Ei EO,

passenger rail network. Like the existing Amtrak services, most of these proposed services would serve
New Orleans. The proposed intercity rail services include:

A New OrleansMeridian-Birmingham-Atlanta Corridor

New OrleansBaton RougelLake CharlesHouston Corridor

New OrleansGulfport-Mobile Corridor

New OrleansJacksonMemphis Corridor

Dallas-Shreveport-JacksonMeridian Corridor

Shreveport to Baton Rouge and New Orleans Corridor

> > > >

A commuter rail concept linking Baton Rouge with New Orkns has also been proposed.

All of these proposed services are discussed in detail in Chapter 3.

Freight Rail
While there are no new freight services anticipated beyond incremental improvements anticipated by
the Class | railroads, various freight projed are either ongoing or are planned. These include:

A New Orleans Rail Gateway

A New Orleans and Gulf Coast rail line relocation

A St. James Terminal improvements

A Short line track upgrades to carry heavier loaded car weights (286,000 Ibs.)

All of these majorprojects, in addition to grade crossing improvements, closures, and grade separations
on freight lines, are discussed in detail in Chapter 4.

2.1.1.4 Abandonments and RaiBanked ines

Abandonments
Two-line segments were granted a Discontinuance of Service by tB&B, however. They are:
A NS (AGSy Poydras Junction to Toca, 4.5 miles, in St. Bernard Parish.
A Gloster Southern Railroad (GLSR)Slaughter, LA to Gloster, Mississippi, 33 miles in total, 21
miles of which lie in Louisiana, viz., East Feliciana Paristhe tracks in Louisiana have been
removed.

In addition, after acquisition of its line north of Lake Providence by other parties as discussed elsewhere,
DSRR ceased to operate trains north of Talla Bena. This action effectively took another 16 miles out of
service in Madison and East Carroll Parishes.

Also, the UP shows the Bastrop Industrial Lead (8.72 miles Bastrop to Collinston in Morehouse Parish)
on its System Diagram Map. It is designated as Category 1 (anticipated to be an abandonment candidate
within three years).

According to the Surface Transportation Board in 2019 Louisiana has 237 miles of abandoned railroad.

Raitbanked Lines
The process whereby inactive rail corridors are preserved for possible future rail use, with interim use
as a trail, is called rail banking. A typical means of rail banking lines is converting them for use as trails.
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Louisiana is home to several trails developed on abandoned rail list. According to r&dl-trail
conservancy website, LA has seven total railrail for a total 134 miles. At present, there are two ongoing
projects for an additional 23 miles of railstrails.

One of the most recognized rail trails is Tammany Trace. In July 2017, through a national voting

Al i PAOGEOGET T h , 1T OEOEAT Ad Ost riltdail inftfie StatetitdldcedintodRkikta-I A OE A
4 0AET O #1171 OAOOATrall Uil 61 FdmA. ThE frall id Ibcat@diifbrmer lllinois Central right

of-way between Covington and Slidell purchased in 1992. The asphalt trail is now 61 miles longdds in

the process of being extend into downtown Slidell. Attractions are located in communities and stops

along the trail.

Located in the northwest corner of the state, Louisiana Trails is being developed on the former
Louisiana and Arkansas Railway ght-of-way between Sibley and Winnfield, some 61 miles. The line
was abandoned in 1989 and made available for interim trail use 1997. The first 9 miles of the trail were
opened in 2004. The surface is unimproved.

The Lafitte Corridor was developed on theight -of-way of a former shipping canal and then a railway
(NS) that connected the French Quarter to Bayou St. John. The project consists of 3.1 miles between
Basin Street (Louis Armstrong Park) and Canal Boulevard next to St. Louis Avenue. The corridoswa
developed as a greenway with a continuous trail and other recreational facilities.

2.1.2 Major Freight and Passenger Terminals

21.2.1 Freight Terminals

BNSF Railway

3TTA T £ ".3&60 O0OAdblk2-17GonkMAl calaad or mdtobakdise tEalfic is handledta
traditional carload (switching) yards, while containers and trailers are handled at intermodal (lifton,
lift -off) yards.

Table 217: Rail Yards with Commodities Handled

RENREIS Commodity

Lafayette Merchandise
Avondale Merchandise
Lacassine Merchandise

Canadian National Railway

CN operates an intermodal facility in New Orleans. Its primary yards for other rail traffic are Mays Yard
in New Orleans, and yards in Baton Rouge and Hammond. Major commaodities transported include
intermodal, automotive, iron, steel, petroleum and chemical products, forest and paper products, coal,
fertilizers and grain products. Along the Mississippi River west of New Orleans, CN connects to grain
export terminals at Reserve, Destrehan and Helvetia.

CSX Trangptation
#384860 DOEI AOU AraBl&E2d-1IBOEAO AOA 1 EOOAA EI
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Table 218: CSXT Facilities in Louisiana

Location / Designation Yard Type

Gentilly Major merchandise switching yard

GentillxCSXT TRANSFLO Bulk material railcar to truck transloading yarg

Gentilly-CSXT TRANSFLO is a bulk material railcar to truck transloading yard that is handling more than
300 products, including chemicals, plastics, foedrade products, ethanol, crude oil, dry bulk, and waste
materials. Gentilly, the major merchandise svithing yard, is CSX Warehouse Services that connects CSX
services at the site with independent warehouse sites where commodities and consumer goods are stored.
Commodities include food, building materials, paper, and metal.

Kansas City Southern Railway

KCS has no intermodal facilities in Louisiana. Primary carload (switching) yards for KCS in Louisiana are
cited in Table 2-19.

Tale 2-19: KCS Carload Yards in Louisiana

Location Facilities

New Orleans Shrewsbury
Shreveport Deramus, Harriet Street Yards
Baton Rouge Baton Rouge Yard

Lake Charles Mossville and Rose Bluff Yards
Monroe Monroe Yard

Norfolk Southern Railway
NS has two primary yards in New Orleans, as shown Trable 2-20.

Table 220: NS Yards and Facilities in New Orleans

Location | Yard Type
Oliver Street Intermodal and carload
Chalmette Carload

Union Pacific Railroad
UP primary yards in Louisiana are shown iTable 2-21.

Table 221: UP Yards and Facilities in Louisiana

Location | Yard Type
Avondale, New Orleans Intermodal and carload
Gouldsboro, New Orlean Carload
Livonia Carload
Baton Rouge Carload
Alexandria Carload
Monroe Carload
Hollywood, Shreveport Carload
Riverside, Shreveport Carload
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services of trucking, lifting, storing, and repairing. The yards provide transload/warehousing
commodities such as paper, cotton, frozen foods, palletnd plywood. Union Pacific also operates
classification yards; Livonia yard is a major classification yardilso, UP serves three Gulf ports in
Louisiana: LakeCharles, Baton Rouge, and New Orleans.

2.1.2.2 Conrectivity with Seaports and Airports

A CN serves thePorts of New Orleans and Baton Rouge, interchanges with BNSF, NS, and NOPB in
New Orleans, and interchanges with KCS and UP in both New Orleans and Baton Rouge.

A CSX serves the Port of New Orleans and interchanges with the NOPB

A KCS serves the Ports of Ne@rleans, Lake Charles, Baton Rouge, and Natchitoches, and
interchanges with the Class ISBNSF, CN, CSXT, NS and UP and the short irslsM, BRS, DSSR,
EACH, LAS, LNW, NLA, NOPB, and TIBR

A Norfolk Southern serves the Port of New Orleans and connects witl of the Class | carriers in
New Orleans (BNSF, CN, CSX, KCS, and UP). NS also interchanges traffic with NOPB.

A Union Pacific serves the Ports of New Orleans and Baton Rouge and interchanges with BNSF,
KCS, CN, CSXT, NS and with NOPB

There is ro rail service connection toLouis Armstrong New Orleans International Airport(MSYj. For
more information, see Section 2.1.1-2.1.1.3

2.1.2.3  Major Passenger Facilities

Stations

In addition to serving as gateways to trains, rail stations are also gateways to and from all cities served
by these trains. Rail stations are a focus for activity that foster economic development, commercial
endeavors, tourism, cultural activities, civigoride and historic preservation in their cities.

There are seven active Amtrak stations in Louisiana, all located in the southern part of the state. The
most significant of these is the New Orleans Union Passenger Terminal (NOUPT), which is the point of
origin or destination for all three Amtrak routes that serve Louisiana. These routes are the City of New
Orleans from Chicago, the Crescent from New York, and the Sunset Limited to Los Angeles.

In addition to New Orleans, four stations (Schriever, New Hria, Lafayette, and Lake Charles) are served
by the Sunset Limited. These stations have tveekly service, seeing one train per day except for
Thursday when no service is operated. Schriever and New lberia are flag stops, at which the train will
stop only if there is a passenger with a reservation to board or detrain at that station. The other stations
are regular stops. The City of New Orleans makes a stop at Hammond, and the final station for the
Crescent in Louisiana is at Slidell, which is a flag stophe City of New Orleans and Crescent operate
daily in each direction. Amtrak also advertises connecting bus service to Baton Rouge and Shreveport;
however, these connections are operated independently from Amtrak by other operators, and Amtrak
has no inwolvement with the bus stations.

Two of the stations, New Orleans and Hammond, are staffed by a ticket agent and offer baggage services.
/IT1TU0U . Ax 1 OlTAAT O EAO 'i OOAESO 10EE40AE AOGOI 1 AGEA
unstaffed. Unstaffedstations are facilities with either platforms with shelters or structures with

enclosed waiting rooms, but no station employees besides patitne or volunteer caretakers that open

and close station structures at train time.
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Five of the stations are fullywheelchair accessible. New Iberia and Schriever have some barriers to
wheelchair use and not all station facilities are accessible. Only one station (Slidell) is not wheelchair
accessible.

The station in Lafayette was reconstructed and is now an intermad transportation center. The Lake
Charles rail station is a new station modeled after the old Texas & New Orleans Lake Charles station.
Stations in Slidell and Hammond have been renovated, and a new, A@npliant, 550zfoot platform
was constructed at the Hammond station in 2011.

Owned by the city of New Orleans, NOUPT is undergoing major renovations. NOUPT is seen as a key
portal for hurricane evacuation, and the terminal and surrounding area are a focus for increased
development by the city.These renoations are outlined in sections 3.2.2 and 3.5.2.

Of the seven Louisiana stations, New Orleans is the most prominent. All three trains service this station,
and its ridership represents 86% of the Amtrak travel activity in the state.

New Orleans offerggood transit connections via the Rampar&t. Claude streetcar line, which terminates

at the New Orleans Union Passenger Terminal (NOUPT). This new streetcar line was completed in 2016.
NOUPT also serves as the New Orleans Greyhound Terminal offering cotioes to intercity motor

coach service. One Amtrak Thruway route, to Baton Rouge, LA, originates at the station.

Two stations, Lafayette and Lake Charles, are local transit centers offering connections with the local
AOO 1T AOxT OE8 ( Al I irahsi seivigeApfie @mt@H statioAvihileithére are few transit
connections except taxis at the remaining stations. There is loxigrm parking at New Orleans with three
other stations offering onsite long-term parking. Three others offer longterm parking nearby, and only
New lberia lacks long term parking opportunities around the station area.

In addition to the passenger terminal, the NOUPT facility (leased and dispatched by Amtrak) includes
platform tracks, yard tracks for servicing and staging trais and mainline tracks extending from

Magnolia Street (connection to the yard tracks) to North Wye and from North Wye to Carrollton Junction
(0.6 mi). At Carrollton Junction NOUPT tracks split with one leg to East Bridge Junction (3.5 mi.) and the
west legto Southpoint Junction (2.0 mi.). In addition to yard tracks, the station complex contains
employee parking, baggage facilities, crew base (dooard services and train crew), commissary,
management offices, engine terminal and car maintenance facilitichese mechanical facilities perform
turnaround servicing, maintenance and light overhauls.

ADA Compliance

Federal Transit Administration (FTA) Circular 4710.1 (November 4, 2015) provides guidance to

recipients and subrecipients of FTA financial assistanggecessary to carry out provisions of the ADA of

1990, Section 504 of the Rehabilitation Act of 1973, as amended, and the U.S. Department of

4 0AT OPT OOAOGET T80 EIi bl AT AT OET ¢ OACOI AGET T 0 ADO 1w #&:
' OOAEB3 O OAOOE A A ailrcAdmirlstratioh FRA) Andl A jutisdi@ion. Consistent

with FRA policy, construction of new facilities or modifications to existing facilities owned by or shared

with Amtrak require review and approval by FTA and FRA.

The individual implementing regulations described under 49 CFR Parts 27, 37, 38, and 39 consist of the
following:
A 49 CFR Part 27: Nondiscrimination on the Basis of Disability in Programs Financial Assistance.
A 49 CFR Part 37: Transportation Services for Individuals with DisabilitieggADA); (Subpart Cz
Transportation Facilities).
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A 49 CFR Part 38: Americans with Disabilities Act (ADA) Accessibility Specifications for
Transportation Vehicles; (Subpart F Intercity Rail Cars and Systems)

A 49 CFR Part 39: Transportation for Individuals wth Disabilities: Passenger Vessels; (SubpartzC
Information for Passengers. Subpart Q@ Accessibility of Landside Facilities, Subpart £
Assistance and Services to Passengers with Disabilities).

I i OO A Eepdd ont Accessibility and Compliance with tAenericans with Disabilities Act of 1990
produced in 2009, notes that four inservice Louisiana stations are required to be ADA compliant. These
are Hammond Lafayette, Lake Charles, and New Orlearihe other stations (New Iberia, Schriever, and
Slidell) are flag stops, which are not required to be ADA compliant. All Amtrak upgrades are planned for
2024 and 2025.

The fourin-service stationswere assessed as to the levels of ADA compliance of their station structures,
platforms and pathways. The assessmés ratings are: Generally Compliant, for stations scoring above
80% on their compliance score; Partially Compliant, for stations scoring between 20% and 79%; and
Minimally Compliant, for stations scoring lower than 20%. All four of the Louisiana stationshich are
required to be ADA compliant were rated as Partially Compliant in 2009. The platform at Hammond was
the only Minimally Compliant structure. However, recent construction has addressed that shortfall. The
same report cited preliminary cost estimate for improvements ensuring ADA compliance and a state of
good repair for station structures, platforms, and pathways.

To address this issuel.aDOTDpublished the Louisiana Passenger Rail Station Assessment (2018) which
developed standards for intercitypassenger rail stations within the state. The purpose of the standards

is to identify upgrades that would make Louisiana passenger rail stations compliant with the Americans
with Disabilities Act of 1990 (ADA), and to provide a basic level of rail passengeomfort, safety, and
security. The standards also identified potential enhancements beyond the basic requirements that
provide a higher level of passenger comfort associated with an added cost. Combined, these incremental
features and design elements wadd contribute to the quality of a passenger travel experience and

provide better transportation options. Cost estimates to upgrade the facilities can be found Trable 2-

22.

Table 222: ADA Upgrade Cost Estimates

Station Shortterm Cost Longterm Cost

Lake Charles $77,000 + $4,000 yearly $1,100,000

Lafayette $50,000+ $40,000 yearly $350,000

New Iberia $130,000 $870,000

Schriever $130,000 $570,000

Hammond $22,000 + $2,000 yearly N/A

Slidell $22,000 $850,000

Total $431,000 + $46,000 yearly $3,740,000

i OOAE AT A OEA AZEOAECEO OAEI Ol AAO AOA AOOOAT O1 U xT OF
new requirements requiring level boarding to accommodate passengers with disabilities. This is a very

complex task integrating railroadclearance requirements, freight traffic, the mix of different boarding

levels by type of equipment (Superliner, singldevel, and commuter) that often operate on the same line,

while fulfilling the requirements and spirit of the ADA statute.
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The matrix in Table 2-23 summarizes the existing Louisiana stations and their specific informatian

Table 223: Characteristics of Louisiana Amtrak Stations

Terminal Routes Served Facility Track Accessibility Annual Annual Station
Ownership Ownership Ridership Revenue
(2018) ($ 2018)
Hammond City of New Hammond Canadian ADA 9,350 819,068
Orleans Chamber of | National lllinois| Compliant
Commerce Central Railway
Lafayette | Sunset Limited| City of Lafayette BNSF NonADA 6,151 412,301
Compliant
Lake Sunset Limited City of Lake UP Non-ADA 3,782 243,291
Charles Charles Compliant
New Iberia | Sunset Limited Louisiana & BNSF NonADA 1,602 64,590
Delta Railroad Compliant
New City of New City of New City of New ADA 181,544 17,668,780
Orleans Orleans, Orleans Orleans Compliant
Crescent,
Sunset Limited
Schriever | Sunset Limited N/A BNSF Non-ADA 1,238 84,005
Compliant
Slidell Crescent City of Slidell NS ADA 9,100 874,986
Compliant

2.1.3 Objectives for Passenger Service in Louisiana

LaDOTDcontinues to search for possible ways to expand passenger rail service in Louisiana where
appropriate including increasing the frequency of service between New Orleans and Houston and in
2018 LaDOTDdeveloped a Passenger Rail Station Assessment. This was the first stedeneloping a

COEAAT AA AT AOT AT O £ O OEA OOAOABG O b ATHIOWIUa6R O OAEI

document is intended to guideLaDOTDand its partners in conducting corricor studies, defining service

objectives and, then, ultimately implementing those services.

Amtrak is also working in Louisiana to improve serviceln 2016, Amtrak Engineering completed a major
track restoration project on the NOUPT thaincluded the removal and replacement of terminal tracks 2
8 with welded rail and concrete ties Additionally, the diesel shop tracks were rebuilt and the coach yard
shop lead was removed, relocated and replaced in its original location. In 2017, Amtrak Engineering
began a coach yard restoration. Yard tracks 1 and 3 were rebuilt and extended back to full length,

allowing for improved switching operations.

Louisiana State Rail Plan

THE UNIVERSITY of
NEW ORLEANS

UNO TRANSPORTATION INSTITUTE

43

9L

(oJ¢



Regardless of longerm changes inthe number of passenger servicesrequency andor capacity of
Amtrak, short-term improvements on other fronts could be implemented that would enhance the
existing services. These are described below. They are based on the experiences of other states, which
are described in greater detail inAppendix A

2.1.3.1 Enhance Existing Services

Promotional Programs

Promotion of existing rail service is the first step in building awareness and usage of the rail mode.
Noting the availability of Amtrak service and offering a link to the Amtrak website on state and local
travel websites is a key firg step in promoting rail service. Joint promotions can be developed that link
with Amtrak, local transit carriers, hotels and attractions. All of the participants in this program could
work together to provide detailed information on how to visit and enjoyLouisiana cities. This effort
could also benefit small cities with historic downtowns.

Volunteers Program

Volunteers on the trains and in stations can offer personalized service and information as travelers
make their journeys. They can also assist passgers and provide information about passenger services,
the train route, ground transportation, and area attractions. These volunteers can also provide feedback
to the state on issues important to maintain the quality of rail service. Onboard trains they cdighlight
on-time performance and recurring mechanical issues, while in stations they can cite potential security
issues and maintenance issues.

Amtrak has had an active otboard volunteer docent program onboard its long-distance trains for more
than 20 years. It began in the late 1980s in conjunction with the rolbut of the new Superliner

equipment. Originally utilizing local historical and rail historical societies for management, training and
docents, the program has now been adopted as a major pithbutreach program by the National Park
Service (NPS)The program started in New Orleans in 2000. That year, National Park Service rangers
created on board programs for Amtrak's City of New Orleankltilizing NPS ranger staff for oversight,
training and management, NPS volunteer docents on the trains provide programs od Amtrak long-
distance train routes. In addition, two other volunteer programs are offered, one on the California

Zephyr sponsored by the California State Railroad Museum, and the other the Cardinal sponsored by
the Collis P. Huntington Historical Society. These programs provide Amtrak passengers with information
and discussions about the scenery and historical sites that the lomtistance trains pass, which help
transform a long-distanAA OOAET OOED OGET&TO AOER ATAOBAAOEOAM AOE 3AO0
provide a way to reach nonpark travelers with information about national parks along the route (for
future visits) and the natural, historic and cultural information of areaghe train is passing throughin

2017, there were 600 Trails & Rails volunteer guides who gave 43,000 hours of time to the program, and
they contacted 560,000 passengers.

All three long-distance trains serving New Orleans feature Trail& Rails programs. TheSunset Limited

and City of New Orleandeature programs sponsored by the New Orleans Jazz National Historic Park,
while the program on the Crescent between Atlanta and New Orleans is overseen by the Martin Luther
King National Historical Park. More information can be found on the NPS website under Trails and Rails.
Details on the trip segments and days the programs are offered is available on the Amtrak website under
Trails & Rails. In most cases the programs are seasonal and are orfigiied on selected days of the week
SO any assistance the State of Louisiana or local Convention and Visitors Bureaus could offer in terms of
funding or volunteer personal would be welcomed by Amtrak and the NPS.
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Amtrak and Freight Rail Engagement

The stae can also work with Amtrak and the freight railroads in addressing ottime performance and
capacity issues. The state can serve as a catalyst in developing funding to resolve these issues. Amtrak
has a regional manager who would be the first line of coatt on service issues in Louisiana. The freight
railroads carrying Amtrak trains are CN, NS and UP. Representatives from these railroads are known to
LaDOTDstaff and would be appropriate contacts to engage these Class | railroads on Amtrak service
issues.

Multi -state Partnerships for New Service

Most proposed passenger rail routes will extend outside the boundaries of a single state. It is imperative
that a strong partnership and working relationship be developed between the state partners or public
entities responsible for jointly overseeing the service. The partnership will vary depending on the route
of the service. Where the route endpoint is close to the state line one state may dominate. In other cases
all states must be equal partnersis the Southen Rail Commission works toward restarting the Gulf
Coast HighSpeed Rail Corridor, several examples of best practice partnerships can be reviewed. These
include: British Columbia, Washington and Oregon for thEascadedylaine and the Massachusetts Bay
Transportation Authority for the Downeasterand the Midwest Regional Rail initiativez a coordinated
effort by lIllinois, Indiana, lowa, Michigan, Minnesota, Missouri, Ohio, and Wisconsin. These states are
cooperating in designing a multistate, multi-route network and key connections at the Chicago Hub. The
focus is on constructing the core segments first even if investment in a member state is delayed many
years.

2.1.3.2  Freight Railroad Participation

The FAST Act [49 U.S.C. 70201] requireDOT to encourage eacBtate to establish a State freight
advisory committee, to consist of a representative crossection of public and private freight
stakeholders. The role of a State freight advisory committee is to advise the State on freigtetiated
priorities, issues, pojects, and funding needs; serve as a forum for discussion for State transportation
decisions affecting freight mobility;communicate and coordinate regional priorities with other
organizations; promote the sharing of information between the private and yblic sectors on freight
issues; and participate in the development of the freight plan of the State. In compliance with this
guidance, the Office is advised by the Multimodal Commerce Advisory Commission.

Another key priority is a close working relationship with the partner freight railroads. The freight

railroad must not only be a partner but an advocate of the proposed improvements. The freight
OAEI O1T AAOGG OOAEEZEA T AAAOG 1 000 AA A EAU AT AT AT O
capacity simulation should be the first step in planning any service improvement. The corridor
improvement strategy must not only improve and add capacity for the proposed rail passenger service,
but also identify how freight service is maintained and improved asaqot of the investment. By

identifying improvements that also improve rail freight service through joint investment, the

opportunity for additional freight railroad capital investment is created. An additional issue concerning
freight railroads is that eventhough the public investment may build sufficient capacity to operate
passenger trains without delay to freight trains, the passenger investment may consume valuable right
of-way that results in future freight capacity investment being dramatically more xpensive.

2.1.3.3  Continuing Outreach

A strong outreach effort to a wide range of stakeholders is also important in achieving the funding
requirements required to support the corridor service and phasing plans developed by the Southern
Rail Commission (formerly the Southern HighSpeed Rail Commission). It is also a key requirement of
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PRIIAand the Fast ActPublic transportation advocates, odine cities, right-of-way neighbors, the

tourism industry, downtown business interests, connecting transit networks, taxii desharecompanies,
the freight railroads, rail labor and rail line freight users all will benefit from an improved service and

rail network. All will need a complete understanding of the need for a consistent funding source and the
requirement that the sewice be expanded in distinct phases.

2.1.3.4  Funding Strategies

&O1T AET ¢ AOAEI AAEI EOU xEI1T AOEOA ,1 OEOEAT AGO EI bl Al /
for the development of specific capital and operating funding flows prevents Louisiana fromoving

aggressively in developing additional rail passenger service. The lack of such funding impacts the award

of federal funds and any private partnerships that might arisé-owever, theRail Infrastructure

Improvement Program ACT 222 (HB 394) waauthorized in the 2019 legislative session for rail

infrastructure improvements, primarily to upgrade short line railroads to the standard 286,008pound

carload capacity or to extend tracks to serve additional industrieslowever, no dedicated funding

source wasprovided. However, when one is established, it may be a possible source.

If the state cannot be the lead agency there are several examples of counties (parishes) or regional
agencies taking the lead in developing a rail improvement program. In thesence of a statded
program, it should be supportive of efforts by local parishes or agencies in developing such a program.

If funding remains a challenge, then the strategy would be a more conservative one. Implementation of

actual rail service wouldA A AA ZAOOAAh xEEI A , 1 OEOEAT A6O AEAI 000 x
Louisiana rail network and especially the New Orleans Rail Gateway and New Orleans Union Passenger
Terminal and trackage. Improvements to the Gateway network are the linchpin fdarther development

of all but one of the potential rail services noted in Section 2.1.1.3 and outlined in Chapter 3. In addition,

one of the major benefits is expanded rail network capacity and improved velocity for freight trains in

the New Orleans regin. Focusing on the New Orleans Rail Gateway and leveraging both private and

public funds, capital investment planning and construction would develop projects designed to lay the

foundation for future rail passenger service while providing neaiterm benefits to key stakeholders,

especially the freight railroad partners and freight shippers (by also improving rail freight service).

Cities would also benefit through grade crossing improvement projects and improved livability. One

critical facet is to contracually specify future rail passenger capacity that is added when each project is
implemented. Finally, improving the freight rail network and improving its capacity improves

, I OEOEAT A8O Al i PAOEOEOAT AGO ET OEA cii AAl | AOEAODI A
Potential funding sources ér station improvements include the local jurisdictions. As noted in Chapter

2, the cities of Slidell and New Orleans own their respective stations, and the cities of Lake Charles and

Lafayette own their respective station platforms. The Hammond Chamber Gommerce also owns its

OOAQEI 180 DI AOA&AI Oi 68 'O OT i1 A T £ OEAOA OOAOQETT O xAO!/
they can qualify for nomination to the National Register of Historic Places. Louisiana has current and

former rail stations listed. These listings qualify for consideration for annual federally matched grants of

over $50 million for maintenance and upkeep.

Additional funding information can be found in Appendices .

2.1.3.5 Multimodal Integration and Transit Oriented Development

The improved rail passenger route is but one part of the transportation product. Two other key factors
are transit, taxi/rideshare connections and transitoriented development (TOD).
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Developing the station as a transit hub enables passengers to reach their fidaktination in a

Al 1T OAT EAT Oh OEIi AT U 1 ATTAO xEAOEAO OEA DPAOOAT CAOB0O £
another intercity journey. Several Louisiana stations including New Orleans Union Passenger Terminal,

Lafayette andLake Charles are multimdal terminals. Located downtown, they are within easy walking

distance of nearby destinations and provide convenient transit connections. Using the rail station as a
development tool, recreating the traditional downtown of the rail era where offices, retdiand multi-

family housing surround the rail station and are within easy walking distance of it, is the goal of TOD.

TOD builds rail ridership and builds communities.

The plans for the Gulf Coast High Speed Rail Corridor include initiatives to assuretttiee proposed
stations are multimodal gateways. The stations will be transit hubs, and in some cases regional
transportation hubs, thus allowing convenient transfers that will take the passengers to their final
destinations. A connection between the KenmeStation and the Louis Armstrong New Orleans
International Airport is planned. In addition, planning efforts will be undertaken as the corridor is being
developed to create walkable TOD around stations.

2.1.3.6  Projected Ridership

With federal grants and local m&ch funds, the historical Gulf Coast HiglSpeed Rail service is expected

to be partially restored by Amtrak. For the initial phase, it will provide roundtrip daily service from New

Orleans, Louisiana to Mobile, Alabama. A ridership increase at New Orle@anticipated. More

ET £ O ACETT EO POl OEAAA ET 3AAOEIT o818 4EAOA AOA 1
services planned. Future current corridor ridership should track, more or less, thergwth in

populations. Table 2-24 shows ridership (boardings and alightings) for the last three full years at

Louisiana stations and the projects ridership to Year 2038.

Tabk 2-24: Amtrak Ridership Forecast

Station ‘ 2016 2017 2018 2038

Hammond 12,111 10,799 9,350 31,742
Lafayette 6,696 6,154 6,151 6,735
Lake Charles 3,538 3,719 3,782 3,910
New Iberia 1,850 1,602 1,602 1,941

New Orleans 179,537 180,362 181,544 256,338
Schriever 1,455 1,294 1,238 1,572
Slidell 5,961 5,649 9,100 21,689

211,148 209,579 212,767 323,909

The forecasting method was to calculate the population increases in each of the parishes within 30 miles
of a station year over year from 2018 to 2038, and then apply those factors to 2018 ridership to create a
2038 ridership estimate.
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It is important to note that this forecast is unbounded and assumes no constraints on growth due to
capacity limitations, e.g., train frequency or cars per train.

2.1.4 Performance Evaluation of Louisiana Amtrak Services

2.1.4.1 Ridership

The totals shown inTable 2-24 indicate thatin 2018 Amtrak ridership in Louisiana increased 2% from
the previous year to over 22,000 riders. The major increase was islidell, where over3,000 more
boardings and alightings were reported.

2.1.4.2 Financial Performance

In FY 2018, the# EQU 1 &£ . r_venué doverddi8%bits operating costs. This ratio is commonly
known as the fare box recovery ratio. The figure for the Crescent was somewhat lower at 46%, while the
301 OAO  wasi2aOTid @odr result reflects the less competitive nature of triveekly service.

&1 O OEA OAI A OEI A b A disthnée sénlicé&Qdné&rdiad a 49% fae Adx tecoletyl C
Thus, it appears that two of the three longlistance trains serving Louisiana generate similar financial
results as the Amtrak longdistance network as a whole.

2.1.4.3 Ontime Performance

Amtrak defines On Time Performance (OTP) as the total number of trains arriving dime at a station
divided by the total number of trains operated on that route. A train is considered atime if it arrives at
the final destination within an allowed number of minutes, or tolerance, of its scheduled arrival time.
Trains are allowed a certain tolerance based on how far they travel.

Reliability as measured by ortime arrivals is a key factor in the success of any psenger railroad

service. It is also a key factor in changintpe culture of the traveling public. Amtrak has historically been
plagued by poor ontime performance. Amtrak has made reliability a priority systemwide by

negotiating and incentivizing passengetrain scheduling priority with the freight railroad companies.

This has resulted in several years of improved ctime performance for all trains. Unfortunately, 2014
experienced a decline in oftime performance throughout the system. The total percent afn-time
performance in 2012 was 83.0 % and it declined to 72.4% in 2014 and to 71.2 % in 2015. In 2016
percent of ontime performance increased to 79.1%, but it declined again to 74.6% in 2017 and 73.0% in
2018.

YT ¢mpyh , T OEOEAT A dmided wedekth@ Avdkdt-gerfoAniing roi@ed in thel Antrak
system. According to Amtrak Fact Sheet Fiscal Year 2018, thetone performance for the Crescent was
31.3% and 30.3% for the Sunset Limited. The Sunset Limited and Crescent have been poor performers
due to the length of these routes. Competing with freight trains for space on the track significantly
impacts ortime performance. As freight rail traffic increases, competition for limited rail capacity
increases and it becomes more difficult for passengérains and freight trains to operate together and

I | OO0 A Bith&@perfoimance suffers. The poor ortime performance continues to have a significant
impact on ridership.

Cause of OTP Delays

Causes for Amtrak train delays can be attributed to a number of reasons including the host railroad,
Amtrak itself, or other delays such as graderossing collisions.In September 2018, Amtrak reported
delays for the three routes which serve Louisiana in hich Freight Train Interference was the greatest
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cause of delay for the routes accounting for 47% of delays. Signal Delays were the second greatest cause
of delay accounting for 29% of the total delays.
A Train interference delays are related to other trainmovements in the area. These can be
freight trains as well as other Amtrak trains.
A Track and signal delays are related to the railroad infrastructure and/or maintenance
work being done on the tracks or signaling systems. This includes delays from reduced
speeds to allow safe operation due to the track problems.

2.1.5 Public Financing for Rail Projects

Louisiana has utilized both federal and state transportation funding programs where rail infrastructure
improvements were eligible and appropriate. The following is short summary of state and federal rail
funding resources utilized over the recent past.

2.1.5.1 Louisiana Public Rail Funding Programs

Louisiana ACT No. 22 established a designated Rail Program with@lOTDthat is empowered to assist
in funding rail improvements. However, there is no dedicated funding source associated with this
authorization.

The following programs are available through state and other public agencies for raglated financial
assistane.

Louisiana Transportation Trust Fund

The Transportation Trust Fund was established in 1990. It is a permanent fund into which all of the
receipts received in each year from all taxes levied on motor fuels are deposited. By other legislative
acts, the reeipts from automobile license registrations and renewals and sales taxes on aviation fuels
are also deposited into the fund.

Although the enabling legislation for the fund does not include eligibility for rail projects, highway
related uses such as graderossing eliminations and providing the matching share for federal grade
crossing improvement funding are eligible uses.

LaDOTDPort Construction and Development Priority Program

As discussed in Section 1.5.1.1, the Port Construction and Development Priority Program, is
administered byLaDOTB O / AAEAA 1T £ - GhddschniuiZed PubliéPtiviatéd O A A
Partnership (PPP) funds The purpose of the Port Construction and Developent Priority Program is to
ensure that adequate landside facilities are available to meet a definite market need by providing
guidance and public funds to build landside infrastructure; thereby, providing jobs and competitive
transportation cost to move cago, minimizing highway congestion, improving safety and reducing
maintenance cost on our highways.

Any Louisiana public port authority may apply for funding of a proposed port project. The types of
projects that shall be funded by the program are limitedo the construction, improvement, capital

facility rehabilitation and expansion of publicly owned port facilities including intermodal facilities and
maritime -related industrial park infrastructure developments. Projects such as wharves, cargo handling
capital equipment, utilities, railroads, access roads and buildings which can be shown to be an integral
component of any proposed port project are eligible.
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2.1.5.2  State and Locally Sponsored Rail Funding

SPAAEEAEA OAEI DOT EAAOO A apkal clBrudtidniprogemiwhich reavidesOOA OA S O
funding for transportation projects around the state. In recent years Capital Outlay funding has been

utilized to develop strategic rail projects. Louisiana is also a proponent of publjgrivate partnerships

with regard to the financing of rail capital projects. The projects listed below provide examples of rail

projects that typically benefit rail operating efficiency and contribute to economic development within

the state.

A Globalplex in St. John the Bapti®tarish received $1.35 million in State Capital Outlay funding
for a rall siding;

A The Agriindustrial Park at Lacassine in Jefferson Parish received $500,000 through the Capital
Outlay fund and an additional $800,000 which was raised by farmers, landowneasd other
investors for a rail loading facility;

A The Port of South Louisiana in St. Charles Parish received an $gilion budget appropriation
by the State Legislature for a rail spur capable of holding 240 rail cars for area industries and a
rail connedion between the Kansas City Southern Railway and Canadian National Railway;

A The Port of Lake Charles is constructing a new export grain terminal, which includes an
upgraded rail connection to a new bulk grain elevator, through a combination of public and
private sources. The state is providing $12 million in Capital Outlay funds to upgrade rail
facilities as well as an additional $6 million through the Port Priority Program; and the Port of
Lake Charles will invest $4.1 million to support the project. Unio Pacific Railroad will provide
up to $6 million in rail infrastructure improvements;

A The rail system within the Port of ShreveportBossier was expanded to approximately 13 miles
I £ OOAAE AO PAOO T £ A PpOT EAAO &£O01 AAA OEOI OCE 01

A TheNew Orleans Rail Gateway Program is studying potential improvements to the flow of rail
traffic to increase public safety in the New Orleans Metropolitan area through a publprivate
partnership using federal, railroad, local and state study funds.

2.1.5.3 Fedeal RaitRelated Programs and Funding

In 2008, the Passenger Rail Investment and Improvement Act of 2008 (PRIIA) and related appropriation

bills provided funds directly to states for rail intercity passenger investmentsPRIIAwas followed by the
Federals©O ZAAA OOAT OPI OOAOCEI1T 1 ACEOI AGEITh &EGEIC ! AOQOE
Act) which allocated funding to states for highway, transit and railway programs over a-¥ear period.

The FAST Act calls for performancbased BenefitCoast Analyss (BCA) to support prioritization and

funding of State plans and programs.

The FAST Act established a new National Highway Freight Program with dedicated funding. Although

the program is focused on highways, up to 10 percent is set aside for rail, poatsd intermodal projects.

The program includes funds apportioned to states on a formula basis, and FASTLAN&ised in 2018

to INFRAJAT | DPAOEOEOA COAT 008 4EEO 1T Ax &AAAOAI DBOI COAI b
freight rail system.

Eligible projects for INFRA/FASTLANE grants include railwahighway grade crossing or grade
separation projects, or a freight project that is:
A An intermodal or rail project
A Within the boundaries of a public or private freight rail, water (including ports), or intermadal
facility.

These funds can only support project elements that provide public benefit.
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The following sections describeother programs and federal budget appropriations specifically available
for rail assistance as well as programs that may be eligible for selected radllated applications.

Federal Surface Transportation Rétklated Programs

Federal transportation funding tostates is periodically authorized through the Federal Surface

Transportation Acts. Transportation funding is provided to states through apportionment by formula or
discretionary funding for various programs. The following is a brief description of raikligible programs

AOAET AAT A OEOI OGCE OEAOA &AAAOAT 300ZFAAA 40A7T OPT OOAC
applicable.

A The National Highway Freight Program - This program makes a lump sum available to each
State via the FAST Act for supporting improveents in safety, security and reliability of the
freight network in rural and urban areas. Activities must be identified in a freight investment
bl AT ET OEA 30A0A60 A£OCAECEO biIi AT AT A OEA 30AO0A
freight interm odal or freight rail projects. The freight plan must include performance targets by
which the success of the program will be measured. Some of the approved activities include
development and planning, construction, environmental impact reduction and techrhogical
improvements.

A Restoration and Enhancement Grant Program (R&E) - The purpose of the R&E Program is to
provide operating assistance to initiate, restore, or enhance intercity passenger rail
transportation. Eligible projects will include operating exgenses associated with intercity
passenger rail service, such as: staffing costs; diesel fuel or electricity costs; station costs; lease
payments on rolling stock; routine planned maintenance costs; host railroad costs; train yard
operation costs; and admiistrative costs. The total funding available for awardsn 2019 under
this program is $25,000,000. There are no predetermined minimum or maximum thresholds for
awards. However, R&E grants may not provide funding for more than three years for any
individual intercity rail passenger transportation routes and may not be renewed. FRA strongly
encourages applicants to identify and include other state, local, public, and private funding to
support the proposed project in order to maximize competitiveness.

A Consolidate Rail Infrastructure and Safety Improvements (CRISI) Program  z This program
funds programs that improve the safety, efficiency, and reliability of intercity passenger and
freight rail. The program began in 2017 and is making over $244 million availabfer grants in
FY 2019.In 2018, $73 million was awarded via the CRISI Grant Progra$il7 million for
Highway rail grade crossing improvements; $10 million for line relocation or grade separation
for initiation or restoration of intercity rail service. Technology, congestion, crossing and
relocation are some of the areas that the grants will be focusing on. States, public agencies,
Amtrak and Class Il and Il railroads are some of the groups that are eligible to apply for grants.

A Special Transportation C ircumstances Projects: The purpose of STC Grants is to provide
directed grant funding under the Consolidated Rail Infrastructure and Safety Improvements
Program and the Restoration and Enhancement Grant Program to certain states that lack
intercity passenger rail service or are not connected to the national rail system.

A Better Utilizing Investments to Leverage Development (BUILD Discretionary Grant) 7
Previously known as theTransportation Investment Generating Economic Recover§yTIGER
Discretionary Grantg, the BUILD Discretionary Grant program opens opportunities for states
and local governments to obtain federal funding omulti -modal, multi-jurisdictional surface
transportation projects that are more difficult to finance through traditional USDOT progrars.
The program provides unmatched flexibility in federal funding by directly financing public
projects that have high impacts locally and nationally. Th€onsolidate Appropriations Act of
2018 made $1.5 billion available for BUILD grants through Septemb2020, with $25 million
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being the maximum single grant award, and a maximum of $150 million for a single State. At
least 30 percent of BULD funding would be directed towards rural areas according. USDOT
notes that projects would be assessed on the basigthe following: safety, economic
competitiveness, quality of life, environmental protection, innovation, partnership and
additional nonfederal revenue for future transportation infrastructure investments.
Infrastructure for Rebuilding America (INFRA) Gr ants - This competitive grant program
advances and continues the Fostering Advancements in Shipping and Transportation for Leng
term Achievement of National Efficiencies (FASTLANE) grant program established in 2015.
INFRA provides dedicated, discretionaryederal financial assistance for highway and freight
projects of national or regional significance. The FAST Act authorizes the INFRA program at $4.5
billion for fiscal years 2016 through 2020. These grants are available to states, MPOs, localities,
politi cal subdivisions of state or local governments, special purpose districts or public
authorities with a transportation function, Federal land management agencies, tribal
governments, and multistate or multi-jurisdictional groups of public entities. Awardsunder the
INFRA program are made to both large and small projects. For a large project, the INFRA grant
must be at least $25 million. For a small project, the grant must be at least $5 million. For each
fiscal year of INFRA funds, 10% of available fundsereserved for small projects.

Surface Transportation Program (STP) - Under the FAST Act, the STP is a block grant
program that provides much greater autonomy to states and regional agencies to select and
fund projects. There is continued eligibility for tuck parking and surface transportation
infrastructure improvements in port terminals for direct intermodal interchange, transfer, and
port access.

Highway Safety Improvement Program - This program is a core federahid funding program
with the goal of achieving a significant reduction in traffic fatalities and serious injuries on all
DOAI EA O1 AAO8 &OT AET ¢ A&£OT I OEEO bRebiwppSklety EO OAO
Program with the purpose of reducing the number of fatalities and serious injuries at public
highway-railway crossings through the elimination of hazards and/or the installation/upgrade
of protective devices at crossings. The federal funding share for this progras90%. Louisiana
received $4.3 million in 2019 from the Rail Highway Crossing Program.

Rail Rehabilitation and Improvement Financing (RRIF) - This program provides loans and
credit assistance to both public and private sponsors of rail and intermodal preg¢ts. Eligible
projects include acquisition, development, improvement, or rehabilitation of intermodal or rall
equipment and facilities. Direct loans can fund up to 100% of a capital project with repayment
terms of up to 35 years and interest rates equabtthe cost of borrowing to the government. A
total of $35 billion was authorized for this program, of which $illion was directed to non
Class 1 railroads.

Rail Line Relocation and Improvement Capital Grant Program - Under this program, a state
(or political subdivision such as a parish) is eligible for a grant from FRA for any construction
project that improves the route or structure of a rail line and involves a lateral or vertical
relocation of a portion of rail line, or mitigates the adverse effectsfaail traffic on safety, motor
vehicle traffic flow, community quality of life, or economic development.

Railroad Trespassing Enforcement Grant Program (FY 2019) - The program provides
$150,000 for enforcement of discrete railroad laws of state, countynal municipal areas that
reduces trespassing incidents and casualties in areas prone to trespasses. Due to high fatality
rates in trespassing incidences nationally, the U.S. House of Representatives Committee on
Appropriations directed FRA to develop natiomal strategies of reducing such incidents. FRA
identified four strategic areas: (1) Data gathering and analysis; (2) community site visits; (3)
funding; and (4) partnerships with stakeholders. As a result, FRA provides grants to law
enforcement for communties at risk of trespassing.
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A Capital Assistance to States z Intercity Passenger Rail Service Program - Under this
program, the FRA provides not more than 50% funding as part of the Transportation, Housing
and Urban Development, and Related Agencies Appragtions Act, 2008. Grants are for the cost
of capital investments and limited planning activities necessary to support improved intercity
passenger rail services. The program makes available up to $30,000,000 directly to the states.
Examples of such impreements include the purchase of passenger rolling stock, the
improvement of existing track to allow for higher maximum speeds, the addition or lengthening
of passing tracks to increase capacity, the improvement of interlockings to increase capacity and
reliability, and the improvement of signaling systems to increase capacity and maximum speeds,
and improve safety.

A Federal-State Partnership for State of Good Repair Grant Program (FY 2019) -The
FederalState Partnership for State of Good Repair Grant Prognaprovides $396,000,000 for
eligible capital projects to repair, replace, or rehabilitate qualified railroad assets to reduce the
state of good repair backlog and improve intercity passenger rail performance. The program is
to benefit public or Amtrak-owned infrastructure and facilities around the country.

A Magnetic Levitation Deployment Grants Program (FY 2019) - The program provides up to
$24,027,500 funding for preconstruction activities and capital cost for viable or existing
magnetic levitation highspeed transportation corridor projects.

Eligible borrowers include railroads, state and local governments, government sponsored authorities,
corporations, and joint ventures that include at least one railroad. Louisiana railroads and other public
agenciesare eligible to apply for loans under this program.

Federal Transit Administration (FTA)

The FTA provides financial and technical assistance to state and local public transit service providers
including commuter railroads. The FTA oversees capital and oging grants to the transit providers,
and ensure that grant recipients are managing their programs in accordance with Federstiatutory and
administrative requirements. Under traditional grant agreements, carried forward in the FAST act as
part of the New Starts, Core Capacity and other similar programs, local stakeholders are typically
required to provide a 50%local match to receive Federal funds. In this way, the FTA and local project
sponsors play a joint role in project development.

PRIIA RaiCapital Assistance Programs

This legislation authorized over $13 billion between 2009 and 2013 for Amtrak and promoted the
development of new and improved intercity rail passenger services. The act also established an intercity
passenger rail capital granprogram for states. States are required to identify passenger rail corridor
improvement projects in their State Rail PlansThough appropriations to these programs have stalled,
that may change.

PRIIA established three new competitive grant programs fdiunding passenger rail improvements. Each
of the three programs provided 80% federal funding with a required 20% notfederal match.

A Intercity Passenger Rail Service Corridor Capital Assistance Program - This program was
intended to create the framework for a new intercity passenger rail service corridor capital
assistance program. The program authorized USDOT to use appropriated funds to provide
grants to assist in financing the costs of facilities, irdistructure, and equipment necessary to
provide or improve intercity passenger rail transportation. States or groups of states, interstate
compacts, and public intercity passenger rail agencies established by states are eligible for these
grants. In addition, to be eligible for funding under this program, projects must be included in a
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State Rail Plan approved by the FREXisting or proposed intercity passenger services are
eligible under this program.

High-Speed Rail Corridor Development Program - PRIIA dso authorized $1.5 billion annually
to establish and implement a higkspeed rail corridor development program. Funding is
restricted to projects intended to develop 11 federallydesignated highspeed corridors for
intercity passenger rail services (not irtluding the Northeast Corridor) that may reasonably be
expected to reach speeds of at least 110 miles per hour. The Gulf Coast Rail Corridor from
Houston, through New Orleans to Mobile and Atlanta, was designated a Hi§peed Corridor by
USDOT in 1998 andk eligible for funding under this program.

Congestion Grant Program - This PRIIA program authorized $325 million annually for grants
to states, or to Amtrak in cooperation with states, for financing the capital costs of facilities,
infrastructure, and equipment for high-priority rail corridor projects necessary to reduce
congestion or facilitate intercity passenger rail ridership growth.

As noted, funding for these authorized programs associated with PRIBAST Act must be appropriated
annually.

2.1.5.4 FederalSurface Transportation Programs with Selected Rail

Applications

In addition to the above programs, a number of additional programs, although primarily intended for
highway use, are eligible for rail projects at the discretion of states and with the appral of the
administering federal agency. These programs include:

A

54

National Highway System Program - This program can be utilized to improve designated
highway intermodal connectors between the National Highway System (NHS) and intermodal
facilities, such agruck-rail transfer facilities. The federal share of NHS funding is 80%.
Congestion Mitigation and Air Quality Improvement Program - This program funds
transportation projects and programs that improve air quality by reducing transportationr
related emissbns in nonattainment and maintenance areas for ozone, carbon monoxide, and
particulate matter. Examples of Congestion Mitigation and Air Quality (CMA@)nded rail
projects include the construction of intermodal facilities, rail track rehabilitation, dieséengine
retrofits and idle-reduction projects in rail yards, and new rail sidingsCMAQ funding decisions
in nonattainment areas are made by metropolitan planning organizations, and funds are
distributed by LaDOTD The federal matching share for these fuds is 80%.

Surface Transportation Program - The Surface Transportation Program (STP) is a general
grant program available for improvements on any Federahid highway, bridge, or transit capital
project. Eligible rail improvements include lengthening or ireasing vertical clearance of
bridges, crossing eliminations, and improving intermodal connector2roject funding decisions
are made byLaDOTDwith approval from the FHWA. The federal share for these funds is 80%.
Transportation Alternatives Program - This program, which replaced the SAFETERU
Transportation Enhancement Program, offers funding opportunities to expand transportation
choices and enhance the transportation experience through twelve eligible activities related to
surface transportation. Railrelated eligible activities include the rehabilitation of historic
transportation buildings or facilities, the preservation of abandoned rail corridors, and the
establishment of transportation museums. The federal share of project costs is 80%.

Private Activity Bonds - SAFETEALU established a new financial assistance program that
provides up to $15 billion in private activity bonds for transportation infrastructure projects.
States and local governments are allowed to issue taxempt bonds to finance prgects
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sponsored by the private sector. Eligible projects include privately ownedr-operated highway
and rail-truck transfer facilities.

A State Infrastructure Banks (SIBs ) - This program allows all states to set aside 10% of highway
formula grants to establish revolving funds that can be used to provide loans and other credit
tools to public or private sponsors for eligible transportation projects. Multistate SIBs may also
be utilized to fund projects that cross jurisdictional boundaries. States musgtrovide 20% of the
capitalization amount, and debt must be repaid within 30 years.

2.1.5.5  Other Federal Programs Available for RRi€lated Funding

In addition to transportation programs available under the Transportation Authorization bill, other
programs are adninistered by federal agencies for which rairelated capital projects are eligible. These
programs include:

U.S. Department of Commerce Economic Development Administration

The U.S. Department of Commerce provides Economic Development Administration (EQ#gnts for
projects in economically distressed industrial sites that promote job creation or retention. Eligible
projects must be located within EDAdesignated redevelopment areas or economic development
centers. Eligible rail projects include railroad spus and sidings. EDA also provides disaster recovery
grants.

Grant assistance is available for up to 50% of the project, although EDA could provide up to 80% for
projects in severely depressed areas.

Past railrelated EDA grants to Louisiana have includkthe following:
A $1.0 million to the Greater Baton Rouge Port Commission to help rebuild a vital 2file rail line
serving the Inland Rivers Marine Terminal that was severely damaged by flooding in 2011; and
A $2.0 million to the Lake Providence Por€Commission and the Southeast Arkansas Economic
Development District to rehabilitate an inoperable rail line of the North Louisiana Arkansas
2AEI O1T AAGO 1 ETA AAOxAAT |, AEA 6EI T AcCApoil 2 AT A

See Appendix | for possibleligible locations.

U.S. Department of Agriculture Programs

The U.S. Department of Agriculture (USDA) Community Facility Program and Rural Development
Program provide grant or loan funding mechanisms to fund construction, enlargement, extension, or
improvement of community facilities providing essential services in rural areas and towns. Grant
assistance is available for up to 75% of the project cost.

Eligible rail-related community facilities include transportation infrastructure for industrial parks and
municipal docks.See Appendix | for possible eligible locations.

2.1.5.6 Louisiana Rail Funding Proposals

The 2015 Louisiana Statewide Transportation Plan provides a number of recommendations regarding
PDOAT EA £ET AT AEAT AOOE O00ATekekommendaticdEinklud@:0AOAS O OAEI
A Modernization needs to bring the existing system to current standards of safety and reliability
A Capacity needs for expansion of the existing system
A Operational needs to improve system efficiency
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Seven projects are identified for short/long term funding in the plan with an overall estimated cost of
$1.686 billion. Potential legislative proposals regarding raifelated funding in Louisiana are under
consideration such as the following.

2.1.5.7 Funding Chaénges

There is a large gap between the available funding for rail projects and the need. Even with the more
modest estimate of $1.15 itlion in rail capital needs,LaDOTDwill not be able to fund these projects.
Louisiana motorists pay a 16cent-per-gallon tax on motor fuel (gasoline and diesel fuel). Since 2010, the

revenue from this tax has yielded approximately $460 to $470 million peryear. | OEOEAT A6 O 11 OT C
(gasoline and diesel) tax, inclusive of the-4ent-per-gallon TIMED tax, ranked 41st, onef the lowest
AiT1T¢c OEA vm OOAOAO AT A OEA $EOOOEAO T & #1711 01 AEA8 !

registration fees are among the lowest in the country. Automobile registration fees for typical vehicles

range from $10 to $82 based orhie selling price of the vehicle. Singtanit truck registration fees for

typical vehicles range from $28 to $563 depending on gross vehicle weight. The private automobile

license fees generate approximately $48.3 million annually. This revenue is deposittd OEA 3 OAOA3 O
Transportation Trust Fund (TTF). Truck registration fees are estimated to generate approximately $49.5

million annually, with revenue being deposited in the State Highway Improvement Fund (SHIF). Based

on the most recent projections fromtlh OOAOAB O 2AO0AT OA wOOEI ACET ¢ #1 1 £A
sources is estimated to remain flat through state fiscal year 20189. Debt service on SHIF bonds is $23

million per year until 2034. This underscores the importance of project selection processesd

programs that address the most important rail needs, provide the greatest return on investment, and

that, whenever possible, promote cossharing among partners and beneficiaries.

2.1.6 Safety and Security Programs in Louisiana

Rail safety has historically lgen and continues to be a priority for the railroads andlaDOTD Safety has
potential impacts on the general public and the efficiency of rail operations. Although the major
railroads have long had their own police and security forces, the focus of rail@eity is more recent,
with an emphasis on the potential threat of terrorists using the rail mode to disrupt transportation in
general or to harm large numbers of citizens.

A number of federal and Louisiana state agencies, in concert with railroads andlmperators, continue
to make progress with regard to rail safety and security. The following is a summary of these issues and
on-going activities in Louisiana.

2.1.6.1 Rail Accident History

Railroad incidents/accidents for the last full 18year period (2011-2018) in Louisiana are summarized
in Table 2-25. These accidents include train derailments, collisions and any accident involving railroad
employees or trespassers that occur on railroad property and result in fatalities, injuries or property
damage exceedingn amount established by FRA; and highwarail grade crossing accidents or
incidents. Nonfatal conditions are reportable injuries occurring to employees or trespassers. Because
property damage-only accidents are included, there is no direct correlationdtween the number of
fatalities/non -fatalities and the total number of accidents.
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Table 225: FRA Reportable Railroad Incidents 264018 in Louisiana

Category \ 2011 \ 2012 \ 2013 \ 2014 2015 2016

Number of railroads 803 816 816 814 820 829 839 834
included

Total Incidents 11,535 | 11,079 | 11,655 | 12,260 | 11,851 | 11,480 | 11,973 | 11,752
Deaths 681 669 702 767 749 760 818 816
Injuries 8,455 8,462 8,752 8,805 9,130 8,701 8,876 8,258
Train Accidents (not at| 2,032 1,766 1,853 1,886 1,930 1,724 1,784 1,943
crossings)

Deaths 6 9 11 5 11 7 7 7
Injuries 217 465 328 140 563 433 317 205
Human factor caused | 752 666 713 742 762 658 678 726
Track caused 695 591 570 546 532 516 477 547
Equipment caused 236 208 230 240 263 253 258 279
Signal caused 33 48 54 47 54 42 48 52
Collisions 157 156 154 146 137 78 82 94
Derailment 1,470 1,294 1,311 1,322 1,352 1,213 1,268 1,376
HAZMAT releases 21 26 19 15 12 14 12 20
Highway Rail incidents| 2,064 1,988 2,104 2,296 2,080 2,050 2,124 2,229
Deaths 246 231 232 262 237 255 271 260
Injuries 1,048 971 977 870 1,048 853 846 845
Incidents at public 1,789 1,700 1,781 1,970 1,784 1,739 1,842 1,886
crossings

Other Incidents 7,439 7,325 7,698 8,074 7,841 7,706 8,065 7,580
Deaths 429 429 459 500 501 498 540 549
Injuries 7,190 7,026 7,447 7,795 7,519 7,415 7,713 7,208

Source: Federal Railroad Admirasion Office of Safety Analysis

A general fluctuating trend can be observed in all three types of reportable incidents: train accidents,
highway-rail accidents, and other incidents, which are other than train accidents or crossing incidents

OEAO AAOOA PEUOEAAI Efucuatiodn FRA degddablé icclents nibdesGhéatdfi A 6

the U.S. as a whole, as seenTinble 2-26.
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Table 226: FRA Reportable Railroad Incidents 264018 in All States

Category | 2011 | 2012 | 2013 | 2014 2015 @ 2016 2017 | 2018
Number of 803 816 816 814 820 829 839 834
railroads included
Total Incidents 11,535 | 11,079 | 11,655 | 12,260 | 11,851 | 11,480 | 11,973 | 11,752
Deaths 681 669 702 767 749 760 818 816
Injuries 8,455 8,462 8,752 8,805 9,130 8,701 8,876 8,258
Train Accidents 2,032 1,766 1,853 1,886 1,930 1,724 1,784 1,943
(not at crossings)

Deaths 6 9 11 5 11 7 7 7
Injuries 217 465 328 140 563 433 317 205
Human factor caused| 752 666 713 742 762 658 678 726
Track caused 695 591 570 546 532 516 477 547
Equipment caused 236 208 230 240 263 253 258 279
Signal caused 33 48 54 47 54 42 48 52
Collisions 157 156 154 146 137 78 82 94
Derailment 1,470 1,294 1,311 1,322 1,352 1,213 1,268 1,376
HAZMAT releases 21 26 19 15 12 14 12 20
Highway - Ralil 2,064 1,988 2,104 2,296 2,080 2,050 2,124 2,229
incidents

Deaths 246 231 232 262 237 255 271 260
Injuries 1,048 971 977 870 1,048 853 846 845
Incidents at public 1,789 1,700 1,781 1,970 1,784 1,739 1,842 1,886
crossings

Other Incidents 7,439 |7325 |7,698 |8074 |7841 |7,706 |8,065 | 7,580
Deaths 429 429 459 500 501 498 540 549
Injuries 7,190 7,026 7,447 7,795 7,519 7,415 7,713 7,208

Source: Federal Railroad Administration Office of Safety Analysis

Total Incidents are the sum of Train Accidents, Crossing Incidents, and Other Incidents. Highway
railway crossing incidents are any impact between rail and a highway user (both motor vehicles and
other users of the crossing) at a designated crossing site. Other Incidents are events other than Train
Accidents or Crossing Incidents that cause physical harm t@gsons.

2.1.6.2 Rail Safety

Rail safety requirements are provided through a combination of federal and state laws. Most safety

related rules and regulations fall under the jurisdiction of the Federal Railroad Administration (FRA), as

outlined in the Rail Safety At of 1970 and other legislation, such as the most recent Rail Safety

I POT OAT AT O ' AO T &£ ¢nmmys -ATU T £ &2!60 OAZEZAOU OAcCOI
Regulations Parts 206299.

Rail passenger operations are subject to the same FRA sgfstandards with regard to track safety,

operating practices, and other areas as are freight railroads. In addition, FRA has specific regulations

regarding passenger equipment safety standards and passenger train emergency preparedness.

As passengerequip AT O OAAET T 11T CU Ei DOI OAOh &2! 80 2AEI O AA 3,
recommendations to FRA for proposed improvements to continually upgrade existing safety standards.

FRA then issues the final rule at the conclusion of its rulmaking process.
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Rail safety issues generally fall into the following broad categories: employee safety, inspection and

maintenance of track, signals, bridges and infrastructure, inspection of locomotives and cars, operating

rules and operating practices, radio communications,antrol of drug and alcohol use, accident reporting,
rail-highway grade crossing safety, passenger equipment safety standards, passenger train emergency
preparedness, the movement of hazardous materials, the development and implementation of new
technology,and other areas specific to the rail industry. The primary responsibility for enforcement of

OEAOA MEAAAOAT OACOI AGEITO Z£AT1 O O1T AAO &21 830 EOOEOAE

In Louisiana,LaDOTDand other state agencies focus on grade crossing safety and safety inspection.

Highway/Rail Safety Program

The Highway/Rail Safety Unit of thed,aDOTDis responsible for collecting data on all public highwayail
grade crossings in conjunction with the railroads and the Federal Railroad Administration. The unit is
also responsible foradministration of the Federal Highway Railroad Safety Program and other highway
related safety activities involving railroads. The key elements of the efforts are described in the
following paragraphs.

A Federal Highway Railroad Safety Program - As administrator of the Federal Highway
Railroad Safety Program, the Highway/Rail Safety Unit maintains an inventory of grade
crossings in the state and evaluates its 2,900 public-gtade crossings on an oigoing basis.
Some P million of federal funds are used annuby for improvements at multiple public grade
crossings in the state. Projects are prioritized on the basis of:

9 Estimated vehicular and train movements and speeds at each crossing,
1 History of incidents of rail and motor vehicle collisions at each crossing,
9 Status of existing warning devices at the crossings,

91 Public and railroad input pertaining to the crossings, and

1 Engineering judgment.

A Highway/Rail Safety Review of State Highway Projects - Apart from the administration of
the improvement program funds, the unit, on an ofgoing basis, evaluates state highway
improvement projects that involve crossing rail lines to ensure reasonable and appropriate
warning devices and other safety improvemets are incorporated into the projects.

A Support of Operation Lifesaver - Operation Lifesaver is a national, nosprofit education and
awareness program aimed at reducing collisions, fatalities, and injuries at highwawgil at-grade
crossings. The organizabn has coordinators and programs in 49 states nationwide (Hawaii
excluded).The Louisiana Highway Safety Commission and contributions from the railroads fund
Louisiana Operation Life Saver (LOL), the state programOL promotes education, law
enforcement,and engineering solutions aimed at enhancing safety at highwangil at-grade
crossings. While not formally involved in LOL activitied,aDOTD8 O 2 AEI 3 AZAOU 51 EO
program by attending quarterly meetings, addessingengineering issues when requsted, and
informing the LOL coordinator ofLaDOTDplanning with regard to grade crossing
improvements.

A Funding Needs - As noted earlier, the Highway/Rail Safety Program spend9$nillion per year
on improving crossing safety. Of this amount, approximatel$4 million comes from the Federal
Highway Safety Program (formerly Section 130 funds). Some of the remainder is obtained from
other federal safety improvement funds not specifically earmarked for highways and another $1
million is available for engineering Over the last four and a half years the Rail Safety Unit has
issued work orders for the railroads to make improvements at various public crossings
throughout the state with an estimated total cost of about $36 millionTo minimize the interface
between the rail and highway systems and to reduce grade crossing improvement costs, the
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Highway/Rail Safety Unit has aggressively pursued crossing closures and they continue to be
pursued along Class | railroads where reasonabkdternate access is available.

A Grade Separations - As both railroad and highway volumes have increasedaDOTDbegan the
Railroad Grade Separation Program in 2010. This program is dedicated to constructing grade
separations at existing crossings where warranted. The Program is intended tbreinate at-
grade highwayrail crossings that are resulting in collision incidents or roadway and rail delays
and replace them with gradeseparated crossings. Crossings can be identified as project
candidates through various sources. Once a proposed grasieparation meets the selection
criteria, the crossing then becomes a project and is scheduled for construction letting as funding
becomes available.

Louisiana Public Service Commission

RS 458561 authorizes the Public Service Commissi@aSC)to participate in the Federal Railroad State
Safety Participation Program (49 CFR Part 212). The PSC retains jurisdiction over the closure of private
railroad crossings. The PSC does not have the authority, however, to require a railroad facility owner or
operator to alter or cease rail operations.

Hazardous Materials

4EA , 1 OEOEAT A 30A0A 011 EAASO wi AOCAT AU 3AOOEAAO
3AEAOU 3AAOQEIT j4%33Qq POI OEAAO , AGAT ' Odhairdtsi OA
trained State Police personnel who conduct inspections of all transport modes.

Positive Train Control

Positive train control (PTC) refers to technologies designed to automatically stop or slow a train before
certain accidents occur. PTC is desigd to prevent collisions between trains and derailments caused by
excessive speed, trains operating beyond their limits of authority, incursions by trains on tracks under
repair and by trains moving over switches left in the wrong position. PTC systemseadesigned to
determine the location and speed of trains, warn train operators of potential problems, and take action if
operators do not respond to a warning.

The Rail Safety Improvement Act of 2008 required railroads to place PTC systems in service by
December 31, 2015 on Class | railroad routes with over 5 million gross ton miles per mile with
commuter or intercity passenger operations or any amount of toxic/poisorby-inhalation hazardous
materials. Positive train control requirements currently excludeClass Il or Class lll railroads which have
no passenger service. However, trains of Class Il and Il railroads that operate on lines that must have
PTC are also required to be PF€quipped. Minor changes to the requirements have been made by FRA
based on omments received from the railroad industry.

In general, the rail industry held the 2015 deadline to be not achievable considering that approximately
60,000 miles of rail line would be affected at a proposed cost of $12 billion over a-g@ar period.
Congress extended the implementation deadline to the end of 2018, with testing to be completed by the
end of 2020. By the end of 2018, PTC was operating on 83.2% of the required Class | route, according to
the AAR.

As envisioned for neasterm implementation, PTC will be an overlay to the traffic management systems

ET bl AAA 11 OI AAUBO OAEI Ol AAO AT A xEIl AA AEI AA
safeguards will be integrated with existing Centralized Traffic Control (CTC) systems, whereay

dispatcher in a remote location directs trains by use of wayside signals over fixed train blocks between
control points (only one train at a time can be in a train block). Because PTC will be an overlay system,
the operational benefits to a railroad ofPTC in the near term will be limited.
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However, in the longer term, the work involved with implementing PTC will lay the foundations for
dynamic train blocks, which will move with trains and ensure sufficient stopping distances based on
train speed and weght characteristics. When achieved, the technology allowing for dynamic train blocks
will provide operational benefits to rail carriers above and beyond the safety benefits. These include the
promise of greater line capacity and reduced operating costs.

The regulatory criteria for PTC installation applies to most of the Class | railroad miles in Louisiana. As
of 2019, PTC technology was installed on 100% of Class | engines, all wayside units and radio towers
were in place, and all needed rail employees Habeen trained in the system. 91% of required route
miles were operating under PTC. Withhese safety investments nearly complete, additional capital will
be available to the Class 1 railroads to begin new capital improvements.

2.1.6.3 Rail Security

The focus of mil security has changed significantly over the past decade. In response to potential

terrorist threats to the transportation system, new federal agencies have been established to

oversee and provide assistance to ensure the security of transportation mosleThe following
AAAOAOOAOG OPAAEEZEA OAEI OAAOOEOU EOOOAO AT A ,1 OE
Federal and State Roles in Rail Security

The primary agencies responsible for security related to transportation modes in Louisiana are the

U.S Department of Homeland SecurityDHS)AT A OEA , 1 OEOEAT A ' 1 OAOT T 060
Security and Emergency Preparedness (GOHSEP). These agencies have addressed transportation

security largely through identifying critical infrastructure assets, develojing protection strategies

for these assets, and developing emergency management plans.

DHSaddresses rail system security through the following means:

A Training and deploying manpower and assets for high risk areas
A Developing and testing new securitgechnologies

A Performing security assessments of systems across the country
A Providing funding to state and local partners

DHS also administers the Preparedness Grant Program which provides funding to state, local, tribal, and
territorial governments, as wdl as transportation authorities, nonprofit organizations, and the private
OAAOT Oh O Ei POl OA OEA TAOET 180 OAAAET AOGO ET DBOAOAI
from and mitigating terrorist attacks, major disasters, and other emergencie3he grants reflect the
$APAOOI AT 6606 &I AOO 11 mEOTAET C £ O DOl COAI 6 OEAO AA?
ensure public safety in our communities. Transportation specific grants include:
A Intercity Passenger Rail - Amtrak (IPR) Program ? provides$10 million to protect critical
surface transportation infrastructure and the traveling public from acts of terrorism and
_increase the resilience of the Amtrak rail system.
A Port Security Grant Program (PSGP) 2 provides $100 million to help protect critical port
infrastructure from terrorism, enhance maritime domain awareness, improve porwide
maritime security risk management, and maintain or reestablish maritime security mitigation
protocols that support port recovery and resiliency capabilities.
A Transit Security Grant Program (TSGP) 2 provides $88 million to owners and operators of
transit systems to protect critical surface transportation and the traveling public from acts of
terrorism and to increase the resilience of transit infrastructure.
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A Intercity B us Security Grant Program (IBSGP)» provides $2 million to owners and operators
of intercity bus systems to protect critical surface transportation infrastructure and the
traveling public from acts of terrorism and to increase the resilience of transit infrstructure.

The lead state agency for rail security in Louisiana is the GOHSEP. The agency maintains a Critical
Infrastructure Protection Plan to augment current security and assist facilities deemed critical to

the nation and state in reducing their vulneabilities. Fundamental to the plan is a critical
infrastructure list for the state.

Strategic Rail Corridor Network

4EA 5838 -EIEOAOU 300Z£AAA $APITUI AT O AT A $EOOOEAC
Agency has identified the national Strategic Rail Corridor Network (STRACNET). The STRACNET is
comprised of a 32,000 mile interconnected network of rail corridors ad associated connector lines

i1TO00 Ei bl OOAT O O1 1TAOGETTAT AAAAT GARgure 2-80IE OEAT A8 O
Louisiana, several key railroad lines throughout the state are included in STRACNET. In addition to

providing mainline corridor throughput capability, these lines also provide access to major defense
contractors and logistics sites critical to our national defense.

Figure 28: Louisiana Area STRACNET Map
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2.1.7 Rail Transportation Impacts in Louisiana

2.1.7.1 Economic Impacts

Rail Activity Imgcts

2AEl OAOOEAA EO AOOAT OEAI O1 , thubik DE/AvbsSBICE biflidhl 1T T 1 U8
with $729 million paid in total labor income. The total indirect business tax impact was $62 million. The

basic provision of rail service generates 3,528 direct jobs (8,863 total jobs including multiplier effects).

The impact summaries of rail for 2017 m Louisiana are summarized ifTable 2-27.

Table 227: Total Rail Activity Impacts

Direct Indirect Induced
Output! $1,091 $357 $476 1,925
Value Addedl $686 $173 $272 $1,131
Labor Incomé $528 $78 $123 $729
Indirect Business Tax $18 $15 $29 $62
Employment 3,528 1,723 3,612 8,863

Source: IMPLAN
1$ inMillions of 201Dollars
2Number of dbs

Total Job Impacts by Industry

While the above table shows the contribution of 100% of the rail industry, the following table shows
which industries support the rail industry. These two pieces of information should not be combined
(even if they were both in terms of jobs) since breaking down which industries support the rail industry
really just shows where the direct effects of the rail contributions coming from (other than households
and government). Notice in the following table, total jobs sum to 3,186, which is smaller than the jobs in
the above table. This is because the following table shows the number of rail jobs supported by each
sector thatuses rail, and therefore excludes the direct jobs from rail itself.

A review of the total rail-related job impacts by industry indicates the greatest number of associated
jobs exists inManufacturing, followed byMining, andConstruction. These industryjob impacts are
summarized by impact type inTable 2-28.
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Table 228: Total Rail Activity Job Impacts by Industry

"Direct" Rail
Industry Employees  “Indirect" Induced Total

Agriculture, Forestry, Fish, & Hunting 31 4 2 38

Mining 128 15 13 156

Utilities 86 40 5 131

Construction 96 31 26 152

Manufacturing 1,739 264 49 2,052

Wholesale Trade 4 11 13 28

Retail Tade 4 19 18 41

Transportation & Warehousing bl Rail 156 32 15 204
Rail Tansportation 4 1 1 5
Information 6 8 5 19

Finance &hsurance 1 8 14 23

Real Estate & éntal 27 25 12 64
Professional Scientific & Bchnology Services 13 11 23 47
Management of @mpanies 1 4 5 10
Administrative & Waste 8rvices 10 6 10 27
Educational Service 1 2 4 7

Health & Social &vices 16 17 34 67
Arts-Entertainment & Recreation 1 3 3 8
Accommodation & Food &vices 19 12 11 42
Other Srvices 4 5 10 19
Government & NoANAICS 3 6 39 47

Total: 2,349 524 313 3,186

SourcelMPLAN
Note: Totals do not add due to rounding.

Manufacturing zThe 2,052 total manufacturing related jobs associated with rail transport account for

64% of the total 3,186 related job impacts. Of these 2,052 jobs, the vast majority (85%, 1,739) are
AEOAAOI U OAI AGAA O1 OAEI OOAT Odteroie@aise 4fErE @liaAce dnA O1 U O1
rail transport.

Mining-Direct mining employment (128) comprises 82% of total mining industry employment related to

Louisiana rail activity (156). The other 28 jobs reflect indirect (i.e., supplierelated) and induced
(income re-spending related) employment impacts.

Construction z Direct Construction jobs (96) account for 63% of the total 152 jobs related to Louisiana
rail activity.

Summary of Economic Impacts
The foregoing summary economic analysis clearly demonstrates thetil activities and services provide
A OEOAI OI1 A ET ,1 OEOEAT A0 AAITTius 4EA AOOI AEAOA!L
indirect business tax impacts span all industries and reach every region of the state. Key findings
include:
A The impact d rail transport goes far beyond the 3,528 directly employed in the provision of rail
transport. When the indirect/induced effects are included, radrelated employment in Louisiana
totals 8,863 jobs. These total jobs represent 0.5% of the 1.9 million tdtmbs statewide, as

64 Louisiana State Rail Plan

THE UNIVERSITY of
NEW ORLEANS

UNO TRANSPORTATION INSTITUTE



reported by the U.S. Bureau of Economic Analysis, inclusive of all types of employment (BLS
2017).

A Manufacturing is perhaps the most railintegrated industry, especially the
chemical/petrochemical subsectors. Tracing commodity flowsd industry output indicates that
1,739 direct jobs arise in industries that use rail to either ship finished goods/products or
receive inputs via rail. These direct manufacturing jobs (excluding multiplier effects) account for
2% of manufacturing sector enployment in Louisiana.

A If railroads did not accommodate demand, consignees and shippers could use other mo(les,
truck, water, air, etc.) to transport freight. However, the use of other modes would likely entail
higher transport costs (due to long trarsport distances, price, logistics, etc.), and could increase
overall demand (and resulting handling costs) for all users of other modes (both the diverted
rail users as well as current users). The lonterm result would be a partial migration of industry
away from Louisiana to other locations with relatively better rdl accessibility, and better modal
options/mix .

While it would be erroneous to conclude that all these impacts are entirely and solely dependent on rail,
and would disappear if rail completelydisappeared, the findings do show that rail service facilitates
business throughout the state. Specifically, these impacts highlight the magnitude of rail use by
manufacturers across the state, as well as others who transport materials, component partagda
products. In particular, the railrelated economic impacts are primarily associated with chemical and
petro-chemical movements.

More detailed analysis of the economic impacts of rail services in Louisiana can be found\ppendix B.

2.1.7.2  Socieenvironmental Livability Impacts

Impacts associated with rail transport go far beyond the quantifiable jobs, income, output, etc. Other o
sociatkAT OEOI 11 AT OA1 EI bAAOO AOEOA AITAAOTEIT G EI x OAEI

Risk Mitigating, Sustainable Land Use

As aresult of the devastation from Hurricanes Katrina and Rita, some of it thesult of construction in

high-risk areas, Louisiana undertook a major planning effort. Thieouisiana Speaks Regional Plamas a
comprehensive effort to guide the state to a safesfronger future. The planning effort was driven by the

EOI AT AT A £ET AT AEAT AT 00 T &£ OEA EOOOEAAT AOE AAOOOOA
of a loss of insurability in Southern Louisiana.

The consensus vision builds on a sustainabtecovery that restores coastal wetlands, constructs new
strategic levees and directs rebuilding and new construction away from high risk areas (i.e., flood plains
and unprotected areas subject to storm surge) to areas in and around existing communitiefieTgoal is

to reduce risk and build sustainable communities able to withstand major weather events. The focus in
and around these existing cities, which generally offer greater existing protection and are less expensive
to insure, will result in additional infill construction and an increase in density around the historic

central core. Supporting this effort will be additional investments in flood/storm surge protection,
economic zones and a coordinated highapacity regional transportation system to bettersupport the
increased development. Floodplains and wetlands will be expanded and enhanced to better protect
these core development areas.

This strategy also helps to protect Southern Louisiana from the impact of rising sea levéigure 2-9,
shown below, identifies the area on the Gulf Coast vulnerable to rising sea levels, changing precipitation
patterns, and increasing storm frequency and severity. Expanded rail transportation, with its capacity

Louisiana State Rail Plan 65

THE UNIVERSITY of
NEW ORLEANS

UNO TRANSPORTATION INSTITUTE



and ability to support more focused developrant, is a key tool in this effort. The plan has a strong focus
on a New OrleansBaton Rouge highspeed rail corridor for economic development and evacuation.

Land Use and Economic Development Impacts

The rail mode is less land intensive than other modeEach line of track offers far more capacity than a
highway lane. New control systems often allow rail capacity to be expanded without the need to add
additional track. Because of peaking and the use of a highway lane in only one direction, highway
expansim generally means adding at least two lanes, while rail expansion often requires just one
additional track or sidings. Also, many rail rightsof-ways are wide enough to allow tracks to be added
without requiring adjacent land. Finally, as rail traffic grovs, lightly-used rail lines, once the main lines
of predecessor railroads, could be upgraded to carry overhead freight. An example is the Meridian
Speedway, linking Dallas/Fort Worth with Meridian, MS, and ultimately Atlanta and East Coast markets.
The improved service on these upgraded rail lines could become the focal point for local industrial
investment and improved agricultural transport making online communities and their businesses more
competitive.

Figure 29: Climate Change Adaptation Concerns: G@8f Coast
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Report by the U.S. Climate Change Science Program and the Subcommittee on Global Change R&fe&ehd(E).

Rail improvements, both freight and passenger, can further economic development. More and faster
passenger trains can increase mobility options for intercity travelers, commuters and the transit
dependent. More efficient access to the freightil system, such new intermodal facilities and improved
short lines (capable of handling 286,006pound maximum loaded railcar weights) can lower
transportation costs for shippers. Benefits resulting from passenger and freight rail investments can
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thus erhance the competitiveness of the state and the region. These benefits will serve to retain existing
work forces and business, and attract new ones, bolstering economic development.

Energy Use and Costs
Numerous sources from a wide range of perspectiveonclusively indicate that rail transport saves
energy and, hence, is vastly more cost efficient than truck highway transport. These include:

A U.S.Departmentof Energyz4 EA 11 OO0 OAAAT O AAOA OAI AAGAA AU
Transportation Energy DataBook, released September 30, 2015, and based on 2013 data,
indicates that Amtrak on average is 36% more energy efficient per passengeiile than
automobiles, 46% more efficient than personal trucks, and 11% more efficient than commercial
aviation (measured in BTUs per passengemile). Amtrak onboard surveys indicate that the
majority of rail passengers are traveling alone. This is because rail passenger service tends to be
more economically attractive for the solo traveler than the automobile. As a key [ority,
focusing on shifting solo travelers from the auto to rail yields the greatest energy and
greenhouse gas savings

A Association of American Railroads z The AAR has noted that in 2018 one gallon of diesel fuel
moved a ton of freight by rail 473 miles four times the efficiency of trucks. The U.S.
Environmental Protection Agency estimates that for every tomile, a typical truck emits three
times more nitrogen oxides and particulates than a train. Related studies suggest that trucks
emit 6 to 12 times more pollutants per tormile than railroads, depending on the pollutant
measured. The American Society of Mechanical Engineers found that 2.5 million fevi@ns of
carbon dioxide would be emitted into the air annually if 10% of intercity freight now moving by
highway were shifted to rail.

A American Association of State Highway Officials z AASHTO noted that for each 1% of lorg
haul freight currently moving by truck, if moved by rail instead, fuel savings would be
approximately 111 million gallons per year; and annual greenhouse gas emissions would fall by
12 million tons. If 10% of truck traffic went by rail z via intermodal movements involving both
railroads and trucks z the cumulative estimated GHG reductions from 2007 to 2020 would be
210 million tons. Finally, rail lines can be electrified, yielding additional efficiencies from
regenerative braking, and creating opportunities for alternative power sources.fus shifting of
traffic to the rail mode will reduce the energy intensity of transportation while somewhat
insulating users from dramatic changes in fuel prices.

A National Waterway Foundation Zz This organization found that fuel usage and associated
transport costs vary considerably given the various cargo carrying capacities and the different
vehicles required to transport goods. For example, one gallon of fuel can transport one cargo ton
approximately 145 miles by truck. Rail can transport the same ton ofego 3.2 times as far, 478
miles (roughly similar to the AAR figure) on a gallon of fuel. As seenTmable 2-29, the energy
transport costs of rail transport are approximately 30% those of truck, based on a $3.00 price
per gallon in 2019. The rail transpot cost comparisons are even greater when one considers:
(1) labor costs; (2) operation and management costs associated with both vehicles and the
infrastructure; and (3) safety and environmental costs.
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Table 229: Ton Transport Distance and Energpst per Gallon of Fuel

Mode TonMiles  $/Ton-mile
Tug Barge 647 $0.0049
Rail Locomotive 478 $0.0063
Truck 145 $0.02

National Waterway Foundation;
http://www.nationalwaterwaysfoundation.org/documents/NWF
revisedppt-2017.ppt

Note: Assume $3.00 cost per gallon in 2019

Environmental Damages and Costs

Comprehensive and easily digestible data on environmental impacts and costs by mode are difficult to
find. This is especially true at the time of this update (2019), because the Environmeniidotection
Agency (EPA) is not providing information on annual emissions from freight trucking. Nonetheless,
various other data sources indicate that freight transport by rail and water vessels generate significantly
less environmental impacts and costs thn truck transport. Such information follows the general
efficiency trends regarding trip distance and costs per tomile; both rail and water transport modes are
significantly more efficient than truck.

According to the Association of American Railroadsail is the most environmentally sound and safest
way to move freight by land:

A Railroads can use fuel up to four times more efficiently than trucks.

Using rail to move freight rather than trucks can lower greenhouse gas emissions by 75%.

If instead ofusing the largest trucks to move freight, 10% of it moved by rail, 1.5 billion gallons
of fuel would be saved annually, and over 17 million tons of yearly GHG emissions would be
avoided.

Freight rail is a proven remedy for highway congestion, and reduceddhway congestion would
increase highway safety.

> > >

p>

From 1980 to 2018, the fuel efficiency of freight rail has increased by 101%

Accident Rates and Costs

The rail mode is also one of the safest transportation modes. Each year more than 30,000 deaths and 2
million injuries from highway collisions were reported by the National Highway Traffic Safety
Administration. In 2017, 760 highway-related deaths were recorded in Louisiana. In addition to the
overwhelming tragedy caused by death, there is also a cost as&ted with these losses. The economic
cost of these collisions to the U.S. economy is more than $200 billpabout 1% of the U.S. Gross
Domestic Product in 2018. Much of this cost is borne by the public at large either through public
expenditures (law enforcement, medical, disability payments, etc.) or insurance premiums.

Per passengemile traveled rail transportation is exceptionally safe with much lower death rates than
automobiles. As reported by the National Safety Council in 2017 the fatality rate for the automobile was
1.25 deaths per 100 million vehicle miles compaed to 0.01 for passenger rail in 2016. The expansion of
passenger rail service can provide a much safer travel option.

Freight rail transportation safety can fluctuate, as reported by the Federal Railroad Administration. All
reportable accidents (derailments, fatalities, injuries, etc. on the national ragystem) increased by 4%
from 2009 to 2018.

68 Louisiana State Rail Plan

THE UNIVERSITY of
NEW ORLEANS

UNO TRANSPORTATION INSTITUTE



External costs associated with freight transport include accidents. Comparisons of fatalities and injuries
to ton-miles indicate an even greater external casavings benefit associated with rail and water
transport versus that of truck. Average data for 2017 suggest the average fatalities of rail transport per

million ton -mile of freight transport (0.48) to be 20% that of truck transport (2.40), as shown irTable

2-30.The 5.29 injuries per billion torrmiles of freight train transport are only 14% that of truck (37.57).
On a centsper-ton-mile basis the picture is mixed: rail costs can be range from ofienth to twice that of
truck. Still, notable industry andsocietal cost savings arise with the use of rail transport versus that of

truck.
Table 230: Accidents and Costs per Million Tévliles, by Mode 2017
~ Trucks | Trains  Waterborne
Accidents 154,665 11,964 2,254
Injuries 76,014 8,871 26
TontMiles (Million) 2,023 1,674 489
Fatalities per ToiMiles (Million) 2.40 0.48 0.02
Injuries per TofMliles (Million) 37.57 5.29 0.05
Costs per tormile (in 2017 cents) | 0.12t02.41  0.27
Source: Bureau of Transportation Statistib&ps:/www.bts.gov/uston-milesfreight; Federal Motor
Carrier Safety Administratiohttps:/ai.fmcsa.dot.gov/CrashStatisticsFederal Railroad Administratior
https://safetydata.fra.dot.gov/offceofsafety/default.aspx,
Note: Fgures represent 2017
2.1.7.3  Freight Rail andLivable and Sustainable Communities

Livability can be thought of as a combination of various attributes which define how attractive a given

place is to live. Researchers have fouribat the attributes associated with livability include clean air and

water, safe streets, positive race relations, affordable homes, quality public schools, greenery and open

space, uncongested roads and low taxes, among other things. The transportatio®9A i 6 © AAEI EOU
efficiently and safely move people and goods, without negatively impacting the environment in which it
operates, plays a crucial role in how people view and rate the livability and sustainability of an area.

Neighborhood Revitalization

Freight rail plays a prominent role in the livability and sustainability of a community. The ability to
efficiently transport goods and create access to economic centers is critical to the overall success of a
OACEIT 180 AATT 11 U8 4EIiafon mdfidiéhdyAnd Boddestidhihas Sighifidard b1 OO

impacts on profitability and the ability to attract new business to a region.

The efficiency of rail freight is especially important in rural areas where agriculture, local industries and
communities rely on freight shipping. Many communities have seen a loss or reduction in rail freight
services in recent years. Improving, expanding and preserving the rail network can improve the

competitive stature of local industries, agriculture and communities. A retalized rail line can lower

shipping costs, provide pricing power for local industries and agriculture vis-vis trucking, provide

redundancy in the transportation network, and shield local industries and agriculture from predicted
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sustainability through market access.

Congestion Impacts

Increased freight rail activity can help replace some of the existing truck travel. However, the connection
between the railnetwork and the truck network typically occurs at ports or intermodal facilities. These
facilities are usually located away from highways and interstates, which are designed to appropriately
handle these larger vehicles. As a result, this separation focéhe local roadway system to function as
the link between these facilities. Local streets often have more congestion due to traffic signals, poor
turning radii, inadequate overhead clearances, and narrow bridges, making access to terminals difficult.

Larger volumes of rail freight traffic can thus lead to increased congestion on local streets. Congestion
degrades the efficiency of truck and rail carriers, which in turn reduces the quality of service to shippers.
Overcoming these barriers will require loal commitment and support for improvements ensuring

proper connectivity with minimal negative impact is in place.

An example of a project that, when completed, will mitigate roadway congestion is the New Orleans Rail
Gateway. That project includegoncepts for both grade separations and road closures. These will allow
more fluid road conditions by eliminating delays due to trains.

Pollution

While rail generates pollution and noise that negatively affect communities, such effects are often less

than those associated with a trucking alternativeTrain air pollution and noise deteriorate the quality of

life of communities along the rail lines. Regarding the former, it is important to note that diesel

locomotives are getting ever more efficient, and thegre burning cleaner diesel fuels. Also, railroads are

Ei D1 AT ATOET ¢ OCAT OAGS6 1T AT I T OEOGAOR 11 0061 U £ O UAOA

classic diesel electric locomotive has one large diesel engine which generates electric power for the

traction motors sitting atop wheel sets. However, a genset locomotive has two or three smaller engine

generators that are programmed to start up only when needed. Thus, improvements in both the fuel and

locomotives are working to mitigate the worst effectof train related air pollution.

A Air - According to the American Association of Railroads, rail is up to 4 times more fuel efficient
than truck. In 2018 rail moved 1 ton of freight 473 miles on a gallon of fuel. Freight rail
produced only 0.6 % of U.S. gemhouse gasses (GHG) in 2017. If 10% of the largest truck freight
went to rail, fuel savings would be 1.5 billion gallons per year, and GHG would drop 17 million
tons. Rail is also increasing efficiency by upgrading the freight fleet, putting more freigbnh the
trains, using more computer software, reducing engine idle time, and focusing on employee
training.
A Noise - One means to combat train horn noise is the implementation of railroad quiet zones.

These are zones involving one or more highwasail crossings where the locomotive engineer is
not obligated to blow his horn approaching the crossing(s). The procedures whereby a
community can implement a quiet zone are specified by the Federal Railroad Administration.
Typically, improvements need to be made ahe crossings to enhance safety at the crossings.
Improvements can include things like fourquadrant gates, medians on approaches along with
gates at the crossings, street closures, etc. Once the improvements designs are reviewed by the
FRA and implementeda quiet zone can be established. After the implementation locomotive
engineers will not blow their horns approaching the zone, except when they feel it necessary to
rectify an unsafe condition, such as pedestrians traversing the crossing despite the gatend
flashing lights. Quiet zones are generally implemented by the communities in which the zones
exist.
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2.1.7.4  Passenger Rail and Livable and Sustainable Communities
Passenger rail transport generates positive effects, or benefits, that promote livable and saisiable
communities. Passenger rail stations provide major opportunities for focused growth, especially in

urban areas. These stations can function as local connection points for other feeder modes and create
downtown transportation hubs for the community. This pedestrianfriendly development pattern

reduces fuel use, air pollution and greenhouse gas emissions. It also reduces urban sprawl by satisfying
housing and business needs in a more efficient manner.

Neighborhood Revitalization

Many of the areas arand rail stations are existing neighborhoods. Improved rail service can be a
catalyst for the revitalization of these older neighborhoods and improving housing stock. This
revitalization can improve the quality of life by bringing not only improved transpatation but new retail
and service providers to the neighborhood.

These station areas increase the value of adjacent property, attract increased investment in existing
development, and encourage new projects on vacant or underutilized lands in the aréather
contributing to the local economy. Reducing urban sprawl will reduce the pressure to develop farms,
forests and wetlands. Also compared to adding additional highway lanes, expanding rail lines in rural
areas will require little if any additional land.

Rail has had a role in turning around the blighted neighborhood surrounding Denver Union Station into

a cultural destination, complete with major league sporting events, fine restaurants, and new

commercial complexes. The blossoming residential areaisounding Los Angeles Union Station is

another example. Certainly, Denver and Los Angeles station areas could be reference points for NOUPT
and its surrounding area.

Betterment of Public Health

Transportation planning and design has a direct impact oaommunity health, livability and

OOOOAET AAEI EOU8 4EA TAOET 1860 AAPAT AATAA 11 AOQOTI1TAE
sedentary lives. In 2016, the Surgeon General reported that over 75% of U.S. adults were overweight or

obese. The focused greth around rail stations foster communities where destinations are within easy

walking or bicycling distance. The Surgeon General indicates that walking or cycling, key methods of

access to rail stations, are great ways to build physical activity into a ilaroutine.

Public transit use is also associated with healthy behavior including higher rates of walkingublic

transit users walk 8.3 more minutes per day on average compared to those who do not, leading to lower
OAOAOG T &£ 1T AAGEOU8 4EAOA EAAI OE EIiI bl EAAQCETI T O AEOOOEAC
environment and encourage healthier land uspatterns. While less obvious for intercity riders, these

benefits would be real for future Baton Rouge New Orleans commuter rail riders as they would walk

from the station stopto work centers.

Enabling Multimodalism

Rail transportation plays a promirent role in the overall statewide multimodal network. By increasing

its ability to safely and efficiently move people and goods within the state, rail transportation can help

support local, state and federal initiatives aimed at creating more livable commities. Passenger rail

OAOOGEAA AAT AOAAOA A OOOOAET AAT A OOAT OPT OOAOQEIT 1 bBC
smart growth development, and help reduce dependence on the automobile and reduce VMT. New

intercity rail stations should be plannedand designed to accommodate connecting local and regional

transit, offer safe pedestrian and bicycle connections, include dreqff facilities and provide sufficient
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parking and good road access. Station communities and local transportation agencies playiraportant
role in the success of these station areas. With new light rail connections, NOUPT is a good example of
how a station can further multimodalism.

RampartSt. Claude Streetcar Line

In 2010, the RTA announced it had secured $45 million in federfnding to construct a new streetcar

line along Loyola Avenue between Canal Street and the Union Passenger Terminal at Earhart Boulevard.
After completion of the 1.5 mile route in 2013, the RTA began a second phase of construction to extend
the line down Rampart Street and St. Claude Avenue, ending at Elysian Fields Avenue. The expansion,
completed in 2016,had the ultimate goal of connecting communities between the Central Business
District and the Marigny and providing additional connections between Amtra and bus services.

Since the completion of the Loyola Avenue section of the line, the surrounding areas have seen a growth

in new construction and revitalization of previously unused/underused sections of downtown New
Orleans. The establishment of thisew line also led to the creation of the newly do AT TPAA 031 O0E
an array of highend shops, restaurants, and several luxury accommodation options. The ndigihhood

currently includes 1,000 luxury apartments and 200,000 sf of commercial space.

22 ¢KS {GFrGSQa 9EA&AGAY3T wlAf (&

The purpose of this Section is to describe the trends that will impact the need for rail in Louisiana.

Trends which impact both passenger and freight rail include; demographic and economic growth

factors, transportation, and the future outlook by industrial sector. These factors all contribute to the

projected demand and growth for both passenger and freight, altholigmany of these factors are

difficult to incorporate into demand forecasting. The following discussion provides a historic base for

OAEI OAOOGEAA ET ,1 OEOEAT A AT A EAAT OEEZEAO AOAAOC 1T £ ,
dependent.

Globalization and new technologies have transformed economies around the world, redefining the way
businesses operate, challenging supply chains and transportation networks, and creating new customer
opportunities in places that were previously inconceivable. Taompete in this global marketplace,
businesses must optimize every asset: workforce skills, competitively priced products, and reliable
highway and freight rail transportation networks to ensure their customers receive quality goods and
services when theyexpect them. As the needs of businesses continue to evolve and the importance of
trade expands nationally and internationally, Louisiana companies are more dependent than ever on
integrated, agile, and efficient multimodal transportation networks to sustai and enhance their
competitive position in the marketplace.

2.2.1 Louisiana Demographic and Economic Growth

22.1.1 Population

YT ¢cmpy OEA DI pOI AGETT T &£ ,1 O0EOCEATA xAO theouvwhwxyh
population increased 1.5% over the last tw years, compared with a 1.7% population growth rate for

OEA 5838 AO A xETI1 A8 (1 xAOAOh OET AA ¢mpm OEA OOAOQAEC
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The median ageAin‘the state is 3§ years, k;eloyv the nationgl median age o'f 38.~2 years in 2018.‘ In 2'017,‘ o ‘
gtbp T £ OEA DI DOl AGETT 1T O6AO ¢u COAAOAOAA EOI I EECE (
higher compared with 30.9% nationally.

2.2.1.2 Employment

)T ¢mpxh , 1 OEOEAT AGO AOAOACA AT 1 O0Al AibiiuiATO OI 04
increase t02,423,000 in 204Q These figures include wage and salary workers, and do not include farm

and nonfarm seltemployed individuals.

2.2.1.3  Personal Income
Louisiana workers earned total wages of $88.7 billion in 2017, with average weekly earnings of $894.

2.2.1.4 Industrial Outlook by Sector

Appearing below are brief summaries of the outlook for industries that generate over half of tons
shipped by rail in Louisiana. Theail borne shipments of the five industrial noted sectors below
comprise 82 million tons of shipments inbound, outbound, through and within Louisiana; or 56% of the
144.4 million tons shipped by rail in 2017. Forecasted growth rates of major commoditiesahdled by

rail in Louisiana for the 20-year period 2017 to 2038 are discussed below.

Chemicalsand Allied Products

In aggregate terms, the largest commaodity shipped Shemicals and Allied ProductsNhile mostly an
outbound commodity, significant volumes & shipped inbound or through the state. Intrastate
shipments are minor. Overall, chemical shipments in Louisiana are expected to grow at 2.8% over the
20-year period from 2017 to 2038z a slightly higher rate than an historic domestic growth rate of 2%
per year.

BASF, a major chemical producer, reported in 2011 that it expects trends in chemical production,
excluding pharmaceuticals, to achieve 2.9% growth in the U.S. in the current 202021 period. The
company pointed to the positive impetus resulting fom the availability of large volumes of
unconventional extracted natural gas (i.e., hydraulic fracturing) as a spur to growth of domestic
chemical production. While natural gas from hydraulic fracturing will continue to increase the
production of chemicak, the company forecast somewhat reduced industrial growth on the demand
side.

The American Chemistry Council (ACC) has a more optimistic scenario. It projected 3.6% growth in
2019, 3.1 % in 2020, and 2.2% in 2021. "Total U.S. chemical exports were $140dm in 2018
accounting for 10% of all U.S. goods exports and 9% of all global chemicals exports ... U.S. industrial
chemical exports are expected t@xpand on average 5.2% per year through 2024."

Coal

In Louisiana,Coalis shipped mostly through the state, though significant volumes are shipped inbound
from other states. In the aggregateCoalshipments in Louisiana are expected to decline slightly over the
20-year period from 2017 to 2038, though there may be some posite activity in the near term, driven
by exports.

Two coalproducing regions: Western Wyoming and the Interior Region. Domestic production will be
down to 654 million tons by 2025 from 735.5 million tons in 2019. Coal production is expected to drop
8% by 2050.
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U.S. coal exports are expected to total 116 million tons in 2018 according to the EIA's February 2019
Short-Term Energy Outlook. This is a 19% increase over 2017 exports. The EIA predicts that
international market conditions will lead to a decreasen coal exports, down to 96 million tons in 2019
and 88 million tons in 2020.

Farm Products

Farm Productscover the spectrum of agricultural products shipped by rail. In Louisiana, farm products
are mostly inbound or they travel through the state. Outboundnd intrastate shipments are relatively
small. In the aggregate, rail born€&arm Productsin Louisiana are expected to grow 3.4% over the 20
year period from 2017 to 2038.

Nonmetallic Minerals
The majority Nonmetallic Mineralsmovements areinbound or through-state shipments. Outbound
shipments and intrastate shipments are relatively small.

Nonmetallic Mineralsare those which do not yield new products on melting. Coal, salt, clay, marble are
some examples. In this analysis, coal is considered under its own category.

In terms of aggregate rail shipments in Louisianajonmetallic Mineralsare anticipated to growat 4%
over the 20-year period from 2017 to 2038.

Foodand Kindred Products

This grouping comprises a multitude of commodities including meat products, dairy products, canned
and frozen projects, grain mill products, sugar, fats and oils, beverages, etcl tuisiana, rail borne
shipments of Food and Kindred Productsare fairly evenly split between inbound, outbound and
through-state shipments. Intrastate shipments are minor.

yT OEA AcCCOACA OA hFoodiardl Kiodied PrédicGshinkiiid are fofecast t grow 1.8%
over the 20-year period from 2017 to 2038.

2.2.2 Freight Demand and Growth

Louisiana rail freight flows in 2017 are analyzed by directional flow and commodity type. The 2017
IMPLANeconomic researchdatabase is used in the aalysis, incorporating the U.S. Surface

4 0AT OPT OOAOGETT "1 AOAB8O j34"q OAEI #AOI T AA 7AUAEIIT 3
Louisiana indicates that 144 million net tons were moved in 2017 comprised of 2 million rail carloads

with a total value of $126.1 billion. Aside from the approximately 5% attributable to intrastate

movements, the tons, carloads, and value were split roughly evenly among the three major directions of
movement (i.e., inbound, outbound, and through). Projected rail frelig growth through year 2038 is

then presented by direction and commaodity type.

This analysis also discusses rail freight corridors in Louisiana and relevant national rail freight

corridors. Maritime port-rail connectivity issues are discussed as they agmnticipated to grow in

importance for the state to benefit from increased international trade. Changes to the rakrved trade

from infrastructure changes such as the Panama Canal expansion, and the development of interstate rail
freight corridors, are also analyzed.

22.2.1 Rail Freight Commodity Flows by Direction

, I OEOEAT A Pl AUuUO A1l EI DT OOAT O OiI1 A ET OEA TAOEI T80 ¢/
railroads carried a total of 144 million net tons and moved 2 million carloads of good$or a totalvalue
of $175 billion (Table 2-31). While through traffic leads directional movements (52.8 million tons, 37%
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of total), both interstate inbound (41.3 million tons, 29% of total) and outbound (39.7 million tons, 28%

of total) movements are significant. Agle from jobs with railroads, the through freight has little positive
AEmAAO 11 ,1 OEOCEAT A8O AATTT1iU8 -100 1T &£ OEA OEOI OCE
located in Southwest, Southeast and Mountain regions.

Table 231: Louisiana Rail Freiglby Direction (2017)

Description Tonnage* Carload* \ Value ($mil¥* Average
Amount | Percent Amount Percent Amount Percent Value ($/Tonj*
Interstate Inbound | 41,309,849 29% 551,503 26% 39,410 22% $954
Interstate Outbound| 39,728,737 | 28% 599,233 28% 68,175 39% $1,716
Intrastate 10,523,748 7% 122,161 6% 16,480 9% $1,566
Through 52,834,696 | 37% 854,135 40% 51,250 29% $970

144,397,030 100% 2,127,032 100% 175,314
*Source: Prepared by UNOTI based\gxvBILL DATIOr 2017.
**2017 dollar, estimated based on values in 2015 Louisiana State Rail Plan and inflation ftdr8.tBaireau of Labor Statistics

100% $1,214

Inbound, outbound and intrastate freight flows generate commerce in Louisiana. Outbound freight flows
represent products mined or produced in Louisiana or imported through Louisiana that are railed to
other states. Inbound freight flows represent commerce that is transported into # state for
consumption or value-added processing or onward export. And, intrastate movements represent
Louisiana economic activity or trade at both the origin and termination of the rail movement. Hence,
inbound, outbound and intrastate freight flows faditate commerce by creating employment

I BT O0O01T EOCEAO £ O ,1 OEOEAT A6O AEOEUAT O8

Although the state received slightly more goods than it shipped out in terms of tonnagel(8 million,
29%), the carloadsof outbound goods vere notably higher than the carloals of inbound goods (599,000
carloads, 280). Internal freight represents commodities that flow between counties within Louisiana.
Such internal mil movements account for only % of the total rail tonnage.Tonnage densities handled
on Louisiana rail linesare shown inFigure 2-10.
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Figure 210: Total State Rail Freight Density ()
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Inbound Interstate Freight

Table 2-32DOAOAT 6O OITTACA T &£ ,1 OEOEAT A8O ¢mpyx ETAT OT A |
at 551,503 carloads Principal inbound commaodities includeCoal, Hazardous Materials, Chemicaland

Allied Products, Farm Products, Nonmetallic Minerals, and Food Kindred Productsrepresenting a

combined 35.1 million tons or 8%% of total inbound movements.

Table 232: Inbound Rail Freight Traffic by Major Commodities (2017)

Tonnage ‘ Carload
Commodity
Amount Percent| Amount Percent

11 Coal 10,301,654 25% 86,763 16%
49 Hazardous Materials 7,697,135 19% 87,911 16%
28 Chemicals or Allied Products 6,575,036 16% 70,750 13%
1 Farm Products 3,781,806 9% 33,298 6%
14 Nonmetallic Minerals; except Fuels| 3,483,543 8% 32,054 6%
20 Food or Kindred Products 3,289,811 8% 36,403 7%
37 Transportation Equipment 1,597,336 4% 74,393 13%
32 Clay, Concrete, Glass or Stone Prody 877,164 2% 9,548 2%
29 Petroleum or Coal Products 864,806 2% 9,840 2%
46 Miscellaneous Mixed Shipments 824,440 2% 62,400 11%

Other 2,017,118 5% 48,143 9%

41,309,849 100% 551,503 100%

Source: UNOTI, based on Waybill data for 2017

Inbound Tonnage Origin

Major inbound tonnages in 2017 are shown by state of origin iRigure 2-11. Illinois-originating
tonnage of 9.8 million is dominated bycoal (6.7 million tons). Texas shipped 9.3 million tons of rail
freight into Louisiana, led byChemicals/Allied Productswhich comprised 49% (4.6 million tons) of

Texan commoditiesCoalaccounA A &£ O o680 [ EITEIT OI 10 AOTI1T 7U011ETC
shipped 2.2 million tons ofNonmetallic Mineralsof its 3 tons of commaodity to Louisiana.
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Figure 211:Inbound Louisiana Rail Freight by State of Origin (2017)

Origin of 2017 Raill Freight Tonnage Terminating in Louisiana

2017 Inbound Tonnage
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Source: Prepared BYNOTI based on Wayhbill Data for 2017.

Inbound Tonnage DestinatiarMajor inbound tonnages in 2017 are shown by parish destination in
Figure 2-12. With 9.7 million tons, Orleans Parish received 23% of total inbound shipments (41.3
million tons), of which 4.4 million were Chemical/Allied Products The major destination ofcoalwas St.
James Parish and Calcasieu Parish. East Baton Rouge Parish reddhird largest inbound shipments, of
which majority was Hazardous Materials The vast majority ofNonmetallic Mineralswent to Caddo
Parish and Ouachita Parish.
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Figure 212:Inbound Louisiana Rail Freight by Parish Destination

P

Source: Prepared tYNOTI based on Waybill Data for 2017.

Outbound Interstate Freight

Table 2-33 presents the outbound commodities, which totaled 39.7 million tons in 201Themicalsand
Allied Productsdominated both tonnage movements (14.8nillion tons, 37% of total tons). Hazardous
Materials combined with Pulp, Paper or Allied Productsombined with Petroleum or Coal Productsand
Foodand Kindred Productsaccountfor another 19 million tons (85% of total tonnage moved)
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Table 233: Outbound Rail Freight Traffic by Maj@ommodities (2017)

Commadity Tonnage Carload

Amount Percent Amount Percent \

28 Chemicals or Allied Products 14,860,583.00 37% 162,805 27%
49 Hazardous Materials 11,555,304.00 29% 134,004 22%
26 Pulp, Paper or Allied Products 3,643,724.00 9% 55,072 9%
20 Food or Kindred Products 2,205,132.00| 6% 26,596 4%
29 Petroleum or Coal Products 1,721,168.00, 4% 20,796 3%
37 Transportation Equipment 1,181,038.00| 3% 57,030 10%
24 | Lumber or Wood Products; except Furnit| 1,113,120.00, 3% 13,600 2%
46 Miscellaneous Mixed Shipments 923,760.00 2% 68,920 12%
14 Nonmetallic Minerals; except Fuels 585,791.00 1% 5,656 1%
1 Farm Products 486,707.00 1% 5,148 1%

Other 1,452,410.00, 4% 49,606 8%

39,728,737.0C 100% | 599,233 100%

Source: Prepared tYyNOTI based on Wayhill data for 2017.

Outbound Tonnage Origims shown inFigure 2-13, the 14.8 million tons of outbound

Chemical/Allied Productsfrom Louisiana originate primarily in four parishes (Orleans, 5.7 million;
Iberville, 2.0 million; Calcasieu 1.9 million; East Baton Rouge, 1.5 million, Ascension, 1.3 million; and St.
Charles, 1.2 million). Other notable commaodities originating in OrleanParish include: 3.6 million tons

of Hazardous Materials 1.2 million tons of Food/Kindred Products; 0.89 million tons of Transportation
Equipment; 0.36 million tons ofPetroleum/Coal Products and 0.33 million tons ofMiscellaneous Mixed
Shipments 11.5million tons of outbound Hazardous Materialsprimarily originate in Orleans Parish,
Iberville Parish, Ascension Parish, Calcasieu Parish, and St. Charles Parish.
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Figure 213: Outbound Louisiana Rail Freight by Parish Origin

e &

Source: Prepared by UNOTI based on Waybill Data for 2017.

Outbound Tonnage DestinatiarAs shown inFigure 2-14, Texas is also the major recipient of
Louisiana rail shipments, led by 4.0 million tons o€hemical/Allied Products Other notable Texas
bound products include 3.2 million tons ofHazardous Materials 0.5 million tons ofPulp Paper Products
0.4 million tons of Petroleum/Coal Products and 0.4 million tons oNonmetallic Minerals. Notable
Chemical/Allied Productsare dso shipped to Illinois (1.9 million tons) and Georgia (1.5 million tons).
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Figure 214: Outbound Louisiana Rail Freight by State of Destination

Destination of 2017 Rail Freight Tonnage Originating in Louisiana

2017 Outbound Tonnage
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Source: Prepared by UNOTI based on Wayhbill Data for 2017.

Throughstate Freight

Table 2-34 presents through-state traffic movements, which totaled 52.8 million tons in 2017Coalat
13.8 million tons (26 %) led the through tonnage movements. Comparativelifazardous Materialsat
6.1 million tons led in terms of throughstate movements. Other ntable through tonnage movements
include Farm Products(5.7 million), Chemicalsand Allied Products (4.4 million), Food and Kindred
Products (4.3 million), Nonmetallic Minerals, except Fuels (4.1 million), Primary Metal Produc(8.6

mi
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llion), Pulp, Paperor Allied Products (2.7 million), and Miscellaneous Mixed Shipments (2 million)

Louisiana State Rail Plan

THE UNIVERSITY of
NEW ORLEANS

UNO TRANSPORTATION INSTITUTE



Table 234: Throughstate Rail Freight Traffic by Major Commaodities (2017)

sTC # Commadity Tonnage Carload

Amount Percent Amount = Percent
11 Coal 13,815,140.00 26% 116,372 14%
49 Hazardous Materials 6,159,833.00 12% 92,535 11%
1 Farm Products 5,740,824.00 11% 54,454 6%
28 Chemicals or Allied Products 4,397,636.00 8% 54,790 6%
20 Food or Kindred Products 4,386,636.00 8% 66,611 8%
14 Nonmetallic Minerals; except Fuels | 4,103,247.00 8% 37,246 4%
Primary Metal Products, including
33 | Galvanized; except Coating or other Alll  3,653,626.00 7% 43,544 5%
Processing

26 Pulp, Paper or Allied Products 2,769,392.00 5% 47,472 6%
46 Miscellaneous Mixed Shipments 2,062,640.00 4% 163,312 19%
32 Clay, Concrete, Glass or Stone Produ( 1,171,056.00 2% 15,456 2%

Other 4,574,666.00 9% 162,343 19%

52,834,696.00 100% 854,135 100%

Source: UNOTI based on Waybill data 2017.

Through-state rail freight of 52.8million tons accounts for 3®6 of all Louisiana tonnage movements.

7EEI A OOAE AOAECGCEO Al AO 1 -irddspdttationfindB3tries, it Boesafichtne OEA 3 O/
capacity, rail infrastructure development, local rail services, emissions, rail st/ and traffic-crossing

congestion. Throughstate rail freight tonnage density across Class | and other rail lines is shown in

Figure 2-15. As a hub for both Kansas City Southern (KCS) and the Union Pacific (UP) railroads,

Shreveport sees much througtstate rail freight passing through. (This map is comparable to the total

rail cargo density map shown inFigure 2-10).
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Intrastate Freight
Approximately 10.5 million tons of intrastate rail freight traffic flowed within Louisiana in 2017. Of this,
Hazardous Materials, Chemical or Allied Products, and Petroleum or Coal Products comprised the vast
majority in terms of both tonnage(9.1 million, 86%) and carloads (100,308 83%), as presented in
Table 2-35. Most of the Chemical or Allied Productsriginate in the tri-parish Baton Rouge area
(Ascension, East Baton Rouge, and Iberville), and most terminate in the feparish New Orleans area
(Jefferson, Orleans, St. Charleand St. John the Baptist).

Table 235: Intrastate Rail Freight Traffic by Major Commodities (2017)

Tonnage Carload

Amount Percent Amount Percent

Syfefe: Commodity

49 Hazardous Materials 3,419,632 32% 37,844 31%
28 Chemicals or Allied Produg 3,408,804 32% 36,128 30%
29 Petroleum or Coal Produc 2,354,416 22% 26,336 22%
20 Food or Kindred Products 422,480 4% 4,324 4%

Lumber or Wood Products
24 . 419,576 4% 4,368 4%
except Furniture

37 Transportation Equipmeni 187,260 2% 9,356 8%
Pulp, Paper oAllied
26 uip. Fap ! 118,320 1% 1,600 1%
Products
1 Farm Products 108,912 1% 1,001 1%
Waste or Scrap Materials
40 Not Identified by Producini 43,936 0% 544 0%
Industry
10 Metallic Ores 21,360 0% 480 0%
Clay, Concrete, Glass o
32 y | 15,052 0% 140 0%

Stone Products

Nonmetallic Minerals;
14 4,000 0% 40 0%
except Fuels

| 10,523,748 100%

122,161 100%

2.2.2.2 Rail Traffic Growth

The annual U.S. Bureau of TransportatioBtatistics(BTS) and Wayhbill data are used to analy annual rail
tonnage freight flows between 2001 an®017. The BTS rail traffic data originates from the Association
of American Railroads (AAR), which compiles summary tonnage data from Surface Transportation
Board R1 Annual Reports by the Class | railroads. The AAR summary data provides a reputable
summarU 1T £ , 1 OEOEAT A6 O O1 OAT ET AT 61 A AT A

I OOAT OT A AT 1
Inbound and outbound rail freight tonnage repoted by BTS fluctuated over the 20012012 time period,

showing growth on inbound tonnage whileoutbound tonnage fell by oer a third. Conversely, average

annual growth rates are forecast to grow modestly (1.6% to 1.8%) through the year 2038. The net result

would be an overall 35% increase in tothrail traffic over the 20-year forecast time period (2017 to

2038). The following subsections summarize historical growth of inbound and outboundail traffic

(based on STB dataand analyze rail freight grow through 2038 by flow direction and commaodity type.
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Historical
Historical rail freight trends over the 2001-2012 period vary for inbound and outbound freightas
shown in Figure 2-16. While inbound freight vacillated between 30.7 andl4.6 million tons annually,
OOADPT OOAAG 1 OOAT OT A AOAECEO AZ£AiIl oxpbp A&£OI I A EECE
tons in 2009. Thelow points of both inbound and outbound rail freight movements in 2009 can be
partially attributed to the national economic downturn; both movements rebounded notably in 2010
(inbound rose 15.3% from 30 to 34.6 million tons, and outbound rose 8.0% from 2510 27.2 million
tons).
Figure 216: Historical Railonnage in Louisiana (2062012
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Forecast
2017 wayhill rail freight tonnage data present a significantly different perspective with the steady and
notable tonnage increases indicated in the TRANSEAR@Etived 2015 plan. Inbound freight
movements are forecast to growirom 41.3 million tons in 2017 to 57.7 million tons in 2038, an average
annual growth rate of 1.7%.Similarly, outbound freight movements are forecast to grow from 39.7
million tons in 2017 to 54.9 million tons in 2038,an average annual growth rate of 1.6%. These inbound
and outbound,as well as intrastate and through movements, are summarized for the years 2017 and
2038 in Table 2-36.

Table 236: Forecast Rail Freight Tonnage by Direction (2017)

2017 | 2038 % Change

Direction

Inbound
Outbound
Intrastate

Through

Tons (mil)\

Share | Tons (mil)

Share

Total

CAGR

41.3 29% 57.7 30% 40% 1.7%
39.7 28% 54.9 28% 38% 1.6%
10.5 7% 7 4% -33% -2.0%
52.8 37% 75.9 39% 44% 1.8%

Totak 1443 | 100% 1955 100% 35%

Source: Prepared by UNOTI based on waybill data for 2017
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A summary of all directional commodity movements irrable 2 37 suggest decline or little change in
Coaland Petroleum/Coal Productsnovements. Conversely, many product tonnage movements are
forecasted to increaseby more than half (i.e.Farm Products, Nonmetallic Minerals, Primary Metal
Products, Transportation Equipment, Clay, Concrete, Glass or Stonéaste or Scrap Materialsor even
close to triple (i.e.,Containers). In total, year 2017 movements of 144.4 million tons are forecasted to
rise 35% to 1955 million tons by 2038.

Table 237: Forecast Rail Freight Tonnage by Commodity (2038)
2017 2038 | % Change

Commodity Tons e Tons Share Total CAGR

((ll)) (mil)

28 gpoedﬂgi's or Allied 202|  2025%| 435| 2224%  48.66%|  1.91%
49 | Hazardousviaterials 288| 1997%| 33.9| 17.36%| 17.69%|  0.78%
11 | Coal 241| 16.70%| 18.0 022%| -25.30%| -1.38%
20 E‘:SSUZ:SK'”dred 10.3 7.14%| 124 6.34%| 20.31%|  0.88%
1 | Farm Products 101 7.01%| 17.0 8.71%| 68.25%| 2.51%
14 Nonmetallic Minerals 8.2 5.66% 15.4 7.86% 87.99% 3.05%
26 sz(')%’uz;per or Allied 6.8 4.74%)| 10.2 5.24%|  49.79%|  1.94%
29 Efé;odifsm or Coal 6.0 416%| 6.0 3.04%|  -0.85%| -0.04%
33 | Primary Metal Products 4.5 3.09% 7.7 3.93% 72.15% 2.62%
46 | Misc. Mixed Shipments| 5 g 2.64%| 108 5.54%| 184.09%|  5.10%

(Containers)
37 E;ir;;fnoer;"’t‘t'on 3.7 253%| 7.0 3.50%|  91.97%|  3.15%
24 'I;‘;LZZ‘Z;S‘” Wood 2.6 1.78%| 3.3 1.69%| 28.80%|  1.21%
32 g‘;ﬁ'econcrete’ Glassg 5, 1.54%| 3.8 1.94%|  70.79%|  2.58%
a0 | WasteorScrap 1.3 0.90%| 2.3 1.18%|  77.62%|  2.77%

Materials

Other 1.89% 2.20%| 57.14%|  2.18%

| Total 144, 4 100.00%  195. 5 100.00% | 35.39%  1.45%

2.2.3 Passenger Travel Demand and Growth
Overall, vehicular travel is forecast to grow to 179 million weekday Vehicle Miles of Travel (VMT) by

2044, and a significant proportion of those miles (B0%E O | EEAT U O1 1T AAOO 11 OEA C
SeeTable 2-38. This implies that long distance over the road travel of the type that freight travel

demand produces will continue to grow in sigrficance.
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Table 238:; Estimated VMT and VHT on Louisiana Roads, 2010 and 2040

Functional Class

Average VMT Average
Speed Speed

R Interstate 17,170 290 60.0 30,020 720 41.7
U Freeway 12,760 220 58.7 20,690 430 48.1
R | OtherPrincipal Arterial| 13,290 270 50.0 18,940 590 32.3
A Minor Arterial 10,530 250 42.9 17,580 490 35.9
L | Major/Minor Collector | 3,260 80 43.0 5,650 140 40.5
Local 1,220 30 41.8 2,160 60 36.7

Sub Total 58,230 1,140 53.0 95,040 2,430 40.0

U Interstate 15,620 300 51.9 21,490 480 45.2
R Freeway 2,000 50 36.5 2,420 70 33.3
B | Other Principal Arterial| 17,180 510 33.6 21,210 780 27.1
A Minor Arterial 6,560 220 30.3 8,920 370 24.2
N | Major/Minor Collector | 1,390 50 28.6 1,970 80 23.5
Local 160 10 24.0 320 20 17.7

Sub Total 42,910 1,140 39.7 56,330 1,800 33.6

101,140

2,280 151,370 4,230
As previously noted, boarding and alightings at Amtrak stations in Louisiana are projected to grow from
212,767 in 2018 to 323,909 in 2038, #2.2% increase over the 26year period. The growth equates to a
2.1% annual increase for the period. The forecast was based on projections of population growth in the
""" i OOAE OOAOET 1T GweariNaw ! | OOAE S C
Orleans, Louisiana and Mobile, Alabama. It does not include ridership resulting from either the
Shreveportz Dallas intercity rail service or the Baton Rouge New Orleans commuter rail service. If

these projects were to be realized, ridership wold be much higher.

2.2.4 Fuel Cost Trends

Trends in fuel costs (crude oil and regular gasoline) over the last 10 years are shownFigure 2-17.
Costs for fuel rose steadily until the 2008 recession, and have been recovering steadily ever since,
though they hawe not attained their pre-recessionary highs, peaking at almost $4/gallon for the national
average in 2010. For the years 2012018 the linkage between the price of fuel and the price of crude
appears to not have been quite as strong. Gas prices are shdanboth the New Orleans andhe U.S.
averages. The regular gas price in New Orleans and the U.®rages track each other closelthough the
New Orleans price is slightly lower consistently over the period. The proximity of refineries to New
Orleans, andhus lower transportation cost, is a likely contributing factor.
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Figure 217: Fuel Cost Trends 2009 to 2019
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2.2.5 Rail Congestion Trends

According to the 2007National Rail Freight Infrastructure Capacity and Investment Stydyponsored by

the Association ofAmerican railroads, there is just one current and anticipated congestion point in
Louisiana, i.e., New Orleans. More specifically, it is the interchangetod six Class | railroadsTo
improve the situation, a project has been initiated, which has the pential to both streamline the
interchange, lessening railroad congestion, and improve safety by eliminating highwagil crossings.

The New Orleans Rail Gateway (NORG) and infrastructure within Jefferson and Orleans Parishesneedto
be upgradedtoA £AAZEAEAT O1 U EAT AT A O1 AAU8O OOAAEEEA O1T1 06i A0 A
stretches from Avondale, over the Huey P. Long Bridge, and through the City of New Orleans. It is the

fourth largest rail gateway in the country and is a key link in the natioal transportation system. The
system provides a vital link in the eastvest distribution of freight rail traffic and allows access to

Mexico and Canada. The NORG encompasses the Port of South Louisiana and the Port of Nean®rl

An engineering and enronmental study is underway to identify various rail and roadway
Ei DOT OAT AT 6Oh 1T O O0OT COAI 6 OEAO
vehicle and pedestrian safety, as well as correct physical and operational deficiencagsrailroads and

Ol AAxAuUuos 1!'1

001 EAADOOS

%l OEOIT 1

i AT OAI

)i PAAO 30A0AI A1 O

AAT AEEAEAI

AT A AAOGAOOA AEEAAOO 11

measures to avoid, minimize, and mitige adverse community and environmental impacts. The
0001 COAI 1T &£ 00i EAAOOS xEI 1 EIi pOi OA OEA NOAI E
and promote economic growth. In addition, the railroads stand to benefit from more efficient operiamn
and added capacity for future growth.

This study is a publieprivate partnership betweenLaDOTD the New Orleans Regional Planning

xET 1
i %) 3Q
OEA OI
ou 1 £

Commission, and six Class | railroads represented by the Association of American Railroads. More detail

about the NORG imject appears in Chapter 4.
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Precision Scheduled Railroading

Precision Scheduled Railroading (PSR) is a railroad operating paradigm which has become the stadd
for the industry since2017. PSR is a method of operating railroads that focuses on tightiyhscluled
delivery of rail cars to their destinations rather than building entire trains to their full capacity before
moving them. It is analogus to the way airlines operaten that planes take off at preset scheduled
times even if all the seats are nofilfed. PSR seeks to move more railcars faster with fewer locomotives,
fewer cars, fewer, more obust rail networks, fewer workers, fewer freight-loading rail yards, and less
dwell time (time a rail car spends at a yard waiting for a train to be composedjVhen implemented
correctly, it results in a lower operating ratio (OR) for the railroad, which has made the shareholders of
the publicly traded railroads (CSX, UP, CN, KCS, and NS) very enthusiastic about the -taort
profitability of the method. BNSF, which has only one owner (Warren Buffet), although acknowledging
some potential to aspects of PSR, still holds to the strategy of seeking ldegm growth through freight
volume and building relationships with shippers.

PSR makes more sense in the growirggcommerce shipping market, along with the downturn in coal

usage. There is less need for long trains carrying a single commaodity (like coal), and more demand for
OOAET O AAOOUET ¢ 1 Ol OEBPI A AT i1 TAEOEAO ET &iotyAOIi I AAI
about their rail cars sitting in a yard waiting for a fultlength train to be built. When the cars arrive on

schedule, they are added to the train immediately. If they miss their appointed timeowever, shippers

can be charged a fee for the timéne car dwells in a yard until the next train comes through. Cars cycling

through faster means that railroads can ultimately utilize fewer cars and locomotives, driving down

their capital costs

PSR was implemeted at CSX too rapidly in 201¢ausing majordisruptions for shippers including

delivery delays, severe bottlenecks, and slowdowns in production to prevent inventory buildup.

Shippers responded by switching to other railroads, shifting some of their deliveries to the more
expensive truck mode, and hving the Surface Transportation Board (STB) investigate the issues at CSX.
While the leadership at CSX acknowledged that some changes were too rapid for shipping stakeholders
to effectively absorb, and that some were erroneous (such as closing too mangifht yards), they gave
assurances that the problems would be ironed out and PSR would bring the company into its most
profitable days. Organized labor has criticized PSR as having too much emphasis on stenrin stock
market effects. Nevertheless, PSRiew the dominant paradigm in the North American railroad

industry.

2.2.6 Highway and Airport Congestion Trends

2.2.6.1 Highway Congestion Trends
An important objective of the Louisiana StatdRail Plan is to describe how T OEOEAT A8 O OAEI OU

Ai 1T OOEAOOA O1T OEA OOAOABO OAODITOA O AiTCAOOEITT Al
continues to grow and change in the coming decades. Congestion is a signal that the demand for

transportation and the supgy in a particular place and time are out of balance; it decreases productivity

and causes frustration. It reduces air quality and can add to the risk of accidents and incidents. These

impacts can have negative economic, social, and quality of life conseques and that is whyraDOTD

and the State devote a great deal of time and resources designing and implementing ways to manage

congestion. Although national trends show a mild decline in the use of highway travel, due to the

increase in online shopping, soialization, and use of ridesharing appsthe travel demand forecasting

model shows increases in future Louisiana road congestion which justify an increased focus on

passenger rail and other forms of multiuser transit.
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There are a handful of terms to dexibe roadway travel and congestion conditions. Two of the most
commonly used ones are:

A Vehicle Miles Traveled - VMT describes the level of travel demand on a highway system;
growth in VMT indicates growth in travel demand. VMT is a weighted measure of travel, and it is
calculated by multiplying the number of vehicles on a roadway segment by its length. To
estimate VMT for an individual roadway element (such as the interstate system) or for
individual areas (such as a parish), the vehiclaniles for that element or area are simply added
up.

A Congestion - Congestion describes the relationship between roadway supply ardémand.
When demand exceeds supply, traffic slows and sometimes stops altogether. The volume
(demand) to capacity (supply) ratio is a common measure of congestion for individual roadway
segments.

There are two types of roadway congestion. The routine conggon that occurs on a regular, predictable
basis is the type of congestion that the study team describes and measure here. The type of congestion
that is caused by accidents and incidents is unpredictable and is very difficult to forecast. For that
reason, it is recognized, but not reported in this document

Levels of congestion are likely to increase beteen current conditions and 2044without some
combination of policies and investments to manage demand, provide additional transportation options
and provide additional capacity.SeeFigure 2-18. The locations of congestion will extend outward, away
from urban centers, towards developindgocations. This is especially true of the interstate system. It Wi
also spread in terms of time increasing beyond the peak houts the shoulders of the peak. These
possible outcomes provide a justification for planners and decisiecmakers to identify areasonable
combination of longrange operations, policy and capacity recommendations that are consistent with
the objectives of the State Rail Plan and the Statewide Transportation Plan
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Figure 218: Estimated 2044 Volume to Capacity Ratios on Istana Roads
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Source: Louisiana Statewide Transportation Plan December 2015

2.2.6.2  Airport Congestion Trends

The effectiveness of an airport or an airport system is commonly measured in terms of its capacity.

7EEI A OEAOA AOA 1 AT U bi OAT OEAI 1 AOOEAO OEAO AAT AA
i1T0600 AiiiiTTiu AAAADPOAA (1AAID OOEet tke@emand ofdic@itEandingA S O 1 O/
AT A OAEEI C T £& A£OI i OEAO AEODPI 008 ' AT AOCAIT U AAEET A/
AAAEI EOEAOS j EB8A8h OOT xAUOh OAGExAUOH veA@lEBe®f AAET EOL

aircraft traffic (demand) within a specified time period.
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Currently, the standard measurement for airport capacity is Annual Service Volume (ASV), a metric

established by the Federal Aviation Administration (FAA) representing the annual leVef aircraft

operations (defined as a takeoff or a landing) that an airport can accommodate without imposing an

unreasonable amount of delay on those operations. The ASV represents a theoretical maximum

operations level for an airport, beyond which aircaft delays become unreasonable. The ASV also serves

A0 A AAT AEI AOE &£ O AEODPI OO0 Pl ATTEIT¢C8 &!'! COEAAI ET AC
ART AT ATAADPAAEOU OAOEIT j OEA PAOAAT O T &£ A1l AEODPI 0060
operations) reaches 60%, e airport should begin planning for capacity enhancements. When that

AEODPT 0060 AAI AT ATAAPAAEOU OAOET EO AO ynbh OEA AEOE
following these guidelines, the airport will ideally never reach a 100% demand/capagitratio since

those improvements should be in place by that point. It should be noted that these are general

guidelines and conditions at individual airports may warrant different or no action based on

achievement on these triggers.

The principal benefit of this metric is to help recognize that as airfield demand levels reach and exceed
the ASV, individual aircraft delays will increase and result in overall airport congestion and operational
inefficiencies. As air traffic levels grow over time, significargtrains on capacity may also be realized by
airport systems at all levels. As such, the key to keeping pace with future demand is by plamgnior
capacity challengesFor an airport system, capacity is a critical system performance metric since
adequatelyaccommodating aircraft operational demands is vital to establishing the adequacy of the
overall airport system. As airports reach key benchmarks in terms of demand/capacity ratios, delay and
congestion increase exponentially. Facility and capacity enhanoent projects become necessary, or at
least desirable, at capacity constrained airports. Capacity enhancement projects typically include
runway improvements, taxiway improvements, NAVAID improvements, or other facility improvements.
This assessmentof LOE OEAT A6 O AEODBI OO0 OUOOAI AAPAAEOU AgAIi ET A
accommodate aircraft operations over the planning period. This assessment did not examine any
congestion issues related to aircraft storage, or any larside constraints, suchas terminal buildings or
ground access.

Assessing Airfield Capacity

4EA AOOAOGOI AT O T &£/ ,1 OEOEAT AGO AEOAZEAI A AAPAAEOU E
Circular 150/5060-5, Airport Capacity and Delaydetails the procedure for determining the ASV for an
airport. The process is based on the runway configuration of the airport and the mix of aircraft using the
airport on an annual basis. For the most basic airport configuration, a single runway, the AS\230,000
annual operations for typical aircraft mixes. Airports with multiple runways have equal or higher ASVs.
No airport in Louisiana currently exceeds or is projected to exceed 230,000 annual operations during
the 30-year planning period, so congesbn is not an issue for the system. However, a small number of
airports are forecast in theLouisiana Airport System Plan I(ASB to exceed 138,000 annual operations,
which is 60% of the ASV and is the point at which FAA guidelines suggest planning showdib to
address future congestion issuesTable 2-39 lists these airports, and their forecasted operations in
2043.
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Table 239: Louisiana Airports Exceeding 60% Demand/Capacity Ratios by 2043

Airport 2043 Aircraft
Operations

Associated City

Abbeville Abbeville Chris Crusta Memorial 156,959
Houma HoumaTerrebonne 151,327
Patterson Harry P. Williams Memorial 173,218
Ruston Ruston Regional 147,492
Slidell Slidell 185,223

With the exception of HoumaTerrebonne Airport, all of these airports aresingle runway airports.
HoumaTerrebonne Airport has a pair of crossing runways, which gives it the same ASV as the other
airports.

All five airports are projected in the Louisiana Airport System Plan to exceed the 60% demand/capacity
planning threshold in 2043. Assuming that no capacity enhancements have been made to these airports
in the previous 30 years, it would be prudent for these airports to begin looking at ways to address their
expected capacity issues. It should be noted that an airport mastelan for these airports, which uses a
20-year forecast period, will address any ASV capacity issues. Airport master plans develop the
preferred forecast used by the FAA to validate purpose and need for airport capacity improvements.
With that said, SlidellAirport is projected to cross the 60% threshold in 2033 and is likely to hit the 80%
demand/capacity threshold in 2043. The FAA recommends implementing capacity enhancement
projects when an airport reaches the 80% threshold. Therefore, if the forecastascurate, Slidell Airport
should expect to plan for, and implement, capacity enhancement plans by the end of they&ar

planning period.

Summary
, I OEOEAT AGO AEODPI OO OUOOAI AOOOAT Ol U AT AO 110 EAOA
fuurealOEAOQOET T AAOEOEOU AT 110 OEI x ATU 1T &£ ,1 OEOEAT A8O

I OAO OEA TA@O om UAAOOG8 (1 xAOAOh EEOA 1 mly | OEOEAT A&
reaching demand/capacityplanning thresholds by the end othe planning period, assuming no capacity
enhancement projects are undertaken during the 3§ear forecast period. FAA guidelines suggest that

these airports should begin making plans to address future capacity constraints, and, if additional

demand/capaciy thresholds are crossed, implement those plans. A significant move in this direction is

the construction of the new terminal at the Louis Armstrong International Airport (MSY) located in

Kenner Louisiana, just outside of New Orleans. In 2011, thétew Odeans Mayor Mitchell Landrieu

charged the New Orleans Aviation Board with researching different possibilities for upgrading MSY. In

2013, the airport chosefrom an array of aternatives to have a new terminabuilt on its north side.

Construction started in 2016. The facility was supposed to come online in May of 2018, but its final

opening date was November 2019 due to construction delays. Cost overruns raised the price of the

completed project from $650 milion to over $1.2 billion. The new airport offers much more parking

space, three concourses, 35 gates, expedited TSA screening, and a wide variety of cultural amenities

OAEI T OAA O1 . Ax /Ol AAT 68 O1T ENOA OAPOOAGtHEF 1T &£ O Al T A
economicdevelopment in the Kenneraredd T A OT ET AOAAOA . Ax |/ Ol AAT 08 OOA«

2.2.7 Land Use Trends

Land uses in Louisiana have been relatively stable for decades. The statewide land uses are represented
in Figure 2-19. Much of the stae is rural, with most land being considered cropland, forest and
wetlands. Though smaller than before Hurricane Katrina hit the Gulf Coast and rising water levels
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estimate of just over 423,656 in 2019, down from 469,000 in 2003. Mg New Orleans residents

displaced fromtheir homes by the floodwaters found their way to Baton Rouge area, whose population

swelled as a result. In 2000, the Baton Rouge Standavtétropolitan Area, comprised of nine parishes,

had a population of almost 706,000. By 2018, the population had risen to just over 831,310. While New
Orleans is well served by Amtrak, Baton Rouge has no passenger rail service.

Manufacturing is concentratel in the New OrleansBaton Rouge corridor, generally following the
Mississippi River. Union Pacific Railroad and the Kansas City Southern Railway both serve shippers in
this corridor. Oil and gas production are heaviest closest to the Gulf Coast. The nra@rine port
complex in Louisiana is in New Orleans and is served by all six Class | railroads in Louisiana.

Figure 219: Current Land Uses in Louisiana
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2.3 Rail Service Needs and Opportunities

This section identifies the needs and opportunities for freight and passenger rail in Louisiana. Specific
projects relative to these needs and opportunities are summarized in Chapter 5. A brief discussion of the
challenges in funding the improvements concdes the chapter.

2.3.1 Freight Rail Services

2.3.1.1 Corridor Initiatives

The Panama Canal expansion project reached completion in 2016, resulting in new shipping patterns
and additional opportunities for a number of Gulf Coast and East Coast ports. Because of inseea
international intermodal traffic from the Panama Canal expansiorGulf Coast ports have been deepening
harbors and constructing or expanding ordock rail facilities to accommodate the larger intermodal
ships and to unload and transport the internationhcontainers from the ports to inland intermodal
facilities across North America for local distribution.
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Relevant to Louisiana, the Port of New Orleans is addressing the increased traffic in containers, many of
which are moved through the state via the I&ss | railroad network. In August 2018, the Army Corps of
Engineers signed off on dredging the Mississippi River to a 6ot depth from the mouth of the river to

the Port of Baton Rouge to accommodate ship traffic from the Panama Canal expansion. Dredged
material will be recycled as approximately 1,462 acres of sustainable wetlands.

The port of New Orleans has acquired two new 10fbot gauge gantry cranes at the Napoleon Avenue
container terminal to service wider ships coming through the canal. The port is also making the
necessary rail expansions to accommodate the new cranes. Thepiion Avenue terminal is the only
international trading container terminal in Louisiana. Additionally, the port is seeking to build a second
international container facility downriver in St. Bernard Parishto fully accommodate postPanamax
container shipping. Many of these ships cannot reach the Napoleon Avenue container terminal upriver
from the Crescent City Connection Mississippi River Bridge, which does not have a high enough air draft
for them to clear. All the Class | railroads have foreseen this i@@ase in intermodal traffic between the

Gulf Coast ports and Miwest destinationsand have sought major efficiency and productivity
improvements to ensure that primary intermodal routes can accommodate doubistack container

trains.

Several major rail irtermodal corridors pass through Louisiana and the improvements completed and
planned for each are described below.

NS Crescent Corridor

The NS Crescent Corridor is a $25 billion, 1&ate, and 2,506mile network designed principally for
intermodal traffic between Newark, New Jerselemphis, Tennessee, and New Orleans. The corridor
became operational in 2013. It enters southeastern Louisiana and passes through Pearl River and Slidell
on its way to New OrleansFigure 2-20 shows the corridor route.
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Figure 220: NS Crescent Corridor
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The primary function of this NS initiative, in conjunction with KCS, is to provide truckompetitive service

in more than 30 new intermodal lanes along the Crescent Corridor linking the Northeast arf@butheast
with Texas and Mexico. Faster transit times and new terminals (Birmingham, Alabama; Greencastle,
Pennsylvania; and Rossville, Tennessee) are hallmarks of the fully operational Crescent Corridor. The NS
service offerings in the coridor are listed in Figure 2-21.
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Figure 221: NS Crescent Corridor Intermodal Lanes, 2013
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Source: Norfolk Southern

KCS Meridian Speedway

The KCS Meridian Speedway is an easest corridor between Shreveport, Louisiana, and Meridian,
Mississippi, and provides a transcorihental link for rail traffic between the Southeast and Southwest.
The 320-mile corridor represents a joint venture established between Kansas City Southern (the
operator of the line) and NS (the primary source of traffic for the line) in 2005. It has beenperpetual
recipient of capital investments to derease transit times andncreasecapacity on the mostly single
track line, including a major capacity upgrade of the KCS Deramus Yard at Shreveport. Since the
completion of the first round of improvements approximately 45 trains per day traverse the line. It
connects with the Crescent Corridor at Meridian, thus expanding the reach and utility of the Speedway.
Figure 2-21 shows the corridor route, running eastwest from Meridian to Shreveport. In 2016, the
KCSNS operation did major upgrades in the Vicksburg and Meridian portions of the route.

Y/ {Qa b! C¢! | AIKgl é

The KCS main line running through western Louisiana just east of the Texas state line provides a

connection to the Texas gateways of Houston anéitedo as well as northern Mexico. The line through

, T OEOEAT A EO PAOO T &£ +#360 .! &4! 2AEI xAU 3UOOAI AT 2
Trade Agreement, which was signed by the U.S., Mexico, and Canada in 1994. KCS is owner of various

rail lines in Mexico running south from Nuevo Laredo to Monterrey, the Port of Lazaro Cardenas on

-AQEAT 60 OAAEZEA #1 AOOh AT A Al O O -A@EAT #EOU8 ++4
City, an international Class | carrier that expands the reactf the NAFTA Railway into the northern U.S.

and Canada. Thus, the Louisiana line is a central segment to a rail system joining the three national

economies. Furthermore, it provides shippers in Louisiana with access to Midwestern markets. It is

shown in Figure 2-22, running north-south from Kansas City to Mexico City. Recent trade tensions

regarding NAFTA have been a cause for concern for KCS, but the company has expressed confidence in

the maintenance of its trade volumes.
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Figure 222: KCS Meridian Speedwand NAFTA Highway
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Source: Kansas City Southern Railway, with modifications by CDM Smith.

Other Corridors
There are several other major corridors serving the state, in addition to the higher profile initiatives
noted above. These are:

A BNSF/UP JointTrackage z BNSF and UP jointly own and operate the former Southern Pacific

2AEI OT AAGO 301 0A0 ,ET A AAOxAAT "vwAGkiéahsl Thdine , AE A

provides carriers a joint facility for handling transcontinental traffic that is interchanged in New
Orleans to NS and CSXT, as well as traffic going to and from the marine port facilities in New
Orleans.

A 508 0 , AE Aivaenig -Aén Olléans Route z This route provides UP with an alternative to
the BNSF/UP Joint Trackage for its traffic goinig and from eastern railroad interchanges and
marine port facilities in New Orleans.

A #.60 . Ax-ChicagoXdriid@ z The line is the route of the historic érmer lllinois
Central Railroadand provides the most direct northsouth link between upper Midwestern
markets and New Orleans.

A 5080 . Ax-Litt®RodkAGhiGago Corridor z Likewise, this line provides UP linkage
between New Orleans and upper Midwestern markets.

A #384380 ' OIlz&EhetCBXT GHADaSt main line runs east from New Orleans to Atlanta,
Georgia, to Northeastern and Mid Atlantic markets, and to Florida. New Orleans provides an
interchange for CSXT to western carriers UP and BNSF. This route running east from New
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Orleansthrough Mississippi suffered extensive damageuding Hurricane Katrina in 2005 but
has since been rebuilt.

Corridor Initiative Summary

4EAR OEOAA T AET O AT OOEAT O ET EOEAQOEOAO DOl £EI AA AAT OF
location and crucid role in hosting transportation in the global marketplace, as well as the positive

impacts that will benefit the state as a result. Each of these corridors originates within or travels through

Louisiana and will offer expanded freight capacity and intermdal double-stack capability for shippers.

The importance of these three corridors to Louisiana lies with growth in the movement of containerized

CITAO ET DAOOEAOI AO AT A AOT AAAO |1 AOEAOAAEI EOU 1T £ OE
conditions would appear to augur well for present economic activity and future economic development

in the state. The Class | railroads anticipate that the other five corridors noted above will continue to see

increases in rail traffic and will receive investmat commensurate with that growth.

2.3.1.2 Class | Market Strategies

Oil and Gas Production

Traditionally, Louisiana has relied on the refining of its abundant crude oil reserves into gasoline to
power its economy. This has made the economy vulnerable at times to fluctuations in threarket price

of oil. Figure 2-23 shows the relative prominence of the oil and gas industry in Louisiana relative to
other industries by state GDP in terms of location quotient (LQ) sincéé year 2000. The LQ shows the
concentration of a given industry in a region (in this case a state) compared to thest of the nation.
Figure 2-24 shows the employment concentrations of the three highest Louisiana industry GDPs by LQ
for 2017, mining andoil & gas extraction, manufacturing, and construction, in geographic relation to the
Louisiana rail network
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Fgure 223 Louisiana Industry GDP 202D18 by Location Quotient

SAGDP2N Gross domestic product (GDP) by state 1/

SAGOP2N Gross domestic product (GOP ) by state 1/
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Figure 224: Employment Concentrations in Louisiana (Mining and Oil & Gas Extraction,

Manufacturing, Construction)
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base, if the LQ is shown to be declining, as is tbase with oil and gas extraction in Louisiana iGhart 1,
then that industry is jeopardizing the economy. Louisiana has 18 refineries which can develop over 3
million barrels of crude into petroleum products per day. As of January 20186 of these were

operational. Se€eTable 2-40.
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Table 240. Operational Louisiana Refineries as of January 2018

Refinery Location Barrels/day
Alon Refining Krotz Springs, St. Landry Parish 80,000
Calcasieu Refining Lake Charles, Calcasieu Parish 125,000
CalumetLubricants Cotton Valley, Webster Parish 13,020
Calumet Lubricants Princeton, Bossier Parish 8,300
Calumet Shreveport Shreveport, Caddo Parish 57,000
Chalmette Refining, LLC Chalmette, St. Bernard Parish 190,000
Citgo Petroleum Lake Charles, Calcasidarish 418,000
ExxonMobil Baton Rouge, East Baton Rouge Parish 502,500
Marathon Petroleum Garyville, St. John the Baptist Parish 556,000
Phillips 66 Westlake, Calcasieu Parish 260,000
Phillips 66 Belle Chasse, Plaquemines Paris 249,700
Placid RefiningCo Port Allen, West Baton Rouge Parish 75,000
Shell Oil Company Norco, St. Charles Parish 218,200
Shell Oil Company Convent, St. James Parish 210,000
Valero Refining Co Norco, St. Charles Parish 215,000
Valero Refining Co Meraux, St. Bernard Parish 125,000

3,302,720

Sourcehttp://www.Imoga.com/industrysectors/6 ¢ NEFA Y SNA S&£ 0

Figure 2-25 shows that many of these 16 refineries are clustered within what is known as the Baton
RougeNew Orleans petrochemical corridor, running from East Baton Rouge to Plaguemines Parish.
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Figure 225 The Baton Roug®&lew OrleansPlaquemines Petrochemical Cator
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Of course, oil can also be delivered via rail from various source areas, including Permian Basin in West
Texas via BNSF andP. Newt AE ZOAAOOOET Qng)@AdAdtizontdl drilfing haveEauded 6

a boom in Texas production. For example, by the end of 2014 oil production in the Permian Basin
totaled 1.4 million barrels, up from 800,000 barrels in 2007, according to the).S. Energy Information
Administration. By 2018 this had increased to almost 4 million barrels per day, up from 1.4 million per
day in 2014.

Chemicals
Louisiana ranks second in the nation in the primary production of chemicals. More than 100 major o
AEAI EAAT Dl AT 6O AOA 11 AAOGAA ET OEA OOAOA DPOI ABAET C

plastics, plus the feedstocks (chemical precursors to industrial chemicals) for a wide array of other
products. Most of these products and raw feediscks are also transported by the Class | railroads in the
state. Recent advances in the technologies of horizontal drilling and hydraulic fracturing have

contributed to a renaissance in chemical manufacturing in the state. These technologies have comdline
with new discoveries of abundant natural gas supplies in the Louisiana portions of the Haynesville Shale,
Austin Chalk, and the Tuscaloosa Marine Shale to make the state among the top producers of natural gas
in the nation, even during a slump in oil andjas employment in the stateThis surplus of natural gas is
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being used by a multitude of new (since 2011) petrochemical companies in the state to produce
feedstocks.

'l OET OGCE OEA ' Ol £ # I-duGpmr toBhk Eadé bbdBubt Byhakic and OE T A
macroeconomic forces that negatively affect LNGhis sector provides a good example of the type of
value-added manufacturingbased development that is really what the region, and the US needs. LNG
provides the basis for a longierm regional industrial revival, particularly in Louisiana where LNG is a
key feedstock to the growing petrochemical industry.

According to the American Chemical Council (ACC), LNG is fueling an industrial renaissance in south

Louisiana with over $47B being committed for indstrial plant expansions or new builds, principally in

the petrochemical and fertilizer sectors. Collectively, the state is seeing over $80B being committed for

LNG related projects in all categorie T AAAEOQET T O1 , 1 OEOEAT Apdded#rE AT EAO/
under construction LNG export facilities, the ACC lists 274 announced projects related to gtele oil

and natural gas boomt is estimated that once new projects come online by 2023, they could account

£l 0O OAwc" ET ET AOATAIGAO MIP BICH GG GA0 AR TUA Ok ThAtin AEOAAO
an estimated 665,000 indirect industry related jobs.Of these investments, twethirds are in bulk

petrochemicals and plastic resins, and Louisiana is sharing in this market growth with the adiit of 26

chemical industry relatedprojects. This is good news for Louisiana and the US Gulf.

More recent industrial chemical developments and expansions include the following:

A In 2015, Formosa Petrochemical Corporation of Taiwan announced that it woulslild a $9.4
billion ethane cracker (a facility which splits the chemical component ethane off of the natural
gas molecule) as part of a larger petrochemical development plant in St. James Parish to produce
ethylene, propylene, ethylene glycol, and otherglymers;

A New Jerseybased Honeywell completed a $300 million automotive air conditioning coolant
plant in Ascension Parish in 2017In 2018 Westlake Chemical Corporation of Houston
announced a $140 million expansion of its polyvinyl chloride operations iGeismar in
Ascension Parish;

A 3EET OAAE , 1 OEOEAT A |, , #h x E-EtduEhemital Go. LAl GrAnduadedE A OU 1
in 2018 that it would invest $1.49 billion in a chloralkali and vinyl chloride factory in Iberville
Parish as well as an expansioaf a polyvinyl chloride facility in Plaquemines Parish.

Wood Products

Louisiana has more than 13.9 million acres of forests, including pine, oak, gum, and cypress.
Approximately one billion board feet of timber and 3.6 million cords of pulpwood are cut annually to
support a variety of forestrelated industries including Kraft paper and finepaper mills, plywood and
particle board plants, furniture and flooring manufacturers, pulp mills, liner board and containerboard
factories, and paper bag plants.

Agriculture and Food Processing

Louisiana is among the top 10 states in theroduction of sugar cane (second), sweet potatoes (second),
rice (third), and cotton (fifth). It is also a major producer of beef cattle. Louisiana is the sole source of the
Tabasco pepper prized as a condiment around the world and is also the sole souné@erique tobacco
which is widely used as flavoring with other tobaccos. The state's huge agricultural production supports
more than a dozen rice mills, seven sugar refineries plus nearly two dozen other sugatated facilities,
and a number of canning [ants, cotton gins, and meat packaging plants. Due to the export of many of
these agriculture and food products, the Class | railroads carry much of this product to Louisiana ports
for forwarding to the global market.
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Port Connectivity

There are 15 railserved ports in Louisiana and several others that lie close enough to elements of the
state rail system that they could easily be reached if the need were to ari§eeFigure 2-26 and
Appendix | for more information. There are six deepwater ports, which ae:

A Plagquemines Parish

St. Bernard

Port of New Orleans

Port of South Louisiana

Port of Baton Rouge

Port of Lake Charles

e are nine inland/coastal ports, which are:

Port Manchac

Greater Ouachita Port

Port of Morgan City

Port of West St. Mary

Port of Iberia

Natchitoches Parish Port

CaddoBossier Port

Lake Providence Port

Madison Parish Port

> > > >
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-
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Figure 226: Port and Port Connectivity
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At the Port of Baton Rouge, Union Pacific is investing over $20 million to increase the lengths of trains
for port shipping from 45 cars to 80 cars. This is part of almost $60 million in infrastructure investments
at the port to make it easier to ship comradities including grain, corn, and soybeans, especially when
the level of the Mississippi River is too high or too low

By far, the largest rail served port in Louisiana is the Port of New Orleans. The port handles a plethora of
consumer and manufacturedgoods, natural rubber, steel, coffee, and wood products. It is the only such
marine facility in the U.S. to have access to six Class | railroads, and is also served bfotiteocean

carrier alliances, and over 25 breakbulk and heawijft carriers. The Poit of New Orleans also utilizes &
barge linesand 75 truck lines. Neutral access for the Class | railroads is provided by the NOPB.
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For decades, the US Department of Transportation through the United States Maritime Administration
has been promoting Contaer on Barge (COB) services by funding select maritime projects that would
highlight the inherent advantages of this unique type of waterborne transportation. UNOTI first started
our research into this mode in 2009 2010 by conducting a field investigatbon from New Orleans up the
Mississippi River to roughly Lock 27, just north of St. Louis. At that time, there were no COB services on
the Mississippi, but by 2016 MARAD funded a small demonstration project for $175 million
incorporating Memphis, the Port ¢ Baton Rouge and the Port of New Orleans. This project showed how
a unique combination of ports, lowtech transportation, a willing shipper (Seacor AMH) and an emerging
commodity (PVC resins) could make COB viable. This service showcases the possitslitieCOB but it
remains a valuable yet niche transport demonstration.

The COB project functions by Seacor AMH repositioning empty containers from their Memphis

I PAOAGETT Al xT O1 OEA 0100 1T &£ "AOIT 21 O0cAartPvoi 00 !
resins, manufactured by chemical plants along the Mississippi River between Baton Rouge and New

Orleans, for export from the Port of New Orleans. Petrochemical plants send trucks to the Baton Rouge

container yard on the Port Allen Canal where theyra collected for stuffing then loaded onto barges for

export from the Port of New Orleans. Existing volumes are between 250 to 260 boxes per week with

expectations of 300 to 400 boxes per week in 2019. Each container moved by COB is one less moved by

truck and the success of the program to date has encouraged Seacor to consider expanding the service

as far north as St. Louis.

A recent development may induce more users of COB. American Patriot Holdings, LLC has been
promoting Container-on- Vessel, a revolutbnary possibility for inland maritime transportation. The
concept is similar to Containeron-Barge, but uses a new faster, wakieee vessel rather than the
conventional barge. However, there is still skepticism among the inland maritime users since theopf
of concept vessel has yet to be built or tested.

Opportunities Arising from Structural Changes
Structural changes in goods movement globally affect Louisiana ports. How Louisiana ports respond to
changes will affect connecting rail import/export movenents. Four factors on which Class | strategic
planners have been focusing are noted below.
A Panama Canal Expansionz A major driver in reshaping rail traffic patterns almost certainly is
the expansion of the Panama Canal. As noted above, the Class | railsp particularly NS and
CSXT, have been making corridor improvements in anticipation of new traffic coming to East
Coast and Gulf ports as a result of this investment.
A All-water Suez Canal Route z Another factor is shifts in manufacturing to south Asiaor which
the shortest and fastest routes to U.S. markets will be through the Suez Canal, which was
expanded to two parallel canals in 2016, to East Coast and Gulf ports.
A Free Trade Agreements and the Trade War z Fallout from the trade war between China and
the U.S. has impinged on the flow of commerce for rail in the U.S. Freight volumes are down for
the second half of 2019 due to the trade war and associated slowing global economy
A Four Corners Approach z The traditional pattern of shippers relying on the Port of Los Angeles
and the Port of Long Beach, otherwise known as the San Pedro Bay Ports (SPBP), to handle the
majority of their Asian/U.S. imports and exports has changed in the last decade. Owingtut
disruptions in 2002, 2004 and 2005, and 2012, shippers have sought alternative port gateways
£l O EAT Al ET ¢ OEAEO ET OAOT AOGET T Al OOAAA 11 OAI AT O
AT OT A0OO APpPOi AAE6 O1 AEOA OOEfmeir contailer tadeGnfough £/ EAT A
the SPBP. This approach uses ports in the Pacific Northwest, the Atlantic East Coast, and the Gulf
of Mexico to complement flows through SPBP.
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The forces shaping the future of port activity that are external to Louisianaave implications for the

OOAOAB8O PTI OO AT A OAlI AGAA OAEI OUOOAI AAI AT A8 4EA 0/
of an allwater route via the Suez Canal will affect future port and international rail traffic patterns.

Shifts in geography of gatway port use, whether tied to risk reduction, cost reduction, or operational

changes on the part of shippers, will affect state rail system demand. Institutional influences such as the

trade war restricting traditional markets for trade will also influence future port cargo volumes.

Market Strategies Summary

Class | railroads are well aware of market opportunities, such as the examples cited above. Agpfafit

businesses, they can be counted on to make the most of any such opportunities. In regard &cHic

commodities, the most dynamic movement is plastic resin production from the increase in Louisiana
TAOOOAT GCAO AEOAABEI GCh AZETAEI ¢ EOO xAU O Agpbi 00 £OI
significantly since 2011 and it is on a rapid growh trajectory.

Structural changes with regard to global traffic movements bear import to Gulf ports and the railroads

serving those ports. Oftdiscussed are the implications of ongoing Panama Canal expansion, but

restricted north-south flows, triggered bythe trade war, do not hold promise for increasing raiborne

traffic going to and from Gulf ports.

2.3.1.3  Main Line Capacity Constraint: New Orleans

According to theNational Rail Freight Infrastructure Capacity and Investment Stydite only major main
line capacity constraint in Louisiana is in New Orleans. The study rated the rail plant in New Orleans as
near capacity, viz., heavy train flow with moderate capacity to accommodate maintenance and recover
from incidents. Without improvement, the strain on capady will result in slower interchanges between
eastern and western carriers. Impacts to motor and emergency vehicle traffic attempting to cross rail
lines clogged with trains will worsen as well.

To be sure, the issue has been well recognized for yearsthg Class | railroads that interchange traffic

in New Orleans. In response to the challenges of moving rail freight, a major capacity enhancement
initiative has been developed and is described below.

2.3.1.4 Other Class | Needs

Class | railroads have needs to irest substantial amounts of capital into their infrastructure to ensure
their capability to move their customers goods efficiently and reliably. Class | railroads typically fund
these improvement programs through their internal cash flows. As private entenses, they can also
borrow funds or issue stock to raise the capital for improvementsThe completion of the Positive Train
Control implementation should free up additional Class | capital to fund other improvements.

2.3.1.5 Short Line Needs

Short line railroads often require some form of public or outside assistance to fund major infrastructure
and capacity improvements. A challenge facing short line railroads in Louisiana is the need to upgrade
infrastructure for handling heavier railcars with maximum allowable gross weights of 286,000 pounds
(up from previous standards of 263,000 and 268,00{pound loaded cars).

2.3.1.6  Safety Enhancement

According to FRA rail safety statistics presented Section 22 railroad incidents and accidents for the 10
years between 2002 and 2011 declined by a third. The downward trend occurred in all three kinds of
reportable incidents: train accidents, highwayrail accidents, and other incidents involving train

accidents or crossing incidents that cause physical harm ®A OOT 1 68 , 1 OEOEAT A8 O AGDPAC
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acrossthe-board decline in FRA reportable incidents mirrors that of the nationwide trends as a whole.
Continued investment by theLADOTDand railroads in crossing safety is a continuing need for
Louisiana.

2.3.1.7 PositiveTrain Control Implementation

Federal legislation enumerated in the Rail Safety Improvement Act of 2008 mandates that Positive Train
Control (PTC) systems be implemented over a substantial portion of the U.S. rail network by December
31, 2015. According tahe Federal Railroad Administration (FRA), lines requiring PTC installation are
those carrying 5 million gross tons or more annually (most Class | main lines) that handle any
poisonous-inhalation-hazardous materials (some of which are manufactured in Lou&na), and any
railroad main lines over which regularly scheduled intercity passenger or commuter rail services are
operated. Once complete, FRA estimates that approximately 70,000 miles of track will be equipped with
PTC. In 2015 Congress extended the d#lane for full implementation of PTC to 2020. This included a
two-year testing period after 2018. As of July 1st 2019, the Class | railroads were on schedule to meet
this deadline, according to the AAR.

PTC technology can prevent traifio-train collisions, overspeed derailments by enforcing speed limits,
unauthorized incursions by trains into established work zones (thus eliminating casualties or injuries to
roadway workers), and movement of a train through a switch left in the incorrect position. Legidi@n
requires that PTC be adapted to mitigate the foregoing conditions, and that such systems be
interoperable with all railroad operators on each corridor.

PTC is a proactive system of signal enforcement that stops a train before a potential collisioraocident
occurs. PTC systems may be quite different in sophistication and complexity, depending on the level of
automation and functionality, the system architecture, the wayside system upon which the PTC system
is based, and the degree of train controh&at the system can assume.

PTC uses digital communications systems, global positioning system (GPS) technology, antaard
computers with track databases to continuously monitor train location and speed. PTC is integrated
with railroad dispatching systems to manage train traffic.

The regulatory criteria for PTC installation applies to most of the Class | railroad miles in Louisiana. As
of 2019, PTC technology was installed on 100% of Class | engines, all wayside units and radio towers
were in place, anl all needed rail employees had been trained in the systeiMinety-one percentof
required route-miles were operating under PTC.

2.3.2 Passenger Rail Services

2.3.2.1 Intercity Improvements

7EQOE , 1 OEOEAT A0 AAT OOAT 11T AAOQEIT T Aredtiig@Qub@edl ' Ol £ #1
and water transportation, Louisiana is also the hub for all of the proposed legs of the Gulf Coast High

Speed Rail Corridor:

A Mobile z New Orleans

Atlanta z Meridian z New Orleans

Houstonz Lake Charlesg Baton Rougez New Orleans

Memphis z Jacksorg New Orleans(Feeder Route)

> > >
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All connect in the hub of New Orleans, Louisiana. In addition, there are concepts studied for routes
linking Shreveport with Dallas to the west and Meridian to the east. Another potential would be to link
Shreveport with Baton Rouge and New Orleans.

4EA OOAOABO AAT OOAI 11T AAOCEIT AOET CO AT OE 1 BDI 0OC
opportunity is the growth in travel demand. The increase in shortistance travel demand (trips less

than 600 miles) is being influenced by growth along the GiuCoast, an emerging megaregion. A
megaregion is a network of metropolitan areas linked by geography, settlement patterns, shared
environment, infrastructure systems, economics and trade, shared culture and history. Southern and
Central Louisiana lie within the Gulf Coast Megaregion, which stretches from Brownsville, TX to
Pensacola, FL as shown fRigure 2-26. According to the 2006America 20500A BT OOh 11 600 T £ OE
population and economic expansion is expected to occur in the emerging megaregiofisis increased

traffic will strain existing infrastructure beyond capacity and require additional capacity and travel

options in order to avoid gridlock.

0T EC

Figure 227: Megaregions of the United States in 2050
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marketplace will deteriorate and the costs for bugess, manufacturing and trade will increase. These

changes will hinder growth and possibly divert economic activity to other regions. Intercity passenger
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options. Intercity passenger rail is most competitive in corridors of 100 to 600 miles that link major
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cities with frequent service while connecting with other transportation modes. The Gulf Coast High
Speed Rail corridor serves such major city pairs.

Ove the past decade Louisiana and the Southern Rail Commission have undertaken severalepth
studies of potential rail passenger corridors.

Southern Rail Commission

Working to begin to address this challenge and opportunity is the Southern Rail Commissi(SRC)
formerly the Southern High-Speed Rail Commission (SHSRC), which has developed a strong working
relationship among its members:Mississippi, Louisiana and Alabama. Texas and Georgia are also
potential corridor partners. The Commission members workig together have already accomplished key
service experiments (i.e.Gulf Coast Limitel] although they were shortlived, and have worked to lay the
foundation for future service. With that focus they are in the process of systematically developing plans
for the Gulf Coast HigfsSpeed Rail Corridor stretching from Atlanta to New Orleans, New Orleans to
Baton Rouge and Houston with a leg from New Orleans to Mobile. In addition, the SRC has continued to
focus on reinstating service between New Orleans to MobilandOrlando. The Gulf Coast Higispeed

Rail network, as it is envisioned, will provide a strong trunk system around which ancillary commuter
rail, feeder rail routes and connecting Thruway bus routes can be developed. This larger network will
help foster development,enhance transportation capacity and provide additional transportation
choices.

The Restoration Enhancement Grant was enabled by the Fast Act in 2015. It authorized funding over a 6
year period and most importantly a federal/local 80/20 match. The 20% loal match is the minimum.
Additional local or private funds help improve the public value of the requested federal investment.
Under this grant program in 2019, the Southern Rail Commission (SRC) received $4.4 million to fund
operating expenses for the fist year of service along the new Gulf Coast rail line and leverages
commitments of approximately $1.4 million from the states of Louisiana and MississippAdditionally,

in 2020 the SRC received $5.45 million for intercity passenger rail service with seasupported Amtrak
service from New Orleans, LA to Mobile, AL with six station stops in New Orleans, Bay St. Louis, Gulfport,
Biloxi, Pascagoula, and Mobile The service will provide two daily round trips. These awards follow a
recent $33 million federal grant award through the consolidated rail Infrastructure Safety and
Improvements Program to complete major infrastructure and capital improvements necessary for
service restoration.

Challenges for New Services

Expanding Louisiana rail passenger service faseeveral challenges. While New Orleans is the corridor
hub and will directly benefit from improved access, many of the origins or destinations are outside the
state of Louisiana. With the exception of Baton RougeNew Orleansthe only way to implement
additional rail passenger service along the Gulf Coast Higbpeed Rail Corridor is in partnership with
other states. Unlike other corridors where one state can be the dominant partner and through its
commitments and funding sources overcome the budget shdalls and issues of both itself and partner
states, the states of the Southern Rail Commission are truly interdependent. With one or two exceptions,
rail service cannot begin or continue without full funding support of all SRC member statéSurrently

the growth of rail freight traffic has resulted in the freight rail industry requiring some capacity
improvements for even one daily roundtrip. In addition, safety improvements represent a substantial
start-up cost.

These changes are occurring in an environment when state and local transportation budgets are in
substantial distress. States or local jurisdictions will be challenged to raise the required 20% match for
capital investments and especially challenged to idify long-term funding flows needed to cover yearly
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the states to develop and implement a single, nationwide standardized methodology for establishing and
allocating the capital and operating costs required in providing statsponsored intercity rail passenger

service.

Requirements for the federal funds are rigorous. Not only must prospective applicants have strong state
and regional plans, but the state ashregional priorities must be clearly delineated. They also must
demonstrate the ability to generate a flow of funding over time to maintain the service. Strong program
management must be shown and most importantly agreements with partner states, freighaiiroads and
other stakeholders must show a strong consensus regarding the importance of the proposed project.

Finally, Louisiana and its partner railroads must negotiate an agreement acceptable to the Federal
Railroad Administration (FRA) that defines peformance standards (i.e. schedules, etime
performance) and capacity utilization (balancing freight benefits and passenger rail benefits and
preserving some capacity constructed with public funds for future rail passenger service).

Station Needs

As notedin Section 21.2.3, Amtrak had identified needs for both ADAcompliance and a tte of good

repair at its sixstations in Louisiana.This finding was supported byLaDOTIB O ¢ mpyp OADT OO 11
station conditions.

Beyond such needs, many more are requd at NOUPT and the surrounding rail infrastructure, tvere
new passenger rail servicesnay be implemented connecting New Orleans with Baton Rouge with
commuter service; or with Meridian/Atlanta and Mobile to the east, Lake Charles and Houston to the
west, and Jackson and Memphis to the north. These improvements are outlthBy service corridor in
Chapter 3.

2.3.2.2 Hurricane Evacuation

In the aftermath of Hurricane Katring it became apparent that additional resources would be required

to fully evacuate lowlying areas in New Orleans, and that the local rail network offered a unique asset

that could be utilized. With the high percentage of residents not owning cars and with future city

rebuilding and growth supported with improved transit, the NOUPTthe Gateway Rdinetwork, and

AGEOOET ¢ OAEI DAOOAT CAO OAOI OOAARAOG AAAAI A Al AAAEOQEI
plans were tested in 2008 when Hurricane Gustav led to an evacuation of New Orleans.

One of the challenges of expanding the use of passenger rail for evacuation is the limited equipment
resources currently available in New Orleans. Thus, providing a readily available source of equipment
and staffing for hurricane evacuation trains becomea key benefit of the expanded rail passenger routes
outlined in Chapter 3. In planning for the implementation of new routes, the role of rail passenger
service in evacuation plans must be reflected in those plans and in capital investments. To meet this
criterion the new service must be robust and have the surge capacity, track capacity and reliability to
continue to operate as long as possible during the last stages of evacuation. Additional rail/highway
grade separations and fencing in New Orleans and gsiburbs and perhaps the passenger flyover at East
Bridge Junction would help achieve this goal.

2.3.2.3  Other Intercity Rail Opportunities

A concept that is the subject of continuing study is a Baton Roug@&lew Orleans intercity rail service.
LaDOTDhad originally identified the potential of a new passenger rail service to allow former residents
of New Orleans, who had been displaced by Hurricane Katrina in 2005 and had relocated to the Baton
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Rouge area, a means of commuting by rail to downtown New Orleans warinters. A 2010 plan for the
service is described in Chapter Ihe Regional Planning Commission in New Orleans, the Capital Region
Planning Commission in Baton Rouge, and the Baton Rouge Area Foundation are conducting an update
to that plan.

Itis likely that the sponsors of the service will be composed of the communities served. The route
involves the KCS line for most of the routeand has a terminus at NOUPT. An important part of the
service will be integration with local transit in New Orleans, needed tmove passengers from the train
to downtown work centers.

Another concept under study is service between Shreveport area and the Dallas area. More information
is provided in Chapter 3. Two studies of this concept are ongoing and am@sodiscussed in Chager 3. If
this service is built, a potential latter phase would be to link it to new service to Meridian, MS and the
Crescent Corridor. The Northwest Louisiana Council of Governments intends to study the feasibility of
lining Shreveport to Vicksburg, MS byntercity rail passenger service in 2014.

2.3.2.4  Multimodal Integration

The improved rail passenger route is but one part of the transportation product. A key facet is enabling

the passenger to reach their final destination in a convenient, timely manner. Thisquires the rail

OOAOGETT O1T AA i1 OA OEAT OEA CAOAxAU O OEA OOAEI N E
destination whether it is within the city, in the region or another intercity journey. Several Louisiana

stations are multimodal terminals.Located downtown they are within easy walking distance of nearby

destinations.

New Orleans Union Passenger Terminal offers traito-train connections and will be the future hub for
OEA 'Ol £ #1 AOGO #1 OOEAT 08 0 Omemikd off@ihgdnAettidns Jo iterEit) Al Ol
motor coach service. One Amtrak Thruway route to Baton Rge originates at the station.

Two stations, Lafayette and Lake Charles, are local transit centers offering connections with the local

transitbus network8 (AT T T T A T ££8AOO O 1 AAiI 16 OOAT OEO OAOOEAA
transit connections except taxis at the remaining stations. There is lortgrm parking at New Orleans

with three other stations offering on-site long-term parking. Three dhers offered longterm parking

nearby, and only New Iberia does not seem to have any lotgrm parking opportunities around the

station area.

The plans for the Gulf Coast High Speed Rail Corridor include initiatives to assure that the proposed
stations are Multimodal Gateways. Planning efforts undertaken as the corridor is being developed will
reinforce higher density walkable development around the station. The stations will be transit hubs, and
in some cases regional transportation hubs, thus allowingonvenient transfers that will take the
passengers to their final destination. A connection between the Kenner Station and the Louis Armstrong
New Orleans International Airport is planned. Some stations, located near Interstate highways will have
large parking lots and focus on the autdrain interface.

Finally, providing information to the perspective passenger about intermodal connections and how to

get from the train station to their final destination is almost as important as the physical connection

itself. Several states have taken advantage of stakeholder resources to develop a corps of station and on
board docents to aid and inform rail passengers of the station services available, taxis, local and regional
bus routes, state/city attractions, local/shops and restaurants.
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2.3.3 Rail Financial Needs

The development by Louisiana of a funding strategy to support rail transportation, whether commuter

rail, intercity passenger rail or freight rail, is the lynchpin for maintaining and expanding existing service

and initiating new service. This funding strategy can take many forms as demonstrated by the

experience in other states. The most consistent is a flow of funds for both operating and capital support

from a guaranteed source (a sales tax on fuel, or a genesales tax). One plan that has shown consistent

results is a freight tonmile fee. Tennessee, for example, charges railroads $0.4 for every tf freight

moved in the stateand uses the revenue for capital investment and maintenance of its short line sgst,

as well as other components of its overall intermodal capacity, as long as the investment can be shown

to remove freight from interstate highway trucking.) T ¢mp wh " AOOh " AOOU ©Q 3EIi 068
Cottone stated the U.S. Supreme Court did not grasertiorari in lllinois Central Railroad Co. v. Tennessee
discriminates against rail carriers in violation of the Railroad Revitalization and RegulatgrReform Act

of 1976. The lower courts ruled that the tax was constitutional, therefore, the tax stands.

)T GATAOAT h , 1 OEOEAT A0 #1 AOO ) OAEI ET AOAOOOOAOOOA
New Orleans Rail Gateway. That noted, LBGLOUE AT A6 O OET OO0 1 ET A OAEI 1 AOxI1 OE
with regard to upgrading lines to handle maximum loaded car weights of 286,000 pounds and relocating

lines outside of urbanized areas as with the New Orleans and Gulf Coast Railroad project.

At the same time, Louisiana has no dedicated funding source for rail improvements, either freight or

passenger. A dedicated fund, with the flexibility to direct grants or loans to strategic rail projects on a

statewide basis, would provide the state the maes and opportunity to address many of the issues noted

above over a reasonable period of time.
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Chapter 3. Proposed Passenger Rall
Improvements and Investments

3.1 Introduction

The purpose of this chapter is to describe the proposed improvements in Louisiana thaiudd expand
OEA OOAOAGO 1 EI EOAA DPAOOAT CAO OAEI T AOxT OEh 1T ETE 1/
mobility for Louisianans while lessening their dependence on the automobile.

Ridership in Louisiana increased after Hurricane Katrina and reded a highin 2012. However,

ridership in Louisiana has declined sinceSedrigure 3-1. Leadership and funding are critical issues for
Louisiana to maintain and expand its passenger rail service. Strong public support for the development
of Baton Rougez New Orleans intercity rail service was expressed in a 2019 poll by the SRC. The data
show that 85% of the respondents think it is very important or important to have an intercity rail

service between New Orleans and Baton Rouge. The poll also found that 68&d they would use the
train and more than 80% supported the state including passenger rail in the transportation options they
currently provide along with highways and airports.

Figure 31: Amtrak Ridership in Louisiana in the last 10 years
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Discussed below are the proposed intercity service, various intercity rail concepts, as well as station
improvement needs. Specific studies pertaining to each option are referenced. Where details exist, the
narrative for each option describes the corridr, the corridor development plans, stations and
equipment, capital costs, and other benefits of the service that were cited in the respective studies.
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3.2 Baton Rouge; New Orleans Intercity Service

In the aftermath of Hurricane Katrina, the loss of housinglaA OEA AEODBI AAAT AT O 1T £ . Ax
population to Baton Rouge and other cities along the Interstate 10 corridor changed regional travel

patterns. This resulted in the Baton Rouge. Ax / Ol AAT & AT OOEAT O AAAT T ET C 1
passenger rail pute. The need for multiple options for emergency evacuation also added to the

importance of this route. Reflecting this priority, the former Southern HigkSpeed Rail Commission (now

the Southern Rail Commission) obtained funding for an #depth study of the route (Baton Rouge New

Orleans Intercity Passenger Rail Service Development Plan, Volume I, Summary Hpoetmber 2010)

which was subsequently updated (at least in part) in both 2014 and in 2019.

The Baton Rouge New Orleans route is the eastersegment of the longer Gulf Coast HigBpeed Rail
Corridor extending from New Orleansg Lake Charlesg Houston previously studied in a report issued in
September 2002. The proposed service would have intermediate stops at Kenner (Louis Armstrong New
Orleansinternational Airport), La Place, Gonzales and South Baton Rouge.

3.2.1 Corridor Description

Previous studies identified the KCS line as thapparent bestroute between Baton Rouge and New
Orleans. The total length of the proposed route is almost 80 miles. While most of the route is owned by
KCS (67.5 miles), near New Orleans segments of the CN (8.5 miles) and New Orleans Union Passenger
Terminal (NOUPT) (37 miles) are utilized. The line segment between NOUPT and Orleans Junction (11.5
i E1 AO0Q EO O GChylof New OrlednsDiiadefar® ustrated inFigure 3-2.
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Figure 32: Potential Passenger Rail Routes in Louisiana
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The routeis relatively flat and straightand outside of urban areas there are only three locations with
curvature geometry requiring a speed restriction of 70 mph. In Baton Rouge there are three curwegh
40 mph speed restrictionswhile turnouts at junctions in the New Orleans Rail Gateway also have speed
restrictions. The proposed route is single track with sidings and has a short segment of double track on
the CN between Orleans Junction and Mays Yard. The rail line from NOUPT to Southport Junction is
single track with no passing sidings.

Track inspection and timetable speed limits researched in the 2010 report found rail and tie conditions
on all of the line segments in generally good condition for present service. The report found 11
significant bridges on the KCS that need replacement or major rehabilitation. The majority of these
bridges were found to have pilings in poor condition and some have poor tie conditions. The Bonnet
Carré Spillway bridge is especially problematic with a 10 mph speed limiOther bridges on the route
(42 locations in total) need some degree of maintenance/ rehabilitation and need to be converted to
ballast deck bridges. There are 157 raihighway at-grade crossings between Baton Rouge and New
Orleans.

The CN and Amtrak sements are controlled by Centralized Traffic Control (CTC), whereby a dispatcher
controls switches and signals from a central location. The KCS segment has Automatic Block Signals
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(ABS) with train movements authorized by Direct Traffic Control (radio commuitations with the train
dispatcher). With ABS, switches at sidings are not controlled by the train dispatcher but are manually
aligned wheneve a train has to enter a sidinga time-consuming process where the conductor must
walk the length of the train inorder to realign the siding switch. Alternatively, the siding switch can be
left misaligned, requiring a following train to stop and align the switch. Currently the last 1.8 miles of the
route to the proposed Baton Rouge Terminal Station is within Yard Limits, requiring trains to operate at
restricted speed (not exceeding 20 mph). In addition, the main line is used as a yard switching lead due
to the shortness of the existing lead.

One area of concern was noted in an earlier 2007 report. At Norco the KCS rail line is routed through the
Shell Refinery Currently the main line is used to support iaplant switching and the several spurs that
support plant operations.

The KCS operates between four and six freight trains per day between Baton Rouge and Frellsen
*O1T AGET T j+#360 AT 11 AShdiiEdioh). ADdut 1€ freighdtraihsipériddy us2 thedoczA
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Yad and Southport Junction (connection with the passenger line to New Orleans Terminal) is the
complex East Bridge Junction with additional passenger trains operating three days a wed&ugfset
Limited) and about 30 interchange freight trains/yard transfersa day.

3.2.2 Corridor Development Plan

New passenger trains, operatingip to eight round trips daily at speeds up to 110 mph, will require
capacity improvements to ensure fluid passenger and freight operations.

Key capacity improvements identified in theRail Service Development PlanBaton Rouge New Orleans
for the New Orleans Rail Gateway and New Orleans Union Terminal are summarized below. Capacity
improvements for the remainder of the route are outlined in Appendix C. The comprehensive
improvements listed in the plan include:

A Upgrades to theexisting track structure and geometry, including replacing half of the crosgies;
Upgrades to the signal system (especially the installation of CE@d PTG;

Reconfiguration and relocation of siding switches and insilation of controlled switches to
improve network flexibility and throughput;

Increases in capacity through the installation ofevenadditional sidings andtwo additional
trackages;

Improving NOUPT to accommodate additional trains with greater efficiesy;
Upgrading/replacement of 53 key bridges, especially the Bonnet Carré Spillway bridge
Improving the New Orleans Rail Gateway network for additional capacity, fewer delays and
greater efficiency;

Improving or separating rail/highway grade crossings;

Installing fencing at selected locations.

> >>> > B>> D>

Improving the New Orleans Rail Gateway network and rail/lhighway grade crossings are an example of a
near-term improvement undertaken to lay the foundation for additional rail passenger service that is of
immediate benefit to freight rail customers and motorists. The improvements listed in the plan would
provide the capacity to handle the proposed passenger rail improvements (additional frequencies,
increased reliability and faster travel times) and the projected ri freight growth.
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As this is a route with moderate freight traffic, some of which originates at oil refineries, PTC will be in
servicein 2020 before any expansion of rail passenger service is undertaken. The installation of PTC
may result in the installation of an advanced signal system that would reduce the cost of further signal
upgrades required to accommodate rail passenger service. The improvements listed in the plan will
provide the capacity to handle the proposed passenger rail improvements (addinal frequencies,
increased reliability and faster travel times) and the projected rail freight growthCurrently an
environmental study is underway, with an expected Findings of No Significant Impact outcome.
However, match money has not yet been identé#d.

3.2.3 Corridor Stations and Equipment

In 2018, HNTB Corporation, the consulting firm hired to explore the rail service project, conducted

technical analysis, met with political and community leaders in the proposed areas and designed the
DOAT ET ET AOU Al T AhAted @ O&l O OO Oltidne Bk @#nsCrAllfor one station in

Mid City and another suburban station in the Baton Rouge Health District. The Mid City station would

serve as the terminus for the corridor service and is being pitched as a catalyst for revitalizing the area.

TEA 2AAAOAT T PIi AT O ' OOET OEOU AOACAOAA Atuvnhmnnmn £ O (
Rail Commission each paid $250,000. According to the Advocate, previous estimates for the overall cost

of the rail service, including improvements to bridges ad crossings, wereslightly more than $260

million. Therefore, this plan was not deemed feasible.

The New Orleans Union Passenger fireinal (NOUPT) in September 2019eceived funding of $6.64

million for the improvement and upgrades of terminal platforns. Funding for the project includes a $3.7

million federal grant, $2 million in matching funds from the City of New Orleans and the NOBC, and

$943,000 in matching funds from Amtrak. The project will aid platform modifications: ADA compliance,

level boarding for two Amtrak trains (Sunset Limited and City of New Orleans) and improve step height

£l O OEA OEEOA OOAET j#OAOAAT 08 , AOGAT AT AOAET ¢ xEII
annual passengers. It will also increase reliability with impreed updates, including expansion of the rail

platform canopy, and updating the lighting, air, electrical and water systems. Very importantly, the

project will give a major boost for the Cityassisted evacuation program (refencing and adding a gate

for dir ect connection, trains for evacuation). Work is scheduled to begin in 2020 and to end in 2022.

Five stops have been identified along the corridor: New Orleans (NOUPT)Maxe Station, Gonzales
Station, Suburban Baton Rougend Downtown Baton RougeFigure 3-3 is artist O@nderings of the
four new required facilities.
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Figure 33: Artist Renderings of Rail Stations
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Current availability of equipment for the service is limited. However, the issuance of the uniform
equipment standards for bilevel passenge cars and the likelihood of a passenger car production line
being established in the next few years should offer options for equipment acquisition. Service planning
assumes stateof-the-art, bi-level trains equipped with WIFI internet access and provisios for food and
beverage service, if desired. The trains would operate in thregar push-pull locomotive hauled trains.
One of the rail cars would be a cab (driving) car, and coach class would be the only accommodation
offered.

3.2.4 Ridership Potential

As was roted earlier, there has been a significant change in regional travel patterns as a result of the
displacement of New Orleans population and loss of housing in the city. Given the route length (80
miles), the increase in the daily work trips in the corridot and the increase in traffic congestion on10,
the focus of the Baton Rouge New Orleans service package will cater to workers traveling to and from
a job site (70 to 80% of riders) with the majority of schedules during peak commute periods and fares
offering multiple -trip discounts. Much like the Capitol Corridor in California (AuburaSacramentoe
Oakland-San Jose), the Baton RougeNew Orleans is an intercity route but one designed for long
distance daily commuters with intercity travelers being a keysecondary market.

The 2010Baton Rougeg New Orleans Intercity Passenger Rail, Volume 1, Summary Reysed a

OEAAOOEED A& OAAAOOETI ¢ DOl AARAOOA AAOGAA 11 OEA &AAAO/
Forecasting Model. It was felt that basing ridership estimates on the FTA model, which is based on the
performance of commuter rail systems, woud provide better guidance to plannersTable 3-1 provides

an overview of the forecast results from the 2010 report.
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Table 31: New Orleang Baton Rouge Ridership and Ticket Revenues

Frequency| Speed | Forecast Annual Annual Avg.Riders = Tkt. Rev.
Ridership Ticket per Train per
Revenue Passenger
4RT 79 mph 2013 461,000 $3,946,200 165 $8.56
6 RT 90 mph 2018 644,200 $6,339,000 156 $9.84
8 RT 110mph 2023 886,400 $9,866,000 165 $11.13
8 RT* 110mph 2028 1,205,900 | $15,109,000 224 $12.53

Note: *Forecastissumel five additional years of service and Transit Oriented Development around stations.

Additional forecast details and an overview of the forecast methodology is available Baton Rouge
New Orleans Intercity Passenger Rail, Volume 1, SumrRaport.

3.2.5 Capital Costs

The 2010 feasibility study estimated the cost of implementing the passenger service at $447.8 million.
The estimate accounts for improvements for track, structures, signalization, and stations (including $5.6
million for improvements at NOUPT), rolling stock, and engineering and construction management.

Additionally, CN, which owns the rail segment linking the KCS main line at Kenner Junction with
Southport Junction (just east of East Bridge Junction), recommended a flyover of Easti§e Junction for
the passenger trains. This improvement would minimize freight train and passenger train conflicts. It
was estimated to cost $50 million, per the 2010 report$59 million in 2019). Accordingly, total
estimated costs for servicemplementation would be $497.8 million. Beyond passenger rail
considerations, the flyover would enhance the robustness of a rail evacuation route between Baton
Rouge and New Orleans.

In 2019, the total for the new passenger service improvemenis estimated at$522 million.

3.2.6 Benefits Analysis

The 2010 report also looked at the norcash benefits of the proposed rail service to determine if those
benefits outweigh the costs of the investment. The analysis limited benefits to transportation cost
savings for sevice users, enhancement of property value to owners and users of properties around
stations, cost savings from reductions in environmental costs as a result of the provision of rail service,
and savings due to reductions in LA SWIFT intercity bus servi¢ehich has since been discontinued).

The analysis indicated that the Baton RougeNew Orleans passenger rail service will generate benefits
in excess of costs. For every dollar in investment, the service will deliver $5.in benefits (2019), and
there is a 78% probability of achieving a positive return on investment.

3.2.7 Plan Update

In February 2014, an update of the 2010 study revisited assumptions about the maximum speed of
trains and their frequencies. The Baton RougeNew Orleans Intercity Rail Feasibity Study Strategic
Business Plan was sponsored by the New Orleans Regional Planning Commissions, the Capital Region
Planning Commission and the Baton Rouge Area Foundation. Its Capital and Operating Plan called for
maximum speeds of 79 mph and two roundrips per day as an initial service level. As the popularity of
the service and its ridership grows over time, train speeds and frequencies could be increased.
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The updated plan assumes the use of Amtrak rolling stock at staup, obviating the related capial costs
in the near term. Also, slower maximum speeds of trains at staup will serve to minimize required
track improvements.

This incremental approach would result in an estimated annual operating subsidy (operating expenses
less operating revenues) ©$7.4 million. Capital improvements required for implementing this service
would be $284 million. These figures contrast with an estimated annual operating subsidy of $18.3
million ($20 million in 2019 dollars) and the aforementioned capital improvement stimate of $541

million for the full build -out envisioned in the 2010 plan, i.e., maximum 110 mph speeds and eight round
trips per day.

3.3 New Orleang; Baton Rouge; Lake Charleg Houston

This route isthe western leg of the Gul Coast HighSpeed Raihetwork and was intensively reviewed in
the Gulf Coast HigiBpeed Rail Corridor, Lake Charles to Meridian Corridor Development Plan, Volume I,
Summary ReportJune 2007.

3.3.1 Corridor Description

This route extension begins at the Baton Rouge Station. The Iémgf the proposed route extension is
approximately 163 miles, 9.2 miles on the KCS and the remainder (154 miles) on the UP. The final 13.6
i E1 AGh YT xA *O1 AOCET1T O , AEA #EAOI uetLimied EA 50 EAO

Outside of the indugrial segment in Baton Rouge and the Mississippi River crossing, the route has
modest grades and curvature. Between Baton Rouge and Kinder rail weight varies from 133 to 136
pounds reflecting the level of freight traffic on the route. Yard Limits from 3 nieés south of Baton Rouge
to the Mississippi River Bridge result in speed limits of 20 mph. The bridge crossing, between Lobdell
Junction (west end of the Mississippi River Bridge) and Anchorage Juncti¢th4 miles, 10 mph speed
limit) is very slow. Approximately eight freight trains per day utilize this line segment. The rail line
between Anchorage and Livora is single track with CTC ando controlled sidings. Between Livonia and
Kinder (UP Beaumont subdivision) there are five remotely controlled sidingsithis segment. Except for
one siding, these sidings are less than 10,000 feet in length.

, TAAOAA AO ,EOITEA EO OEA EOTAOEIT 1T &£ 50860 11 O0ETOI
east/west line from Baton Rouge to Beaumont, TX. It is also thecktion of a major classification yard

and crew change point. The classification yard is located on the north/south line south of the junction.

With heavy freight traffic on the north/south line and most trains entering the yard or changing crews,

congestion and delays are significant. The lack of capacity on the Livorg&inder route segment results

ET OOAET O ONOAOGEIT ¢ OpPo 11T OEA 1T AET TETAO 1 AAAET ¢ OI

The segment with the heaviest traffic is between Livonia and Kinder witan average of 10 freight trains
per day. Paired with the former Southern Pacific Railroad line through Lafayette, this line is
operationally an eastbound directional railroad. From Kinder to lowa Junction the route uses part of the
Lake Charles Subdivigin. This line is lightly used with no passing sidings, a speed limit of 10 mph and is
controlled via Track Warrants issued by radio.

The final route segment is lowa Junction to Lake Charles (13.6 miles). This segment is a mix of single and
double track with Automatic Block Signals. Passenger traif{Sunset Limited) have a speed limit of 70
mph on this line.
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One issue with this proposed route is that it has heavy freight traffic and bypasses Lafayette, a major city
and home of the University of Louisiana. Airect route exists between Baton Rouge and Lafayette
utilizing an historic Southern Pacific line that is now abandoned. Reconstructing the line would require

OAOAOAT 1T AET O OOOOAOOOAOGYg A &I UI OAO 1T OAO wBEd O
over navigable waterways; and an 18nile viaduct over the Atchafalaya River Basin.

3.3.2 Corridor Development Plan

New passenger trains, operating with up to six daily intercity rounerips and six daily commuter round
trips at speeds up to 90 mph, will equire capacity improvements to ensure fluid passenger and freight

operations. Key capacity improvements identified between New Orleans and Baton Rouge are outlined

in the previous section and in Appendix C. Capacity improvements for the remainder of theute are
outlined in Appendix D.They include:

A

> > > B>

The standard improvements to the New Orleans Rail Gateway and NOUPT which are necessary

for all Louisiana passenger rail upgrades;
Improvements to almost 200 rail/highway grade crossings;

Upgrade of the existi C 1 ET Aidsail, At isudf&re, including any stability and geometry

issues which need to be addressed for 90 mph passenger service;

Signal system upgrades, including full implementation of CTC and PTC, and the associated

elimination of manual switching functions;

Significant additions of double track and major extensions of existing siding, which would

increase in scope incrementally with ridership;

Strategic decisions about where to focus most of the improvements: in a desirable stag route

via Livonia and Kinder which bypasses the more attractive destination of Lafayette, or the route

through Lafayette which, while more sensible in the long run from a passenger standpoint, is

currently less developed with exiting rail infrastructure.

The comprehensive improvements listed in the plan includehe bulleted items in Section 3.2 plus a
passenger flyover over heavily trafficked rail freight routes.

As noted earlier, improving the New Orleans Rail Gateway network and rail/highway grade crosgis

will benefit freight rail customers and motorists. The improvements listed in the plan would provide the

capacity to handle the proposed passenger rail improvements (additional frequencies, increased
reliability and faster travel times) and the projeckd rail freight growth.

Perhaps the most critical planning/development issue revolves around the alternate routes between

Baton Rouge and Lake Charles. One route uses existing freight rail lines (UP) with heavy freight traffic
running through Opelousasand Kinder and onto Lake Charles. It misses the major population center of

Lafayette. The alternate shorter route follows+410 and an old rail grade directly from Baton Rouge to
Lafayette. However, in doing so it crosses the Atchafalaya River Basin, a majaterway and Mississippi
River flood diversion channel. Utilizing this route would require the construction of 46.5 miles of new
rail line, the upgrade of five miles of branch line, and major bridge/trestle structures across the
navigable waterways and dlood plain. Major environmental issues can be expected.

The link represents a large capital expense for statip service (2 roundtrips). On the other hand,
improving the alternate route (Baton Rougez Lake Charles bypassing Lafayette) means walking awa
from these infrastructure investments once the service moves to the preferred alternate route via
Lafayette. Perhaps the most logical strategy is to improve the New OrleapBaton Rouge route, then
supplement service (New Orleang Lake Charles) with Thuway Bus Service (connecting at Baton
Rouge with Baton Rouge New Orleans rail service), a dailysunset Limitedand a supplemental New
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Orleansz Houston train (both on the former SP route). The Baton Rougelafayette direct link would be
postponed until the latter stages of the Gulf Coast High Speed Rail Corridor development (as was done
with 1-10).

The improvements listed in the plan will provide the capacity to handle the proposed passenger rail
improvements (additional frequencies, increased reliabity and faster travel times) and the projected
rail freight growth.

3.3.3 Corridor Stations and Equipment

The earlier planning studies identified the following stations along this route: NOUPT, Kenner (Louis
Armstrong New Orleans International Airport), South Btgon Rouge, Baton Rouge, Opelousas, or
Lafayette (depending on the route chosen), Lake Charles, with a route extension to Beaumont, TX and
Houston. It is anticipated that local authorities will be directly involved in station location and take the
lead for construction/ improvement of any station buildings. It is also anticipated that cities and
developers will use station and rail service development as an opportunity for enhanced community
planning and retail/office/housing development opportunities.

Current availability of equipment for the service is limited. However, the issuance of the uniform
equipment standards for bilevel passenger cars and the likelihood of a passenger car production line
being established in the next few years should offer optiafor equipment acquisition.

3.3.4 Ridership Potential

As part of the aforesaidGulfCoast HighSpeed Rail Corridor Plan, Lake Charles to Meridian Corridor
Development Planridership and ticket revenue forecasts for the New OrlearBaton Rougelake
CharlesHouston corridor were estimated by AECOM Consulting. Forecast assumptions included
improved running times, 79 mph and 90 mph, and three intercity frequency options (2 rounttips, 4
round-trips and 6 round-trips). This forecast also includes ridership and tiket revenues for additional
commuter schedules (4 roundtrips at 79 mph, 6 roundtrips at 90 mph) between Baton Rouge and New
Orleans. These commutepriented trains make additional stops between Baton RougeNew Orleans
(see station write-up for 2010 Baton Rougez New Orleans Intercity Passenger Rail Service Development
Plan). As can be seen ifiable 3-2, demand appears to exist for a more frequent higher speed rail
service in the New Orleang Baton Rougez Lake Charlesg Houston corridor. However, as vas noted
previously, equipment availability for nearterm service initiation is limited.
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Table 32: New OrleansBaton Rougd_ake Charle$iouston Ridership and Ticket Revenues (2012)

Intercity Speed Annual Annual Ticket Avg.Riders Pass. Mile per Tkt. Rev. per
Frequency Ridership* Revenue* per Train Train Mile Train Mile

2RT 79 mph 311,028 $10,169,000 213 126.7 $16.74
4 RT 79 mph 484,066 $15,832,000 166 98.7 $13.03
6 RT 79 mph 651,858 $20,788,000 149 86.5 $11.41
2RT 90 mph| Not Forecast

4 RT 90 mph 660,919 $21,584,000 226 135.6 $17.77
6 RT 90 mph 872,550 $27,731,000 199 115.9 $15.22

Note: *Includes connecting traffic from Atlaniew Orleans and MobHEew Orleans corridors. This forecast includes local Baton Rduge
Orleans traffigcommuter and Intercity) and is a separate independent forecast from the Baton Rdige Orleans forecast outlined in th
previous section.

3.4 New Orleans; Gulfport ¢ Mobile

This route is part of the Gulf Coast Higispeed Rail network, and this segment of the corridor was
intensively reviewed in the Gulf Coast HigtSpeed Rail Corridor, New Orleans to Mobile Corridor
Development Plan, Volume I, Summary Rep@ttober 2006. Ths corridor was also studied in thePRIIA
Section 226, Gulf Coast Service Plan Rephuty 2009 and theGulf Coast Working Group Report to
CongressJuly 2017

3.4.1 Corridor Description

The rail line is in good condition. Stations and platform locations are é@htified (although rebuilding of
hurricane damage to stations will be required), and the corridor has a strong tourist industry to enhance
demand. Improvements undertaken to initiate local service in this corridor can also represent the first
phase of effats to restore service from New Orleans to Florida.

The corridor lies just inland of the Gulf of Mexico. The rail line runs through numerous coastal wetlands
crossing 47 creeks or streams, two bays, a lake and seven navigable waterways with movable raitro
AOEACAO8 4EA EEOOO OAOAT 1 El AdesdenandifiefropodedNek E O
Orleansz Meridian route. The first part of this segment is 3.5 miles between NOUPT and East City
Junction. This segment, like the station, is leased Aamtrak by the city-owned NOUPT and is equipped
with CTC. The next segment is 3.4 miles in length, owned by the Norfolk Southern Railway and runs
from East City Junction to New Orleans Terminal Junction. This segment is double track and has CTC.

At New Orkans Terminal Junction the route joins the CSXT route that runs east to Flomaton, AL
connecting to rail lines extending to Jacksonville, Cincinnati and Atlanta. This 1-&Tile route to Mobile is
single track with short stretches of double track. Except witim the yard limits of Sibert Yard in Mobile
and Gentilly Yard in New Orleans, the line is equipped with CTC with 10 controlled sidings that can be
used for meets (or passes) and two stretches of double track. Most of the track is 33@und welded rail
with ties in good condition. Maximum passenger train speed is from 60 to 79 mph, although there are
some 30 mph speed restrictions in terminal areas and over certain bridges. Much of the line was

OO0A

substantially rebuilt in 2006 due to damage suffered as aresuit £ ( OOOEAAT A GAOOET A8 ! i

Coast Service Plan Repandicated that this track segment of the CSXT was in a state of good repair and
had sufficient capacity for triweekly rail service to resume. For additional frequencies a capacity
modeling study will need to be undertaken in collaboration with CSXT to determine the additional
capital improvements required for the requested number of frequencies.
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The Gulf Coast Working Group Report to Congrésticated that the 137.7mile route from New Orleans

to Mobile consisted of 127.1 miles of single track, and 10.6 miles of double track. The average passenger
speed on this segment according to the report is 67 mph. The trackage has one siding which is less than
4000 feet, three that are between 4000 to @00 feet, and six that are longer than 8000 feet. Three of the
sidings are manually signaled and seven are remotely controlled. The average siding space is 12.7 miles
on this portion of the route. There are 152 signaled and/or gated crossings and 26 naignaled

crossings without gates. The average spacing between the sidings is 12.7 miles. The number of moveable
bridges remains unchanged at seven. The variable freight movements are approximately 6.3 Nerth

bound or Westbound, and 6.4 Easbound or Southbound.

As was noted above, the speed restrictions over drawbridges (due to their structural design) combined
xEOE Al OOOAOO T &£ COAAARA AOI OOET ¢O OAOGAOAT U AiT OOOAEI
drawbridges over the navigable waterways also negately impact reliability. Water traffic has absolute
priority over rail traffic. This water traffic is random in nature and generally occurs during daylight

hours, the same time period that the corridor passenger trains will be operating. The impact on
reliability is very unpredictable and cannot be factored into the timetable. On some trips a train may
suffer no delays, while on other trips a train may be delayed by water traffic at several bridges. On other
trips a train may suffer no direct drawbridge dehays but may be negatively impacted by other trains that
have had to stop for water traffic. The process and agreements undertaken by Amtrak and water
stakeholders in Connecticut for the drawbridges between New Haven, CT and Providence, Rl may
provide guidance in resolving this situation. In addition to local freight trains serving ofline industries,

the development plan noted that an average of about 18 to 19 freight trains use the corridor on a daily
basis.

3.4.2 Corridor Development Plan

New passenger trainspperating with up to 6 round trips daily at speeds up 90 mph, will require
capacity improvements to ensure fluid passenger and freight operations on the line.
Key capacity improvements identified in the aforesai@017 Gulf Coast Working Group Report to
Cangressand theReport for the Southern Rail Commission on Potential Gulf Coast Service Restoration
Options Amtrak, 2015 are summarized below (see New Orleans Rail Gateway and NOUPT section) and
in Appendix E. The comprehensive improvementor the New Orleans, Mississippi, and Alabama
sections of the corridor:

A improvements to the New Orleans Rail Gateway network and NOUPT (these are key for all
passenger rail projects);
improved rail/highway grade crossings;
upgrading the existing sidings from 25mptoperation to 45 mph operation;
lengthening those sidings which are less than 21,000 feet long;
installing new siding where needed,;
installing/extending double track where needed;
upgrading moveable bridges;
expanding capacity at the pertinent rail yards ifNew Orleans and Mobile.

I > > D

The improvements listed in the plan would improve grade crossing safety and provide the capacity to
handle the proposed passenger rail improvements (additional frequencies, increased reliability and
faster travel times) and the pojected rail freight growth.

The CSXT route handles hazmat materials ajttius, will require PTC. Given the timeline for the
installation of PTC, it will be in service on the Mobilg New Orleans route in late 202(before any
expansion of rail passengerervice is undertaken.
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3.4.3 Corridor Stations and Equipment

Stations along the New Orleang Mobile route are New Orleans; the Mississippi stops of Bay St. Louis,

Gulfport, Biloxi, and Pascagoula; and Mobile. All of the intermediate stations suffered damageidgr

Hurricane Katrina, and the Mobile station has been demolished. All of the stations were shelters with
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million ($2.5 million in 2019).

Current availability of equipment for the service is limited. However, the issuance of the uniform
equipment standards for bilevel passenger cars and the likelihood of a passenger car production line
being established in the next few years should offer options for equinent acquisition.

3.4.4 Ridership Potential

The Gulf Coast Limitedast operated between June 1996 and March 1997 (278 days). During that perjod
it carried 34,117 riders with ticket revenues of $427,000. Adjusting for inflation over the 22 years that
level ofticket revenue would equate to almost $700,000 in 2019 dollars. During the period it operated,
the Gulf Coast Limitecaveraged 61 riders per train and average ticket revenues (adjusted) of $8.04 per
train mile.

As part of theGulf Coast Working Group Planpdated ridership and ticket revenue forecasts for the New
Orleansz Gulfport z Mobile corridor were estimated. In the previous decade, forecast assumptions
included improved running times, 79 mph and 90 mph maximum speeds, and three frequency options
(2 round-trips, 4 round-trips and 6 round-trips). However, & can be seen below iftable 3-3, the focus
today is on meeting demand for more modest restablishment of the route.

Table 33: New Orleang;, Gulfport ¢ Mobile Ridership and Ticket Revenues (2019)

Frequency Speed Annual Annual Avg. Riders  Annual Rail = Tkt. per Pass.

Ridership Ticket** per Train Pass. Miles Mile*
Revenue*

2RT 79 mph 152,838 $1,912,000 105 58.8 $9.09

3.4.5 Cost Estimates

In conjunction with the in-depth analysis of the proposed New OrlearsGulfport z Mobile rail

passenger service, estimates were compiled of the capital costs required to upgrade the rail line in
preparation of service. The 2006 report also outlines ordepf-magnitude capital costs for track, rightof-
way, bridges, signals, and highway crossings of approximately $260 million (initial service) to $471
million (full service). This estimate includes capital costs within the New Orleans Gateway network and
New Orleans UnionPassengeiTerminal discussed above and may include projects also listed in cost
estimates for other corridors. While this report included estimates for station improvements, an
estimate for equipment was not included. It alsaloesnot include estimates of operating costs or
required state operating payments.

The cost estimates for establishing New Orlearsglobile passenger service by th&ulf Coast Working

GroupET c¢mpyx xAOA AOI EAT Al x1 ETOI A O-ET EODAOORRAAA
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and upgrading the station track in Mobile cost $1,898,000 for a total of $5,376,000. For ongoing

operations, the costs were broken out as followssiding improvements $45,880,000; grade crossings

$2,604,000; yard bypass tracks $28,036,000; interlocking improvements $6,892,000; moveable bridge
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miter rails $7,277,000; and a new passenger station west of Mobile $4,192,000 for a total cost of
$94,881,m0.

3.5 New Orleans; Meridian ¢ Birminghamc Atlanta

The proposed northeast leg of the Gulf Coast HghD AAA #1 OOEAT O OOEI EUAO OEA
linking the cities of Meridian, Laurel, Hattiesburg, Picayune and Slidell with New Orleans. This segment

of the corridor was intensively reviewed in theGulf Coast Higtspeed Rail Corridor Development Plan,

Phase I: Improvement Implementation PlgnMeridian to New Orleans, Volume | Summary Report

September 2002 andGulf Coast Higtspeed Rail Corridor Devgdment Plan, Lake Charles to Meridian

Corridor Development Plan, Volume |, Summary Repdune 2007.

3.5.1 Corridor Description

The route passes through rural country with rolling hills. As a resulthe line has many short grades and
curves. It also crosses aumber of streams and rivers, some of which are navigable waterways.

The first seven miles is shared with the proposed New OrleaizsGulfport z Mobile corridor described in

the preceding section. From New Orleans Terminal Junction, the line passes just®asl £ . 360 / I EOA
joining the main line to Meridian at Oliver Junction. Except for a stretch of double track between Oliver
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Terminal Junction to Meridianis mainly single track, with 132pound welded rail and sidings every 10

to 20 miles. The line is in good condition with the authorized maximum speed for passenger trains being

79 mph. There are, however, lower speed limits due to grades, curves and bridg®ne challenge in

improving the New Orleansz Meridian route is the rolling country traversed, which results in a high

number of curves, some in excess of two degrees. This creates a conflict between faster passenger

service (greater curve superelevation requirement) and freight service (lower superelevation

requirement). It also impacts passenger comfort.

There are 11 sidings on this route segment, six of which are longer than 10,000 feet capable of holding
most current freight trains. Except for Puwis (1,087 feet), the other four sidings vary from 6,200 feet to
9,371 feet. While siding spacing appears adequate, the distance between the more usable longer sidings
can be as much as 40 miles. The distance between Derby (11,790 feet) and X Tower (beég@af double
track in New Orleans) is about 50 miles. Siding spacing greatly impacts the line capacity.

There is CTC signal protection between East City Junction and NE Tower and approximately 12.6 miles
of double track with Automatic Block Signals (ABSWwhereby trains travel in only one direction on each
track between NE Tower and X Tower. From X Tower to Meridian the line is single track equipped with
ABS and the siding switches do not have dispatcher controlled switches. As a result, siding switches a
required to be manually aligned whenever a train has to enter a siding. This adds a significant amount of
time to train meets especially when a freight train has to take the siding for a passenger train (the
conductor must walk the length of the train éter the switch is realigned). NS has added spring switches
at sidings so that trains can leave a siding without having to stop and realign the siding switch.

While NS and KCS have made improvements at Meridian as a result of the Meridian Speedway iiitat
the Meridian Terminal is still an operational challenge.

The line has a significant number of freight trains. In addition to local freight trains serving eline

noted that the line is used by an average of 16 through freight trains per day. This is a heavy volume for
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two minutes eastbound (includingintermediate stops) between New Orleans and Meridian. This
equates to an average speed of just over 50 mph.

3.5.2 Corridor Development Plan

New passenger trains, operating with up to six round trips daily at speeds up 90 mph, will require
capacity improvementsto ensurefluid passenger and freight operations. Key capacity improvements
identified in the Improvement Implementation Plaig Meridian to New Orleangre summarized below
(see New Orleans Rail Gateway and NOUPT section) and in Appendikiiey include:

The New OrleandRail Gateway and NOUPT improvements which are universally applicable to all
Louisiana passenger rail proposals;

Rail/Highway grade crossing improvements in all states included in the proposed corridor;
CTC and operationally timesensitive yogrades to all sidings, where the changes for trains
meeting and passing are rapid enough to support the higher speeds of passenger ralil;
Operational improvements to five sidings in Mississippi, lengthening of three Mississippi
sidings, and the installation of three new sidings on the state route;

Upgrades to two sidings in Louisiana;

Amtrak loading and unloading at the platform for the portion of the Meridian Speedway which
runs on the proposed passenger route;

Upgrades to three moveable bridges ihouisiana Seabrook, Lake Pontchartrain, and Pearl
River.

> > > B>> >

The comprehensive improvements listed in the plan includehe bulleted items in Section 3.2.

3.5.3 Corridor Stations and Equipment

Stations along this route are Slidell, Picayune, Hattiesburg, Laurahd Meridian. FY 2011 ridership at
the five stations on the route totaled almost 42,000 riders.

3.5.4 Ridership Potential

As part of the aforesaidGulf Coast HigiSpeed Rail Corridor Plan, Lake Charles to Meridian Corridor
Development Planridership and ticket revenue forecasts for the New Orlean#eridian-Birmingham-
Atlanta corridor were estimated by AECOM Consult. Forecast assumptions included improved running
times, 79 mph and 90 mph speeds, and three frequency options (2 rowtips, 4 round-trips and 6
round-trips). As can be seen iTable 3-4 demand exists for a more frequent higher speed rail service in
the New OrleansMeridian-Birmingham-Atlanta corridor. However, as was noted previously, equipment
availability for near-term service initiation is limited.

130 Louisiana State Rail Plan

THE UNIVERSITY of
NEW ORLEANS

UNO TRANSPORTATION INSTITUTE



Table 34: New OrleangMeridian-BirminghamAtlanta Ridership and Ticket Revenues (201

Annual Annual Ticket | Avg. Riders Pass. Mile per| Tkt. Rev. per
Ridership* Revenue* per Train Train Mile Train Mile

2RT 79 mph 191,541 $8,435,067 131 90.9 $11.15
4RT 79 mph 305,864 $13,435,156 105 72.4 $8.88

6 RT 79 mph 426,119 $18,065,736 97 64.7 $7.95
2RT 90 mph | Not Forecast

4RT 90 mph 363,083 $16,430,297 124 88.6 $10.86

6 RT 90 mph 467,583 $20,421,214 107 73.2 $8.99

Note:*Includes connecting traffic from Houstblew Orleans and Mobiew Orleans corridors.

Additional forecast details and an overview of the forecast methodology is available Wolume 11,
Technical Appendices of the Gulf Coast Hgpeed Rail Corridor Plan, Lake Charles to Meridian Corridor
Development Plan.

3.5.5 Capital Costs

In conjunction with the in-depth analysis of the proposed New OrlearsMeridian rail passenger service
estimates were compiled of the capital costs required to upgrade the rail line in preparation of service.
The 2002 report also outlined orderof-magnitude capital costs for track, rightof-way, bridges, signals,
and highway crossings is estimated to total apmximately $34 million (initial service) to $130.5 million
(full service). This estimate includes capital costs within the New Orleans Gateway network and New
Orleans UnionPassengeiTerminal discussed above and may include projects also listed in cost
estimates for other corridors. While this report included estimates for station improvements, an
estimate for equipment was not included. It also did not include estimates of operating costs or required
state operating paymentsThe cost estimates ardor 2019. The next step is to do an environmental

study of the route.

3.6 New Orleans; Jacksorg; Memphis

One of the features of the Midwest Higispeed Rail Initiative is the inclusion of several feeder routes
routes with fewer frequencies serving markets with smalkkr populations. In fact, one of the routes is
ChicageCarbondale, the northern end of the&€ity of New Orleansoute. The southern end of theCity of
New Orleansroute, New OrleansJacksonMemphis through the center of Mississippi, Hammond and on
to New Orkeans, could be a feeder route to the Gulf Coast Hi§peed Corridor. The additional
connectivity offered by this feeder route would extend the benefits of the Gulf Coast Hig@peed

Corridor trunk system. The concept of additional service between New Orlearmand Memphis was noted
in the Infrastructure Improvement Program for the New Orleans Union Passenger Termifptil 2010
and in the Mississippi State Rail Pladune 2011.

3.6.1 Corridor Description

The route from New Orleans and Memphis primarily utilizes twaCN subdivisions, the 97mile McComb
Subdivision running south from Jackson and 20énile Yazoo Subdivision running north from Jackson.

The 2011Mississippi State Rail Plamoted that the McComb Subdivision has 112 to 11pound welded

rail, with ties, ballast and drainage in good condition. There are six controlled sidings on the subdivision,
most being from 9,000 to 13,000 feet long. The same report noted that the Yazoo Subdivision has 115 to
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136-pound welded rail, with ties, ballast and drainage in fair tgood condition. There are 15 controlled
sidings on the subdivision, most being from 9,000 to 11,000 feet long. Both subdivisions are single track
with short stretches of double track. The subdivisions are signalized with CTC on the singtack

segments ad ABS on the double track portions (except through Orleans Junction to North Mays where a
stretch of double track is equipped with CTC). Maximum authorized speed on both subdivisions is 60
mph for freight trains, and 79 mph for passenger trains.

The line has a significant number of freight trains. In addition to local freight trains serving local eline
average of 12 through freight trains on the McComBubdivision and about an average of 16 through

freight trains on the Yazoo Subdivision. Th€ity of New Orleangurrently utilizes this route between

New Orleans, Jackson, and Memphis. Northbound between New Orleans and Jackson the trip takes about
four hours with an average speed of 46 mph. Northbound between Jackson and Memphis the trip takes
about four hours and 30 minutes with an average speed of 50 mph.

As a route with heavy freight traffic and current passenger service, PTC will be in all likelind@n service
before any expansion of rail passenger service is undertaken.

Besides overall line capacity, which must be addressed before rail passenger service can be expanded,
there is also an area of potential congestion. In Jackson there is an approaigly one-mile stretch

(Jackson Junction to the KCS Vicksburg line junction) where the KCS and CN share a joint-cfjatay
through the city (including Jackson Union Station). KCS trains also cross the CN just south of the station.
Growth in freight traffic on both railroads and any increase in the number of passenger trains on any
lines passing through Jackson will impact track investment requirements.

Also, as part of any planning for additional frequencies on the New Orleandacksory Memphis line d

the CN a capacity modeling simulation will need to be undertaken in collaboration with the CN to
determine the additional capital improvements required for the route extension. A simulation is a
standard practice in the industry to identify line capaciy needs. The simulation program uses

anticipated freight and passenger volumes and existing line configurations as inputs and measures the
results in terms of delay. Line capacity improvements are added as needed to reduce delay to base case
levels.

3.6.2 Corridor Stations and Equipment

Running southtonorth# . 8 © &I Oi AO )11 ETTEO #A1 O0OAI 01 66A EO
major cities of New Orleans, Jackson and Memphis. Key intermediate stops are Hammond and the
Mississippi stops of McComb, Biakhaven, Hazlehurst, Jackson, Yazoo City and Greenwood. FY 2011
ridership at the seven intermediate stations on the route totaled over 100,000 riders.

3.6.3 Ridership Potential

Using the ChicageCarbondale route as guidancet would appear that two additional frequencies could
be operated. The first would mirror the currentCity of New Orleanschedule but in the opposite
direction, leaving New Orleans in the early morning and arriving in Memphis in the early afternoon.
Southbound the schedule would lave Memphis in the late morningarriving New Orleans in the early
evening. This would replicate the service that existed between New Orleans and Memphis before
Amtrak began operating rail passenger service. The second additiorfeéquency option would operate
between Jackson and New Orleans. It would degpaackson in the early morningarriving in New Orleans
before noon. The return schedule would leave NeOrleans in the late afternoorarriving in Jackson in
the early evening. Tis frequency would allow sameday trips to New Orleans from midstate Mississippi
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and would maximize connections to Gulfport, Mobile and Houston as the Gulf Coast H&reed Rail
Corridor is developed.

Current ridership often gives the best guidance orhie potential of additional frequencies. Generally an
additional frequency will generate fewer riders on average than prior frequencies. Total route ridership
will increase, but absent any improvements in travel time or reliability, average riders per traimvill
decline. In conjunction with the development of the 201 Mississippi State Rail PlarkY 2009 local
ridership for the New OrleansJacksorMemphis segment of theCity of New Orleansvas analyzed.
Ridership totaled almost 56,000 riders with ticket reveanues of just over $2 million. That is an average of
about 76 riders per train, about $2,767 in ticket revenues per train and $6.82 in ticket revenues per
train mile.

Local ridership for the New Orleang Jackson segment of th€ity of New Orleansn 2009 totaled almost
27,000 riders with ticket revenues of about $557,000. That is an average of about 36 riders per train,
about $763 in ticket revenues per train, and $4.17 ticket revenues per train mile. This proposed
frequency would clearly benefit from theadditional ridership generated by enhanced connectivity to the
Gulf Coast HighSpeed Rail Corridor.

With travel time and reliability improvements, enhanced connections combined with focused revenue
management and targeted promotion/marketing, these resus, at least for the initial frequencies, could
probably be improved. However, as was noted previously, equipment availability for nedaerm service
initiation is limited.

Given the New Orleanslackson- ATl BPEEO O O0A8 O O1T 1 A AfCodst HylkSpeedd AOET C
Corridor, including this route when ridership and ticket revenue estimates for the Gulf Coast Higbpeed

Corridor are next updated might be helpful. This would provide the level of connecting ridership on the

route (for both existing and proposed frequencies) as well as guidance as to when new frequencies on

the City of New Orleans route should be started.

Furthermore, a rail operations simulation could also be performed to identify the line capacity
improvements required to accommodatethe anticipated passenger frequencies on the line.

3.7 Meridian ¢ Jacksorg Shreveportc Dallas/Fort Worth

As rail passenger service is improved and frequencies added to the New Orledvisridian route, new
potential route options can be considered for th&€Crescent. One such option was explored by Amtrak in
late 1990s when it studied splitting the Crescenat Meridian and operating a leg of the train from
Meridian to Fort Worth. This ridership and ticket revenue study, undertaken by Amtrak as part of its
Network Growth Strategy, found the proposed service worth pursuing.

Meridian z Dallas/Fort Worth service would add significant new markets to theCrescentallow same

day connections to Amtrak western routes (the current connection requires an overnight stay ew
Orleans), and provide direct service between the engoints of the Gulf Coast HigiSpeed Corridor
(Atlanta) and the Texas HighSpeed Rail (HSR) Corridor (Dallas/Fort Worth), which in an earlier

iteration was known as the Texas IBone and Texas Trian@. This route would also provide new
east/west service at Jackson, Vicksburg, and Shreveport. A Dallas/Fort Worth leglad Crescent
operating in conjunction with the Gulf Coast and Texas HSR Corridors would mirror European networks
where overnight trains link the extreme endpoints of their highspeed systems.
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3.7.1 Corridor Description

The Meridianz Fort Worth route is 538 miles long (854 miles Atlantaz Fort Worth), of which about 193
miles are located in Louisiana. The route utilizes rail lines of the KCSdabP. Currently there are no
passenger trains operating on most of the route. A 2005 analysis of the route noted the operation of
between 10 and 19 through freight trains per day. The maximum authorized timetable speed is 55 mph
for freights and 59 mph forintermodal trains. With the extended sidings, track upgrades and CTC
between Meridian and Bossier City, the capacity of the line has been increased.

The KCS line between Meridian and Shreveport is a key strategic rail corridor and a new
transcontinental rail route. A 2006 agreement between NS and the KCS created joint ownership of the
Meridian Speedway with the NS investing $300 million in the route for track and signaling
improvements. These improvements will allow the line to handle twice the number dhrough freight
trains as it did in 2005.

Given the timeline for the installation of PTC, it will likely be in service on this route before any
expansion of rail passenger service is undertaken.

In addition to overall line capacity, which must be addresed before rail passenger service can be
inaugurated, there are two major areas of potential congestion. The first is the approximately omeile
stretch through Jackson (Jackson Junction to the KCS Vicksburg line junction) where the KCS and CN
share a joirt right-of-way. As was noted earlier the growth in freight traffic and potential new passenger
service will impact track investment requirements at Jackson.

Also, as noted earlier, significant track and operational changes are being implemented in the NMgan
Terminal. At this writing, no provisions for Amtrak beyond the present short station stop/crew change
activity have been incorporated into the new design. Provisions for passenger train switching or
origination/termination of a separate train at Meridian for the Dallas/Fort Worth leg of theCrescent
would have to be added to the terminal.

As part of any planning for the Meridiarg Dallas/Fort Worth leg of the Crescenta capacity modeling
simulation will need to be undertaken in collaboration with Nafolk Southern, Kansas City Southern and
Union Pacific to determine the additional capital improvements required for the route extension.

3.7.2 Corridor Stations and Equipment

The Meridianz Dallas/Fort Worth route serves the stops 6 Meridian, JacksonYicksburg, Monroe,
Ruston, Shreveport/Bossier City, MarshallLongview, Mineola,Dallas, and Fort Worth. Since this train
would operate as a leg of th€rescent, thenew sleeping cars, dining cars and baggagkrmitory cars
under construction to replace Heitage equipment would likely be used on this train.

3.7.3 Ridership Potential

Because theCrescent is an Amtrak national network train, instituting a Dallas/Fort Worth leg of the
Crescent reeds to be coordinated with Texas, Mississippi, Amtrak and the freight railroads.

3.7.4 New Study in Corridor

Ridership forecasting and an operations simulation are the next logical steps in assessing the potential
of this route. According to Texas Departmentfdl ransportation (TDOTD), a study by Amtrak in 2015
forecasted this corridor could generate ridership from 107,100 to 146,400 annually. In 201BJorthwest
Louisiana Council of Government (NLCOG)udied the sections in Louisiana. They forecasted the annual
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ridership in 2035 by stations as:Shreveport-Bossier Cityz 88,977, Rustonz 33,365 Monroe 7 36,761,
and Vicksburgz 21,893.

Since 2015, there are several studies that have been done on this corridor by different entities. A few
significant ones includethe North Louisiana Passenger Rail Feasibility Study by NLCOG and 2017
Dallas/Fort Worth to Meridian Passenger Study by TDOT in coordination with UNOTI. It studied the
feasibility for intercity passenger rail service along the-20 Corridor from Texas to Mssissippi through
North Louisiana, as well as the potential ridership and economic impacts. According to TDOT, this
corridor could generate 30 jobs, $730,609 in labor income, over $1 million added values, and $2.2
million total output for Louisiana.

3.8 Shreweport/Bossier Cityg Dallas/Fort Worth

As was noted in the review of past rail studies, there are two recent ongoing studies of the feasibility of
passenger rail service between Shreveport/Bossier City, and Dallas/Fort Worth. The route parallels the
I-20 corridor which is seeing increased traffic volumes and land development. One analysis is being
conducted by Amtrak on behalf of the Texas Department of Transportation using funds obtained by the
East Texas Corridor Council, of Longview, TX. The other studybeing sponsored by the North East
Texas Regional Mobility Authority, of Tyler, TX.

3.8.1 Corridor Description

The Shreveport/Bossier Cityz Dallas/Fort Worth route is approximately 236 miles long of which about

22 miles are located in Louisiana. The route cbd utilize the UP (202 miles) and Trinity Rail Express (34
miles) lines. While there is currently no passenger rail service between Shreveport and Marshall,

Amtrak operates one daily frequency between Marshall and Dallas, while Trinity Rail Express operst
commuter rail service between Dallas and Fort Worth. The UP route between Shreveport and Dallas is a
strategic rail freight corridor and its linkage with the Meridian Speedway makes for a new
transcontinental rail route segment between Dallas, Meridiaand Atlanta.

Proposed by the North East Texas Regional Mobility Authority, an alternative concept is also under
development which assumes a new rail righof-way parallel but apart from the existing UP line, double
track, and electrified and an average s®d of about 100 mph.

3.8.2 Corridor Stations and Corridor Frequency

Amtrak is studying 11 stops. These are: Shreveport (also serving Bossier City), Marshall, Longview,
Mineola, Wills Point, Terrell, Forney, Mesquite, Dallas, Centre Port/DFW and Fort Worth. TFrnity
Express Centre Port/DFW stop will allow access to the Dallas/Fort Worth International Airport. Studied
will be a conventional (79 mph) Regional Access Train (shedistance rail service under 500 miles
linking rural cities with a major metropolitan area), offering two round-trip frequencies per day.

4EA Al OAOT AGEOGA AT 1T AADPO x1 O A EAOGA A xAOGOAOT OAOI ET
terminus at Shreveport Regional Airport, and intermediate stations. The service would offéive round
tri ps per day.

3.8.3 Ridership, Ticket Revenue and Capacity Studies

The Amtrak report will outline ridership and ticket revenue estimates, estimated operating costs and
capital requirements for the service. Annual operating costs (less ticket revenue) would be fed by
the states. Rail capacity requirements will be determined by the UP, owner of much of the proposed
route for the Amtrak service. No implementation cost estimate is available.
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Ridership estimates for the alternative higher speed concept were not avable. The double track
configuration would assure sufficient line capacity. A conceptual cost estimate for implementation is $3
billion.

3.9 Baton Rouge; Shreveport

This route segment would provide a linkage between Baton Rouge, Shreveport, and ultimately
Dallas/Fort Worth, assuming the completion of the Shreveporz Dallas / Fort Worth link (discussed
above). The service concept was mentioned in a Public Meeting held in October 2012 for the Louisiana
State Rail Plan. However, no detailed assessment of addaRowe z Shreveport connection has been
conducted.

That noted, the route, in conjunction with Shrevepor Dallas service, would provide a link between
Dallas, Shreveport, Baton Rouge and New Orleans.

The route between Baton Rouge and Shreveport ipproximately 220 to 230 miles in length all located
in Louisiana. Two parallel rail routes are available, one utilizing the KCS while the other uses the UP.
Both routes serve the major midroute city of Alexandria. Both rail routes are major freight corriars.
Currently no rail passenger service operates on either route.

3.10Amtrak Needs

Amtrak provides intercity rail passenger service on three corridors in LouisianéSeeFigure 3-4 for
current routes in Louisiana.The three services are th&unset Limited operating between New Orleans
and Los Angeles; th€ity of New Orleansbetween New Orleans and Chicago; and theescent between
New Orleans and New York. Amtrak trains stop at seven stations in the state.
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Figure 34 Amtrak Routes in Louisiana
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The projects anticipated are capital upgrades to the Louisiana Amtrak stations for compliance with the
Americans with Disabilities Act (ADA) and a State of Good Repair. The stations include New Orleans,
Lafayette, and Lake Charles. These stati® are owned by their respective cities, and the public benefits

of these investments are assurance of ABéompliance as well as the safety and serviceability of the
stations for the traveling public. The estimated cost of these upgrades is $9.5 milliondarrent dollars.
The upgrades are identified for the near term (first 4 years) following the Passenger Rail Stations

Assessment.

Table 3-5 shows the Louisiana locations served during FY18.
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Table 35 LouisianalocationsServed During FY18.

City Boardings& Alightings

Hammond 9,350
Lafayette 6,151
Lake Charles 3,782
New Iberia 1,602
New Orleans 181,544
Schriever 1,238
Slidell 9,100

Total Louisiana Station 212,767

Usage:

The adjusted operating profit for fiscal year 2018 is a loss of $ 1708illion; that is an increase of 11.9%
over the previous year. Ridership until February 2019 was (0.83 million) or (2.6%) without the plarnSee
Figure 3-5.

Figure 35 The Ridership in 2017 and 2018
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Reliability is measured by onrtime arrivals. SeeTable 3-6 for service on-time performance percentages.
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Table 36 OnTime Performance

Service | Host Railroads FY18 OTP
City of New Orleans Canadian National 45.8%
Crescent Norfolk Southern 31.3%
Sunset Limited BNSF and Union Pacific 30.3%

However, historically Amtrak has poor ontime performance. SeeFigure 3-6. The Crescent and Sunset
Limited trains, which are routes with long lengthshave poor performers.

Figure 36 On Time Performance
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Amtrak operates theNew Orleans maintenance facility, which performs running/turn around
maintenance. The facility serves all longlistance equipment and locomotives serving New Orleans
including the City of New Orleans, Crescent, and Sunset Limited. In 2016, Amtrak compdeteproject
that included major track restoration, which removedand replaced terminal tracks 28 with concrete
ties. During this same period, Amtrak relocated the coach yard shop lead to its original location and
rebuilt the diesel shop tracks. In 2017, Atrak improved switching operations by rebuilding and
extending yard tracks 1 and 3 to full length.

3.11New Orleans Rail Gateway and New Orleans Union
Passenger Terminal

The New Orleans Rail Gateway network represents another challenge for continued growthtioé Gulf
Coast Megregion. As noted earlier, it is the hub for rail passenger service (existing and perspective),
interchange point for seven railroads (including New Orleans Public Belt), and transshipment point
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between land and marine transportation. Mosrail movements travel over rail lines controlled by each

of seven railroads in a dense urban area constrained by need to cross waterways at a limited number of
points. The jurisdictional complexity, high costs and the difficulties of building in an urbaarea have
limited past efforts to undertake the capital investment needed to address capacity issues.

Looking at all the prospective passenger rail routes outlined below, none can begin without
improvements to the New Orleans Rail Gateway. Analysis untigken in conjunction with several

studies shows the interrelationship of New Orleans Rail Gateway track improvements. This is because
rail operations are an interconnected network. Capital investments to improve freight operations build
capacity for passager trains, and improvements at New Orleans Union Passenger Terminal (NOUPT)
and approach tracks, even those used exclusively by passenger trains, improve the flow of freight trains
(even at current rail passenger service levels).

The track condition, Byout and capacity of the New Orleans Rail Gateway network impacts the
operations of all Gulf Coast High Speed Corridor routes (New Orleap&ulfport Z Mobile, New Orleang
Meridian z Birmingham z Atlanta, New Orleansg Baton Rougez Lake Charlesz Houston and the feeder
route of New Orleansz Jacksorg Memphis). Current train routes and operations are slow and main lines
are often used to stage trains waiting for interchange. Critical legs into NOUPT are single track.

Several Gateway studies have recamended the following:

A A northward connection between the CSXT and NS at NE Tower;

Renewal of Almonaster Bridge and bypass track around Gentilly Yard;
Reconfiguration of track and signals at Elysian Fields;

Signal upgrades/additional track/track realignments at East Bridge Junction;

Finally, improvements are recommended at Avondale Yard and West Bridge Junction.

> > > > >

If usage of the NS Back Belt rail line through Metairie continues, studies recommend the following:

A Additional track capacity and a modernizedignal system;

Additional crossover and improvement of the alignment of the turnout at East City Junction to
NOUPT trackage;

Curvature reduction at Carrollton Avenue interlocking to increase speeds through the
interlocking;

Grade separation of streets anthe rail line through Metairie;

A third track at Marconi Drive (0.6 miles east of East City Junction) to stage freight trains for
interchange.

> >

> >

Alternatively, a new double track rail line (Middle Belt) could be constructed between East Bridge
Junction andEast City Junction utilizing available rightof-way on the route currently used by passenger
trains.

YT T OAAO O1 AOI EA AT 1 CAOOEIT A&AOI I DPAOOAT CAO OOAEI

(especially critical for the Middle Belt option) improvements are needed at NOUPT. These
improvements will add flexibility and capacity to the existing terminal. The following improvements
have been recommended:

A A double track connection between the Terminal throat and yard (North Wye);

A The construction of a dole track mainline from North Wye to Carrollton Junction (connection
to the Middle Belt) and the addition of switches and crossovers to connect to both the east and
west branches of the main line;

A Upgraded terminal interlocking.
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A Longterm an additional track is recommended between East City Junction to Carrollton
Junction (the connection from East City Junction to NOUPT) to expand capacity and reduce
delays;

A LongOAOI OEA Al 1 OOOOAOCEIT 1T &£ A1 AAAEOEIT Al OOAAE
Junction.

The following are recommended with the startup of new rail passenger service:
A Selected additional passenger yard storage and servicing tracks;
A Extension of Tracks 7 and 8 to the terminal;
A Reconnection of tracks 9 and 10;
A Restoration of Track 1.

In addition, new commissary and baggage facilities would be constructed as part of the Howard Street
extension project. Also CN recommends a grageeparated flyover for passenger trains at or near East
Bridge Junction (location dependent on whether the Backe®t or Middle Belt becomes the preferred
freight route).

Needs at NOUPT are related to track improvements for handling existing and anticipated passenger

trains, e.g., the Baton RougeNew Orleans service and new service facilitated by improvements the

Lake Charlesz Meridian Corridor, new or restored Gulf Coast service, and potential New Orleans

Memphis service. A total of $5.6 million of these improvements were cited in the 2010 Baton Rouge

New Orleans commuter rail plan. However, to facilite additional services and avoid conflicts with
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yard. The improvements were cited in thénfrastructure Program for the New Orleans Union Passenger

Terminal, along with cost estimates for Projects 1.2 and 1.3 identifiedi ithe Baton Rouge New Orleans

plan.
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Chapter 4. Proposed Louisiana Freight Rall
Improvements ad Investments

4.1 Introduction

This chapter describes the improvements and investments that could address the freight rail needs of
the state. Projects specific to the Class | and short line railroads are discussed. Also appearing bealeawv

safety improvemert needs at freight railroad crossings in Louisiana.

4.2 New Orleans Rail Gateway Project

The New Orleans Rail Gateway are&igure 4-1) serves freight rail traffic from six Class | railroads:
BNSF, CN, CSXT, KCS, NS, and UP. Itis also a connection point@@AE S O O1 &duth Ard
eastwest passenger rail routes. Through the New Orleans Public Belt (NOPB) railroad, the Gateway

links the Port of New Orleans, the fourth largest port by tonnage in the U.S., to the national rail network.

Figure 41: NewOrleans Gateway Project Area
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The Gateway is one of five major rail interchange points between the eastern and western Class |

railroads and uses one of the four majoMississippi River rail bridges. It is one of only three national rail
gateways that are both rail interchange hubs and major Mississippi River rail crossings. As such, it is a

critical link in the national freight rail system.

Louisiana State Rail Plan

142
THE UNIVERSITY of
NEW ORLEANS

UNO TRANSPORTATION INSTITUTE

)

(@}

T



The Gateway rail network is @erating near capacity with freight trains experiencing a combined 30

hours of delay per day. Addressing this delay could expedite the transfer of railcars between the eastern
and western railroads, reducing transit time and costs that are borne by shippgrbenefiting the

consumer by providing a lower cost of livingand contributing to climate change adaptation by reducing
greenhouse gagGHG)emissions from unnecessary and wasteful locomotive idlinddddressing current
deficiencies in the Gateway will beame increasingly important as the U.S. Department of

4 OAT OPT OOAOQCET T80 &OAECEO '1T Al UOGEO &OAI Ax1T OE | &! &Q /
import and export freight tonnage could double by 2020 and domestic freight tonnage could increase by
about 60%. This continued growth of shipping and the resulting port traffic will increase rail traffic in

the New Orleans Gateway, including the NS rail line serving the Chalmette area port facilities; rail traffic
to and from refineries and chemical termirals in the area; the BNSF/UP rail lines serving shippers on the
West Bank; the CN/KCS rail lines on the East Bank; and the NOPB rail line serving the New Orleans port
facilities.

4.2.1 Gateway Project

LaDOTD, the New Orleans community and the railroads have be@xamining rail improvements within

the Gateway that would reduce delays and improve rail service to rail customers in the greater New

Orleans region. The 2002New Orleans Rail Gateway & Regional Rail Operations Anadysisthe 2007

New Orleans Rail Gateay Infrastructure Feasibility Analysigvaluated the operations of the Gateway and

outlined operational and capital improvements. The key improvements involve upgrading either the

O" AAE " Al 06 OAEI 1 ETAO 1T O AOAAOilsertiod & the Gateltak A1l A " Al (
(Figure 4-2). Other improvements include closing crossings, reconfiguring trackage and upgrading

bridges and signal systems in the West, Central, and Eastern segments of the gateway. The objective of

Gateway for the interchange of local industry and Port traffic as well as the exchange of Ba&ist rail
traffic. For more information on the Jefferson Highway Rail Crossing Reldian Project, please see
5.4.1.2.

In 2011 the DOTD and the FRA, in coordination with the NORPC, the Class 1 railroads, and Amtrak,
began preparing an Environmental Impact Statement (EIS) for the NORG Program, building upon the
two feasible alternatives icentified in the 2007 Study. Numerous meetings were held with federal and
state agencies, local officials, business leaders, and neighborhood associations to introduce the study.
Public meetings were last held in February 2012. There was polarized public iojon to the feasible
alternatives identified in the 2007 Study. The 2007 Study projected freight growth but held Amtrak
passenger service constant at the current five trains daily while the 2011 Study reflected an increase in
passenger service to 62 trais daily into the New Orleans Union Passenger Terminal (NOUPT) based on
previously prepared passenger rail corridor planning studies and the State Rail Plan. This increased
passenger service would most likely adversely affect the improvements being evaludteRecognizing
these challenges, the DOTD and FRA had numerous discussions regarding the lack of public consensus,
projected passenger train service and additional data needs. After much deliberation, it was decided that
additional studies were warranted © re-evaluate both the passenger service projections and Gateway
wide improvements to the NORG. DOTD and FRA have mutually agreed to temporarily suspend the
current EIS study because there is currently insufficient federal and state funding to conduct the
necessary comprehensive studies. When additional funding is secured, freight and passenger train
forecasts will be reviewed, and possible alternatives discussed with local elected officials to gauge
community support. Studies will continue when there is cosensus.

In the meantime, DOTD and FRA will continue studying, as funding is secured, smaller individual
projects that will provide public benefit and can be constructed independent of any other Gateway
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improvements. It is expected that the railroads willcontinue advancing some projects to improve rail
operations. The first smaller individual project being studied is combining and possibly grade separating

the KCS and NOPB at grade crossings of Jefferson Highway (US 90) in Jefferson Parish, between the
Odsner Health Foundation Hospital and Monticello Avenue.
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4.2.2 Facilitating Passenger Improvements
As noted in Chapter 3 improvementplanned for the New Orleans Rail Gateway will improve
performance for existing passenger trains and will facilitate implementation of proposed passenger

services. Current train routes and operations are slow and main lines are often used to stage trains
waiting for interchange. The Gateway project will improve track conditionadd capacity and contribut e

to climate change adaptation by reducing greenhouse g&SHG) emissions from unnecessary and

wasteful locomotive idling.

According to theGulf Coast Worikg Group Report to Congresduly 2017the Gateway generally consists ’
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yards and operatbns in this rail system. Therefore, providing more frequent passenger service within
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saturation. Note that there is one 3.3nile section of a planned extensio which would host three rail

companies at the same tim¢Amtrak, NS, and CSXJhere is another ongoing study, which has been

paused, to examine New Orleans regional freight in its totality, including those spaces close to the

NOUPT.
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4.3 St. James Crude Oiéfiminal Rail Expansion

The St. James Rail Terminal (SJRT) is an above ground crude oil and condensate handling and
distribution hub located between New Orleans and Baton Rouge. Plains All American Pipeline, LP
acquired the facility from U.S. Developm@ Group, LLC (USD). USD completed an expansion of the SJRT,
Antonio, TX, also operates a rail terminal at the St. James location and is investinguab$40 million to
double the capacity of its rail terminal to unload 140,000 barrels of oil per dayrhe expanded rail

capacity contributesto climate change adaptation by reducing greenhouse gas (GHG) emissions from
unnecessary and wasteful locomotive ihg.

SJRT, which began operations in summer 2010, is part of a nationwide network of crude oil/condensate
facilities being developed to facilitate the movement of crude oil from various oil shale developments
across the upper Midwest to Gulf Coast destitions. The expanded St. James facility consists of
approximately seven miles of rail track and a fully automated 58pot high-speed railcar offloading rack.

Served by the UP, SJRT currently receives unit train shipments of crude oil, condensate andedla
products from the Bakken, Niobrara and Eagle Ford shale plays. SJRT is connected via pipeline to an
adjacent stateof-the-art crude oil/condensate storage terminal operated by Plains Marketing, L.P.

4.4 Ongoing Class | Projects

Class | railroads generallyrovide the capital necessary for their own network and infrastructure
improvements. In the 2015 plan, the railroads reported to the study team that they intend to have
capital expenditures totaling about $110 million per year in Louisiana in the near ten. This figure
excluded a major $200 million expansion program announced by UP in February 2012, as described
below.

UP is upgrading sections of their track in Louisiana (and nationwide) in an effort to better accommodate
longer unit trains (grain, coal,and crude oil) and projected traffic increases in the state, as well as to
generally enhance transportation performance. UP launched infrastructure expansion in Louisiana in
response to current and projected petrochemical shipments in southern Louisianahi program

includes a new yard in St. James Parish, a capacity improvement project which adds 29 miles of
additional track between Livonia and Addis, and more locations to assemble and stage trains in Livonia.

In 2018, UP planned to invest $87 millionri rail improvements statewide. Approximately a quarter of

the funding was dedicated to improvements to the Port of Greater Baton Rouge. The proposed

enhancements include additions and upgrades to interchange tracks. The planned improvements should

allow the use of 80 car trains, almost doubling the previous rail car capacity.l I T £ 5080 OAEI A
expansion investments will contributeto climate change adaptation by reducing greenhouse gas (GHG)

emissions from unnecessary and wasteful locomotive idling.

Since 2014, Canadiahational (CN) has spent $240 million improving its infrastructure in Louisiana. In
2019, they have slated $95 million for Louisiana programs related to maintenance and expansion. New
expansion programs include a multiyear project rehilding a 2-mile-long bridge over a spillway near
Lake Pontchartrain and the development of a PTC system. Maintenance projects include replacing rail
lines, rebuilding crossing surfaces, installing new ties, and general projects related to bridges, signal
and culverts.These robust maintenance and upkeep investments byNGvill contribute to climate

change adaptation by streamlining locomotive operations, thus reducing the time spent in emitting
GHGs.
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In 2016, The Kansas City Southern Railway Company (K $nvested roughly $14.3 million for
improvement and construction projects in the New Orleans area. 2016 projects also included crossing
improvements from Port Allen to Simmesport as well as statevide general improvements to cross ties,
road crossings, ad bridges.These robust maintenance and upkeep investments BYCSRwill contribute
to climate change adaptation by streamlining locomotive operations, thus reducing the time spent in
emitting GHGs.

Most of the Class | railroads are also in the processugigrading their primary rail yards in the state,

especially in the New Orleans area, in order to facilitate the velocity and frequency of interchanges and

to handle additional rail traffic efficiently. For example, NS is implementing improvements at itsli@er

Yard, CSXT at its Gentilly Yard, CN at its Napoleon Avenue Yard, and UP at its Avondale Yard. KCS
previously rebuilt and expanded its Deramus Yard in Shreveport and converted it from a standard flat
switching yard to an automated hump yard. This keproject increased operating efficiency, velocity, and
throughput of existing trains through Louisiana as well as accommodating the additional rail traffic
generated by the Meridian Speedway corridor service. | | OEAOA AT | DPAT EAOS6 OAEI
contribute to climate change adaptation by streamlining locomotive operations, thus reducing the time
spent in emitting GHGs.

4.5 Short Line Needs

"ACETTEI C ET ¢ mp3shortfnes répoffed Déeds to@hd 5265 Milliqn. Of this

amount, $205million (or nearly 39% of the total needs) is for upgrading infrastructure to handle

heavier railcars. The enhancements are critical to ensuring that shippers located on these lines remain
competitive with shippers on Class I lines. All Class | main lingsLouisiana are capable of handling a
minimum of 286,000-pound loaded car weightslf the short lines can handle the same freight tonnage as
the Class k, this will contribute to climate change adaptation bystreamlining locomotive operationsin
shipping for both classes of railroadsthus reducing the time spent in emitting GHGs.

An additional $270 million is needed for a major rail relocation project south of New Orleans. The New
Orleans and Gulf Coast Railway is planning a bypass of thgy of Gretna to access Mississippi River
terminals south of New Orleans. The bypass, to the west of Gretna, has two benefits: more efficient rail
operations; and enhanced safety, allowing more than 100 highwanail at-grade crossings in Gretna to
be closed LaDOTDis assisting in the projectThe resulting increase in rail operations efficiency will
contribute to climate change adaptation by streamlining locomotive operations, thus reducing the time
spent in emitting GHGs.

The remaining $51.5 million in neds pertain to short line highwayrail crossing improvements and
closures on Louisiana short linesThe resulting increase in operational efficiency for the short lines will
contribute to climate change adaptation by streamlining locomotive operations, traireducing the time
spent in emitting GHGs.

In 2019, USDOT announced that they awarded at $10.5 million grant to the Southeast Arkansas and
Northeast Louisiana Multimodal Freight Corridor improvement project. This funding is intended to pay
for upgrades © a short line rail system shared between the two states. The upgrades should improve
connectivity between the Madison Parish Port and the Lake Providence Pofhe resulting increase in
operational efficiencywill contribute to climate change adaptation ly streamlining locomotive
operations, thus reducing the time spent in emitting GHGs.
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4.6 Safety Enhancement Needs

Discussed in Chapter 2, the Highway/Rail Safety Program invest8 fillion per year on improving
crossing safety. Of this amount, approximately $4illion comes from the Federal Highway Safety
Program (formerly Section 130 funds). Some of the remainder is obtained from other federal safety
improvement funds not specifically earmarked for highways and another $1 million is available for
engineering.Over the last four and a half years the Rail Safety Unit has issued work orders for the
railroads to make improvements at various public crossings throughout the state with an estimated
total cost of about $36 million.

To minimize the interface between tke rail and highway systems and to reduce grade crossing
improvement costs, the Highway/Rail Safety Unit has aggressively pursued crossing closures and they
continue to be pursued along Class | railroads where reasonable alternate access is availablieen
crossings are eliminated, this facilitates rail efficiency, thus contributing talimate change adaptation by
streamlining locomotive operations, reducing the time spent in emitting GHGs.

4.7 Positive Train Control Implementation

The regulatory criteria for PTC installation applies to most of the Class | railroad miles in Louisiana. As
of 2019, PTC technology was installed on 100% of Class | engines, all wayside units and radio towers
were in place, and all needed rail employees had been trained in the syst&9h% of required route-
miles were operating under PTC.

The six Class | railroads will implement PTC along the following line segments in the state:

A BNSFz4EAO DI OOETT 1T &£ OOAAE AAOxAAT . Ax /01 AAT O Al
Sunset Limited operate thrice weekly out of New Orleans and thrice weekly into New Orleans.

Also, any portions of track that carry poisonousinhalation-hazardous materials.The increase in
rail efficiency from PTC will contribute to climate change adaptation by streamlining tbmotive
operations, reducing time spent in emitting GHGs.

A CNz- A#T i1 A 3O0AAEOEOETT AAOxAAT . Ax | O1I AAT O AT A -A
New Orleans service operates one train each way daily. Alsmy portions of track that carry
poisonous-inhalation-hazardous materials.The increase in rail efficiency from PTC will
contribute to climate change adaptation by streamlining locomotive operations, reducing time
spent in emitting GHGs.

A CSXTzThe New Orleans O1 AT AT h &, OAA §Elinitediuséd theiNOEGMVAE S O 3 O1 O,
Subdivision along the Gulf Coast between New Orleans and Mobile, Alabama, and was
suspended in the wake of Hurricane Katrina in 2005. PTC would be installed on this portion in
conjunction with any future resumption of passenger rail srvice. Alsq any portions of track that
carry poisonousinhalation-hazardous materials.The increase in rail efficiency from PTC will
contribute to climate change adaptation by streamlining locomotive operations, reducing time
spent in emitting GHGs.

A KCSz No passenger trains operate over KCS lines in Louisiana. However, all portions of track
that carry poisonousinhalation-hazardous materials are subjecto implementation of PTCThe
increase in rail efficiency from PTC will contribute to climate chage adaptation by streamlining
locomotive operations, reducing time spent in emitting GHGs.

A NSz4EAO DT OOETT 1T £ OOAAE AAOxAAT . Ax /Ol AAT O AT A
Crescent service operates one train each way daily. Also, any portions of trabkttcarry
poisonous-inhalation-hazardous materials.The increase in rail efficiency from PTC will
contribute to climate change adaptation by streamlining locomotive operations, reducing time
spent in emitting GHGs.
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A UPZz That portion of track between Lake EAOT AO AT A (1 60O0IT 1T OAO xEEAE
Limited operates thrice weekly. Alspany portions of track that carry poisonous inhalation
hazardous materials.The increase in rail efficiency from PTC will contribute to climate change
adaptation by streamlining locomotive operations, reducing time spent in emitting GHGs.

According to their annual PTC Progress Reports to FRA, CSX, Norfolk Southern, Canadian National,
Kansas City Southern, BNSF Railway, Union Pacific and Amtrak all are fully compliant wittCRi

Louisiana.
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Chapter5. [ 2dzA AAl VI Qa4 wl Af { S
Program

5.1 Vision
4EEO AEADOAO AAO Ak isihiOior Gk skrvice @ndl GsAdien thie stdte@ide
multimodal transportation system. SeeFigure 5-1. It addresses the specific projects, programs, policies,

laws, and funding necessary to achieve the rail vision and describes the related financial and physical
impacts of these proposed actions.

State Rail Vision

The rail vision statement adopted byLaDOTDis provided below, along with its supporting freight and
passenger rail service objectives.

The future Louisiana rail system will provide safe, reliable mobility for people and goods. In addition,

it will contribute to a more balanced transportatiorsystem, economic growth, a better environment

AT A AT Aocu Ai 1T OAOOAOET 18 4EA OOAOA8O OAEI ET £ZO0AOOOC
increased transportation efficiency, cost effectiveness, accessibility, capacity, and intermodal

connectivity to meet freight and passenger market demands through an investment plan which

includes publieprivate partnerships. To further this vision, the state will take a leadership role in

planning rail service improvements.

Freight Rail Objectives

A Improve the interchange of Class | rail traffic in New Orleans. Implement New Orleans Gateway
(a program of projects)
Increase the number of miles of track capable of 286,0001T 01T A AAO xAECEOO 11 OE
line railroads
Minimize accidents, injuries, and fataties at highway-rail grade crossings in Louisiana through
crossing closures, safety improvements and grade separations
Encourage economic development through investments in the rail system, e.g., improved access
to marine and river ports, new intermodal failities, and new industrial leads and spurs
Establish adedicated funding source associatedith Louisiana ACT No. 22
Leverage publieprivate partnerships for funding rail improvements

> > > >

Passenger Rail Objectives

A Enhance existing serviceg maintain and improve existing stations
Engage the freight railroads in new passenger rail planning initiatives
Continue outreach to stakeholders

Develop funding strategies for passenger rail initiatives

Encourage multimodal integration

Continue with Amtrak station upgrades

> > > >
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Figure 51: ProposedLong-Term Vision for Passenger andreight Rail in Louisiana
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5.2 Program Coordination

Passenger and freight rail play an important role in Louisiana, including the provision of transptation
choices, enhanced economic competitiveness, community support, and improved access for
communities and neighborhoods throughout the state. Passenger rail services can strengthen the
intermodal transportation system, creating new options for users athey combine different
transportation modes to complete a trip. Attractive multimodal trip options require solid and

convenient connections between different modes of travel.

LaDOTDE O

4 OAT Crmah ApPrdvAIET 1

Authority (SRPAA). LaDOTDis responsible for rail planning in the state, including development of the
State Rail Plan. Railelated responsibilities are located primarily within the LaDOTDcentral office,

particularly the Office of Multimodal Commerce, but some raitelated activities are also located within
OEA $ A b Am«iatibni obtbedRail Vision withother Transportation Plans This State Rail Plan is

intended to integrate and expand upon the Louisiana Statewide Transportation Plawhich was updated

in 2016.

As noted in Chapter 1, the goals of the Statewide Transportation Plan are:
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Infrastructure Preservation and Maintenance 70 OAOAOOA , 1 OEOEAT A6 O |
infrastructure in a state of good repair through timely maintenance of existing infrastructure.
Safety z Provide safe and secure travel conditions across all transportation modes through
physical infrastructure improvements, operational controls, programs, and public education and
awareness.

Economic Competitiveness z Provide a transportation system that fosters diverse economic

and job growth, international and domestic commerce, and tourism.

Community Development and Enh ancement z Provide support for community transportation
planning, infrastructure and services.

Environmental Stewardship z Ensure transportation policies and investments are sensitive to

> >

p>N

p>

>

, I OEOEAT A0 A1 OGEOIT 11 AT 6h EEOOI Ouh AT A AOI OOOAS

The State Rail Planddresses each of these Statewide Transportation Plan goals. For example, the State
Rail Plan calls for:

A )T OAOOI AT OO0 ET OfabtQdurelitoadsidre tiik abilityxd harddid Geavy weight
carloadings.

Continuedsafety-related investments ingrade crossing improvements, closures, and grade
separations.

Investments to improve access to portén the New Orleans Rail Gateway Project, which will
ensure theeconomic competitivenessf both the State and the New Orleans Class | interchange.
Continuing outreach to the publiccommunities and other stakeholders to assure their wants
and needs with regard to rail transportation are heard; and,

Support of passenger rail and multimodal integration that work to shift freight and passenger
traffic to more environmentally friendlyrail transportation.

> > >» >

p>

As Louisiana also shares rail corridors and services with other states, it is also essential to coordinate

with other states through both direct interaction and through comprehensive review and analysis of

State Rail Plans prepared by other states in the regiobaDOTDwill submit the draft Plan to

00001 OT AET ¢ OOAOAO &£ O OEAEO OAOGEAx AT A ATi11 A1 O8
their plans over the course of the past five years, it is ldty that this coordination of Plan content will

increase as states begin to update their plans. These updates are required every five years per PRIIA.

FRA was directed by PRIIA legislation to develop a Preliminary National Rail Plan to address the rail
needs of the U.S. The Preliminary National Rail Plan, published in October 2009, provided objectives for
rail as a means of improving the performance of the National Transportation System, which include:

A Increased passenger and freight rail performance

A Integration of all transportation modes to form a more complementary transportation system

A Identification of projects of national significance

A Providing for increased public awareness

FRA initiated regional rail studies to fulfill the PRIIA requirements by egaging in a stakeholder led
process to define a future, 46year vision of a regional rail network that reflects the unique nature,
desires, and needs of each region. Regional rail plans study transportation demand at the megaregion
scale to reflect ongoilg growth patterns in the United States, identified by research suckmerica 2050
Regional rail plans can help facilitate rail planning at the state level by informing state rail plans and
long-range transportation plans. Regional rail plans can also ideifif potential passenger rail corridors
that warrant further study at a more detailed level. The Southwest MukBtate plan was completed in
2014. The Southeast and Midwest Regional Rail studies are currently-going and anticipate

completion in 2020. TheSoutheast Regional Rail study includes a rail connection between New Orleans,
LA and Mobile, AL, reflecting the Gulf Coast servitaDOTD will continue to work with FRA and other
Louisiana State Rail Plan 151

THE UNIVERSITY of
NEW ORLEANS

UNO TRANSPORTATION INSTITUTE

(@}

(@}



OOAOAO ET OEA OACEIT O Al OO00OA ©SddfaGequiatelfadddedsgEl T 06 OF
within the final National Rail Plan, subsequent updates, and reports.

ylT AAAEOEITT O1 OEA TAAA O Ai T OAET AOA OEA OOAOAGO ¢
Network, Louisiana will also coordinate as necessary with the U.S. Military Surface Deploymentand
$EOOOCEAQOOQEIT #1011 AT A80O 4 OAIiwhid bveréedsite federalbiatiorial AAOET ¢ !

Strategic Rail Corridor Network (STRACNET). As noted in Chapter 2, STRACNET is comprised of a
32,000-mile interconnected network of rail corridors and associated connector lines most important to
national defense.

5.3 RailAgencies

The Office of Multimodal Commerce was created by Act No. 719 of the 2014 Regular Legislative Session

and is housed within theL,aDOTDOT AT EAT AA OEA OOAOAGO &I AGO 11 10610
coordinates the state's programs for portsrailroads, aviation and commercial trucking and helps make

OEA AAOA &I O AOI AA AT A AEOAOOA &£O1 AET ¢ OI1 OOET 1T O OE
needs.

Proposed Organizational or Policy Changes

LaDOTDconducts rail planning along with oher modal planning. The establishment o& dedicated
funding source for theRail Program atLaDOTDis identified above as an objective of the State Rail Vision
necessary to focus resources to successfully secure federal funding assistance to short linethér
progress on the New Orleans Rail Gateway, and assist in the development of new passenger rail
initiatives.

5.4 Potential Effects of Rail Program Implementation

In this section, the passenger and freight rail projects for this 2@ear plan are identified along with the
potential effects of these projects. Projects enhancing the safety ofgtade crossings through safety
improvements, closures and grade separations are also noted below with freight rail projects. The short
range projects (first four years) and long range projects (latter 16 years) are listed iAppendix G(short
range) andAppendix H(long range). The total estimated cost of all projects in the 2@ear Rail Program

is $2.1 billion.

5.4.1 Passenger Rail Investments

5.4.1.1  Amtrak Station Upgrades

The projects anticipated are capital upgrades to the Louisiana Amtrak stations for compliance with the
Americans with Disabilities Act (ADA) and State of Good Repatandards. The stations include New
Orleans, Lafayette, and Lake Charles. These stations anned by their respective cities, and the public
benefits of these investments are assurance of ABdompliance as well as the safety and serviceability of
the stations for the traveling public. The estimated cost of these upgrades is $9.5 million in current
dollars. The upgrades are identified fothe near term (first 4 years) following the Passenger Rail
Stations Assessment.

The predominant number of rail passengers using stations in Louisiana are leisure travelers. Leisure
travelers are likely to arrive one hour before the scheduled train departure and are likely to be traveling
with suitcases or baby strollers. Because of #ir tendency to allow a comfortable cushion of time
between their arrival at the station and the scheduled train arrival time, leisure travelers are more
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predisposed to take advantage of station amenities such as retail services or vending machines. Leisur
travelers may not be frequent travelers by train and may be unfamiliar with the characteristics of
passenger train service. For these travelers, the availability and ease of finding information about the
train services (timetables, etc.), station service (restrooms, parking requirements, etc.), boarding and
disembarking procedures, and ugo-date train status information are critical elements of the travel
experience at the station.

All of the recent Louisiana station upgrades have had a significant exmic impact. $20,167,021 was
generated in station revenue in FY 2018. $2,301,975 was spent in Louisiana by Amtrak in FY 2017.
Amtrak wages in Louisiana were $14,458,388r FY 2017.Regarding the impact of public transit use,
including rail, on energy eficiency and pollutant emissions, the Transportation Research Board (TRB)
last conducted studies about a decade agburrently, TRB has a $90,000 project out to bid to update this
research, but a contract has not yet been awardebhcreases in passenger raiusage will decrease VMT on
the interstate system, and expansion/addition of activity at passenger rail stations will result in the
increased use of other forms of public transit close to the station(s)
"AOAA 11T 11 OOAESO OAEAALInR2035 40e projedtOdntidipdted areédc@pitalEl O ¢ 1 g
upgrades to the Louisiana Amtrak stations for compliance with the Americans with Disabilities Act
(ADA) and State of Good Repair standards. These include:
A Train access deficiencies (e.g. platforms will bee@tated to meet ADA standards with tactile
edging)
A Passenger Information Display Systems (PIDS) deficiencies (e.g. signage and railings for visually
impaired passengers)
A Station access and/or key amenity deficiencies (e.g. overhaul mechanical and electriggstems
that service trains)

54.1.2 Baton Rouge; New Orleans Intercity Rail

The total project for full implementation is estimated at $522 million, as noted in Chapter 3. However, an
ongoing update of that study has estimated a cost of $262 million for a malimited implementation of

two round trips daily. Of this amount, $75 million for grade crossing improvements and replacement of
the Bonnet Carré Spillway bridge is of the highest priority in the short term.

The primary public benefit will be enhancemenbf mobility and reduction of traffic congestion on
Interstate 10 between Baton Rouge and New Orleans. The route could also serve as an evacuation route
in case New Orleans is flooded, as it was during Hurricane Katrina. Once the service is implemented,
there will be ongoing operating subsidies (operating costs less revenues). These likely will be funded
through local sources. The addition of this inteeity rail corridor will signal economic recovery from
Hurricane Katrina. It will also stimulate local, regbnal, and national economies through infrastructure
investment while simultaneously reducing emissions and gasoline usage. Additionally, éan eliminate
as much as 86 million VMT annually from the Baton Rougéew Orleans 110 corridor, meaning that
about 38,299 tons of CO2 per year i not go into the airif this project is fully implemented. Regarding
overall impacts to transit, the trains' final stop and origin in New Orleans is the New Orleans Union
Passenger Terminal, which is linked to other transioptions in the city by the Loyola Avenue streetcar.
Existing public transit systems around the developing rail stations would become more robust, either
through increased ridership or the development of new lines. Walking and bicycling to the stations
would also become more accessibl&he next step for this project to move forward is an environmental
study. For additional information, please see Appendix C.
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5.4.1.3 Shreveport/Bossier Citg Dallas/Fort Worth and Future
Extensions

There are alternative concepts fothe implementation of the Shreveportz Dallas train service. One
study is being sponsored by the East Texas Corridor Council and conducted by Amtrak and the Texas
Department of Transportation; another is being sponsored by North East Texas Regional Mobyli
Authority.

The former anticipates running a conventional Amtrak operated service on existing freight railroad
tracks. No cost figure was available for this concept. The latter envisions a new rail rightway with an
electrified service and higher sgeds, e.g., with top speeds of 110 to 150. A preliminary cost estimate for
this is $3 billion.

LaDOTDdoes not anticipate implementationin the near term. Full implementation will occur in the
longer term. See Appendix G for additional informationThe primary public benefit will be enhancement
of mobility. Funding sources for this implementation and operating subsidies have not been identified.
Potential extensions could be to Vicksburg and Meridian, MS. In 2014, the Northwest Louisiana Council
of Goverrments studied the feasibility of service between Shreveport and Vicksburg. A Meridian
connection would enable a through service between Dallas/Fort Worth, Atlanta and East Coast
destinations including Washington, DC, Philadelphia, and New York City.

The economic benefits revealed by the study include 30 new permanent jobs, $730,609 labor income,
$1,178,161 added value and total $2,259,341 output.

In terms of the impact on greenhouse gas emissions, Volatile Organic Compounds (VOCs) would be
reduced by 749 metric tons, NOx 33.8 metric tons, PM2.5 1 metric tons, Sand Ox 0.1 metric tons. These
environmental benefits would accrue due to a reduction in auto VMT by 87,635,686 annually.

5.4.1.4  New Orleans; Gulfport ¢ Mobile Intercity Rail

LaDOTDalso anticipates the longrange implementation of New Orleang Gulfport z Mobile intercity
service. LaDOTDhas estimated its contribution to the capital costs at $5 million.

5.4.2 Freight Rail Investments
54.2.1 New Orleans Rail Gateway

The current total estimated poject cost is $496.8 million, which is expected to go higher. The chief
private benefits include speedier interchanges for the Class | railroads, with resulting operating cost
savings. The chief public benefits are the closures of numerous grade crossingsulting in enhanced
safety and congestion mitigation, i.e., elimination of traffic delays at crossings. Potential funding sources
in the near term include CMAQ, Rail Line Relocation, and Projects of National and Regional Significance
programs, state ard local sourcesand railroad contributions. Longer term sources are undetermined at
present.

Potential economic benefits include an estimated $700 million upgrade investmentdDOTD2016). It is
anticipated that increased and improved thoughput might simulate newer economic activities and
savings in energy cost, both for motorists (through reduced congestion), and freight (the economies of
rail). The NORG project would reduce energy consumption in anticipated increase of economic activities
in the region. According to AAR (2019)fijust 10 percent of the freight that moves by Class 7 or Class 8
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(the largest) trucks moved by rail instead, fuel savings would be more than 1.5 billion gallons per year
and annual greenhouse gas emissions would fall by moreah 17 million tons.

The first smaller individual project being studied is combining and possibly grade separating the KCS
and NOPB at grade crossings of Jefferson Highway (US 90) in Jefferson Parish, between the Ochsner
Health Foundation Hospital and Moticello Avenue.

The Louisiana Department of Transportation and Development and the Federal Railroad

Administration, in coordination with the New Orleans Regional Planning Commission and the railroads

operating in the New Orleans metropolitan area are pregring an Environmental Assessment for

improvements to the atgrade highwayrail crossings located along US 90 in Jefferson Parish, between

the Ochsner Health Foundation Hospital and Monticello Avenue. US 90 is classified as a major arterial

and is part ofthe national highway network. It is also a key route for hurricane evacuation and is used

by the police, fire and ambulances for delivery of emergency services. In 2018, an average of 25,000

OAEEAT AO PAO AAU OOAOGAI OEEOO P4 @OAN A i oo @ AMEAER OOA ELEK
Jefferson Highway (E3) bus routes also traverse this corridor. The corridor has limited opportunities

for walking and bicycling.

Transportation studies are underway by several agencies to address vehicular, trandiigycle and
pedestrian access to the expanded Ochsner Campus and envisioned growth to adjacent retail and
residential housing. The Jefferson Highway Rail Crossing Relocation project will further improve area
mobility. Two at-grade highway-rail crossings, aNew Orleans Public Belt Railroad crossing and a Kansas
City Southern Railway crossing are less than 700 feet apart between the hospital and Monticello Avenue.
This study will evaluate combining these two crossings into a single crossing at either the NOBIBKCS
crossing location. The study will also evaluate grade separating the combined crossing at these two
locations with a roadway overpass. This project was recommended in a 2007 Infrastructure Feasibility
Assessment and identified as Projects N6 and N¥ the NORG Program. It was selected because of its
strong public benefit. The goals of combining and possibly grade separating these crossings could
include:
A Improving safety by eliminating the hazard of one or both agrade railway-highway
crossings
A Suporting the Ochsner Health Foundation
A Increasing economic competitiveness and improving air quality by reducing vehicle
congestion
A Decreasing cost of maintaining two separate at grade crossings
A Increasing freight fluidity through the Gateway and Port of Bw Orleans.

5.4.2.2  Short Line Railroad Track Upgrades

The total project costs are estimated to be $205 million. Twenty percent of the project costs ($41

million) will be financed in the near term, with the remainder ($164 million) in the long term. The chief
priv ate benefits will be the ability of short lines to better serve their customers, being able to handle
heavier carloadings (286,000 pounds), and improved operating costs. The chief public benefits will be
assurance of short line viability and preservation bcompetitive transportation options for shippers.
Potential funding sources include theCRISIprogram andrailroad contributions. Longer-term sources

are undetermined at presentln 2019, the Louisiana legislature created a short line rail assistance
program. To date, no funds have been provided. When funding is available a system will be developed to
prioritize needs.
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5.4.2.3 New Orleans & Gulf Coast Railway Company ({PRail

Relocation

The total project cost is $270 million. Fifteen percent of the projed$40.5 million) will be implemented

in the near term, with the remainder ($229.5 million) in the long term. The chief private benefits will be
improved access to Mississippi River ports for the NOGC and, thus, an enhanced competitive position for
Louisiana. The chief public benefit is the closure of more than 100 grade crossings in Gretna and the
surrounding areaz a major safety and livability enhancement. Potential funding sources include the
BUILD and CRISI funddn 2018, the New Orleans Bgional Planning Commission (NORPCand the
FRA completed the Environmental Impact Statement (EIS) and recommended the NOGC main ralil
segments be relocated away from Gretna to a suitable industrial site. Funding for this project
(approximately $300 million) has not yet been secured. In 2013he NOGC began investigating a
less expensive (about $&8 million) shortcut, which has been opposed by the residents and the city
council because of the increase in crude oil the trains would be carrying. However, these are oil
sands, which are not higly combustible.

5.4.2.4 Other Short Line Railroad Needs

Additional improvement projects for Louisiana short lines total $51.5 million. The improvements
include road closures and crossing improvements on lines belonging to the Acadian Railway, the New
Orleans Pubic Belt Railway, the Louisiana Southern Railroad and Port Rail Link at the Port of Lake
Charles. The primary public benefit is enhanced safety. The primary private benefit for the railroads is
the reduction or elimination of potential liability for accidents at these crossings. These improvements
are anticipated in the long term. Funding sources are undetermined at present.

5.4.2.5 Crossing Safety Improvements

Between 2014 and 2018, the average train accidents were 64 accidents per year and the average of
railroad/highway accidents was about 85 accidents per year. There were 49 railroad/highway crossing
fatalities and 217 injuries reported in Louisiana during the last five years. Louisiana needs to address
railroad traffic fatalities because the numbers ofatalities and injuries related to highwayrail crossings
were decreased with less than 50% percent during the last five yearSeeTable 2-25. Strategies to
solve the issue of rail road traffic fatalities and injuries should be based on overall trafficfegy
assessment that utilizes datadriven decision making, continuous followup and monitoring practices
deployment of evidencebased countermeasures, and necessary adjustments to increases reaching goals
strategies, programs, and projects. Louisiana plarto continue applying for Federal Grants to
supplement their annual Highway/Rail Safety program. These projects range from safety upgrades for
at-grade crossings to grade separations and more.

The following points are a shortterm plan to reach Destinaton Zero Deaths:

A Comparing fiveyear trend of all the parishes' total population, total railroad fatal and injury
crashes, incidents of rail and motor vehicle crashes at each crossing, and costs associated
with these crashes.

A Promoting strategies and countemeasures for Railroad/Highway Crossing issues that focus
on problem locations to identify parishes with high railroadgrade collision rates and status
of existing warning devices at all crossings.

A Conducting engineering studies to promote the best practis to improve the safety of
crossings and select lowercost alternative technologies to provide an active warning at
crossings that lack safety conditions.
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A Conducting adequate evaluation criteria to recommend performance targets and strategies,
select spedic projects/programs, create contracts, and determine the feasibility of fiscal
performance.

A Minimizing the interface between the rail and highway systems by identifying locations
where alternate accesses are available to reduce costs of grade crossimgriovements.

A Ensuring contract agencies and individuals identified in the plans.

A Conducting Parishbased highwayrail at-grade crossing public education programs by
supporting the Louisiana Operation Lifesaver plan and organize workshops, presentations,
and meetings to support raitgrade safety in parishes with high railroadgrade collision
rates.

A Establishing a legislative framework for highwayrail at-grade crossing officer training
programs.

A Conducting strict enforcement of rail crossing violations andmcouragingenforcement
efforts.

A Discussing potential new resources that will further assist in attaining evidencbased
strategies goals and analyzing anticipated funding amounts for each fiscal year of these
strategies or plans.

LaDOTDs annual program fa grade crossing improvements totals to about $9 million per year. In the
near term, identified crossing projects sum to $11.2 million. The funding sources are the federal High
Priority Project funding (90 percent) and state/local funding (10 percent). Thespecific crossing
improvement projects are cited in Appendix G.

5.4.2.6  Grade Separation Projects
LaDOTH® O AT 1T OAl BOT COAI &£ O COAAA OAPAOAOGEITT O Al Ol
projects sum to $3.35 million, and long-term projects to $6.5 million. The primary public benefits of

the projects are enhanced safety and improved mobility. The funding sources are federal High Priority
Project funding (80 percent) and state funding (20 percent).

Pending funding, the grade separation projects (shoterm) are as follows:
A H.0029607 LA 32137 Gramercy/UP overpasg the plans are almost completed (addressing
PQU comment) and we have completed the UP agreement.
A H.0092887 LA 17 DOW overpasg this project is waiting for the H.011133 (Shintech
realignment) and will be rescoped after H.011133 has progressed further.
Specific grade separation projects appear in Appendix G and H.

5.5 Rail Passenger Project Impact and Financing Analysis

As discussed in Section 3.2.2 and 3.5.8,the short-term (4 year) LaDOTDthe Rail Plan calls for
improvements at Amtrak stations in the statdan years 2024 and 2025 These improvements, which will
result in compliance with ADA and State of Good Repair standards, will provide increased access to the
rail services provided. CRIBfunds can be used for these upgrades.

New intercity passenger rail projects will have some level of positive impact on overall rail passenger
ridership, rail passenger miles travelled, modal diversion from highway and air, and increased rail
passenger evenues and/or reduced costs.
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As noted previously, Louisiana has a limited amount of control over the rail passenger operations within
the State. Amtrak operates three long distance intercity rail passenger services in Louisiana, and those
operations within Louisiana represent only a portion of the total service area of the operations. Intercity
rail between Baton Rouge and New Orleans has yet to be implemented, and, should it happen, it will
likely be sponsored by the local jurisdictionsgn partnership with the state.

Amtrak has total fiscal responsibility for its longdistance routes. In Louisiana there are no state
supported corridor routes where the state has the financial responsibility for operating losses but also a
voice in the expected performane and operation of the service. Therefore, Louisiana is limited in the
means available to improve overall service levels of Amtrak trains; and any capital investments related
to the intercity rail corridor must be made at the regional level with concurrene by other states served
by the route as well as the host railroad(s).

However, three passenger rail initiatives are underway in Louisiana: intercity service between Baton
Rouge and New Orleans; between Shreveport/Bossier City and Dallas/Fort Worth, witlotential
extensions to Meridian, MS; and New Orleans to Mobile with a possible extension to OrlandaDOTDis

a member of the Southern Rail Commission, which seeks ultimately to implement higher speed service
throughout the Gulf Coast.

" EOAT |, DOEAQEBET A&E Ai 10011 1T O0AO OEAOGA OAEI BAOOAT CAO
characteristics,LaDOTDwill work closely with Amtrak, Transportation for America and the SRC to apply

for/obtain CRISI funds, Special Transportation Circumstances funds or Regtion and Enhancement

grants. As discussed in Section 2.3.2.1his arrangement has proven to be successful as is indicated by

the New Orleansg- | AET A AT OOEAT 080 Acoc T EITEITT ET #2)3) A£AOI 2
Enhancement grant. Thisvas abipartisan effort of the Louisiana, Mississippi, and Alabama Southern

Rail Commission (SRC) members, the populace of the states, Governors Phil Bryant and John Bel

Edwards, and Congress.

I§a§epl on the §hprﬂrang’e angl Ipngrangg ir]ves:tmgn;s on the ai[s_ys}e{n [nTalgIe 5'—3', the'fojloyvipg ) . )
OAAT A OETI xO OEA bi OA1 OEAIT AAT 111 EA EI PAAOO 1T £ OEAO/

Table 51: The economic impacts of the shernd longrange investments on passenger rail

Shortrange Longrange

Direct Indirect Direct Indirect Induced
Output 123.09 40.82 53.48| 217.39| 776.16| 257.39| 337.26| 1,370.81

Value Addedl 77.38 19.65 30.59 | 127.61| 487.91| 123.88 | 192.87 804.66
Labor Incomé 59.61 10.74 16.38 86.72 | 375.87 67.70 | 103.27 546.84

Employment 389 191 399 979 2,453 1,202 2,516 6,171

Source: IMPLM
1 Millions of 208 dollars
2Number of jobs
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5.6 Rail Freight Project Impact and Financing Analysis

In recent years LaDOTDhas focused its freight rairelated efforts in three main areas. These are:

A Facilitating the implementation of the New Orleans Rail Gateway project.

A Assisting short line railroads to acquire funding for their improvements for infrastructure
upgrades forheavier carloadings, crossing improvements, crossing closures, and rail line
relocations.

A Enhancing safety at crossings by implementing safety improvements and grade separations.

5.6.1 Financing Plan

4EA OOAOABS O -rangd abd ldbgkaiige Odight rojects reflect a continued focus in these areas.
Thereby,LaDOTDcontinues to support theestablishment of a dedicated funding source for the Rail
Program, with the primary mission of helping the state's railroads, and particularly short lines, secure
federal funding for improvements, such as ensuring 286,00pound carload capacity on lines whes

shippers demand it.LaDOTDwill also continue to make major investments in crossing safety.

Additionally, LaDOTDsupports the establishment of a statdunded Rail Infrastructure Improvement
Program. This program could have a potential budget in a rangaf $10 million to $25 million per year,

AT Ah OEOOh AA AAT A O bDPOI OEAA OEA OOAOGAGO OANOEOAA
For the New Orleans Rail Gateway to be completed within the 2@ear time frame of this Plan, CRISI

funds, Highway Safety Improvemat funds, INFRA funds, and/or Rail Line Relocation and Improvement
Capital grants will need to be obtained.

For the New Orleans and Gulf Coast Railway Relocation project to succeed, CRISI funds, Highway Safety
Improvement funds, INFRA funds, and/or Rail lne Relocation and Improvement Capital grants will

need to be obtained.

5.6.2 Public and Private Economic Effects

With the establishment of a designated funding source for the Rail ProgratraDOTDcan expand its
efforts to assist in funding rail improvements on pivate railroads that serve Louisiana shippers and
perhaps one day might host new passenger rail services in the State.

Based on the shorrange and longrange investments on the rail system iable 5-3, the following .
table shows the potential economici PAAOO 1T £ OEAOA ET OAOGOI AT OO 11 OEA

Table 52: The economic impacts of the shednd longrange investments on freight rail

Shortrange Longrange

Direct Indirect Induced Total Direct Indirect Induced Total
Output! 202.10 67.02 87.82 | 356.94 | 1,037.15| 343.94| 450.66 | 1,831.75

Value Addedl 127.05 32.56 50.22 | 209.52| 65198 16554 | 257.72| 1,075.23
Labor Incomé 97.87 17.63 26.89 | 14239 | 502.26 90.47 | 138.00 730.72

Employment 639 313 655 1,607 3,277 1,606 3,361 8,245

Source: IMPLAN
1 Millions of 208 dollars
2Number of jobs
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5.7 Rail Studies and Reports

1. (Freight) Environmental Assessmentl. LA 23 New Orleans & Gulf CoaRailway Relocation
PE/NEPA Projectlefferson and Plaguemines ParishelspuisianaRPCTask LA23RR1RPC/FRA
Grant # FRRLD-0032-14-01-00 March2018

a. This is a 2018 Finding of No Significant Impact (FONSI) Environmental Assessment
conducted by the New Orleans Regional Planning Commission for the relocation of the
New Orleans and Gulf Coast Raily in order to move the passage of this rail freight
route away from downtown Gretna, Louisiana.

b. Cost estimate is about $300 million. FAST A&HWA Section 130 RaiHighway Grade
Crossing Program TIGER grantsRailroad Rehabilitation and Improvement Finacing,
and Transportation Infrastructure Finance and Innovation Atloans; Transportation
Infrastructure Finance and Innovation Act(TIFIA) loan programs,The State of Louisiana
Capital Outlay Program PublicPrivate Partnerships (PPP), and Takxpenditure
Finance Programs are all possible sources of funding for the relocation project. As of
2019, no funding from any source has been secured for the project.

2. (Freight) Needed Freight Rail Planning Study: In preparation for the eventuality of the Port of
New Orleans acquiring its needed downriver container terminal in St. Bernard Parish, the
necessary rail connectivity needs to be studied.

3. (Freight) Needed Freight Rail Planning Study: For the newdsefurbished Avondale Marine site,
the necessary rail connectiity needs to be studied.

4. (Passenger) Louisiana Passenger Rail Station Assessment 2018ADOTD
a. This is a study of how existing and potential stations should be developed to meet the
requirements and goals of expanded intercity passenger rail in Louisian#t focuses on
ADA compliance, security concerns, relations to regional/local transit, and economic
impacts.
b. Funding is not discussed.
c. Completion dates are not discussed.

5. (Passenger)Amtrak Host Railroad Report Card 2018
a. Thisis an analysis of how eachf the freight railroads with which Amtrak shares rail
impacted its ontime performance for the year 2018.
b. Funding is not discussed.
c. Completion dates are not discussed.

6. (Safety Data) Federal Rail Administration (FRA) Office of Safety Analysis
a. This is awebsite designed to make rail safety data, including accidents at grade
crossings and highwayrail accidents, available to the public
b. Funding is not discussed.
c. completion dates are not discussed.

7. (Safety Data) Positive Train Control (PTC). Association Afnerican Railroads. January 2019
a. This is a description of PTC technology and an update of the pace of its implementation
by the Class | railroads ca. end of 2018
b."U OEA AT A T &£ ¢nmpy OEA #1 AOGO )60 EAA OPAT O A
PTC. Noax dollars were used.
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c. Atthe time of the report, PTC was operational on 83% of the designated Class | rail
miles. The goal is 100% by the end of 2020.

8. (Environmental) The Environmental Benefits of Moving Freight by Rail. Association of American
Railroads.July 2019

a. This report outlines the environmental superiority of the rail mode of freight
transportation.

b. Highway congestion due to freight trucking cost $87 billion in 2018. (Funding for rail
replacement of freight trucking was not discussed.)

c. 10% of thelargest freight trucking loads, if moved by rail, would remove approximately
3.2 million cars from U.S. highways, saving 1.5 billion gallons of fuel per year.
(Completion dates were not discussed.)

9. (Passenger)Gulf Coast Working Group Report to Congreshjly 2017

a. Thisis an overview of the rail developments needed to restablish passenger rail
service from New Orleans to Orlando, Florida. It contains a detailed wotlp of best
practices for recreating the route from New Orleans to Mobile, which was disntinued
after Hurricane Katrina.

b. The minimum estimated cost for restoring service from New Orleans to Mobile in this
report is $5,598,663. The minimum continuing operating cost i$98,810,781. Potential
funding sources discussed in the report include a lat match to FRA grants, BP Oil Spill
Settlement funds, The FAST Act, particularly its Consolidated Rail Infrastructure and
Safety Improvements (CRISI) suisection; the Restoration and Enhancement (REG)
program of FAST; the FASTLANE section of the FAST A6GER Grants, the FHWA
Railway-Highway Crossings (Section 130) Progranthe Alabama Department of
Transportation, the Railroad Safety Program of theLlADOTD the Transportation
Infrastructure Finance and Innovation Ac(TIFIA), and theRailroad Rehabilitaion and
Improvement Financing(RRIF) program.

c. This report estimates that this service can be restored by 2020.

10. (Passenger)Dallas/Fort Worth to Meridian Passenger RaiStudy| TxDOT Rail Division | 420
Corridor Council | October 2017

a. This study lookedat needed infrastructure improvements and a cosbenefit analysis to
establish passenger rail from Dallas/Fort Worth to Meridian Mississippi. The route
would run across northern Louisiana. Of note to the Louisiana Rail Plan update are the
segments from Mashall, TX to Shreveport, LA and from Shreveport, LA to Vicksburg,
MS.

b. The cost of the necessary Louisiana segments of improvements would$&719,6470.
Funding sources are not discussed.

c. Completion dates are not discussed.

11. (Freight, Passenger) Louisian&tatewide Transportation Plan Updated 2016

a. Thisis the FAST Aectequired update of the 30year horizon transportation plan for
Louisiana. It covers all modes, including freight and passenger rail.

b. Total freight rail needs are$1,362,733,486. Total passenger rail needs are
$662,047,215. State and federal funding earmarked for rail does not exist in Louisiana.
Grants and loans come from the FRA. State and federal highway funds cover highway
rail crossing upgrades. Suggested potential fundingéluded PPPs, a general sales tax, a
motor fuels sales tax, a vehicle miles travelled fee, local funding options (municipal and
parish [county] level), advanced transportation districts (special regional
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transportation -oriented tax districts), tolls, indexng motor fuel taxes (tied to inflation),
project-specific taxes, increases in motor vehicle registration fees, and surcharges on
traffic violations.

c. The plan estimated that more state funding would start to become more available to
transportation projects in general starting in 2020.

5.8 Passenger Rail and Freight Rail Capgiebdgram

A summary tally of the projects, prioritized as shortrange and longrange projects, appears ifmable 5-
3. More detail for each of the projects (including description and benef) can be found in Appendix G
and Appendix H.
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Table 53: Louisiana Rail Program of Projects

Shortrange Needs in Years4 Project Description Cost in Millions**

New Orleans Rail Gateway Initial construction othe project. Cost $53.43
estimated at 10% of project needs.
286K upgrade for short lines Upgrades of short line trackage to $44.08
handle 286kbound maximum carload
weights.
NOGGC rail relocation Relocation of NOGC tracks south of N $43.54
Orleans toaccess new port facilities
(15%).
Station improvements Upgrades of Louisiana Amtrak station $10.6
for ADA compliance and state of goot
repair.
Crossing improvements 72 crossing projects are scheduled in $21.06
the short term.
Grade separations 9x grade separation projects are $30.35
scheduled in the short term.
Shreveport Dallas intercity rail* Environmental planning, design, and $32.25
initial construction of route in Louisiane
Baton Rouge New Orleans intercity rail* Grade crossingnprovements and $80.63
replacement of the Bonnet Cafe
spillway bridge.

Total: $319.95
New Orleans Rail Gateway Full construction of the project. $480.63
286K upgrade for short lines Upgrades of short linackage to $176.30
handle 286kbound maximum carload
weights.
NOGC rail relocation Relocation of NOGC tracks south of N $246.71
Orleans to access new port facilities
(85%).
Grade separations Fivegrade separation projects are $86.5
scheduled in the long term.
Other short line needs Upgrades to the short line rail system | $55.36
Louisiana.
Shreveport Dallas intercity rail* Full construction of route and stations $290.25
Acquisition of rollingtock.
Baton Rouge New Orleans intercity rail* Upgrade of KCS Baton Rougdew $480.53

Orleans rail corridor for implementatiot
of commuter rail service.
New Orleang, Mobile intercity rail* [ 2dzA aA L YyI Q& O2y il $5.38
implementatian costs.
Total: $1,821.66
Note: *Excludes annual operating subsitiyn 2019 dollars.
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The figure identified above for the Shreveporg Dallas intercity rail project is $322 million in total (short
range and longrange). This figure represents 10% of the preliminary cost estimate ($3 billion), which
in turn corresponds to the proportion of the route in Louisiana.

Currently, all passenger services in Louisiana are provided by Amtrak without a subsidy provided the
state. Planning studies are presently underway for new intercity rail initiatives in the state.
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Chapter 6. Coordination and Review

Introduction

The Stakeholder Outreach effort conducted for the Louisiana State Rail Plan was comprised of five
elements:
A Public outreach, conducted through three Public Meetings in different parts of the state.
A 311 EAEOCAOQEIT T &£ ETDPOO £OI I OEA OOAOABGO OAEI O1 AA
A Outreach to selected rail shippers.
A Engagement with the Freight Rail Advisory Cacil established for the Statewide Transportation
Plan.

A Outreach to passenger rail interests, representing Louisiana and neighboring states.

4EA POODPI OA T &£ OEEO 1 OOOAAAE AEEI OO0 xAO OiF DOl OEAA
to develgp a State Rail Plan and an opportunity for rail freight and passenger stakeholders in Louisiana

to offer comments on existing services and potential improvements for the future.

In general, the outreach effort revealed interest in passenger rail servicesjpport for infrastructure

improvements for Class | and small railroads, and a concern with grade crossing safety. A detailed

description of the 2015 outreach process and feedback is described below.

LaDOTDis committed to, and values, public particip@ ET T 8 4 EAOA A OAh DAOOEAEDPAOE
development was extensive. Since that timéaDOTDhas continued its commitment to engagement and

as such, the public participation for this plan is ongoing.

6.1 Stakeholder Outreach Approach

The development ofa Stakeholder Outreach Program was one of the first components of the project

planning task for the 2015 State Rail Plan. The program called for the development of public outreach

tools, and a comprehensive public outreach effort that included public meéegs and interviews of

OAOET 6O OOAEAET 1T AAOO ET O1T1 OAA ETh T O AEEAAOAA AUR (
participation elements is described below.

6.1.1 Public Outreach Meetings

Three public outreach meetings on the State Rail Plan were hetdOctober, 202. These were in New
Orleans, Baton Rougeand Shreveport.The meetings were advertised in the local press, and meeting
notices appeared on the.aDOTDwebsite.

Poster boards which displayed the State Rail Plan process as well as maps ofLtheisianarail system
were provided for public view prior and during each session. Following introductionghe consultant
team provided a presentation outlining the requiremets and purpose of rail plans and moderated
discussion of both a rail vision for the state and raitelated issues.

A total of 8 people attended thepublic meetings Participants included representatives from short line
and terminal railroads, MPOs, por, parishes, the Sierra Club, transportation planning and engineering
companies, along with students and private citizens.
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Attendees saw a presentation on the State Rail Plan purpose and process as well as on preliminary
findings. Participants were askedto fill out comment cards and surveys aimed at capturing their
interests and concerns with regard to rail transportation in Louisiana.

Since this time LaDOTDhas hosted public outreach meetings as part of the New Orleans Gateway
project (ongoing) and & part of the LA 23 New Orleans and Gulf Coast Railway Relocation project in
2017.

6.1.2 Railroad Outreach

All Class |, short line, and terminal railroads were contacted for their input to the 2015 State Rail Plan.
31T OCEO £EOT T OEA #1 AOt®lans forGnhe forksedableXiube-ad well hs@nBighOr ahyi
major rail capacity bottlenecks in the state. Class | railroads typically fund their improvements largely
through internal cash flow. Short line railroads in large part have a more challengingrte selffunding
improvements and often seek capital assistance from the federal and state governments. The Louisiana
State Railroad Association (LSRA) was also contacted for insights on railroad needs. The LSRA
represents the railroad industry before govenment and regulatory authorities and the state legislature.

All railroads (both Class I, short line, and terminal) were contacted and asked to provide feedback for
this update.

6.1.3 Rail Shipper Interviews

The most direct method of determining the status/condgion of the rail network in Louisianaand
soliciting the infrastructure, operational, policy, or other needs of these stakeholders with regard to rail
operations is through interviews or surveys.In 2015, shippers served by Class | and short line railroad
were interviewed for their perspectives on their rail service. Shippers were identified by ADOTD
consulting team members, and serving short line railroads. An effort was made to interview railroads
representing a mix of major commodities handled by raiIn all 15 shippers were interviewed by
telephone: seven served by Class | railroads and eight by small railroads.

Shipperswere asked to comment as to problems or issues with rail service, potential infrastructure or
operational improvements that couldincrease their rail use, and regulatory restrictions that impact rail
service. Shippers were also asked their opinion as to the valueaypublic Rail Infrastructure
Improvement program, or any other means that the public sector could provide to assist @nhance rail
service to local industries, and their general views as to the future of local rail freight service.

6.1.4 Freight Rail Advisory Council Meetings

The 2015 State Rail Plan effort was conducted as part of the effort to update the Louisiana Statewide
Transportation Plan. For the latter plan, three Freight Rail Advisory Council meetings were held in Baton
Rouge: one in March, another in October 2013, and a third in January 2014. Membership of these
councils included Class | and short line railroads, gmpers, the LSRAL,ADOTDRail Section personnel,

and other freight rail interests. At the first meeting, the consulting team made a presentation on the
State Rail Plan process, and then solicited ideas from the assemblage about work thabOTDshould

be ddng to help improve freight rail services in Louisiana. In the second meeting, the council was asked
to refine the ideas and prioritize them as recommendations. In the third, the council offered comments
on the state rail vision, its supporting service olgctives, and recommendations and next steps.

MAP-21/FAST Act encourages each state to establish a freight advisory committee composed of a
representative crosssection of public and private-sector freight stakeholdersLaDOTDestablished a
Louisiana freight advisory committeein 2017 as part of the Freight Plan development process. Members
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include private-sector business leaders; modal representatives (including port authorities); and
representatives of regional, state, and fieral agenciesThe committee was formed as a permanent
advisory body to supportLaDOT6 O /=eAtEd@Iarding and investment decisions, not only during
the development of the Freight Plan, but well beyond. This will provide consistency to ensure a ¢pn
term and sustainable coordination between the Statewide Transportation Plan, Rail Plan and Freight
Plan. The committee was established to help identify issues and important needs, and to serve as a

Oi 01T AET ¢ AT AOA A& O OEA 0 loAs| a5 they siedtd dAvEIbpedd AT A OAAT i 1 Al

In an effort to keep these stakeholders involved,aDOTd O /| AFEAA 1T £ - Qénénied thish Al #1

permanentAT | I E O OMultimaddt Advisory Commissior8 6 | A A Bh@ Kéw Oidars Régional
Planning Commission estalidhed a Freight Advisory Committee; both of which meet quarterly.

6.1.5 Passenger Rail Outreach

Passenger rail stakeholders were contacted by telephone ofmeail for their perspectives on passenger
service needs and opportunities in the state. Contacted were Arak, the intercity rail service provider;
the Southern Rail Commission, of which Louisiana is a member and which has studied new and
improved passenger rail services between Atlanta, New Orleans and Houston; and the National
Association of Rail Passengers, nonprofit passenger rail advocacy group.

In coordination with the Southern Rail Commission, Greater New Orleans Inc., and the Baton Rouge Area
Chamber of Commerce, a poll was conducted of 1,050 registered voters along the proposed New Orleans

Z Baton Rouge route Eighty five percentof the respondents think it isrery importantdor Gmportant 6

to havean intercity rail service between New Orleans and Baton Rouge. The poll also found that 63%

said they would use the train and more than 80% supported # state including passenger rail in the
transportation options they currently provide along with highways and airports Other findings in the

poll showed that 80% thoughtA DAOOAT CAO OAEI O A#geds Atids wakddrind AT OEA
economicdevelopment,while 82% said they thought it would reducecongestion on +10. More than

80% of the respondents were more likely to support passenger train service if thteains were used for
evacuation ofcitizens in a future hurricane.

Additionally, LaDOTDconducted a Passenger Rail Station Assessment in 2018. As part of this process
LaDOTD MPOs and city officials conducted field visits to skmtrak stations. This effort resulted in the
development ofaguidancedocumentOT x AOAO OEA Od@ikranippréatioDfladrind 1 CA O
activities by creating a conceptual list of station features and standards that may be applicable to future
intercity passenger rail initiatives within the state.

6.2 Coordination with Neighboring States

In its State Rail Plan Gu@hce(issued in September2013), the FRA identified a need to describe how a
State Rail Plan was coordinated with neighboring states with respect to facilities and services that cross
state boundaries LADOTDroutinely interacts with neighboring states through involvement in national
and regional transportation organizations and to address specific transportation issues as necessary.

Primarily through coordination with the multi -state member Southern Rail CommissioihaDOTDis able

to support the redevelopment of passenger rail between New Orleans and Baton Rouge. This multistate
effort has resulted inpassenger rail restoration efforts along the Gulf Coastceiving a$4.36million

award through the Restoration and Bhancemert (R&E) Grants Program and &33 million federal grant
award through the Consolidated Rail Infrastructureand Safety Improvements (CRISI) program
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Additionally,in 2017, UNOTI and the Texas Transportation Institute worked together to produce a
feasibility study for the Dallas to Meridian passenger rail service.

6.3 Stakeholder Involvement in the State Rail Plan

Rail-related issues which were expressed during stakeholder interviews, surveys or outreach sessions

were utilized to complete a number of the 2015 Sta Rail Plan components.

$00ET ¢ OEA 1T OOOAAAE | AAOET ¢CO OEIi A xAO OAO AOEAA Oi
transportation as well as to identify general and specific rail issues. This information was documented

and presented LaDOTDusedthis information to develop a draft rail vision and supporting rail service

objectives.

Information obtained as a result of stakeholder interviews was utilized to develop and modify profile

information as necessary, to identify infrastructure, operationaland regulatory issues, and to ascertain
OOAEAET T AAOOG OEAxO 11 OEA AEEAAAOEOAT AOGO 1T &£ OEA 00O/
as well as strategic roles the state could play in the future to address existing needs.

The following summarizes the most significant issues raised during the outreach process.

6.4 Issues Raised by Stakeholders
6.4.1 Summary of Public Meeting Input

Various themes were identified from thecomments voiced bypublic outreach meetingattendees and
noted in the surveys andcomment cards Among these are:

A Interest in Baton Rougez New Orleans intercity service, in Shreveport/Bossier City
Dallas/Fort Worth intercity service, and in restoration of Gulf Coast service.
Interest in freight rail projects, particularly for short lines, connections to ports, and the New
Orleans Rail Gateway project.
Interest in state support of freight and passenger rail projects; and in a dedicated funding source
for rail projects.
Concern regarding grade crossing safety.
Interest in public-private partnerships as another means of helping to realize projects.
Interest in rails-to-trails and rails-with -trails programs.
Attention to rail impacts to communities from rail improvements.

> > > >

Attendees expressed their fears of declining economic fortunes ftine state if investments in rail were
not made.

6.4.2 Summary of Railroad Outreach

7EEI A OEA #1 AOO ) OAEI Ol ARG EAOGA OEA AAEI EOU O £
railroads generally do not. Most of these railroads haul rail traffic betweetheir shippers and their Class

| connection, for which they receive a switching fee. Fee revenues may be inadequate to fund line
improvements. Accordingly, the short lines see a need for state assistance, especially to help the

railroads upgrade their lines for handling 286,008pound loaded car weights.

(@}

6.4.3 Summary of Railroad Shipper Comments

Shippers acknowledged the importance of their rail connections, but also cited various areas ripe for

Ei DOT OAT AT 08 #1 AOO ) OA AdefcisivAioby @& l&rgeBafraad) ngted0 i DDA OO ¢
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their serving carriers charge pices for transportation servicethat are too high, while others complained
of slow and undependable service. For short line shippers, line improvementi&é upgrades for
286,000-pound loaded car weights are a distinct need. To this end, these shippers felt the state should
have aRail Infrastructure Improvement program for helping to realize these improvements.
Furthermore, some felt that the state could also have a role interceding witheir Class | connections
and helping to mediate disputes.

6.4.4 Summary of Freight Rail Advisory Council Comments

There were eight specific recommendations pertaining tt ADOTDrail activities Freight Rail Advisory
Council.These includel a dedicated funding sarce for the Rail Program atLADOTDand staffing it

APDPOI POEAOCAT U OI EAI D All OEA 0OOAIOks6 clledfdr grovidingA A O
state funding for rail infrastructure improvements. When asked to prioritize therecommendations, the
council members agreed that all were equally high priority recommendations.

6.4.5 Summary of Passenger Rail Outreach

Evident from comments made at the public meetings, there continues to be interest in passenger ralil
initiatives. These include Baton Rogez New Orleans intercity service, restoration of Gulf Coast Amtrak
service, and new higher speed routes, running to the west to Houston and the northeast to Birmingham
and Atlanta, and Shreveport/Bossier Citg Dallas Fort Worth. At the same time, there recognition that
there is no funding source available for any of these concepts.

6.5 Stakeholder Input Incorporated in State Rail Plan

The comments and recommendations received through all aspects of the public outreach process were
presented toLaDOTD These comments and recommendations were utilized in the development of the
state rail vision and supporting service objectives outlined in Chapter 5.

Based on the 2015nputs and ongoing public and stakeholder engagementsaDOTDwill work toward
the following initiatives:

A Designate &unding source for theRail Program, with the primary mission of helping the staté
railroads, and particularly short lines,secure federal funding for improvements such as
ensuring 286,000pound carload capacity on lines whes shippers demand it

A Support the establishment of a statéunded Rail Infrastructure Improvement program for

helping to realize these improvements and maintaining lines in a state of good repaltis
program could have a potential budget in a range of $1million to $25 million per year.
Continue to support the New Orleans Rail Gateway project and pesitcess improvements such
as the Gulf Coast Rail Relocation project.

Camtinue to promote and enhance rail safetyt crossings.

Continue to work with neighbaring states on rail initiatives which benefit the region; continue
participation in the Southern Rail Commission on both passenger and freight initiatives.
Support the improvement of existing Amtrak services and Amtrak stations.

Support the development ofnew intercity rail initiatives that enhance mobility options for
Louisianans.

6.6 Coordination with Other State Planning Efforts

As noted, the 2015 Louisiana State Rail Plan was developed as part of the Louisiana Statewide
Transportation Plan assembled in 2016Recommendations of the Louisiana Statewide Transportation
Plan are incorporated into this update.

> > >
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Appendix A.
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A.1 Overview

What follows is a summary of selected experiences of other states with regard to passenger rail services.
These experiences provide examples of how existing passenger rail services in Louisiana could be
enhanced.

A2hiGKSNI {iGF0S8SaQ 9ELISNASYOS

A.2.1 Passenger Informatin and Personalized Service

I'TA EAAOOOA 1 £ .-$panéoked raillséick i& thefpérédnaliv@diséndce and the

information offered the traveler. The state has more than 100 volunteers in its Train and Station Host

Association. Riding thePiedmnont and the Carolinian, these train hosts serve as North Carolina goodwill
ambassadors and add a welcoming dimension to the service.®oard the train and in stations the hosts

assist passengers and provide information about passenger services, the traiute, ground

transportation, and area attractions. A similar volunteer program could be undertaken at Louisiana

stations and on trains traveling into New Orleans, with ambassadors welcoming and assisting

passengers with information on taxi and bus conndmns, hotels and destinations. On trains, the

PDOil COAI AT OI A OODPPI AT AT O OEA . AOETT Al O0AOE 3AO0O0OEAAG

A.2.2 Promotion

Promotion of existing rail service is the first step in building awareness and usage of the rail mode. The
New Orlears tourism website lists Amtrak on its Transportation page with a link to Amtrak.com.
Although there is an Amtrak advertisement, rail service is not mentioned in the New Orleans Official
Visitors Guide. The Downtown Alive section of the Lafayette city weldsimentions Amtrak and has a

link to Amtrak.com. Amtrak is mentioned on the Hammond Chamber of Commerce website. However,
there is no mention of Amtrak or rail passenger service on the Louisiana Travel website or in the
Louisiana Travel Guide.

There areopportunities to improve the promotion and marketing of rail passenger service. A good
example is Santa Barbara, CA. The county air pollution control district coordinated the development of
the ongoing Santa Barbara Car Free promotion. This promotion linkmtrak, local transit carriers,

hotels and attractions. All of the participants in this program work together to provide detailed
information on how to visit and enjoy Santa Barbara without an automobile. The promotion offers travel
discounts, sample itireraries, a transit route linking key visitor attractions, walking tours and local
guided tours. Several other cities in Californig San Diego, San Francisco and San Luis Obigpave
adopted this promotion theme. With its extensive transit system, walkdb entertainment quarter and
focus on Smart Growth, New Orleans is an ideal fit for such a program. Small cities with historic
downtowns could also adopt this promotion.
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A.2.3 Enhancing Rail Freight Capacity

The State of Washington has a very active rail psenger and freight program. One of the hallmarks of

the program is an integrated freight and passenger rail system perspective with the goal being to

increase the capacity of both as projects are identified and implemented. In addition to addressing the
specific capacity concerns of the freight railroads as rail passenger service is increased, the state also has
the long-term goals of maintaining its role as a key hub for international trade and maintaining and
expanding intrastate rail shipments (especialf of bulk commodities). The latter effort helps to reduce its
highway maintenance and capital needs and reduces highway congestion from heavy trucks. With the
Class 1 railroads focused on meeting their needs for lofitaul traffic, the state is adding addibnal

capacity to make lower gross revenue shoitlistance traffic attractive.

Some notable projects are:

A Vancouver, WA Rail Bypassz6 AT AT OOAOh 7! EO 11T A 1T &£ 7TAOEET cOI 1
especially for bulk commodities. The new bypass track and port rail connection will add capacity
for additional passenger trains but will also reduce rail congestion, increase freight rail velocity
and in conjunction with other public/private rail projects in the port area greatly enhance the
capability and capacity of the port. Completion of a new road bridge over the rail line is
enhancing the livability for adjacent neighborhoods.

A Mt. Vernon Sidi ng Upgrade z The siding at Mt. Vernon, WA was in poor condition and could
not be used by Amtrak trains, thereby limiting schedule flexibility. The siding was also too short
to be used by current freight trains. A public/private partnership is upgrading andengthening
the siding to improve operational efficiency and increasing passenger and freight train capacity
of the line. The upgrade also includes road improvements to eliminate highway delays when the
siding is being used for train meets.

A +Al1 O s BlWrd&Edo o Longview Junction z With the growth of traffic to the Port of
1T COEAxR OAEI AiTCAOOEIT EO COIxEIC AOG ,i1COEA
Speed Rail Program, existing tracks are being upgraded, and a third main track leegtoward
Longview Junction is being added. This additional capacity will allow Port of Longview freight
trains to enter and leave the yard freely without delaying Amtrak Cascades passenger trains or
through freight trains to the Ports of Tacoma and Sedt.

A King Street Station z King Street Station is the main passenger rail station in Seattle. It is also
AAEAAAT O OEA " .3&60 1T AET TETA AO EO AT OAOO A 060
relocates the BNSF main line to accommodate the constructionsd#parate passenger tracks
linking the station and the passenger rail maintenance facility. This allows passenger trains to
travel between the yard and the station without delay and without delaying freight trains. By
eliminating the need to use the freighmain line at this location, an area constrained by city
development, the project increases freight capacity.

A.2.4 Unified Support

Action by the members of the Midwest Regional Ralil initiative lllinois, Indiana, lowa, Michigan,

Minnesota, Missouri, Ohipand Wisconsirg in signing the Memorandum of Understanding (July 2009) is
cited as a strong indication of unity among Midwest states. By cementing an agreement among the states
to work cooperatively in supporting and understanding the importance of the atwork and key

connections at the Chicago hub, even if it meant that projects in member states might be deferred to

later stages, the memorandum served to demonstrate the value that federal investments in the Midwest
region would yield.

The upgrading of he ChicageSt. Louis and Chicag®etroit corridors with shorter schedules and
potentially additional frequencies will bring a key test regarding capital investment. Currently the
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Northeast Corridor (NEC) Regional trains, benefiting from the investment ime NEC, generate revenue
that slightly exceeds their operating costs (FY11). Thus if they were state funded trains, they would not
require a state operating subsidy. Because it also benefits from NEC capital investments, the new
Virginia-sponsored Washingbn-Lynchburg train has not required an operating subsidy.

Currently (FY11) ChicageSt. Louis service (before state payments) and Chicafpetroit have
revenue/operating cost ratios ranging from 50% and 55%. Illinois makes payments to offset the
revenue short-fall while Michigan now is required to do so. How will the revenue/cost ratio change and
state subsidy requirements change once all of the Midwest capital investment is in place? Because an
operating subsidy is harder to initiate compared to discrete apital project, the future revenue/cost ratio
of the ChicageSt. Louis and Chicag®etroit corridors bears watching.

A.2.5 Equipment

North Carolina has demonstrated that well maintained older equipment can deliver high customer
satisfaction forastatOBD OAET OA OO Eykdkad carEwere OvOrAa0lddaad alt nrechanical
systems standardized. They are delivering signature seice on thePiedmontoute. Utilizing used rail

cars saves scarce capital for track improvements. While the availability of used equipment is limited
today, states upgrading their corridors and adding frequencies are ordering the new-l8vel equipment

to expand and standardize their fleets. This should free up equipment that can be overhauled for a 10
year life. New standardized equipment can be ordered at a later date, helping to keep the passenger rail
car production line open and avoiding the feast andafnine that has marked previous passenger rail car
order cycles. In addition, once the new passenger rail cars have been delivered, this older equipment can
be mothballed as a reserve fleet available to boost capacity for hurricane evacuations.

A.2.6 Feeder Bis Service

While California sponsors successful rail service on three corridors, perhaps its most notable feature is

the extensive Thruway bus network that operates in conjunction with the rail services. The network of

bus routes (23 in total) extends thereach of the rail service far beyond the 53 train stations to a total of

175 cities served. A significant number of rail passengers (up to 70% on one route) ride a connecting

Thruway bus. The feeder bus network clearly contributes to the success of CalifctE A8 O OAEI DHOIT CO
enhances its value by serving many additional California cities not on rail lines.

The California network has four main functions. These are:
A Increasing ridership on the trains by adding a significant number of additional cities to the rail

system;

A Increasing the number of frequencies on corridor routes by adding parallel schedules during off
peak times of the day;

A Providing vital service to ransit dependents residing in rural areas that have lost intercity bus
service during the past decade; and,

A Enhancing the value of the rail program to taxpayers by serving many more California residents.

Three types of Thruway bus services in Californiare operated:

A Dedicated, charter motor coaches operated exclusively for Amtrak passengers;

A Mixed Mode, motor coaches operated as regular intercity schedules carrying both rail passengers
and bus passengers. The schedules and operations of these routesarerdinated with the train
schedules. Financial support in addition to the value of rail passenger tickets lifted is provided to
the motor coach operator; and,
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A Interline, connecting rail tickets are honored and the motor coach carrier is paid the value tife
tickets lifted but no other financial accommodation is undertaken. The schedules may or may not
be coordinated with the rail service. This service is most successful when the connecting bus
route has a high number of daily frequencies, minimizing theagative impact of any missed
connection.

A.2.7 Local Initiatives

efforts to fund Baton RougeNew Orleans passenger rail service were stymied when the funding source,
the Motor Vehicle Sales Tax, fell short of levels required. The Development Plan suggested several
potential local funding sources. Elsewherg¢here are local initiatives to manage and fund rail service.

Orange County in Southern California is an example of a local county that has been in the forefront of

advocating local initiatives to manage, coordinate and fund intecounty commuter and intercity rail in

the Los AngelesSan DiegeSanta BarbaraSan Luis Obispo Corridor (LOSSAN). Orange County adopted a

local sales tax to fund track improvements and equipment purchases, and has developed and submitted

funding requests for federal transportatian funds. Orange County also took action to initiate a funding

request for track improvements in another county. It did this because the rail system is an

interconnected network, and there was a capacity issue in another county that impacted rail service in

Orange County. Currently Orange County, along with other counties that are members of LOSSAN, is

AAGATI T PET¢C A *TETO 01 xA0OO PO@BIrfiherseniceOnhichisdnledtipA OEA !
length of the 351-mile LOSSAN corridor.

A.2.8 Economic Deelopment

Maine, through its Northern New England Rail Authority (NNEPRA), is an example of a state whose ralil
passenger program is also an economic development program. The program is unique because it is
funded through the efforts of a single state dest® the fact that much of the route and many stops are
outside the state. Maine and NNEPRA pride themselves as business managers making trains run. The
Downeasterroute is viewed not as a single state service but as an interconnected corridor. The Authority
coordinating and working through its partnersz Amtrak, Pan Am Railways, Maine DOT and the
Massachusetts Bay Transportation Authority has worked to initiate projects, develop the grant

requests, administer the capital and operations grants, and managdeetcapital projects and operations
despite the challenge of having a significant portion of the route outside Maine.

The Downeastelis more than rail passenger service. It is viewed as an economic engine for the State of
Maine and cities along the routelnitial and subsequent infrastructure upgrading created jobs in the
state. It also rebuilt the ralil freight infrastructure delivering more efficient freight transportation for
businesses in the state. Station building and the new rail service have beerasatyst for development
generating more than $350 million in public and private investment around train stations. Old Orchard
Beach, ME ($22 million in residential, office and retail developments) and Brunswick, ME ($30 million in
retail, hotel, restaurants and office development) are just two of cities that have seen development
around their train stations.

It is projected that by 2030 a total of $7.2 billion in new development will occur along the
Downeasteroute. Rail service and the train station areiewed as the core downtown feature around
which development can be focused. Offices, retail and muftimily housing surround the rail station, and
density is reduced as the distance from the train station increases. This pattern replicates the urban
landscape of the rail era. Th&owneasteralso promotes the Maine Brand, bringing new visitors and new
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residents to Maine because of th§ T x T A Af@2quanDserdlice to Boston. Ridership has grown steadily
since 2005.

A.3 Rail Development for Economic Development

One possible option is for the state DOT to provide greater assistance to both freight and passenger rail
services for. This could be provided through several funding programs which are managed in different
Offices and Divisions within the Environment and Planning Bureau. A plausible scenario is provided in
the following outline.

A.3.1 Local Public Funding Rail Syssem

Transportation Equity Fund- Short-Line Railroad Rehabilitation Program; Taxes paid on diesgalel used
by aeronautics, railroads, and towboats to be placed in a designated fund for the benefit of those modes
of transportation (T.C.A. § :4-207). Presently unavailable due to a myriad of law suits.

FastTrack Infrastructure Development Program (FIDP)Local communities that apply to Tennessee
Department of Economic & Community Development (TNECD) with a goal of improving public
infrastructure in order to create new jobs and business investment may be eligible to receive FIDP
funds. Projects must be &d to a company commitment to create or retain a defined number of jobs.
Qualifying projects must involve companies engaging in manufacturing or other economic activities
beneficial to Tennessee. Companies for whom more than 50 percent of the product ongee is involved
in the manufacture of products for export are also eligible. Grants require local community matching
£OT A0 AAI AOI AGAA AlT1¢c A OAOUET ¢ OAAT A AAGAA 11 A
sites is an eligible activity uner this program.

Fixed Guideway Capital Investment GrantSection 5309 (New Starts or Small Starts Grants); This
program provides grants for new and expanded rail, bus rapid transit, and ferry systems that reflect
local priorities to improve transportation options in key corridors. This funding source has not been
used in Tennessee, but is a potential source for new rail services.

A.3.2 Railroad Grant Programs

A state couldutilize appropriated funds to support projects that seek to strategically expand rail access
and opportunities by:
A Impacting job creation and capital investment by industries that require rail access
A Enhancing the marketability of available industrial sitesand/or reducing highway and bridge
maintenance costs by diverting heavy freight from the roadway network to rail.

Tennessee has experimented with such a system to expedite the following rail developments:
Class |
A Construct a rail line spur 18 miles to the CN Fulton Subdsion providing second Class | access
for Memphis Regional Megasite
A Construct a rail spur from CSX Memphis Subdivision to thelD Advantage Industrial Park Site
in Brownsville

Shortline Improvements and Investments
A New rail service to the Port of Cate Landing provided by TennKen to create a connection
between water and rail modes in Tiptonville. On April 19, 2016 the Surface Transportation
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Board granted authorization for the Northwest Tennessee Regional Port Authority to construct
5.5 miles of new ral.

A Construction of a shortline spur to CN in order to provide the Memphis Regional Megasite with
rail access to two Class | railroads.

A Preservation of short lines with low traffic volume (or which may have low volume in the future
due to expected decreasein coal traffic) but which have potential for future economic
development
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Appendix B.
Current Economic Impacts

Introduction

The estimated economic impacts of rail activity in Louisiana addregke rail transportation service
impacts on other industries directly and tangentially (the Economic Ripple Effect) IMPLANZ The
IMPLANonline app, was used which igproduced by the Minnesotd MPLANGroup, Inclt is an economic
modeling, input-output based, social account matrix software used to estimate the economic impacts to
a defined geography (i.e., the State of Louisiana) ensuing from expenditures in an industry or group of
industries (or, commodity, or groupof commaodities). A social account matrix reflects the economic
interrelationships between the various industries (and commaodities), households, and governments in
an economy and measures the economic interdependency of each industry on others through aup
multipliers. Impact multipliers are developed within IMPLANfrom regional purchase coefficients,
production functions, and socioeconomic data for each of the economic impact variables and are
geographically-specific.IMPLANdata and industry-accounts ¢osely follow the conventions used in the
O)I-bOODPOO 30O60AU 1T £# OEA 5838 %WAITi1i1Ue AU OEA " OOAAD

Approach andTerminology

The economic impact estimation approach follows generallpccepted industry impact analyses by
identifying and categorizing the range of impacts directly andangentially related to rail transportation.
The following outlines approach and terminology used in the analysis.

Three economic impactypes of rail activities are quantified: direct, indirect, andinducedimpacts. And
for each impacttype,five impact measures are derived: jobs(employment) income value-added output,
and indirect business taxeJ hese impacttypes and measures are defined below

Impact Typesz Therail transportation activity impacts each consist ofthree impact types(and a
combined total):

A Directz Impacts from the provision of freight rail transport, as well from the firms/industries

that use rail to ship and receive goods or service visitors from otdf-state.

Indirect z Impacts associated with the suppliers that provide intermediate goods and services to
the directly impacted industries (part of the Economic Ripple Effect)

Inducedz Impacts associated with the respending of earned income from both thelirect and
indirect industries in the study area(part of the Economic Ripple Effect)

Total z Aggregateddirect, indirect, andinducedcomponents.

> > >

p>

Impact Measuresz Eachimpact type is measuredn terms of five economic metrics?

A Job#Employmentz Employment measured in terms of fuktime-equivalent (FTE) job-years.
Incomez The wage/salary earnings paid to the associated jobs.

Value-Addedz The net additionaleconomic activity (i.e., total output less gross intermediate
inputs), synonymous with GRP (gross regional productdr GSP (Gross State Product). Includes
employee and proprietor income, other income types, taxes, etc., required in the production of
final goods and services.

> > >

! Note that all monetary impact measures are presented in 2017 dollars terms herein (i.e., incomeadddae output, and indirect
business taxes).
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A Outputz The total salesvalue associated with all levels oconomic activity (comprised of
gross intermediate inputsandvalue added, combined)

A Indirect Business TaxegInclusive of various taxes (sales, property, excise, etc.), fines, fees,
licenses, permits, etc. resulting from economic activity.

Result Summar
The foregoing summary economic analysis clearly demonstrates that rail activities and services provide

A OEOAT OiI1 A ET ,1 OEOCEAT A6O AAT 111 U8 4EA AOOTI AEAOAI
indirect business tax impacts span all industries andeach every region of the state. Key findings
include:

A The impact of rail transport goes far beyond the 3,528 directly employed in the provision of rail
transport. When the freight and visitor user impact activities and the indirect/induced effects
are induded, rail-related employment in Louisiana totals 8,863 jobs. These total jobs represent
0.5% of the 1.9 million total jobs statewide, as reported by the U.S. Bureau of Economic Analysis,
inclusive of all types of employment (BLS 2017).

A Manufacturing isperhaps the most raitintegrated industry, especially the
chemical/petrochemical subsectors. Tracing commaodity flows to industry output indicates that
1,739 direct jobs arise in industries that use rail to either ship finished goods/products or
receive inputs via rail. These direct manufacturing jobs (excluding multiplier effects) account for
2% of manufacturing sector employment in Louisiana.

A If railroads did not accommodate demand, consignees and shippers could use other modes (i.e.,
truck, water, air, et.) to transport freight. However, the use of other modes would likely entail
higher transport costs (due to long transport distances, price, logistics, etc.), and could increase
overall demand (and resulting handling costs) for all users of other modes ¢kh the diverted
rail users as well as current users). The lorterm result would be a partial migration of industry
away from Louisiana to other locations with relatively better rail accessibility, and better modal
options/mix.

While it would be erroneous to conclude that all these impacts are entirely and solely dependent on rail,
and would disappear if rail completely disappeared, the findings do show that rail service facilitates
business throughout the state. Specifically, these impacts highlight theagnitude of rail use by
manufacturers across the state, as well as others who transport materials, component parts, and
products. In particular, the railrelated economic impacts are primarily associated with chemical and
petro-chemical movements.

Justification

UNOTI did not use TRANSEARCH data for the state rail plan update, and relied upon 2017 data from the
Surface Transportation Board Carload Waybill sample dataset as well as 2017 data from IMPLAN.

IMPLANprovides commodity-to-industry production and absorption matrices that enable the
guantification, for example, of how inbound chemicals are used (absorbed) across Louisiana industries
in the respective production processes (e.g., plastics manufacturing) ¢oeate consumable final goods

and services. IMPLAN does not disaggregate freight and passenger aspects of the economic impacts of
rail. However, due to the tradeconflict related uncertainties -associated withfrequently-changing

freight rail dynamics atthe time of this update, we held that a reliable disaggregated metric of freight

rail economic impacts was not viable. We decided to evaluate the economic impacts to the state of
freight transport as a whole, using IMPLAN analysis.
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We also used the Bureaof Labor Statistics (BLS) to find the current numbers of employed in Louisiana
by industry for location quotients in running our analysis of the current economic condition of the oll

and gas industry in Louisiana. This industry has been in decline sincbaut 2015 due to a significant
drop in the international price of crude oil.
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Appendix C.
Key Capacity and Operational Improvements on the New
OrleansBaton Rouge Corridor

This appendix provides a summary of recommended improvements to the New OrleaBsiton Rouge
rail line. For additional details please see BatoRougez New Orleans Intercity Passenger Rail Service
Development Plan, Volume I, Summary Rep@récember 2010as well as the 2014 and 2019 updates
Most of these recommended improvements need to be place before service begins while other
improvements will be needed as service frequencies and speeds are increased.

New Orleans Gateway and New Orleans Union Passenger Terminalz As outlined in the main report,
improvements to the New Orleans Rail Gatvay network and NOUPT are a precursor to major
improvement to corridor rail lines and critical to the operation of all proposed passenger rail routes.

Rail/Highway Grade Crossings z As outlined in the report noted above, there are 157 public and
private grade crossings in the corridor. All the member states have grade crossing programs that are
implementing crossing improvements and actively seeking additional funding to continue to improve or
eliminate highway-rail grade crossings along their rail linesincluding the New OrleansBaton Rouge
corridor. Grade crossing improvements range from complete separation, to consolidation of multiple
crossings into a few upgraded crossings, to sealed corridors (crossings with fequadrant gates with
lane medians tha prevent vehicles from running around the gates). In most cases all crossings will be
upgraded with Constant Warning Time Circuits that automatically adjust warning time to individual
train speed. Finally, new sidings can be constructed or grade crossingsit intersect sidings can be
relocated to avoid highways being blocked when train meets occur.

Existing Line Upgrades z The existing track and roadbed needs to be rehabilitated with replacement of
50% of the crossties. To address subgrade stability isges, embankment stabilization or grout injection
at key locations and a track raise for the entire KCS route needs to be undertaken. In order to support
the increased superelevation associated with 110 mph passenger service, 12 curves need to be
modified with longer spirals.

Signal System Upgradesz Between Baton Rouge, LA and Frellsen Junction on the KCS, dispatcher
managed Centralized Traffic Control (CTC) System supporting 110 mph operations needs to be installed
to replace the current Automatic Block Signal System. Currently the existing sidingave manual

turnouts, and the sidings themselves are not controlled for track occupancy. As a result trains entering a
siding must stop, and crews must line the switch so that the train can then proceed slowly into and
through the siding. The switch musthen be aligned for main line movement. This activity takes a
significant amount of time and negatively impacts line capacity. Installing CTC (so the train does not
have to stop), upgrading siding turnouts to allow 45 mph operation (#20 turnouts) and upgradg siding
track signal systems would allow faster clearing of the main line for trains entering the siding and less
delay for trains meeting and passing.
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New Double Track and Siding Extensionsz Adding passenger rail service will require substantial

capacity increases. In Baton Rouge it is recommended that the yard lead be extended to avoid using the

i AET TETA &£ O OxEOAEEI ¢8 -AT U AQGEOOETI ¢ OEAET ¢cO AOA
sidings provide new flexibility for train meets and passes. The following siding extensions or double

track segments are recommended:

Frellsen Siding
Frellsen Second Main Track (CN)
Mays Yard Second Main Track (CN)

A Essen Siding

A Gonzales Siding
A Barman Siding
A McElroy Siding
A Gramercy Siding
A Norco Siding

A

A

A

In lieu of signal upgrades/additional track/track realignments at East Bridge Junction, Canadian
National recommends a gradeseparated flyover for passenger trains at East Bridge Junction.

Bridges z All 53 bridges on the KCS need some rehabilitation, ugggles or replacement.

Recommended is new ballast deck bridge superstructure and new substructure to support passenger
service.

Bonnet Carré Spillway Bridge z The existing Bonnet Carré Spillway cannot support rail passenger
service and should be replacedA number of timber piles and over half of the pier caps are in poor
condition. The current speed limit on the bridge is 10 mph, which is not suitable for passenger service.
Recommended is a new concrete ballasted deck bridge. A new bridge would also ratthe line to its
original tangent alignment that existed before the spillway was built.

The total estimated costs for a full buildout of eight round trips daily, operating between Baton Rouge

and New Orleans with maximum allowable speeds of 110 mph,Asu ¢ ¢ [ E1 1 ET T ET O1 AAUGC
However, as noted in Chapter 3, an ongoing update of the 2010 study has estimated costs at $255

million for a scaled down vision of service implementation.

The 2013 Draft Baton Rouge New Orleans Intercity Rail Feasiktii Study, Capital and Operating Plan,
relies heavily on the technical work done for the previously discussed 201Rougez New Orleans
Intercity Passenger Rail Service Development Plan, Volume I, Summary Repanteffort to pare the
capital investment required for start-up, the plan included assumptions about fewer train frequencies
(i.e., two daily round trips) with maximum allowable speeds of 79 mph. It also assumed the lease of
rolling stock from Amtrak rather than the purchase of new equipment.

Oncethe service is established and ridership grows, the service can build toward the full buiout
envisioned in the 2010 study.
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Appendix D.
Key Capacity and Operationahprovements on the Baton
RougelLake Charles Segment of the New Orledrake
Charles Corridor

This appendix provides a summary of recommended improvements to the Baton Rougkake Charles
segment of the New Orleang Lake Charles rail line. For additinal details please see th&ulf Coast High
Speed Rail Corridor Plan, Charles to Meridian Corridor Development Plan, Lake Volume |, Summary, Report
June 2007. Most of these recommended improvements need to be in place before service begins while
other improvements will be needed as service frequencies and speeds are increased.

New Orleans Gateway and New Orleans Union Passenger Terminak As outlined in the main report,
improvements to the New Orleans Rail Gateway network and NOUPT are a precursor to major
improvement to corridor rail lines and critical to the operation of all proposed passenger rail routes.

Rail/Highway Grade Crossings z As with the New Orleang Baton Rouge route discussed in
Appendix C, states are engaged in trying to improve their rail/highway crossings. There are almost 200
grade crossings on this segment of the corridor.

Existing Line Upgrades z The existing trackand roadbed needs to be brought to a statef good-repair
with selected replacement of crosdie, rail and line and surface. Any subgrade stability issues should be
addressed with embankment stabilization or grout injection and/or additional ballast whichraises the
track. In order to support the increased supetelevation associated with 90 mph passenger service,
selected curves need to be modified with longer spirals.

Signal System Upgradesz Between Baton Rouge and Lake Charles there are segments ofokustic
Block Signals (lowa JunctiorLake Charles) and segments without signals controlled via Track Warrant
(Kinder-lowa Junction). The remainder of the route is controlled with CTC (Lobdell Junctigfinder).

CTC needs to be installed on track segments Wiut it in order to assure safe fast passenger service.
Signal systems need to be upgraded to support 90 mph operations. On line segments without CTC, the
existing sidings and junctions have manual turnouts, and the sidings themselves are not controlled fo
track occupancy. As a result trains entering a siding must stop, and crews must line the switch so that
the train can then proceed slowly into and through the siding. The switch must then be aligned for main
line movement. This activity takes a significat amount of time and negatively impacts line capacity.
Siding turnouts on all line segments should be upgraded to allow 45 mph operation (#20 turnouts), and
the siding track signal systems should be upgraded to allow faster clearing of the main line reg in
less delay for trains meeting and passing. If the alternate route between Baton Rouge and Lafayette is
chosen (currently an abandoned rightof-way), CTC and #20 turnouts need to be installed as part of
construction. In Baton Rouge the CN crossingnguld be fully signaled.

New Double Track and Siding Extensionsz Adding passenger rail service will require substantial

AAPDPAAEOU ET AOAAOGAO8 - AT U AGEOOEI ¢ OEAET GO AOA O11 ¢
sidings provide new flexibility for train meets and passes. In Baton Rouge it is recommended that a yard

lead be extended north over the CN crossing to connect with the first switch into the Exxon facility. This

would avoid using the main line for switching and transfers to the Exxon fdity. As passenger

frequencies are added, this switching lead would be extended to the O.K. Allen Bridge. As more

passenger frequencies are added, an existing track east of the main line would be upgraded into a new

third track extending from the Baton Raige station to the O.K. Allen Bridge. This would further separate
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passenger and freight trains in Baton Rouge. In West Baton Rouge it is recommended that the direct
connection between KCS and UP be restored. This new 8,600t connection would bypass theslow
circuitous route via Anchorage Junction. Switches would be realigned to make this the main route.
Eventually a second track would be added to this connection. A short siding at West Junction bypassing
the existing connection would allow an opposing f&in to be held closer to the single track bridge

speeding operations. Between Anchorage and Livonia at least one or two sidings need to be constructed.
These improvements would also benefit freight operations. At Lake Charles extensions of track leads on
both sides of yard are recommended to reduce the conflicts between freight and passenger trains and
port transfers.

Route Options z Between Baton Rouge and Lake Charles there are two route options; the first via
Livonia and Kinder currently has active fréght service, while the second via Lafayette utilizes an
abandoned former Southern Pacific righof-way. While the first route is attractive for startup with
potentially lower capital costs, it has heavy freight traffic and bypasses Lafayette. Major cajac
projects on the Livonia/Kinder route are:

A 4000&1 1T O £ Ul OAO AO ,EOITEA £ O PAOOAT CAO OOAET O
"AAOIT1T O 30AAEOEOEI T8 4EEO A& UT OAO AOI EAO AT 1 Al
south of the junction;

A A new siding/connection just west of the junction on the Beaumont Subdivision to allow
passenger trains to pass eastbound Beaumont Subdivision freight trains being held out of
Livonia Yard;

A Between Livonia and Kinder extend three sidings (Krotz Springs, sell and Basile) to 9,000
feet each. New turnouts allowing faster speeds would also be installed. This makes sidings
OOAAT A AU O1T AAUBO 11T CAO E£ZOAECEO OOAET ONn

A "AOxAAT +ETAAO ATA )i xA *OT AOCEITh 5080 ,AEA #EA
upgradedwith a new track structure, CTC and upgraded siding switches on the Edna siding. The
connections to the Beaumont Subdivision would be upgraded for higher speeds;

A 10 )YixA 01 AGETT OEA AT T1TAAOCETT AAOxAAT 5080 , A
Subdivision would be upgraded for higher speeds, and lowa siding would be lengthened to form
a section of double track through the junction to allow for meets at the junction.

Major capacity projects on the approximately 52mile Baton Rougez, AEA # EEORAO o1 60As6 O
Lafayette are:

A New rail line between Kahns (West Baton Rouge) and Atchafalaya River Basin;

0AOOAT CAO OOAET A1 UI OAO 1 O6A0 50860 EAAOEI U OOAEAE
18-mile viaduct over the Atchafalaya River Basin;

Two movable bridges;

Two three-mile sidings at each end of the Atchafalaya Viaduct;

Rebuilding the 10mile Delta short line from Lafayette to Breaux Bridge;

Construction of a second track bypassing BNSF Lafayette Yard;

Upgrading and extensions of the Crowlewlidland, and Roanoke sidings;

lowa Junction siding would be extended eastward, while westward it would be extended to Lake

Charles creating a segment of double track between Lake Charles and lowa Junction.

DD D D

As additional frequencies are added, additionaleggments of double track will be required.
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Appendix E.
Key Capacity and Operational Improvements on the New
OrleansGulfport-Mobile Corridor

This appendix provides a summary of recommended improvements to the New Orlear@ulfport-

Mobile rail line. For additional details please see th&ulf Coast Higtpeed Rail Corridor, New Orleans to
Mobile Corridor Development Plan, Volume |, Summary RepOdtober 2006 Also see theGulf Coast
working Group Report to Congress, Final Repduly 2017 These recommended improvements would be
phased over time based on the number of frequencies to be operated.

New Orleans Gateway and New Orleans Union Passeger Terminal z As outlined in the main report,
improvements to the New Orleans Rail Gateway network and NOUPT are a precursor to major
improvement to corridor rail lines and critical to the operation of all proposed passenger rail routes.

Rail/Highway Grade Crossingsz As with the New Orleansg Baton Rouge route discussed in
Appendix C, states are engaged in trying to improve their rail/highway crossings.

Existing Siding Upgrades (all current sidings) z The existing sidings on the route, while they hae
controlled switches, have 25 mph turnouts and the sidings themselves are not controlled for track
occupancy. As a resujtrains entering sidings travel at a very slow speed. This negatively impacts line
capacity. Upgrading siding turnouts to allow 45 mph operation (#20 turnouts) and upgrading siding
track signal systems would allow faster clearing of the main line for trains entering the siding and less
delay for trains meeting and passing.

New Sidings, Double Track and Siding Extensionsz Siding lengh and distance between sidings also
impacts line capacity. Short sidings (less than 21,000 feet) cannot accommodate midiin meets or
EAT AT A O1 AAUBS O 1 1-$paihgsidide® praviges @oreQubifaren bidingto-<2dig running
time. One chakknge in achieving optimum siding length and spacing is the number of bayous, rivers and
wetlands crossed by the route. In Louisiana Lake Catherine siding would be lengthened, and the
Michoud double track would be extended one mile eastward.

In Mississippithe plan recommends:

A Lengthening Orange Grove, Gautier, Nicholson Avenue and Claiborne sidings;

A A new siding would be constructed between the East and Middle Pascagoula Rivers;

A A new Ocean Springs siding would be constructed two miles east of the curteshort Ocean
Springs siding; the siding would improve siding spacing and minimize the impact on local
highway traffic of trains waiting for meets;

A Beauvoir and Harbin sidings would be linked to form a 1:ile stretch of double track through
Gulfport; this segment of the corridor has about onghird of all the grade crossings on the line.

The recommended 17mile stretch of double track through Gulfport would facilitate running meets
between trains (freight and passenger) reducing grade crossing delaylso, as the midpoint of the
route this segment of double track facilitates the clock time scheduling of passenger trains (trains
scheduled out of each terminal at a set hourly time) since they would both meet at this point.

In Alabama capacity improvenents include extending double track from Choctaw Yard to Brookley
Siding and constructing a new Choctaw siding. The St. ElImo siding would be replaced with two new
sidings at Fowl River and Little Franklin. Long term, double track would be extended from Brkley to
Fowl River.
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Upgrade Movable Bridges z There are seven movable bridges between New Orleans and Mobile. While
the bridges are structurally sound, as a result of their design (use of stringers orAf@ot centers instead

of 6-foot 6-inch centers) there are movements of the rails and ties under trains. This movement causes
signal system reliability issues on former Louisville & Nashville Railroad bridges when trains are
operated over the bridges at speeds over 30 mph (25 mph is the maximum authorizepegd for freight
trains). This situation continues despite major upgrades to the bridges undertaken by CSXT to facilitate
traffic growth. Another issue is that some bridges are founded on timber or steel pile piers, which results
in additional bridge flexibility. While some improvements were reportedly made in conjunction with the
line rebuilding after Katrina, further structural upgrades to the movable bridges should be investigated.

Gentilly and Sibert Freight Yards z4 x1T | AET O /AEOAE C Hilly fréightQakdddrated 38 4 6 O ' Al
New Orleans and Sibert freight yard located in Mobile, have capacity and operational issues that could
significantly impact the reliability of corridor rail passenger operations. Obsolete track layouts and a

lack of capacity ause the operations of both yards to spill over to the main line. Main line sidings are

used to stage trains waiting to enter the yard. Both actions significantly degrade line capacity. The

impact of additional outlying staging capacity or additional depaure/receiving tracks should be

studied.
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Appendix F.
Key Capacity Improvements on the New Orlea¥gridian
Corridor

This appendix provides is a summary of recommended improvements between Meridian and New
Orleans on the New OrleangMeridian z Birmingham z Atlanta rail line. For additional details please see
Gulf Coast HigiSpeed Rail Corridor Development Plan, Phasmprovement Implementation Plarg
Meridian to New Orleans, Volume |, Summary Rep&eaptember 2002. These recommended
improvements would be phased over time based on the number of frequencies to be operated.

New Orleans Gateway and New Orleans Union Pasenger Terminal z As outlined in the main report,
improvements to the New Orleans Rail Gateway network and NOUPT are a precursor to major
improvement to corridor rail lines and critical to the operation of all proposed passenger rail routes.

Rail/Highway Grade Crossingsz As with the New Orleansg Baton Rouge route discussed in
Appendix C, states are engaged in trying to improve their rail/highway crossings.

Centralized Traffic Control and Upgrades to all Existing Sidings z CTC, where siding signals and
switches are controlled by a dispatcher, is critical to increasing line capacity for additional passenger
trains and decreasing running time on the New OrlearBleridian corridor. Currently the existing sidings
have manual turnouts, and the sidings themsebs are not controlled for track occupancy. As a result
trains entering a siding must stop, and crews must line the switch so that the train can then proceed
slowly into and through the siding. The switch must then be aligned for main line movement. This
adivity takes a significant amount of time and negatively impacts line capacity. Installing CTC
supporting 90-mph operations, upgrading siding turnouts to allow 45 mph operation (#20 turnouts)
and upgrading siding track signal systems would allow faster c&ing of the main line for trains entering
the siding and less delay for trains meeting and passing.

New Sidings, Double Track and Siding Extensionsz One challenge in achieving optimum siding length
and spacing is the number grades on the line. NS haslitated that sidings located on grades lead to
operational problems. In Mississippi the plan noted above recommends the installation of CTC, #20
turnouts and siding signal control at Basic, Hawkes, Shows Field, Dragon and Richburg. Also in
Mississippi in addition to signal and turnout improvements the plan recommended that the sidings at
Derby, Barnett and Lumberton be lengthened. Three new sidings in Mississippi are recommended:
Carriere, Moselle and Heidelberg. Because of the distance between Derby afiter (50 miles), the
plan recommended early action on the construction of the Carriere siding (funding design underway)
and upgrading of Derby siding.

Two sidings located in LouisiangWoods and Pearl River are also recommended for improvements.

Meridian Interlocking and Track Configuration z The Meridian Terminal track configuration, left over
from five separate railroad companies that served Meridian at one time, had many operational and
physical barriers to efficient flow through the terminal. As gart of the Meridian Speedway project (a

joint effort of NS and KCS on the line from Meridian to Shreveport), the terminal has been redesigned.
The design is presently being phased in. Other trackage and operational changes will eliminate the many
conflicts between the two railroads as the new track configuration is installed. NS fuels many of its trains
at Meridian. Also, there are crew changes, exchanges of freight, and interchanges of through trains
between the two railroads there, so most NS trains atrpsent stop in Meridian.
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At the completion of track changes, KCS Artesia Subdivision trains will not have to stop in Meridian
except for crew changes, and the two crossings of NS by KCS through trains will be eliminated. All-pick
ups and setouts for Meridian by main line trains will be handled at Marion, approximately four miles
from Meridian on the Artesia Subdivision. These cars will be shuttled to Meridian by a local switch crew.
This will eliminate the working of through trains in the KCS Meridian Yia and improve movement of
through freight trains.

At this writing, no signaling will be provided on either railroad between the end of ABS signaling south
of Meridian and the beginning of CTC east of Meridian on NS. KCS CTC will end just west of tte=pre
west yard limit. The KCS Artesia Subdivision east of Meridian is unsignaled and will remain so. All
turnouts in the terminal will be hand-thrown. However, with the elimination of the double crossings
between the two railroads, the effect of the handhrown turnouts on terminal throughput is expected to
be minimal. Amtrak loading and unloading at the depot platform is provided for in the new design.

Upgrade Movable Bridges z Three movable bridges; Seabrook, Lake Pontchartrain and Pearl River

are located on the route in Louisiana. Speed restrictions on the bridges negatively impact running time
on the New OrleansMeridian route. Recommended in the Phase I: Improvement Implementation Plan is
the installation of an improved miter rail design on the brilges.
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Appendix G.
Shortrange Investment Program

G.1 Freight and Passenger Projects

Project Name

Project Description

Project Benefits

Cost(in 2019 dollars)

New Orleans
Rail Gateway

Initial construction of the
project. Cost estimated 10
percent ofproject needs.

Provides for improved
interchange between Class |
railroads. Eliminates grade
crossings and provides
congestion mitigation.

$480.63M
Source: Federd&ZRISICMAC,
Rail Line Relocation, PNRS
programs; state and local
sources; railroagontributions.

Short Line Track

Upgrades of short line trackag

Provides for more efficient

$44.1M

and State of Good Repair: Ney
Orleans, Lafayette, and Lake
Charles.

Upgrades to handle 286,00&ound operations and 286,00pound Source: Federd& RISprogram;
maximum carload weights. carload capability. railroad contributions.
Cost estimated at 20 percent $11.3V
of statewide needs. Source: Infrastructure for

Rebuilding America (INFRA)
No state funds.

NOGC Rall Relocation of New Orleans an| Provides for multiple crossing $43.5M

Relocation Gulf Coast Railroad tracks closures and more efficient Source: Feder®RISIPNRS,
south of New Orleans to operations. Rail Line Relocation programs
access new port fdities. Cost
estimated 15 percent of
project needs.

Amtrak Station Upgrades of Louisiana Amtrakl Assures ADA compliance and g $10.2V

Upgrades station for ADA compliance state of good repair for three Source: Federal Intercity

stations.

Passenger Rail Service Gaori
program,CRISllocal sources.

ShreveportDallas
Service

Environmental planning,
design, and initial construction
of route in Louisiana.

Provides for enhanced mobility
for Louisiana residents by
instituting a new rail service on
an intercitycorridor linked only
by highways.

$32.3M
Source: local sources; others t
be determined.

Baton RougeNew
Orleans Service

Grade crossing improvements|
and replacement of the
Bonnet Carré Spillway bridge.

Provides for enhanced mobility
for Louisianaesidents by

instituting a new rail service on
an intercity corridor linked only

by highways.

$80.6M
Source: local sources; others t
be determined.

Total Program: $264.1M
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G.2 Crossing Projects

Project Name
BNSF (New Iberia) L4

Safety improvement to BNSF crossing,

14/Center St.

Project Description

District 3, Iberia Parish

Project Benefits
Enhances public safety.

Cost

$300,000
Source: federal and

H.009843 state funds
Cleveland Ave: NS R| Safety improvement at N§ossing, Enhances public safety. $1,500,000
Xing (Slidell) District 62, St. Tammany Parish Source: federal and
H.009152 state funds

KCS (Deridder)
Several RR Xing
H.010088

Safety improvement at several crossings
District 7, Beauregard Parish

Enhances public safety.

$900,000
Source: federal and
state funds

UP RR Xings (Grant)
H.010669

Safety improvement at UP crossings,
District 8, Grant Parish

Enhances public safety.

$700,000
Source: federal and
state funds

UP Several RR Xingg
(Caddo)
H.011028

Safety improvement at UErossings,
District 4, Caddo Parish

Enhances public safety.

$1,200,000
Source: federal and
state funds

NS Several RR Xingg
(Plaquem & St. Bern)
H.011103

Safety improvement at NS crossings,
District 2, Plaguemines and St. Bernard
Parishes

Enhances publisafety.

$200,000
Source: federal and
state funds

US 61: IC RR Xing
(Baton Rouge)

Safety improvement at IC (CP) crossing,
District 61, East Baton Rouge

Enhances public safety.

$500,000
Source: federal and

H.011109 state funds

LA 1064: IC RR Xing| Safety improvement at IC (CP) crossing,| Enhances public safety. $200,000
(Tangipahoa) District 62, Tangipahoa Parish Source: federal and
H.011113 state funds

US 425: UP RR Xing
(Mer Rouge)
H.011124

Safety improvement at UP crossing,
District 5, Morehouséarish

Enhances public safety.

$100,000
Source: federal and
state funds

ALM Several RR
Xings (Ouach &

Safety improvement at ALM crossing,
District 5, Morehouse and Ouachita

Enhances public safety.

$200,000
Source: federal and

Morehouse) Parishes state funds
H.011144

Riverton Camp Rd: | Safety improvement at UP crossing, Enhances public safety. $300,000

UP RR Xing District 58, Caldwell Parish Source: federal and
(Caldwell) state funds
H.011188

LA 1029: IC RR Xing| Safety improvement at ICCP) crossing, | Enhances public safety. $200,000
(Walker) District 62, Livingston Parish Source: federal and
H.011129 state funds

LA 107: KCS RR Xin{ Safety improvement at KCS crossing, Enhances public safety. $100,000
(Mansura) District 8, Avoyelles Parish Sourcefederal and
H.011229 state funds

BNSF (New Iberia)
Jeff. Terrace Blvd.
H.009868

Safety improvement at BNSF crossing,
District 3, Iberia Parish

Enhances public safety.

$400,000
Source: federal and
state funds

BNSF (Crowley)
Several Crossings
H.010073

Safetyimprovement at BNSF crossings,
District 3, Acadia Parish

Enhances public safety.

$1,200,000
Source: federal and
state funds

RT 207 (Central Dr):
BNSF RR Xing (lIberig
H.010614

Safety improvement at BNSF crossing,
District 3, Iberia Parish

Enhances publisafety.

$100,000
Source: federal and
state funds

Deare Street: BNSF
RR Xing (New Iberia)
H.010666

Safety improvement at BNSF crossing,
District 3, Iberia Parish

Enhances public safety.

$500,000
Source: federal and
state funds
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BNSF (Cade) LA 92
H.009847

Safety improvement at BNSF crossing,
District 3, St. Martin Parish

Enhances public safety.

$300,000
Source: federal and
state funds

UP (Opelousas)
Several RR Xings

Safety improvement at UP crossing,
District 3, St. Landry Parish

Enhances publicagety.

$1,500,000
Source: federal and

H.010090 state funds

LA 54: IC RR Xing Safety improvement at IC (CP) crossing,| Enhances public safety. $100,000
(Garyville) District 62, St. John Baptist Parish Source: federal and
H.010693 state funds

LA 158: KCS RR Xin¢ Safety improvement at KCS crossing, Enhances public safety. $100,000
(Grant) District 8, Grant Parish Source: federal and
H.011119 state funds

LA 14: LDRR Xing Safety improvement at LDRR crossing, | Enhancegublic safety. $500,000
(New lberia) District 3, Iberia Parish Source: federal and
H.011127 state funds

LA 50: KCS RR Xing| Safety improvement at KCS crossing, Enhances public safety. $100,000

(St. Rose) District 2, St. Charles Parish Source: federal and
H.011132 state funds

LA 466 NOGC RR Safety improvement at crossing, District| Enhances public safety. $100,000

Xing Jefferson Parish Source: federal and
(Jefferson) state funds
H.013292

LA 16 IC RR Xing Safety improvement at crossing, District| Enhances public safety. $100,000
(Tangipahoa) 62, Tangipahoa Parish Source: federal and
H.013334 state funds
Doyle Street BNSF | Safety improvement at crossing, District| Enhances public safety. $400,000

RR Xing Jefferson Davis Parish Source: federal and
(Jefferson Davis) state funds
H.012872

LA107 KCS RR Xing| Safety improvement at crossing, District| Enhances public safety. $100,000
(Rapides) Rapides Parish Source: federal and
H.013288 state funds

LA 6119 NS RR Xing| Safety improvement at crossing, District| Enhances public safety. $50,000
(Jefferson) JeffersorParish Source: federal and
H.013435 state funds

LA 378 UP RR Xing | Safety improvement at crossing, District| Enhances public safety. $700,000
(Calcasieu) Calcasieu Parish Source: federal and
H.013430 state funds

LA 111 KCS RR Xing Safety improvement at crossing, District| Enhances public safety. $700,000
(Vernon) Vernon Parish Source: federal and
H.014159 state funds
Benton Road KCS Rl Safety improvement at crossing, District| Enhancegublic safety. $100,000

Xing Bossier Parish Source: federal and
(Bossier) state funds
H.013021

LA 26 BNSF RR Xing
(Jefferson Davis)

Safety improvement at crossing, District
Jefferson Davis Parish

Enhances public safety.

$200,000
Source: federal and

H.014185 state funds
LA 167 LAS RR Xing| Safety improvement at crossing, District| Enhances public safety. $200,000
(Jackson) Jackson Parish Source: federal and
H.014074 state funds
Greenwell Springs Safety improvement at crossing, District| Enhances public safety. $400,000
ICRR Xing 61, East BatoRouge Parish Source: federal and

(East Baton Rouge)

H.006380

state funds
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French Street BNSF
RR Xing

(Iberia)

H.009861

Safety improvement at crossing, District
Iberia Parish

Enhances public safety.

$1,200,000
Source: federal and
state funds

IC RRXings South to
LSU

(East Baton Rouge)
H.012344

Safety improvement at crossing, District
61, East Baton Rouge Parish

Enhances public safety.

$1,400,000
Source: federal and
state funds

LA 26BNSF RR Xing
(Jefferson Davis)

Safety improvement atrossing, District 7|
Jefferson Davis Parish

Enhances public safety.

$800,000
Source: federal and

H.012805 state funds
LA 3272 UP RR Xing| Safety improvement at crossing, District| Enhances public safety. $400,000
(Iberville) 61, Iberville Parish Source: fderal and
H.013438 state funds
Barksdale Boulevard| Safety improvement at crossing, District| Enhances public safety. $50,000
UP RR Xing Bossier Parish Source: federal and
(Bossier) state funds
H.013708
Alliance St. IC & KCS Safetyimprovement at crossing, District 4 Enhances public safety. $500,000
RR Xing Jefferson Parish Source: federal and
(Jefferson) state funds
H.013768
Lee Martin Road IC | Safety improvement at crossing, District| Enhances public safety. $300,000
RR Xing 62, Livingston Parish Source: federal and
(Livingston) state funds
H.013900
LA 523 UP RR Xing | Safety improvement at crossing, District| Enhances public safety. $20,000
(Caddo) Caddo Parish Source: federal and
H.013998 state funds
Lyddy Turnpike KCS| Safetyimprovement at crossing, District § Enhances public safety. $400,000
RR Xing Sabine Parish Source: federal and
(Sabine) state funds
H.014195
Barrow Street UP RR| Safety improvement at crossing, District| Enhances public safety. $200,000
Xing 61, Iberville Parish Source: federal and
(Iberville) state funds
H.013861
Coach Williams Drive| Safety improvement at crossing, District| Enhances public safety. $120,000
UP RR Xing Calcasieu Parish Source: federal and
(Calcasieu) state funds
H.014162
Cotton& Silo BNSF | Safety improvement at crossing, District| Enhances public safety. $1,000,000
RR Xing St. Mary Parish Source: federal and
(St.Mary) state funds
H.011723
West/Homestead UP| Safety improvement at crossing, District| Enhances public safety. $500,000
RR Xing 61, Rapides Parish Source: federal and
(Iberville) state funds
H.013764
Parkerson AKDN RR| Safety improvement at crossing, District| Enhances public safety. $100,000
Xing Acadia Parish Source: federal and
(Acadia) state funds
H.013944
LA 154 KCS RR Xing Safety improvement at crossing, District| Enhances public safety. $100,000
(Bossier) Bossier Parish Source: federal and
H.014157 state funds
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Caroline Street BNSH

Safety improvement at crossing, District

Enhances public safety.

$50,000

RR Xing Iberia Parish Source: federal and
(Iberia) state funds
H.009862

LA 151 KCS RR Xing Safety improvement at crossing, District| Enhances public safety. $800,000
(Ouachita) Ouachita Parish Source: federal and
H.012439 state funds
Plaguemine Sts UP | Safety improvement at crossing, District| Enhances public safety. $2,100,000

RR Xing 61, Iberville Parish Source: federal and
(Iberville) state funds
H.012851

St. John Sts IC RR | Safety improvement at crossing, District| Enhances public safety. $2,000,000
Xing 62,Rapides Parish Source: federal and

(St. John the Baptist)
H.013017

state funds

LA 125 UP RR Xing

Safety improvement at crossing, District

Enhances public safety.

$250,000

(LaSalle) 58, LaSalle Parish Source: federal and
H.013541 state funds
JeffersonSts NOPB | Safety improvement at crossing, District| Enhances public safety. $500,000

RR Xing Jefferson Parish Source: federal and
(Jefferson) state funds
H.013825

Gro Racca Road UP | Safety improvement at crossinDjstrict 7, | Enhances public safety. $200,000

RR Xing Jefferson Davis Parish Source: federal and
(Jefferson Davis) state funds
H.013855

Estes Road UP RR | Safety improvement at crossing, District| Enhances public safety. $200,000

Xing Jefferson Davis Parish Source: federal and
(Jefferson Davis) state funds
H.013857

Ward Road UP RR | Safety improvement at crossing, District| Enhances public safety. $200,000

Xing Allen Parish Source: federal and
(Allen) state funds
H.013858

Guillory Ave UP RR | Safety improvement atrossing, District 7] Enhances public safety. $200,000

Xing Allen Parish Source: federal and
(Allen) state funds
H.013859

LA 742 UP RR Xing
(St. Landry)
H.013860

Safety improvement at crossing, District
St. Landry Parish

Enhances public safety.

$300,000
Source: federal and
state funds

US 61 IC RR Xing
(East Baton Rouge)
H.013864

Safety improvement at crossing, District
61, East Baton Rouge Parish

Enhances public safety.

$300,000
Source: federal and
state funds

Industrial Park UP

Safetyimprovement at crossing, District

Enhances public safety.

$500,000

RR Xing 58, LaSalle Parish Source: federal and
(LaSalle) state funds
H.001853

Baton Rouge StKCS | Safety improvement at crossing, District| Enhancegublic safety. $1,700,000

RR Xing 61, East Baton Rouge Parish Source: federal and

(East Baton Rouge)
H.012449

state funds

US 9INOG@RR Xing

Safety improvement at crossing, District

Enhances public safety.

$150,000

(Jefferson) Jefferson Parish Source: federal and
H.013339 state funds
LA 1UPRR Xing Safety improvement at crossing, District| Enhances public safety. $300,000
(West BatonRouge) | 61, West Baton Rouge Parish
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H.011133 Source: federal and
state funds

LA 126UPRR Xing Safety improvement at crossing, District| Enhances public safety. $50,000

(Caldwell) 58, Caldwell Parish Source: federal and

H.011293 state funds

Old Plain Dealing Safety improvement at crossing, District| Enhances public safety. $20,000

Road URRR Xing Bossier Parish Source: federal and

(Bossier) state funds

H.012271

LA 306UPRRXing | Safety improvement at crossing, District| Enhances public safety. $50,000

(Calcasieu) Calcasieu Parish Source: federal and

H.012791 state funds

Horridge StreeBNSF| Safety improvement at crossing, District| Enhances public safety. $30,000

RR Xing CalcasietParish Source: federal and

(Calcasieu) state funds

H.014035

Reine StreetJPRR Safety improvement at crossing, District| Enhances public safety. $400,000

Xing 61, Ascension Parish Source: federal and

(Ascension) state funds

H.013779

Baldwin St BNSHRR | Safety improvement at crossing, District| Enhances public safety. $1,100,000

Xing St. Mary Parish Source: federal and

(St. Mary) state funds

H.011706

LA 742 IC RR Xing | Safety improvement at crossing, District| Enhances public safety. $20,000

(Iberville) 61, Iberville Parish Source: federal and

H.012789 state funds

Total Program: $32.220M
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G.3 Grade Separation Projects

Project Name

Project No.

Project Description

Fiscal Year

Project Benefits
Eliminates crossing

Source

volume roadway.

LA 1 new RR exposure, thus State
Bridge @ DOW | H.009288 | Phase 5 (Final Plans) | FY 2122 enhancing safety. | ¢, o, | and
Spur crossing Will also enhance the Federal
capacity of this high Funds
volume roadway.
Phase2 (Env.), Phase ! Eliminates crossing
(Preliminary Plans) FY 2122 exposure, thus State
LA 1: new RR enhancing safety. and
Bri DOW | H. 2 Will al nhance thel $7 M
Spgrgirg@ssir% 009020 Phase 4 (Utilties), capacis gf thai\s i Federal
Phase 3 (R/W), Phase| FY 2224 Eunds
(Final Plans) roadway to address
projected needs.
LA 3213: Phase 5 (Final Plans) | FY 1920 Eliminates crossing | $2.1 M | State
Gramercy exposure, thus and
. H.002960 . .
Bridge over UP Phase 6 (Letting) EY 221 enhancing public $16 M | Federal
Railroad safety Funds
Eliminates crossing
exposure, thus State
LA 397: New enhancing safety. $0.75 | and
Bridge at UPRR H.009521 Phase 2 (Env.) FY 223 Will also enhance thel M Federal
capacity of this Funds
roadway.
Eliminates crossing
exposure, thus
enhancing safety.
LA 3105: Will also enhance the State
Underpass @ capacity of this high and
KCS South of | H.009522 Phase 2 (Env.) Fy 2122 volume roadway. $1.5M Federal
20 Will also prevent Funds
traffic backups on-1
20 ramp due to RR
crossing.
Eliminates crossing
exposure, thus State
LA 34: Bridge enhancing safety. and
over KCS H.001547 Phase ZEnv.) FY 224 Will also enhance the $1.5M Federal
capacity of this high Funds

Total \ $30.35 M
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Appendix H.
Longrange Investment Program

H.1 Freight and Passengé&rojects

Project Name Project Description

Project Benefits

Cost(in 2019 dollars)

$44.08M
Funded by USDOT IRA

Short Rail
Infrastructure

Upgrades to a shorline rail system
in Arkansas and Louisiana

Projects will benefit the Port of
Lake Providence, Port of Madison
and localeconomies by increasing
capacity, efficiency and safety for
goods shipped along the corridor

Estimated €3.54M
Source not determined.

New Orleans Rail
Gateway

Full construction of the project. Cost | Provides for improved interclmge
estimated 90 percent of project needg between Class | railroads. Eliminat

grade crossings and provides
congestion mitigation.

Short Line Track

Upgrades of short line trackage to

Provides for more efficient

$176.30M

Orleans to access new port facilities.
Cost estimated at 85 percent of proje
needs.

operations.

Upgrades handle 286,00@ound maximum operations and 286,06pound Source not determined.
carload weights. Cost estimated at 8¢ carload capability. No state funds
percent of statewide needs.

NOGC Raill Relocation of New Orleans and Gulf | Provides for multiple crossing $24671M

Relocation Coast Railroad tracks south of New | closures and more efficient Source not determined.

LAS Road Closures

Working withLADOTDn road
closures.

Enhances public safety.

$26.88M
Source not determined

AKDN Road Closing of multiple road crossing Enhances public safety. $1.61M
Closures, Crossing | within short distances on the railroad Source not determined.
Safety and placement of highway stop signs

Improvement on state roads

NOPB Road Working withLADOTDn road Enhances public satfy. $21.50M
Closures closures. Source not determined.

Port Rail Link Road
Closures, Crossing
Safety
Improvements

Working withLADOTDn road
closures and upgrade crossing warni
signals.

Enhances public safety.

$5.38M
Source not determined.

Baton RougeNew
Orleansintercity
Rail

Upgrade of KCS Baton Rotgew
Orleans rail corridor for
implementation of commuter rail
service.

Enhances passenger mobility.

$480.53M
Source not determined.
No state funds.
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ShreveportDallas | Full construction of route anstations; | Enhances passenger mobility. $290.25M
Intercity Rail acquisition of rolling stock. Source not determined.
New Orleans [2dzA aAl yI Qa O2y (i N Enhances passenger mobility. $5.38M

Mobile Intercity implementation costs. USDOT Grant
Rail

Total Program: 1,318M
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H.2 Grade Separation Projects

Project Name

Project No. ‘ Project Description

Fiscal Year

Project Benefits
Eliminates crossing

Source

(Final Plans)

volume roadway.

LA 1 new RR exposure, thus State
Bridge @ DOW | H.009288 | Phase 6 (Letting) Fy 205 | enhancingsafety. Willf o)\, | and
Spur crossin also enhance the Federal
P 9 capacity of this high Funds
volume roadway.
Eliminates crossing
US 61: IC RR exposure, thus State
Overpass @ S. Phase 2 (Env.) FY 2122 enhancing safety. Will ¢, 5, | and
Choctaw Dr also enhance the Federal
' capacity ofthis high Funds
volume roadway.
Phase 5 (Preliminary FY 2405 Eliminates crossing
Plans) exposure, thus State
LA 397: New enhancing safety. Will and
Bridge at UPRR H.009521 Phase 3 (R/W), Phase also enhance the $oMm Federal
4 (Utilities), Phase 5 | FY 2&27 capacity of this Funds
(Final Plans) roadway.
o Eliminates crossing
Phase 5 (Prelimina
Plans) ( Y| Py 224 exposure, thus
LA 3105: enhancing safety. Will State
Underpass @ also e_nhance_the_ and
KCS South of | H.009522 Phase 3 (R/W), Phase calpauty oféhls hlg\Jf;v_II $18M Federal
20 4 (Utilities), Phase 5 | FY 2526 volume roadway. Wi Funds
(Final Plans) also prevent traffic
backups on-R0 ramp
due to RR crossing.
Phase 5 (Preliminary | -y ,00 Eliminates crossing
Plans) exposure, thus State
LA 34: Bridge enhancing safety. Will and
over KCS H.001547 Phase 3 (R/W), Phase also enhance the $18M | Coderal
4 (Utilities), Phase 5 | FY 2728 capacity of this high Funds

Total ‘ $86.5M
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Appendix 1.
Louisiana Economic DevelopmeBkkampleSites

|.1Introduction
4AEEO ADPPAT AE® EO A 1 EOO 1 MmhatdodibpQdntiaily Adudizedbriuture OU O OA |
Louisiana economic development.

|.2Data Source and Selection Process

UNOTI sarted with the sites in the Louisiana Site Selection database of the office of Louisiana Economic
Development The following initial criteria were used to selectpotential sites in the database:

A Distance to railroad: on site or adjacent site

A Condition: undeveloped or partially developed

A Purpose: industrial or industrial commercial

A short list of examplesites wascreated, then a further selection process was caucted:

A The sites needed to be 150 acres or greater in size. This condition was used to support sites that
could be part of the new trend in Louisiana towards plastics manufacturing and LNG
development.

A The sites are relative to parishes which already haplanned for or undergone significant
economic development since existing economic activities could leverage development at the
proposed sites. These were identified by accessing the maps of proposed or extant
developments at the 1012 Industry ReportsiteQ) 1 AODOOOEAT DHOI EAAOO AOEOEI
, I OEOEAT A85o

A Research was done on the adjacent and proximate rail, road, marine, and air infrastructure
capacities of each site; their utility infrastructures, and the status of each site regarding
environmental toxicity, archeological and cultural status, and wetlands and habitat/species
OA1T OEOEOEOU8 4EA OEOAOG POAI EI ET AOU CAT OAAET EAA
kinds of structures might be possible for development.

The following arethree example sitesfor development.

|.3ExampleSites

[.3.1 Millhaven Plantation: 645 acres, Ouachita Parish

Ouachita parish is home to Graphic Packaging International. It is also next to Richland parish, where the
proposed Tennessee Gas Pipeline Co. (Kinder Morgan) wouloh. Together these facilities would total
$211.5 million in value.

The Millhaven Plantation site is adjacent to the Kansas City Southern Railroad (KCS), LA HWY 594 and
Huenefeld Road. It is proximate to the shallow Ouachita River 7.2 miles away, and shallow Greater
Ouachita Parish Port is eight miles away. The Monroe Regional Airport 3.2 miles away, which has
commercial, freight, and charter capacities. It is adjacent to potable water lines from the City of Monroe
and Better Water Works, and a cityewer line. The site is near a power substation and has Entergy
power lines crossing it, and there is an Atmos Energy natural gas distribution line on the site. It is
adjacent to copper and fiber optic telecommunications cables from AT&T and Centurylink.
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The geotechnical report indicates that deep pilesupported foundations for heavy buildings are suitable
in this soil. The phase 1 Environmental Site Assessment (ESA) noted five recognized environmental
conditions (RECs), that is, presences of chemical tojc one on the site and four either adjacent to or in
near proximity. The one on site consisted of old storage drums of agrichemicals, oils, and lubricants for
farm machinery. There are diesel storage tanks on the site which are considered de facto RBGsthese
were reported to be in good condition in 2011. There are small areas of wetlands on the site which
require permitting from the Army Corps of Engineers (ACE) for development. The archeological sites
discovered were not deemed eligible for placemeron the National Register of Historic Places.
Therefore, this is a piece of farmland which could readily be developed. The appropriate wetlands
permitting from the ACE should be secured.

[.3.2 Industral Park East Tract 17539 acres, Calcasieu Parish

Calcasi@l parish is home to the proposed or developed Sasol Ltd. cracker, Lake Charles LNG, Magnolia
LNG, Lake Charles Methnaol, Axiall/Lotte Chemical, G2X Energy (methanol), Entergy (Westlake), Valero
(refinery), Marubeni, Inc. (grain); Advanced Refining Technolgies, Gulf South Pipeline, and Phillips 66
proposed projects in Calcasieu Parish valued at potentially over $36.77 billion dollars.

The site is owned by the Port of Lake Charles. It is connected by rail spurs to the Union Pacific railroad
0.1 miles awayand to BNSF and KCS 9.8 miles away. It is adjacent to LA HWY 397, and proximate to US
HWY 90, 410, and to parish roads Swift Plant Road and McCown Road. The site is 4.4 miles from the
shallow Calcasieu River. Lake Charles is five miles away. The deegier Port of Lake Charles is 4.3

miles away, and the Lake Charles De&fyater Channel is 14 miles away. The Chennault International
Airport is less than a half mile away, and the Lake Charles Regional Airport, with commercial, freight,

and charter capabilities is 7.8 miles away. Lafayette Regional Airport is 68 miles away.

Electricity is transmitted to the site by Entergy. There is a potable water main to the site from
Waterworks District #5 Ward 3 in Calcasieu Parish. Wastewater infrastructure was not mapges of
2010. Telecommunications lines from AT&T run into the site. Natural gas lines are on site from
Centerpoint Energy.

The geotechnical survey conducted 1996 did not include any recommendations for structural
foundations, only for pavements. The syregpressed concerns about how high the water table
was at the time. As of 2010, there were no potential historic or cultural disturbances, no
threatened or endangered species or habitats, and no wetlands or Waters of the US. Two
hazardous liquids pipelisecross the sitédowever, a fully updated geotechnical survey is
necessary to determine the feasibility of deep foundation piles, as well as a cost estimate for
building a wastewater treatment plant.

[.3.3 Avondale Marine Site: 254 acres, Jefferson Parish

The former Avondale Shipyard is 254 acres located in Jefferson Parish. It has 1.5 miles of desaper
Mississippi Riverfront access, docks, gantry cranes, warehouses, facilities once used for shipbuilding,
and offices. Currently the site has rail access to thénion Pacific Railroad.

The Port of New Orleans agreed on August 20th, 2018 to allow Avondale Marine LLC, a joint venture
between Hilco Redevelopment Partners and T. Parker Host, to develop an additional port and
intermodal terminal in the Jefferson Parish operations zone of theort. Although Union Pacific now
controls the rail access, Avondale Marine wants the Peawned New Orleans Public Belt Railroad
(NOPB) to do this to foster competition among all six Class | railroads at the site. Avondale Marine has
agreed to finance theNOPB rail spur connecting the site to the railroads. The goal is to ultimately have a
loop track at Avondale to connect the NOPB to all six Class | railroads for purposes of linking the site to
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the rest of the US. The redeveloping site purchased by Avondaflarine on October 4th, 2018 is to
function as a modern global logistics hub with valu@added industrial capabilities to bring largescale
manufacturing to Louisiana.
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Appendix J.
Documents and Sources for the Louisiana State Rail Plan

J.1 Introduction

This appendix is a compilation of the major documents and sources consulted in the production of the
Louisiana State Rail Plan. Items are listed by the major rail plans elements wherein they were used.

J.2 Freight Rail Elements

A 2018z R-1 Annual Reports to the Surface Transportation Boargd Form 702 Miles of Road at
Close of Year, by States.

A Railroad, Federal Railroad Administration (FRA), Surface Transportation Board (STB), and
various rail industry and related websites, including the Asstation of American Railroads
(AAR) and American Short Line and Regional Railroad Association (ASLRA); Louisiana water
port websites; various maps and aerials including Goggle Earth.

A New Orleans Rail Gateway Benefits Report, prepared by Cambridge Systensat2008.

A New Orleans Rail Gateway Infrastructure Feasibility Analysis, prepared by Brown, Cunningham,
Gannuch Engineering, 2007.

A Federal Highway Administration- Commodity Flow Survey Version FAF 4-3or 2019 update.

A Louisiana Freight Mobility Planprepared by CDM Smith In¢g2017.

A Wayhbill data 2017- for 2019 update.

A LLADOTDNew Orleans Rail Gateway Project

http://wwwsp. LaDOTDla.gov/Business/Projects/norg/Pages/default.aspx

J.3 Passenger Rail Elements

A Gulf Coast High Speed Rail Corridor DevelopmdanhPPhase |, Improvement Implementation Plan
Meridian to New Orleangyrepared by Burk-Kleinpeter, Inc., 2002

A Louisiana Statewide Rail System Plagorepared by Wilbur Smith Associates, 2003.

A Gulf Coast HigtBpeed Rail Corridor, New Orleans to Molfllerridor Development Plarprepared
by Burk-Kleinpeter, Inc., 2006.

A Gulf Coast HigtBpeed Rail Corridor Plan, Lake Charles to Meridian Corridor Development Plan
prepared by Burk-Kleinpeter, Inc., 2007.

A Vision Plan for the Baton RougeNew Orleangntercity Passenger Railprepared by the Louisiana
Department of Transportation and Development, Intermodal Transportation Division, 2008.

A A Report on Accessibility and Compliance with the Americans with Disabilities Act of 1990, Amtrak
2009.

A Baton Rouge New Orleans Intercity Passenger Rail Service Development, Plapared by Burk
Kleinpeter, 2010.

A Baton Rouge New Orleans Intercity Rail Feasibility Studraft Capital and Operating Plan,
prepared by HNTB, 2013.

A New Orleans Union Passenger Termihddster Plan Updateprepared by Manning Architects,
2007.

A Infrastructure Investment Program for the New Orleans Union Passenger Termprapared by
AECOM, 2010.

A Presentation by J. Kent Rodgers, Northwest Louisiana Council of Governments, on proposed
Amtrak service between Shreveport and Dallas, July 2013. Presented 8aDOTDand the Regional
Planning Advisory Council. Based on findings of an ongoing Amtrak study sponsored by the Texas
Department of Transportation.
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>

Dallas/Fort Worth to Shreveport Bossie City High Speed Rail Proje@ presentation by the North
East Texas Regional Mobility Authority td. ADOTDand the Regional Planning Advisory Council,
2013.

Amtrak website and monthly performance reports, various.

Amtrak System Timetable, various.

Missisippi Rail Plan prepared by Wilbur Smith Associates, 2011.

Gulf Coast Working Group Report to Congress, e Gulf Coast Working Grou2017.

Crescent Fort-Worth Extension, prepared byAmtrak, 2015.

North Louisiana Passenger Rail Feasibility Studprepared by Northwest Louisiana Council of
Government,2015.

Dallas/Fort Worth to Meridian Passenger Studyprepared by Texas Department of
Transportation, 2017.

> > >

>

J.4 Rail Economic Impacts

A IMPLAN commodity data for 2017.
A Wayhbill data for 2017.
A Bureau of LaborStatistics, 2017 and 2019 data for Louisiana

J.5 Rail Socieenvironmental Impacts/Livability

A Impacts of Climate Change and Variability on Transportation Systems and Infrastructure: Gulf Coast
Study, Phase hk report by the U.S. Climate Change Science Paogand the Subcommittee on
Global Change Research (CCSP Report).

A Louisiana Speaks Regional Plaiouisiana Recovery Authority, 2007.

A Freight Railroads Help Reduce Greenhouse Gas Emisshassciation of American Railroads, April
2019.

A The Environmental Bnefits of Moving Freight by RaiRssociation of American Railroads, July
2019.

J.6 Project Funding and Evaluation Methodology

A Louisiana Rail Program Financing Reponprepared by HDR Inc., June, 2010.

A Ohio State Rail Plarprepared by Wilbur SmithAssociates, 2010 (source of evaluation
methodology).

A Draft Louisiana Rail Infrastructure Improvement Program Policies and Procedy@epared by the
Louisiana Department of Transportation and Development, Marine & Rail Transportation Section,
2010.

J.7 Sakty and Security Element

FRA accident database.

Strategic Rail Corridor Network (STRACNET).

Louisiana Highway Safety Plan, Federal Fiscal Year 2017.
Louisiana Highway Safety Plan, Federal Fiscal Year 2018.

> > > >
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J.8 State Rail Vision and Other Key Plan Elements

A 2008 z Public Law 110432 regarding State Rail Plans.

A State Rail Planning Best Practicegrepared for the American Association of State Highway and
Transportation Officials (AASHTO), prepared by Cambriddggystematics, 2009.

A Kansas State Rail Plaprepared by Wilbur Smith Associates, 2011.

A State Rail Plan Guidang@repared by FRA, 2012.

34 Louisiana State Rail Plan

THE UNIVERSITY of
NEW ORLEANS

UNO TRANSPORTATION INSTITUTE



