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EXECUTIVE SUMMARY

INTRODUCTION

This Oregon Rail Plan is the first comprehensive assessment of the state’s rail planning, freight rail,
and passenger rail systemssincethe 1992 Oregon Rail Passenger Policy and Plan and the 1994 Oregon
Rail Freight Plan. The Plan containsthree elements, which summarize the state’s goals and objectives,
measure the state’ s performance to-date and refines the projected costs, revenues and investment needs
with regard to rail transportation of people and goods. The elements are:

» Rail Policies and the Planning Process
* Freight Element
» Passenger Element

The passenger element of therail plan concentrates on intercity passenger service with some mention
of commuter rail operations. It does not include light rail or other rail transit type services

RAIL POLICIES AND THE PLANNING PROCESS

The Oregon Rail Plan is prepared to fulfill numerous federal and state planning requirements. These
include requirements specified in the federal Local Rail Freight Assistance Program, the federal Section
1010 High Speed Rail Corridor designation, and the Oregon Transpor tation Plan, the State Transportation
Planning Rule, Satewide Agency Coordination Program along with other local and federal programs.
The Plan also fulfills the Transportation Equity Act for the 21% Century (TEA-21) requirement that state
trangportation planning consider, among other i ssues, economic vitality, increased accessibility and mobility
options available to people and enhancing the integration and connectivity of the transportation system.

This chapter spells out these various requirements, and highlights specific goals and policiesthat apply
torail planning. For the most part, therail policiesin the current update remain the same asthose found
in the 1992 Rail Passenger Policy and Plan and the 1994 Oregon Rail Freight Plan.

These requirements are identified here, as the Rail Plan functions as the Rail Element of the Oregon
Transportation Plan (OTP), and provides guidance and direction to the Oregon Transportation
Commission on rail issues.

FREIGHT ELEMENT

This chapter reviews the development of Oregon’s freight rail system since the 1994 Oregon Rail
Freight Plan. There are 2,387 route miles of railroad in Oregon today. Slightly more than half of this
sum are owned and operated by two major rail systems — the Union Pacific Railroad (UP) and the
Burlington Northern Santa Fe Railway (BNSF). Short line or small railroads operate the remainder.
The Portland & Western Railroad, which operates 435 route miles of railroad in the northern central
Willamette Valley and Northwestern Oregon, has the most rail traffic of any short line in Oregon.

EXECUTIVE SUMMARYfES—l
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Oregon’'sfreight rail traffic totaled 63.5 million tons handled to, from, within, and through the statein
1999. Thisfigure represented almost an 18 percent increase over freight rail tonnage handled in 1992,
the datayear used for the 1994 Oregon Freight Rail Plan. At almost 21 percent of total tons, the largest
commodity handled in 1999 waslumber and wood products. About 34 percent of the lumber and wood
product shipments actually pass through Oregon, rather than originating or terminating in the state.
Having 22.2 million tons originating and terminating there, Multnomah County is the largest traffic
generator of all Oregon counties. The general characteristics of Oregon freight rail tonnage are similar
to the characteristics of freight rail tonnage in Washington, i.e., more tons terminate in the state than
originate there, and through traffic accounts for a major share of total tons.

Short linesalong with the UP and BNSF were contacted asto their respective system needs. Short lines
identified about $70 millioninimprovements, consisting primarily of rehabilitation of track and bridges.
Much of the rehabilitation need was related to the trend toward higher car weights, which trigger the
need for higher track standards and stronger bridges. Both of the magjor systems cited clearance
improvements for tunnels in Oregon needed to facilitate the growth of double-stack container traffic
between the Pacific Northwest and Southern California aong the “1-5 Corridor”.

In asurvey conducted for the Plan, 47 Oregon rail shippers reported concerns about rail service, and
opinions of therolethat the Oregon Department of Transportation’s (ODOT) Rail Division should play
with regard to rail service. Most of the survey respondents are served by short lines, and most ship
forest products. Car availability is their top issue. Big and small shippers alike report their serving
railroads offer fair to good performance with regard to car availability. Shippers see a varied role for
ODOT’sRail Division. For some of theseroles, ODOT’ sinvolvement is preempted by federal statutes,
i.e., with regard to competition and safety. However, severa shippers opined that the Rail Division
should advocate shipper interests — arole that the Division in fact has performed for many years.

PASSENGER ELEMENT

This chapter reviews the devel opment of the state’s rail passenger system since the 1992 Oregon Rail
Passenger Policy and Plan. Ridership on the Pacific Northwest Rail Corridor (PNWRC) through
Oregon hasincreased concurrent with added frequencies of service, and growing highway congestion.
Between Portland and Eugene, ridership in year 2000 totaled more than 100,000 passenger trips, up
from dlightly more than 24,000 passenger tripsin 1993.

ODOT’sgoal for theWillamette Valley Corridor by 2003 isto increase the number of daily round trips
from 3 to 5 and to reduce the travel time to 2 hours and 15 minutes from 2 hours and 35 minutes today.
Both of these improvements will encourage additional ridership and revenue. ODOT has identified
approximately $31 million in capital improvements to accomplish this goal. Ridership and revenue
would continue to increase in the years beyond 2003 with further enhancementsto therail service and
improvements to the rail infrastructure.

The states of Oregon and Washington, and the Province of British Columbia, haveworked collaboratively
to develop improvement plans and to program development of the PNWRC. Oregon is also working

ES—Z% EXECUTIVE SUMMARY
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with Idaho with regard to the potential reactivation of passenger rail service between Portland and
Boise, which was discontinued in an Amtrak cost-cutting effort in 1997.

Oregon’scurrent rail passenger service includestheAmtrak Coast Sarlight and Empire Builder trains,
and the state-sponsored Cascades, which uses Talgo tilt technology allowing faster speeds around
curves. The Cascadesserviceis supplemented by extensive state-sponsored Thruway busfeeder services
that move riders between the PNWRC and various locations in the state.

Criteriathat could be used to evaluate potential passenger rail serviceswereidentified inthe Rail Plan.
These include patronage, cost recovery, and running time, among others. Also, several new services
wereevaluated. Emphasisison the continuing devel opment of Portland-Eugene service and reactivation
of Portland-Boise service.

The Plan identifies improvements needed for passenger stations, primarily in the Willamette Valley,

but also including Chemult, Klamath Falls and possibly anew station at Oregon City. Improvementsto
Thruway bus stops were also identified.

EXECUTIVE SUMMARYfESG
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VISION STATEMENT

INTRODUCTION

Many communities in Oregon grew up along a railroad line. The train was the first form of land
transportation that permitted Oregonians to join the economy of the rest of the United States.

However, over the yearsthe relationship between Oregon’s economy and rail service haschanged. The
advent of thefirst paved roads brought about the demise of most branch line passenger trains asthe use
of automobilesincreased. The construction of the Interstate Highway System and growth of auto and
truck use caused amassdiversion of both freight and passenger traffic fromrail to highway. The 1960s
were probably the low point for rail service in the post World War 11 erawith serious declines in both
rail freight and intercity rail passenger service. Yet, rail freight serviceremained animportant component
of the state’'s economy, since most markets for Oregon’s natural resource-based businesses were far
removed. I1n 1999, over 63 million tons of rail freight either originated, terminated or passed through
the state. That isequal to 1.5 million trucks!

The deregulation of the nation’s railroads in the 1980s resulted in mgor changes to how railroads did
business. Theimpactson Oregon were both positiveand negative. Therailroads financia picturestabilized,
andthey invested heavily into their physical infrastructure. At the sametime, deregulation set up procedures
that madeit easier for therailroadsto shed unprofitable parts of their systems. Rail lineswere abandoned
and communities such as Condon, Burns and Heppner lost rail service. In 1971, Amtrak was created by
the federal government to take over the money losing passenger service of the freight railroads.

Deregulation also madeit easier for the large carriersto spin off poorer performing linesto short line
operators. Had this not happened, many more Oregon communities would have lost rail service had
the big carriers been driven to seek abandonment of their branch lines. Today, ailmost one half of
Oregon’srail system is operated by these new railroad entrepreneurs while over half of the state’s
rail shippers depend on these same linesto originate and receivetraffic. These changes highlight the
important role public assistance might have to play to keep these rural rail servicesin operation.

The state is moving into a new era as Oregon’s transportation infrastructure is being stretched to its
limits. Portland’sairport and port facilities cannot keep up with demand both while many of the state’s
other airports and ports are suffering from aging infrastructure and/or declining markets. In addition,
the state's highway budget has experienced no increase in the fuel tax rate since 1991. Motor vehicle
fuel tax revenues have continued to expand as the population and economy has grown, but thegainin
revenues have not kept up with the need for transportation improvements.

In many cases, railroads have extracapacity that, when utilized, could provide some of therelief needed
in the other modes. However, their revenue generating potential is not capable of providing the needed
additional infrastructure required to produce the necessary expansion of the system. Complicating the
situation isthat railroads are privately owned. Their goals may not be the same as the state's goals.

VISION STATEM ENTgVS—l
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The Rail Plan responds to these challenges in the following ways:

* Providesbackground datato morefully understand the rel ationshi ps between the state’seconomy
and the provision of rail freight and passenger service.

» Examinesrail infrastructure needsin light of not only maintaining the existing system but also
the new demands for larger freight cars and growing demand for more and better passenger
service.

» Suggests potential funding scenarios to meet these demands.

* Reexaminesthe policiesand actions of the 1992 Oregon Transportation Plan, other modal plans,
corridor plans, local and regional land use and transportation system planning.

VISION STATEMENT

The arrival of the 21 Century is bringing new challenges to Oregon’srail system and its future role.
The 1992 Oregon Transportation Plan (OTP) took a lead role in asking, “How can transportation
contribute to the kind of afuture wewant asa state?” The OTP' svision and policieswereto lead to a
more diverse, multimodal system in the future.

The 2001 Oregon Rail Plan builds on and continuesimplementation of the OTP'slong-range vision for
aviablerail freight and passenger system in the state.

The Sate of Oregon should have an enhanced intercity rail passenger service aspart of a balanced
transportation system. Therail passenger system shall operate efficiently, provide accessto potential
users, and comply with federal and state environmental and land use standards. Convenient
connections should be developed with air, intercity bus and transit that integrate trains into a
passenger network linking all areas of the state, nation and world.

High safety and compliance standards arerequired for the operating, construction and maintenance
of the Oregon Rail System. The Sate of Oregon should develop adequate funding sources, both
public and private, to finance the modernization of both rail passenger and freight service.
Implementation should take place as rapidly as permitted by financial, design, construction,
equipment and market considerations.

The Sate of Oregon will work with carriers, shippers and other groups to maintain and improve
access to the national rail freight system, maintain a competitive environment for rail customers,
strengthen the retention of local rail service, and assure a level playing field for all modes.

The Sate of Oregon will work with other state agencies, regional and local jurisdictions and the
general public to integrate rail freight and passenger elements into land use and transportation
planning processes. Thiswill include working with private companies and public sector agencies
to operate the rail systemin safe manner for the users of the system and public in general.

VS-Z%E VISION STATEMENT



Chapter 1
RAIL POLICIES AND PLANNING

INTRODUCTION
The Oregon Rail Plan is prepared to fulfill both federal and state requirements.

1. TheFreight Element conformsto the planning requirements under thefederal Local Rail Freight
Assistance Program.

2. The Passenger Element relates to requirements associated with the Eugene-Portland Union
Pacific (UP) main line being apart of a Section 1010 of the Intermodal Surface Transportation
Efficiency Act (ISTEA) relating to high speed rail corridors. The federal designation means
that the planning and project devel opment process must conform to the National Environmental
Policy Act (NEPA) for the receipt of any federal funds for the corridor.

3. ThePlanasofunctionsastheRail Element of the Oregon Transportation Plan (OTP) and provides
guidance and direction to the Oregon Transportation Commission on rail issuesin the state.

FEDERAL REQUIREMENTS FOR RAIL FREIGHT

The 4R Act

In February 1976, Congress passed the Railroad Revitalization and Regulatory Reform Act (the 4R
Act), which set up anationwide local rail service assistance program and arail planning process. Asa
prerequisite for obtaining federal assistance funds, a state was required to establish:

“.....Anadequateplanfor rail servicesinsuch state asoverall planning processfor all transportation
services in such state, including a suitable process for updating, revising and amending such
plan....and that....such state plan is administered and coordinated by a designated state agency and
provides for the equitable distribution of resources.”

49 CFR 266

At first, the focus of the program under the 4R Act was on light density lines which had received an
Interstate Commerce Commission certificate of public convenience and necessity permitting
abandonment and which were considered uneconomic by the railroads that owned them. The passage
of the Local Rail Service Assistance (LRSA) Act of 1978 broadened project eligibility and the funding
allocation formulawhileinstituting specific requirementsfor project justification. Asaresult, financial
assistance was made available for severa purposes including the purchase of rail lines along with
rehabilitating and improving rail properties to provide adequate and efficient service.

In 1989, the LRSA program was reauthorized by Congressand renamed the Local Rail Freight Assistance
(LRFA) program. Congress has continued to authorize the program but has not provided any funding
since 1995.

Chapter 1: RAIL POLICIESAND PLANNINGgl
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Intermodal Surface Transportation Efficiency Act (ISTEA)

IN1991, Congresspassed intolaw the Intermodal Surface Trangportation Efficiency Act (ISTEA) which greetly
expanded the nation’s focus on intermoda transportation and movement of people and goods. It provided
federa funding for multimoda transportation from both the Federa Highway Adminigtration (FHWA) and
Federa Trangt Adminigtration (FTA) to Metropolitan Planning Organizations (MPOs) and states.

TheAct required that each state and urbanized area over 50,000 popul ation adopt a 20-year transportation
plan and the regional plans must be consistent with any official statewide plans (such as the Rail
Freight and Passenger plans). Under ISTEA, transportation plansmust “consider arange of transportation
options designed to meet the transportation needs (both passenger and freight) of the state including all
modes and their connections.”

Statesand MPO’swererequired to “explicitly consider, analyze as appropriate and reflect in the planning
process...Internationa border crossings and access to ports, airports, intermodal transportation facilities
and mgjor freight distribution routes’. 1STEA required plansto be devel oped using acoordinated process,
including coordination with operators of airports, ports, rail terminalsand other intermodal transportation
facilities, and with the staterail plans. MPOswere encouraged to provide major transportation providers
avoice in the planning and transportation improvement program’s decision making process.

ISTEA required states to develop six management systems; two of these affected railroads. The
Intermodal Management System wasto inventory and measure the performance of passenger and freight
system connections. The Safety Management System provided an analytical basefor funding decisions
to improve highway safety, including grade crossings.

The National Highway System Designation Act of 1995 removed several of the requirements for
development of management systems. However, severa states, including Oregon, elected to continue
to develop and implement management systems.

The Federd Highway Administration (FHWA) interpreted | STEA asproviding funding digibility for railroad-
related projects including railroad clearance projects involving highways, intermodal passenger stations,
grade crossing improvements and terminal access road improvements. However, the money could not be
generally used for the construction of intermoda freight terminals or for intercity passenger projects.

Several of the programs under ISTEA have been used for intercity passenger projects in Oregon.
Enhancement Program fundswere used by ODOT to purchase and refurbish the Salem Amtrak station,
while other jurisdictions used Enhancement Funds to construct local intermodal terminals both on and
off of the current passenger rail system.

Congestion Mitigation and Air Quality (CMAQ) funds were a so used to construct a Columbia Slough
Intermodal bridge between the Port of Portland’s Terminal 5 and Six at their Rivergate complex in
north Portland.

Under ISTEA, Oregon’s congressional delegation was also able to secure $6 million for track and
signal work between Portland’s Union Station and VVancouver, Washington. An additional $5.1 million
was obtained for track and signal work in Southeast Portland.

Z%Chapter 1: RAIL POLICIESAND PLANNING
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Transportation Equity Act for the 21¢' Century (TEA-21)

In 1997, Congress passed into law a new transportation funding authorization package called the
Transportation Equity Act for the 21% Century or TEA-21. TEA-21 was built upon the foundation of the
expanded programs contained in ISTEA. TEA-21 contained a new scope for the planning process. It
stated that, in general, each State shall carry out a transportation planning process that provides for
consideration of projects and strategies that will:

1. support theeconomic vitality of the United States, the States, and metropolitan areas, especially
by enabling global competitiveness, productivity, and efficiency;

2. increase the safety and security of the transportation system for motorized and
nonmotorized users;

3. increase the accessibility and mobility options available to people and for freight;

4. protect and enhance the environment, promote energy conservation, and improve quality
of life;

5. enhancetheintegration and connectivity of the transportation system, across and between modes,
throughout the State, for people and freight;

6. promote efficient system management and operations; and
7. emphasize the preservation of the existing transportation system.

A number of changes also permitted increased opportunitiesto obtain fundsfor rail freight projectsand
intercity passenger service.

TheHigh Priority Projects program has designated fundsto rehabilitate the railroad bridge at Coos Bay
along with restoration of rail serviceto Astoria. TEA-21 aso designated funding for the purchase and
refurbishing of rail passenger stationsin Eugene and Albany. The Oregon Department of Transportation
(ODOT) was able to use Congestion Mitigation and Air Quality (CMAQ) funds to install layover
power at Union Station in Portland and purchase two cab-control cars for the Talgo trains. CMAQ
fundsand railroad resources were combined with the $5.1 million mentioned above to undertake $12.2
million in track and signal work on the Union Pacific Railroad in Southeast Portland.

Other TEA-21 Programs

Section 1103(c) sets aside small amounts of highway funds to deal with grade crossings in high
speed rail corridors. Some of this money is for research and development and some towards
project implementation.

The Department has received grants to examine safety issues at low-volume farm crossings,
improving circuitry at several crossingsin Linn and Multnomah Counties; developing a crossing
master plan along with the closure of several private crossings. The largest grant contributed
towards a pedestrian safety corridor in Salem. Section 1103 (c) funds are discretionary dollars
allocated on a nation-wide basis.
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The Congestion Management and Air Quality (CMAQ) program provided funds towards passenger

rail projects that helped the Portland region ‘s air quality. Funds were used to construct a standby
power facility at Union Station so that locomotives could be shut down between use. CMAQ funds
were also used to purchase two cab cars for train service along with track and signal work which
permitted faster train speeds.

CMAQ funds are also discretionary but are distributed to states for both local and statewide projects.
Projects must demonstrate that they have a positive impact on the air quality in a non-attainment area.

Americans with Disabilities Act (ADA)

Rail passenger service operated on behalf of ODOT by Amtrak is fully accessible and meets the
requirementsof ADA. Stationsin Oregon are ADA compliant along with Thruway busses operated by
ODOT. Any new passenger facilities construction will comply with ADA requirements and will be
specifically addressed as the projects are devel oped and implemented.

ADA requirementsfor rail freight are almost non-existent sinceit isprivately owned and operated.
ADA requirements are included in any grade crossing construction funded with either state or
federal funds.

Interstate Commerce Commission / Surface Transportation Board

Even though the 1980 Staggers Act deregulated the nation’s railroads under, the U.S. Surface
Transportation Board (STB), successor to the Interstate Commerce Commission (ICC), till plays a
regulatory role. Permission must be received from the STB before a railroad merger or realignment
cantake place, beforearailroad may abandon arail line, and in some cases, if therailroad wantsto take
action regarding their rates. Inall of these cases, the STB isto make sure that the actions taken by that
agency are consistent with the transportation policies of the United States.

Since the introduction of the Staggers Act, any economic regulation of the railroads has been
taken over by the federal government under the STB. The state has no role in the economic arena.
However, ODOT isrequired by state law (ORS) to assist, if requested, users of rail servicein any
STB proceeding.

OREGON RAIL PLAN FINDINGS OF COMPLIANCE WITH STATEWIDE PLANNING GOALS

State Agency Coordination (SAC) Program Requirement

ODOT scertified State Agency Coordination (SAC) Program and Oregon Administrative Rules Chapter
31, Division 15 describe the proceduresthat ODOT will follow when devel oping and adopting plansto
assure that they comply with the statewide planning goals and are compatible with acknowledged
comprehensive plans. The SAC Program recognizesthat planning occursin stages and that compliance
and compatibility obligations depend on the state of planning being undertaken. The SAC Program
describes the step-wise process as follows:

ODOT’s program for assuring compliance and compatibility recognizes the successive stages
of transportation planning and establishes a process that coordinates compliance and
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compatibility determinations with the geographic scale of the plan and the level of detail of
information that is available. At each planning stage, some compliance and compatibility
issues come into focus with sufficient clarity to enable them to be addressed. These issues
shall be resolved in subsequent planning stages and any plan decisions that depend on their
resolution shall be contingent decisions. The result of this successive refinement process shall
be the resolution of compliance and compatibility issues by the end of the project planning
stage of the transportation planning program.

The Department’s coordination efforts at the transportation policy plan and modal systems plan stages
will be directed at involving metropolitan planning organizations, local governments and othersin the
development of statewide transportation policies and plans. Since these plans have general statewide
applicability and since ODOT hasthe mandate under ORS 184.6128 to devel op such plans, compatibility
with the comprehensive plan provisions of specific citiesand countieswill not be generally established.
However, compatibility determinations shall be made for new facilities identified in modal systems
plans that affect an identifiable geographic area. Compliance with any statewide planning goals that
specifically apply will be established at these planning stages.

The focus of the Department’s efforts to establish compatibility with acknowledged comprehensive
plans will be at the facility planning and project planning stages of the planning program. At these
stages, the effects of the Department’s plans are more regiona and local in nature although some
statewide effects are also present.

Copies of the adopted Rail Plan will be distributed to the Department of Land Conservation and
Development (DLCD), cities, counties, Indian tribes, MPOs and participating state agencies, aswell as
to all interested persons and agencies who request copies. The Rail Plan is also available on the Rail
Division’s web site (www.ODOT.Sate.OR.US/Rail)

Transportation Planning Rule

The Land Conservation and Devel opment Commission adopted the Transportation Planning Rule (OAR
660-12) to implement Statewide Planning Goal 12 (Transportation) and to “explain how local
governments and state agencies responsible for transportation planning demonstrate compliance with
other statewide planning goals’.

The Transportation Planning Rule describes transportation planning as follows (Section 010):

(1) As described in this division, transportation planning shall be divided into two phases:
transportation system planning established land use controls and anetwork of facilitiesand services
to meet overall transportation needs. Transportation project development implements the
transportation system plan (TSP) by determining the precise location, alignment and preliminary
design of improvements included in the TSP.

Section 15 of the Transportation Planning Rule recognizesthat ODOT’s TSPis composed of a number
of elements as described in the Department’s State Agency Coordination (SAC) Program:
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(1) (a) Thestate TSPshall includethe state transportation policy plan, modal system and transportation
facility plans as set forth in OAR 731, Division 15.

The Oregon Rail Plan is an ODOT modal system plan. The system plan is described in the SAC
Program as follows:

These are overall plans and policies for each mode of transportation. These plans evaluate system
wide needsfor transportation services, identify and classify facilities by function and importanceto
meet the needs, and establish policesfor the system and each class of facilities. These policies may
cover topics such as prioritization of resources across the system; alocation of resources between
maintenance, preservation, operation and modernization; operational goalsfor classes of facilities;
and relationship of facilities categoriesto land use. The Transportation Commission adopts modal
System plans.

Section 15 of the TPR describes ODOT planning responsibilities under the statewide planning goals:

(1) ODQOT shall prepare, adopt and amend a state TSPin accordance with ORS 184.618, its program
for state agency coordination certified under ORS 197.180, and OAR 600-12-030, 035, 065 and
070. The state TSP shall identify asystem of transportation facilities and services adequate to meet
identified state transportation needs.

Following are findings relating to each section of the TPR that apply to ODOT:
Section 030 — Determination of Transportation Needs

Section 030 identifies the basic requirements for determining transportation needs as follows:

(1) The TSPshall identify transportation needs relevant to the planning area and the scal e of the
transportation network being planned including:

(a) State, regional and local transportation needs
(b) Needs of the transportation disadvantaged

(c) Needs for movement of goods and services to support industrial and commercial
development planned for pursuant to OAR 660-09 and Goal 9 (Economic Devel opment)

SincetheRail Planisat astatewide scale, it addressesthe current status of rail freight and passenger service
in the state and identifies system deficiencies. Forecasts are projected at the state level in order to assist
planning agencies with future forecasts of transportation needs. Loca and regiona systems are addressed
only wherethey serve astatewide function asawhole. In some cases, needs are addressed in the aggregate.

However, there has been arecent appreciation of the movement of freight in urban areas. Thishasbeen
reflected in the development of local and regional transportation plans that ook at both truck and rail
freight movementsand their rel ationship to transportation capacity and operations. Oneof thedifficulties
associated with this planning effort is the lack of good data associated with freight movements. The
Department has been actively involved in the development of attaining improved data and making
sureitisusedinthe planning effort. Theability to track freight movementsisincreasing in sophistication
and will form an even more important element in planning for future transportation needs.
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The determination of transportation needs included in this plan is appropriate and sufficient for the
level of decision-making provided in the plan. Information and resources available in the preparation
of this plan did not allow ODOT to conduct athorough analysis of some of the deficiencies. ODOT
concludes that the schedule of improvements included in the Rail Plan provides for a feasible and
appropriate level of rail freight and passenger service to meet the minimum levels of service outlined in
the Oregon Transportation Plan given the level of funding available.

Asafeasibility study, the plan does not directly address the needs of the transportation disadvantaged.
This issue, including the requirements of the Americans with DisabilitiesAct, will be included when
any actual systemsand facilitiesare designed. However, if should be noted that the current rail passenger
system, including stations and Thruway buses, are accessible to the disabled and that the rail plan
identifies future improvements to service and infrastructure that will accessible too.

Since the freight section of the plan addresses transportation needs in mostly rural areas of the state,
transportation needsin urban and M PO areas were not devel oped except in acursory manner. Therail
passenger section tends to concentrate on the movement of passengers in the Willamette Valley with
some examination of other areas of the state where the introduction of intercity rail passenger service
might be appropriate.

Section 035 — Evaluation and Selection of Transportation System Alternatives.
Section 035 contains requirements for evaluating and selecting transportation system alternatives.

The TSP shall be based upon evaluation of potential impacts of system alternatives that can
reasonably be expected to meet the identified transportation needs in a safe manner and at a
reasonabl e cost with available technology. The following shall be evaluated as components of
system alternatives:

() Improvementsto existing facilities and services;

(b) New facilities and services, including different modes or combinations of modes that
could reasonably meet identified transportation needs;

(c) Transportation system management measures,
(d) Demand management measures; and

(e) A no-build system alternative required by the National Environmental Policy Act of
1969 or other laws.

Section 35 of the TPR also contains the following standards for evaluating transportation
system alternatives:

The following standards shall be used to evaluate and select alternatives:
(a) Thetransportation system shall support urban and rural development by providing types
and levels of transportation services appropriate to serve the land usesin the acknowledged

comprehensive plan.
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(b) Thetransportation system shall be consistent with state and federal standardsfor protection
of air, land and water quality including the State Implementation Plan under the Federal
Clean Air Act and State Water Quality Management Plan.

(c) The transportation system shall minimize adverse economic, social, environmental and
energy consequences.

(d) The transportation system shall minimize conflicts and facilitate connections between
modes of transportation.

(e) Thetransportation system shall avoid principal reliance on any one mode of transportation
and shall reduce principal reliance ontheautomobile. In MPO areasthis shall be accomplished
by selecting transportation alternatives which meet the requirementsin 660-12-035(4).

The analysis of needs and evaluation of alternativesin the Rail Plan are sufficient to comply with the
provisions of 660-12-30 and 035 for the decisions reached in this plan.

Section 050 — Transportation Project Development

This section contains requirements for transportation project development and references ODOT’s
administrative rule for state agency coordination, OAR 731 Division 15.

Section 065 — Transportation Improvements on Rural Lands

This section includes regquirementsfor making transportation improvementson rural lands. Railroad
main line and branch lines are allowed on rural lands OAR 660-12-065 (3)(j).

Section 070 — Exceptions for Transportation Improvements on Rural Lands.

It is not known at this point whether exceptions to Section 070 are required. The early stages of the
plan can be executed using existing rail lines, so none would be needed. This would be determined
during facility planning.

Statewide Planning Goals

Goal 1 (Citizen Involvement) and Goal 2 (Land Use Planning) are addressed by ODOT’s SAC program.
ODOT has complied with these goals by following its SAC Program as described above.

The SAC program describes a process of going from the general to the specific. The Rail Planisa
modal plan that addresses system-wide management strategiesand policies. It doesnot identify specific
areas that would be affected by rail improvements. Accordingly, severa land specific goals do not
apply. Theseinclude:

Goal 3—Agricultural Land

Goal 4 — Forest lands

Goal 5 — Open Spaces and Historic Areas, and Natural Resources
Goal 7 —Areas Subject to Natural Disasters and Hazards
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Goal 15— Willamette River Greenway
Goal 16 — Estuarine Resources

Goal 17 — Coastal Shorelands

Goal 18 — Beaches and Dunes

According to the SAC Program these goalswill be addressed during the development of facility plans such
ascorridor plansand project planswhen specific futureimprovementsand geographicimpactsareidentified.

Severa goals have negligible relationship to the Rail Plan. These are:
Goal 8 — Recreational Needs
Goal 10 —Housing

A number of goals do affect system-wide planning. These include:
Goal 6 —Air, Water and Land Resource Quality
Goal 9 — Economic Development
Goal 11 — Public Facilities and Services
Goal 12 — Transportation
Goal 13 — Energy Conservation
Goal 14 — Urbanization

These goals are all addressed by TSP requirements.

THE OREGON TRANSPORTATION PLAN

The Oregon Transportation Plan (OTP) isintended to “guide and coordinate transportation activities
and to ensure transportation planning utilizes the potential of all existing and developing modes of
transportation”. The OTP fulfills state statutory requirements (ORS-184-618) to develop “a state
transportation policy and acomprehensive, long range plan for amultimodal transportation system for
the state” which includes aviation, highways, mass transit, pipelines, ports, rail and waterways.

It also fulfills several other state requirements, including the State Agency Coordination Program and
the Land Conservation and Development Commission’s (LCDC) Transportation Planning Rule.
Additionally, the OTP helpsimplement the federal requirements of both ISTEA and TEA-21 for astate
transportation plan and a statewide transportation planning process which links transportation planning
with other planning activities, and facilitates a balanced, multimodal transportation system. As such,
the OTP provides a framework for the Oregon Rail Plan and the associated activities of the Oregon
Department of Transportation.

The OTP envisions a transportation system that moves people and goods in a way that provides for

livability and economic prosperity for all Oregonians. The system provides Oregonians and visitors
with access to goods, services, jobs and recreation, while providing Oregon industry with access to
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national and international resources and markets. To most effectively meet the state’s needs, the
transportation system takes advantage of the inherent efficiencies of each transportation mode and
encourages interconnection between modes.

Policy Element

The OTP contains both a Policy Element and a System Element. The Policy Element establishesfour goals
for the state’'s trangportation system. These relate to (1) Characteristics of the System; (2) Livability; (3)
Economic Development; and (4) Implementation. The Economic Development goal ismost closaly digned
with the state's rail infrastructure. The goa calls for promoting “the expansion and diversity of Oregon’'s
economy through the efficient and effective movement of goods, services and passengersin a safe, energy
efficient and environmentally sound manner.” Further, the Characteristics of the System god is for the
“provision of atransportation system with the following characteristics. balance, efficiency; accesshility;
environmental responsbility; connectivity anong the modes and carriers; safety; and financial stability.”

System Element

The System Element of the OTPistheimplementing mechanism for thegoasand policies. Itisbased upon
a coordinated multimodal transportation system that includes air, rail, highways, public transit, pipelines,
waterways, marine transportation, bikeways and other future modes. The System Element also establishes
minimum levels of service standards that are to be achieved by each mode of trangportation and identifies
other mgjor improvements beyond minimum levelsof service. Further, it identifiestransportation corridors
and facilities which service statewide and interstate functions, identifies transportation system and facility
and management processes that must be put into place, and identifies land use patterns which must be put
into effect to achievethe goasof theplan. Finaly, itidentifieslocal, state and federa rolesinimplementing
the plan, setsplanning and performancecriteriafor modal implementation plans, and thefinancia requirements
toimplement the plan. Assuch, the OTPprovidesdirectionto Moda System Plansand FacilitiesPlanssuch
asthosethat relate to railroads and the provision of rail freight and passenger service.

OTP POLICIES AND ACTIONS RELATING TO FREIGHT AND PASSENGER RAILROADS

The overriding purposefor the state’ sinvolvement in rail planning isto assure that Oregon will be served by
an efficient rail network which isintegrated into the state transportation network. A primary function of the
trangportation network isto provide for the efficient movement of people and goods throughout the state.

The Goals and Policiesin the OTP provide direction related to the role and function of the statein rail
freight and passenger planning and service. The actions that pertain to each of the policies define the
role of the state with respect to rail freight and passenger service. The following rail related goals,
policies and actions are taken from the OTP:

Goal 1: System Characteristics

Policy 1B — Efficiency

It is the policy of the State of Oregon to assure provision of an efficient transportation
system. Thesystemisefficient when (1) itisfast and economic for the users. (2) usersface
prices that reflect the full costs of their transportation choices; and (3) transportation
investment decision maximizethefull benefitsof the system. (Full benefitsand costsinclude
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Goal 2 -

social and environmental impacts, as well as the benefits of mobility to users, and
construction, operations and maintenance costs.)

Action 1B.4

Preserve corridors for future transportation development. Consider obtaining, developing
and using those abandoned rail rights-of-way that arein the public interest for transportation
system improvements. Consider using abandoned rail corridors for bicycle and walking
trails and for utility and communication corridors as interim uses.

Policy 1C — Accessibility

Itisthepolicy of the State of Oregonto promoteatransportation systemthat isreliableand accessble
todl potentia users, including thetransportation disadvantaged, measured by availability of modal
choices, ease of use, relative costs, proximity to service and frequency of service.

Action 1C.1

Cooperatively define acceptablelevel sof accessibility through the establishment of standards
in transportation plans for minimum levels of service and system design for passenger and
freight for all modes.

Policy 1E — Connectivity among Places

It is the policy of the State of Oregon to identify and develop a statewide transportation
system of corridors and facilities that ensures appropriate access to al areas of the state,
nation and the world.

Action 1E.3

Develop and promote service in statewide transportation corridors by the most appropriate
mode including intercity bus, truck, rail, airplane, passenger vehicle and bicycle.

Policy 1G — Safety

It is the policy of the State of Oregon to improve continually the safety of all facets of
statewide transportation for system users including operators, passengers, pedestrians,
recipients of goods and service, and property owners.

Action 1G11

Promote high safety and compliance standardsfor operation, construction and maintenance
of therail system.

Livability
Policy 2E — Minimum Levels of Service

It is the policy of the State of Oregon to define and assure minimum levels of service to
connect all areas of the state.
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Action 2E.1
Define appropriate minimum levels of service for al modes and for all potential users.

Policy 2F — Rural Mobility

It isthe policy of the State of Oregon to facilitate the movement of goods and services and
to improve accessin rural areas.

Action 2F.2
Implement astatewide system of bikeways using current rights-of-way and creating new paths
along rail beds, open spacesand other public and private landsheld by cooperating landowners.
Action 2F.5

Consider acquiring and upgrading low-density rail lines where current owners are seeking
to sell or abandon them.

Goal 3: Economic Development

Policy 3A —Balanced and Efficient Freight System

It shall be the policy of the State of Oregon to promote a balanced freight transportation
system that takes advantage of the inherent efficiencies of each mode.

Action 3A.1

Identify the present level of local, state and federal support for each of the various modes of
freight transportation including taxation, regulation, capital investment, and operating
subsidy. Develop and maintain statistics on the characteristics of each mode as they affect
the state.

Action 3A.5

Provide more efficient railroad service through the reduction of conflicts at busy railroad
crossings and rail yard areas by means of grade separations and development of alternative
motor vehicle circulation routes.

Policy 3B — Linkage to Markets

It isthe policy of the State of Oregon to assure effective transportation linkages for goods
and passengers to attract alarger share of international and interstate trade to the state.

Action 3B.4

Promote the retention of desirable rail service and rights-of-way through existing railroad
ownership or alternative private and public ownership.

Policy 3C — Expanding System Capacity

It isthe policy of the State of Oregon to expand the capacity of Oregon’sfreight industry by
facilitating increased cooperation among the providers of transportation facilities.
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Action 3C.5

Work with railroads, shippers and the federal government to remove barriers to convenient
and efficient shipping by rail by promoting mutually-beneficial track sharing, interlining
and shared use of terminals.

Policy 3D — Intermodal Hubs

It isthe policy of the State of Oregon to promote intermodal freight and passenger hubs to
enhance competitiveness, improve rural access and promote efficient transportation.

Action 3D.3

Continue to support Portland’s role as a major freight hub for goods transported by air,
highway, rail, barge and ship and recognize the other metropolitan areas' role as main
connectors for the multimodal system.

Goal 4: Implementation

Policy 4G — Management Practices

It is the policy of the State of Oregon to manage effectively existing transportation
infrastructure and services before adding new facilities.

Action 4G4

Protect the integrity of statewide transportation corridors and facilities from encroachment
by such means as controlling access to state highways, minimizing rail crossings and
controlling incompatible land use around airports.

OTP SYSTEM MANAGEMENT

The OTP describes maintaining and operating existing facilities as fundamental to Oregon’s future
transportation system. Basic infrastructure requirements for movements by automobile, truck, public
transit, intercity bus, bicycle and walking require that highways, roads and streets must be preserved
and maintained. Additionally, rail, air, waterway and pipeline facilities must also be maintained as
needed for the economic transportation of freight and passengers.

OTP CORRIDORS, FACILITIES AND SYSTEMS SERVICE, STATE AND
INTERSTATE FUNCTIONS

The OTP defines transportation corridors, facilities and systems according to the function they serve
and the level of government responsible for these program elements.

For freight systemsand services, main linerail lines, connecting linesand rail accessto marinefacilities
are each defined as a statewide function. The OTP goes on to explain that while individual rail branch
lines are not a statewide function, the services that they provide, as awhole, are statewide functions.
Thus, the state has an interest “in assuring that the connections serviced by rail branch lines continueto
be served without adverse environmental consequences.”
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Waterways are aso described as important carriers of interstate and internationa freight. The lower
Columbia River ports, the Columbia/Snake River system and the deep draft coastal ports are considered
astatewide function. The intermodal connections to those ports, including connections between ocean-
going vessels, barges, railroads and trucks are a statewide function. Other marine ports such as Coos Bay,
Astoria and Newport, which provide statewide, interstate, or international transportation functions are
considered, asawhole, to beastatewidefunction. Another statewidefunction definedinthe OTPpertains
to major non-marine intermodal transfer facilitiesthat are located at key locations around the state.

OTP MINIMUM LEVELS OF SERVICE

Freight

To meet the goals of the OTP, service standards for minimum levels of service are specified for each
mode. For statewide freight service, these minimum levels of service pertain to intermodal freight and
ports, highway freight and rail freight. Specifically, they call for the following:

1. Connectionsto deep draft ports should be avail able under open accesstermsto all major railroads
and trucking lines in the nearby vicinity of maritime port terminals where feasible (e.g. Astoria,
Portland, Coos Bay and Newport).

2. Tothe extent possible, major intermodal rail/truck facilities should exist on rail main lineswith
aservice arearadius of 150 miles (e.g. Portland, Eugene, Klamath Falls, Umatilla/Boardman, and
Ontario). Intermodal reload facilitiesare to be encouraged at other locations, asthe market demands
(e.0. Medford, Bend/Redmond, Salem, Baker City, and La Grande, and coastal ports)

3. Portsand port systems handling substantial quantities of international and national freight (more
than 3 million tons) should have multimodal connections, be able to operate in the international
marketplace and have accessto rail freight service (e.g. the lower Columbia River and Coos Bay).

4. Highway freight accessing intermodal truck/rail terminals or moving within Oregon should
experience level of service C or better on Oregon highways during off-peak periods (e.g. Portland,
Eugene, Medford, Klamath Falls, Umatilla/Boardman).

5. Branchrail lineswithin Oregon should be maintained to allow aminimum speed of operation of
25 miles per hour whenever upgrading can be achieved with afavorable cost-benefit ratio.

6. Rail mainlineswithin Oregon should provide convenient ramp, terminal and reload facilitiesfor
transfersfrom truck to rail for long haul movement of freight. High quality highway access should
be provided to these sites. Priority right-of-way should be preserved for potential public use or
ownership when abandonment proceedings are initiated (e.g. corridors where there are future
alternative uses, especially near expanding urban area).

7. Reload facilities should be encouraged and, if warranted, supported wherethey provide the most
cost efficient and environmentally effective response to branch line abandonment.
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Open access should be provided to and from all reload facilities and to major ports.

Passenger

The OTP identifies a set of stage improvements for rail passenger service in the state.

1. Theregiona rail service should offer frequent schedules, through trains, extensive feeder bus
service with convenient connections, and an aggressive marketing and passenger amenities program
to stimulate changes in transportation preferences and a per capita reduction in highway travel.

2. Intercity rail service through Oregon should provide reliable on-time arrivals within fifteen
minutes of published schedules.

3. Theexisting Sesttle to Portland Mt. Rainier train should be extended south to Eugene as a cost-
effectivefirst in creating a Seattle-Portland-Eugene passenger rail corridor. This extension can be
implemented quickly with minimum capital investment. Premium hourly intercity bus service
between Eugene and Portland should be inaugurated to complement the train. Thiswould provide
the needed frequencies to attract riders in sufficient numbers to justify the operation. As traffic
volumes increase, more trains should be added.

4. Higher speed (110-125 mph) intercity rail passenger service should be devel oped within Oregon
as need is demonstrated and technologies and financial support permit.

5. Incremental physical improvements to existing mainline railroad tracks should be used to
increase passenger speeds up to 110-125 mph where there is potential for high rider volumes.

6. Oregon should cooperate with adjacent states to assure concurrence and cooperation when
developing rail projectstied to the regional network.

7. Intercity buslines and local transit service should be coordinated with intercity rail servicesto
providetimely and convenient connections (e.g. Portland, Salem, Corvallis, Albany, Eugene, Coos
Bay/North Bend), Medford, Bend/Redmond and Klamath Falls)

FREIGHT RAIL POLICY
In 1994, the Oregon Transportation Commission adopted four policies relating to rail freight service.

Policy 1: Increase economic opportunities for the State by having a viable and
competitive rail system.

Actions:

1. Stabilize and improve Oregon’s access to the national rail system by maintaining a
competitive environment for rail customers, assuring alevel playing field for each mode, and
assisting in removing capacity restraints.
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2. Promoteintermodal centerswherefreight may beinterchanged between rail and other modes
by identifying suitablelocations with adequate potential volumes and, if necessary, funding rail
improvements and providing adequate highway access.

3. ldentify opportunities for improved rail service to Oregon’s deep water ports, which will
promoteforeign trade by funding support facilitiesto reduce congestion and increase efficiency.

Policy 2: Strengthen the retention of local rail service where feasible.
Actions:
1. Where necessary, seek aternative ownership and/or operation of rail facilitiesin order to

preserve service.

2. Encourageincreased use of rail service by promoting rail service opportunities, providing a
wide range of intermodal facilities, and assisting localities and rail usersto understand railroad
economics, revenue needs of individual lines, and land use requirements.

3. Utilize federal or state funds for rail service continuation assistance where appropriate.
Preference should be given to those lines that upon analysis have a positive benefit over cost
ratio and will not require public assistance for ongoing operations.

Policy 3: Protect abandoned rights-of-way for alternative or future use.
Actions:

1. Ensurethat political jurisdictions and private groups are familiar with how to preserve and

convert abandoned rail rights-of-way for Public Use and Interim Trail Use, as allowed under
federal law.

2. Use federal, state and local funds to preserve rail rights-of-way for future transportation
purposes.

Policy 4: Integrate rail freight considerations into the State’s land use
planning process.

Actions:

1. Recognize the social, economic and environmental importance of rail freight service.
2. Encourageland use zoning and ordinancesthat enhance and protect existing rail freight service.

3. Work with communities to minimize conflicts between railroad operations and other
urban activities.

4. Assist in removing constraints to improved railroad operating efficiency within urbanized
areas. Work with communitiesto consolidate or close existing grade crossings and prevent the
establishment of unjustifiable new grade crossings.

5. Encourage local jurisdictions to identify alternative uses for low-density branch line
rights-of-way.
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PASSENGER RAIL POLICY

Besides complying with the relevant parts of the OTP that deal with both rail freight and passenger
service, the Oregon legislature directed:

The Department of Transportation to devel op and maintain a state transportation policy for railroad
passenger service and a comprehensive, long range plan for railroad passenger service. The plan
required shall be a specific plan containing detailed proposals for the orderly development and
improvement of passenger service, including interchanges among rail systems, bus systems and
regional rail systems.

The OTP supports intercity rail passenger service as a part of a balanced transportation system. This
system shall consist of an efficient operation, reliable service, accessto al potential users, and compliance
with state environmental and land use standards. Convenient connections with other modes should
integrate passenger train service into a network linking all areas of the state, nation and the world.
High safety and compliance standards are mandated for the operation, construction and maintenance of
the Oregon rail system. Adequate funding sources should be developed in order to finance the
modernization of rail passenger and support services. The Department should implement increased
levels of passenger service as soon as possible in order to facilitate financial, design, construction,
equipment and market considerations.

STATE ROLE IN RAIL PLANNING

The Oregon Department of Transportation and the Oregon Transportation Commission play the chief
rolein rail planning and other modal pursuits.

The Oregon Transportation Commission (OTC) was established by ORS 184.615 and carries out the
functions set forth in ORS 184.617. The OTC is the governing body of the Department of
Transportation. It isthe responsibility of the Commission, as defined in State statute, to “develop
and maintain a state transportation policy and comprehensive, long-range plan for a multimodal
transportation system for the state”. The Commission establishes general policy direction for the
Department of Transportation and has the authority to coordinate and administer programs relating
to all transportation modes.

Besides being responsible for maintaining rail planning activities in the state, the Department’s Rall
Division has three other primary areas of responsibility:

* Rail Safety
» Grade Crossing Safety
* Regulatory Function
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RAIL SAFETY PROGRAM

The Rail Safety Program consists of three separate programs.
* Railroad Employee Safety Program
* Federa Safety Program
* Rail Transit Safety Oversight Program

Each of these programsis discussed below.

RAILROAD EMPLOYEE SAFETY PROGRAM

The focus of the Railroad Employee Safety Program is to enforce state laws, rules and regulations for
trackside clearances, trackside walkways, and sanitation (found in Oregon Revised Statute Chapter
824, and Oregon Administrative Rule Chapter 741). Thisprogram consists of two full-time employees,
assisted by the other safety inspectors. There are approximately 1,500 rail-served industries and over
100 rail facilitieswithin Oregon that require safety inspectionsto ensure the safety of railroad employees
conducting their normal duties. Each year at least half of the rail-served industries and all of the rail
facilitiesin Oregon are inspected. These inspections note various conditions, with varying degrees of
concern, ranging from minor vegetation or mud in the walkways, to serious clearance impairments
requiring immediate action to correct. Thissafety program works closely with railroad labor in ensuring
the employees’ safety.

FEDERAL SAFETY PROGRAM
The Federal Safety Program is a partnership with the Federal Railroad Administration (FRA), wherein
ODOT isinvolved in five safety disciplines:

» Track

» Motive power and equipment (MP&E)

» Hazardous materias (HazMat)

*  Operating practices (OP)

» Grade crossing signals (GCS)

Oregon has two inspectorsfor track and two for MP& E, and one in each of the other disciplines. State
inspectors have the same duties and authority as those employed directly by the FRA. They utilize the
same database and make the same reports and inspections, while working both independently and
jointly with their federal peers.

Track Inspections

The track inspectors work very closely with the FRA in a cooperative effort to ensure all railroad
trackage within the State of Oregon isinspected at | east once annually, with higher priority tracks being
ingpected two or threetimes. Priority trackage consistsof main lines carrying Amtrak and/or considerable
hazardous materials through highly populated areas. There are approximately 3,800 total miles of
track within Oregon, including 2,387 route miles.
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Regulations under the jurisdiction of the track inspectors are found in 49 CFR Parts 213, 214, and 216.
Track inspectors perform their work by walking or riding over thetrack in arailroad inspection vehicle.
These inspections are primarily to determine compliance with the FRA track standards and to monitor
the railroads’ track inspections. If defective conditions are noted, the railroad must initiate remedial
action to bring the track into compliance. Primary items noted during an inspection are:

» Defectiveties

* Wide gauge (greater than 4 feet 8.5 inches)

» Defectiverails

* lrregular track surface

» Inadequate or defective drainage facilities

* Loose or missing bolts

» Defective conditions, per the items above, in a turnout

State track inspectors check railroad inspectors’ reportsthat do not contain the required information, do
not initiate the required remedial action, or are not complete.

The track inspectors aso enforce federal Roadway Worker Rules for the protection of railroad
Maintenance of Way employeesworking on or near thetrack, and assist in the state Railroad Employee
Safety Program while conducting routine track inspections.

Motive Power and Equipment Inspections

The MP& E inspectors enforce FRA safety standards for both locomotives and freight cars, found in 49
CFR Parts, 215, 216, 218, 221, 223, 229, 230, 231, and 232. These inspectors conduct independent
safety assessments of all railroad locomotives, freight carsand air brake systems, and assist the FRA in
focus inspections of certain facilities noted for safety concerns.

Most al inspections conducted by MP&E inspectors are performed after the railroad has had the
opportunity to inspect the equipment. Frequently noted deviations of freight car safety standardsinclude:

* Incorrect coupler heights

* Inoperative or missing coupler knuckle pins

* Worn roller bearing adapters

» Excessive or improper side bearing clearances
*  Whedl flat spots

On locomotives, safety standard deviations frequently noted are:
* Inoperative sanders
» Hazardous passage way and compartment floors
* Insecure traction motors
*  Wheel mismatch
» Worn wheel flange
* Missing daily inspection reports
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Safety conditions noted on brake systems include:
* Improperly secured brake system
» Worn or missing brake shoes
* Improper piston travel
* Improper air brake test

Safety appliance deviations noted include:
* Bent or loose ladder treads or handholds
* Bentor loosesill steps
* Bent or inoperative cut-levers

Oregon hastwo Class| (major) railroads and 18 short line (small) railroads. Thetwo Class| railroads,
the Union Pacific Railroad and the Burlington Northern SantaFe Railway, have several largeterminals,
with car and locomotiverepair facilities, aswell asmany smaller facilitieswheretravelling carmen and
mechanics conduct minor repairs to equipment. All of these facilities are inspected by FRA and state
inspectors frequently, as are small yards, sidings and interchange points, to ensure the safety of the
equipment operating over the railroad system within Oregon. Each of the short line railroads has at
least one location to service and repair equipment, aswell asat least oneinterchange point with aClass
| railroad. These interchange points are also inspected at least annually.

State MP& E inspectors will inspect on an average 15,000 freight cars and 700 to 800 locomotives
annually, and note approximately 1,400 deviations from the FRA standards. Theinspectors also assist
with the state safety program by conducting sanitation facility inspections on locomotives.

Hazardous Materials Inspections

The Hazardous Materials portion of the FRA program enforces 49 CFR Parts 100 through 180. This
disciplineis avery sensitive and controversia area, with public concern about HazMat transportation
at ahighlevel. All modesof transportation carry some form of HazMat, but an incident on the railroad
generally gets wide publicity. The rail transportation inspectors are involved with manufacturers,
packaging, labeling, loading, shipping, transporting, unloading, and all the various types of paperwork
that goes with shipping HazMat by rail.

When railroads move HazMat in a train, the car must be placarded and placed within the train in
accordance with regulator specifications. The train crew must have alist of the cars, their location in
the train, and their contents. Inspectors need to be familiar with American Association of Railroads
(AAR) rulesregarding tank car construction, and Transport Dangerous Goods regul ations (from Canada)
regarding placards, markings, and shipping papers. HazMat inspectors review both non-bulk cars
(handling cylinders and drums) and bulk cars (conventional tank cars and intermodal tank cars) for
safety appliances, fittings, closures, markings, and placarding.

HazMat inspectors spend a considerable amount of time at transload and reload facilities to ensure
HazMat being transferred from one form of transportation to another is being handled properly, that
containers are appropriate, and that the paperwork is complete. These inspections are generally made
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with several different mode regulators, such as the Coast Guard, and motor carrier, railroad, local fire
prevention, and emergency authorities. Some containers are opened and inspected for proper HazM at
reporting, loading, packaging, and handling. Inspections conducted in Oregon have not revealed any
serious violations of the federal rules, or safety concerns regarding the transporting of HazMat. A
recent changein thefederal HazM at statutes gives HazM at inspectorsthe authority to inspect containers
moving by all modes of transportation. The change requires inspectors to have knowledge of other
types of packaging.

Shippers and receivers of HazMat by rail are also inspected frequently to ensure:
» Loading and unloading of dangerous commodities are being carried out safely
» Their employees have received the mandatory training
» Training records and documentation are in order
» Shippers and receivers have 24-hour emergency notification capability

The state HazMat inspector also is responsible for monitoring railroad compliance with the state
requirement for reporting of HazMat shipped, and railroad maintenance of the milepost inventory of
local emergency response agencies. Annually railroads areto report to ODOT the types and classes of
HazMat carried, and number of cars carrying HazMat that moved over each of their linesin the state.
They must also maintain acurrent listing of all local emergency response agencieswith 24-hour response
capability. The listing must show the exact territory of each response agency.

Operating Practices

The Operating Practices (OP) discipline enforces 49 CFR Part 217, 218, 219, 220, 221, 225, 228 and
240 — all of which deal with the safe operation of trains. Railroad operating practice rules, drug and
alcohol testing, accident reporting, engineer certification, hours of service, and communication are the
key areas.

The OP inspector will ride trains to observe the engineer’s handling of the train, crew members
compliance with railroad operating rules, proper radio use, and proper train dispatcher action, as well
as observe other trains and crew members along the line. Inspectors will interview crew members to
determine their knowledge and understanding of the rules, will observe switching moves, will inspect
train manifestsfor proper car placement, and will review all written documentsrelating to the movement
of the train, such as orders, procedures, warrants, bulletins, and time tables. Hours of service records,
accident / incident reports, drug and alcohol testing records, railroad efficiency testing records, and
dispatcher records are all reviewed by the OP inspector.

Railroad-Highway Grade Crossing Signals
Covered under 49 CFR Part 234, railroad/highway grade crossing signals (GCS) areinspected to ensure:
» Compliance with the rules
* Proper operation of signals when trains approach
*  Proper maintenance
* Proper record keeping
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Thesignalsinspector will review the overall crossing warning devices, will inspect and test components
for proper function, will review crossing diagrams and plans to ensure a system is current, and will
review records of failuresand false activations. Thereare approximately 900 actively protected crossings
in Oregon that fall under the jurisdiction of the federal GCSrules.

In addition to enforcing the GCS rules, the signal inspector is responsible for monitoring railroad
compliance with state laws and regulations for crossing safety.

All inspectors are required to investigate compl aints and accident/incident reports as necessary, conduct
follow-up inspections of any noted deviation from the standards, and write comprehensive reports
noting any deviations found and action taken.

RAIL TRANSIT SAFETY OVERSIGHT PROGRAM

The Rail Transit Safety Oversight Program is for transit districts with a rail-fixed guideway system.
The Federal Transit Administration (FTA) rule located at 49 CFR Part 659 requires any state with a
transit district having a rail-fixed guideway system to establish an oversight agency. The Tri-County
Metropolitan AreaTransit District of Oregon (Tri-Met) isthe only transit district in Oregon with arail-
fixed guideway system, and the ODOT Rail Divisionistheoversight agency. Thisagency must establish
aSystem Safety Program Standard that requires Tri-Met to follow certain rules, regul ations, and policies.

One date rule requires Tri-Met to establish and maintain an effective Sysem Safety Program Plan and System
Security Program Plan conforming to certain criteriadesigned by theAmerican Public Trangt Associaion (APTA).
These plans are documents that describe the entire trangt system, fromits planning Sageto its present day-to-day
operations. They include certification thet dl required stepsfor implementation were compl eted.

Also required by the oversight agency, Tri-Met must conduct internal safety audits of all aspects of its
operation. Tri-Met must report accidents and unacceptable hazardous conditions to ODOT. It must
conduct investigations of them, and report back to ODOT with accident/incident causes and remedial
action taken to prevent reoccurrence. Tri-Met reports all hours-of-service violations, which ODOT
monitorsfor possibleregulatory action if safety becomes compromised dueto fatigue of train operators,
controllers, supervisors, and other safety sensitive personnel.

ODOT participates in many investigations, facility inspections, safety meetings, training sessions,
accident review meetings, security meetings, planning and design meetings, and construction and
certification meetings. In addition, ODOT participates in national conferences, training sessions,
meetings and workshops, that are designed for oversight agencies.

One magjor aspect of the oversight agency’s responsibility is to conduct an in-depth audit or safety
review of the entire Tri-Met system and operation every three years. The audit reviews the system
safety and security program plans, training programs, maintenance and inspection programs (both
vehicle and fixed structures), procurement, internal audits, security procedures, rail operation, control
center, standard operating procedures, emergency procedures, certification process, fitness-for-duty
procedures, and others. Thisprocessisamajor task, and ODOT relies on outside contractor assistance
to accomplish it. Once the safety audit has been completed, a report is issued to Tri-Met with the

ZZ%Chapter 1: RAIL POLICIESAND PLANNING



2001
i OREGON RAIL PLAN 11 11

deficiencies. Tri-Met them must implement a corrective action plan (CAP) with completion dates.
ODOT reviews the CAP, approves or requests revisions, and monitors the activities to completion.

CROSSING SAFETY PROGRAM

Crossing Application Process

In Oregon, the authority to regulate all aspects of highway-railroad crossing safety lieswith the Oregon
Department of Transportation’sRail Division. Thisauthority requiresapublic road authority or railroad
to file an application with the ODOT Rail Division for permission to construct a new separated or at-
grade crossing, make alterations to an existing public crossing, or to close an existing public crossing.
TheDivisionisrequired by statute (ORS Chapter 824) to follow an administrative process, the purpose
of whichisto assurethat all parties have knowledge of and agree with the proposed project. Theterms
of that agreement are set forth in aregulatory order, which directsthe partiesto perform in aprescribed
manner and addresses each party’s financial responsibilities for the project.

ODOT Rail Division is in agreement with the Federal Railroad Administration in its effort to close
crossingswherever possible. TheDivisionisrequired by statuteto eliminate crossings at grade wherever
possible. ODOT also strongly discourages construction of new grade crossings unlessthere are strong,
persuasive arguments to justify a new crossing.

Checklist for Rail Division Involvement

Whenever any road work (including construction of asidewalk) is proposed within 500 feet of arailroad
track, the party responsible for the project should consult ODOT Rail Division regarding the proposed
project. Staff has developed a checklist for Rail Division involvement to aid a public authority in
determining when ODOT Rail needs to be involved in the project. The checklist appears below.

Impact of Highway Construction Projects on Railroad-Highway Grade Crossings

Yes | No |Unk Checklist Item

1. Will the project alter or construct sidewalks, bike lanes, bike paths or roadway within
500 feet of a railroad track?

2. Will the project change the roadway approaches to a grade crossing within 500 feet
of the crossing?

3. Will the project involve relocation, construction or closure of any grade crossings?
Will the project increase or decrease vehicle traffic at a grade crossing?

5. Will the project encroach on the railroad’s right-of-way (ROW)? The typical ROW
for a railroad is 50 feet on each side of the centerline of the tracks.

6. Will the project change the vertical curvature of the roadway approaching any railroad
track? Will the project change the elevation of an adjacent side street near the grade
crossing?

7. Will the project involve installation of new vehicle traffic signals or changes to existing
traffic signals within 500 feet of a grade crossing?

Chapter 1: RAIL POLICIESAND PLANNING§23



2001
OREGON RAIL PLAN

If the answer is“Yes” to any of the above, the project may require a crossing order from the Rail
Division. The Division must be consulted and involved in the project development process. The
Division endeavors to complete processing of crossing applications within four to six months from
the date an application isfiled. If the project involves construction of new crossing signal devices,
the lead timeis not less than one year from the date the railroad company orders the equipment until
itisinstalled.

The Division’s authority over crossing construction or alteration does not involve private crossings,
unlessthe crossing islocated on the UP main line between Eugene and Portland, or on the BNSF main
lines between Portland Union Station and the Columbia River. Thistrackage is part of the designated
Northwest High Speed Rail Corridor, referred to elsewhere in this plan as the Pacific Northwest Rail
Corridor. On this trackage, ODOT Rail Division has complete authority over private crossings in
addition to public crossings.

New Crossing Construction

Whenever aparty filesan application for anew crossing, itisODOT policy to review the application to
assure the crossing is required for the public safety, necessity, convenience and general welfare. If the
applicant satisfiesthat condition, ODOT then determinesif it ispossibleto construct aseparated (overpass
or underpass) crossing and close adjacent grade crossings.

The safety standard for a new grade crossing is higher than that which is applied to an existing public
crossing. TheDivision strongly believesanew public grade crossing should be equipped with flashing
lights and automatic gates. An applicant for the crossing must be able to demonstrate the proposed
crossing will be safe and accessible to all modes of public travel. The cost of constructing anew grade
crossing can be substantial. The cost of maintaining active warning devicesis also substantial, which
requires an ongoing commitment from the railroad involved. The Division believes it isin the best
interest of all concerned to only create those crossings that are required by the public safety, necessity,
and convenience and general welfare.

Alteration of Existing Public Crossings

Alterationsto existing crossings can beinitiated by apublic road authority, arailroad, or by the Division’s
staff investigation process. The cost of necessary safety improvementsis borne by the party initiating
the change to the crossing. The statutes allow the parties to agree on a funding strategy. However,
unlessthe parties agree otherwise, the initiating party bears the cost of the alterations. Maintenance of
the crossing, the roadway approaches, signs and signalsis normally assigned to the party that installs
the device or constructs that portion of the crossing.

Inspection Program

Routine Crossing I nspections. The Crossing Safety Section has an on-going program of physically
inspecting all public crossingsat least once every two years. Staff will note any deficienciesor deviation
from authorized conditions and will then work with the public authority or railroad to resolve the
concerns. The Division maintains a comprehensive inventory of al public crossings with data about
each specific crossing. The database is used to evaluate numerous safety concerns at crossings.
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Routine Crossing Signal Inspections. The Division has a State Crossing Signal Specialist who is
responsible for inspecting crossing signal systems. He has been certified by the FRA as competent to
perform those duties. He provides valuable expertise in the review of all crossing safety improvement
projects involving installation or maintenance of active warning devices (signals).

1999 Oregon Highway Plan

Goal 2, System Management, of the Oregon Highway Plan (OHP) addresses the transportation policy
of the state. Policy 2G setsforth issues regarding Rail and Highway Compatibility. The Action Items
listed under Policy 2G should be reviewed and considered in any highway safety improvement.

Crossing safety issues should be an integral part of any highway safety project. When addressing the
entire project, crossing safety concerns can be identified and resolved. Not only should rail safety
issues be considered, but the impacts of the entire project on all modes of transportation should be
considered. Compliance with avariety of state or federal policies and directivesis essential.

Operation Lifesaver

Operation Lifesaver isan international public education program aimed at reducing collisions, injuries
and deaths at highway/rail grade crossings, and trespass on railroad tracks in general. This program
can be targeted to a specific audience.

REGULATORY FUNCTIONS

The Department has statutory authority to represent the state and customers of rail service before the
Surface Transportation Board and other federal agencies. The Department routinely participatesin rail
proceedingsthat affect Oregon shippersand isalso required, by state statute, to participate in contested
raill line abandonments. The Department has limited ability to oversee economic and competitive
issues, as federal law preemptsits authority.

SUPPORTING OTHER PLANS

Oregon Transportation Safety Action Plan - 1995
TheRail Planissupportive of numerous parts of the Oregon Transportation Safety Action Plan. Pertinent
Actionsinclude:

Action 1 —Traffic Law Enforcement Strategic Plan

Action 2 — Dedicated Funding Source for Law Enforcement

Action 9 — Public Information and Education

Action 31 — Local Transportation Safety Programs

Action 37 — Strategic Plan for Traffic Records

Action 53 — Incident Management

Action 57 — Youth Transportation Safety Strategy

Action 66 — Pedestrian Safety
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Oregon Public Transportation Plan - 1997

The Rail Plan is supportive of numerous parts of the Oregon Public Transportation Plan. Pertinent
Goals and Policiesinclude:

Goal 1 — Purpose of the Public Transportation System
Policy 1A — Urban Access, Rural Access, Basic Mobility
Policy 1B — Environmental Protection
Policy 1C — Economic Prosperity
Policy 1D —Land Use
Policy 1E — Reduce Highway Demand
Goal 2 — The Components of the Public Transportation System

Policy 2A — Urban, Small City and Rural Transportation Systems
Policy 2B — Intercity Bus and Rail Systems

Goal 3 —The Management and Financing of the Public Transportation System
Policy 3A — State Role
Policy 3B — State Financing
Policy 3C — Public Transportation Facilities and Equipment Management System
Policy 3D — Project Serving Statewide Functions

Each of the above Goalsand Policies have associated strategies. Many of theseinvolve the maintenance
and expansion of the rail passenger system.

Oregon Highway Plan - 1999
The Rail Plan is supportive of several parts of the Oregon Highway Plan. Goals and Policiesinclude:

Goal 2: System Management
Policy 2G — Rail and Highway Compatibility

It is the policy of the Sate of Oregon to increase safety and transportation efficiency through
the reduction and prevention of conflicts between railroad and highway users.

Associated Actions 2G.1 through Action 2G5 guide the implementation of the policy.
Goal 4: Travel Alternatives

To optimizethe overall efficiency and utility of the state highway systemthrough the use of alternative
modes and travel demand management strategies.
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Policy 4A — Efficiency of Freight Movement
Policy 4B — Alternative Passenger Modes

Associated Actions4A .4 throughAction 4A.7 and Actions 4B.1 through 4B.6 guide the implementation
of the policies.

ODOT Corridor Planning

The Department has established 30 transportation corridors across the state. These corridors follow
primarily major state highway transportation routes that may, or may not, have parallel rail lines. The
corridor planning process requires that each study analyze the impact of all of the modesin addressing
the mobility needs of those living and traveling in the corridor.

The Rail Division has been actively involved in this corridor planning process and continuesto provide
rail freight and passenger information. Currently, about 15 of the 30 corridor plans have been compl eted.
However, not al of the corridors contain rail lines. In addition, rail impacts vary from corridor to
corridor, and the quality of the corridor planning process and its ability to addressrail issues has been
evolutionary in nature.

Oregon Public Utility Commission/ODOT Changes

In 1995, the Oregon Legislature relocated all of the rail activities of the Public Utility Commission
(PUC) to the Department of Transportation. This includes the PUC’s involvement in rail safety and
grade crossings. Some of the former PUC’s programs are contained in the Safety Action Plan and the
Highway Plan. These functions will be cross-referenced in this update of the Rail Plan as necessary.

RAIL PLAN SERVES NUMEROUS FUNCTIONS

The Oregon Rail Planfulfills federal and state requirementsfor preparing aplan for rail servicesinthe
state. Railroads differ from most other transportation systems considered in the OTP because they are
generally owned by the private sector. However, thefreight system and servicesaredefined inthe OTP
as astate function, and the state is responsible for promoting rail freight and passenger service for the
movement of goods and passengers throughout the state. Especialy important is the availability of
vital freight transportation services to move the state’s agricultural and natural resource products to
local, regional, national and international markets. For the Rail Plan to be an effective document, the
major provisions of the OTP need to be implemented and adequately funded. To the extent feasible, a
“level playing field” should be developed for evaluating the relative efficiencies of each mode.

One of the vital roles of the state is to assist local jurisdictions in dealing with potential rail line
abandonment. The state cannot dictate levels of service, corporate investment strategies, or markets
to be served by the railroad companies. At this time, there is virtually no rail infrastructure
improvement assistance avail able except through the federal Railroad Rehabilitation and Improvement
Financing (RRIF) program. However, this assistance may not be applicable for some sections of
Oregon’srail system since some railroads may not be able to take on any additional debt and remain
financially solvent.
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The state Rail Planisone of several modal system plans prepared by the Department of Transportation.
As such, the goals, policies and action of the rail freight and passenger program must be coordinated
with those of the other modal plans. In addition, the rail plan must be coordinated with local and
regional land use and transportation plans and corridor plans.

Where applicable, the rail freight and passenger service must be considered as a component of these
modal and multimodal plans and must be consistent with regional and local plans and policies. A
checklist should be developed to be used as an evaluation tool in determining how the elements of the
rail plan relate to local land use and transportation plans, and to determine the consistency between
these regional/local plans and the state Rail Plan.

RAIL CONSIDERATIONS IN LOCAL LAND USE PLANNING

Planning Requirements and Rail Plan Policies

The state Transportation Planning Rule (TPR), adopted by the Land Conservation and Development
Commission (LCDC) with the concurrence of ODOT, requires ODOT to identify a system of
transportation facilities and services adequate to meet identified state transportation needsand to prepare
a State Transportation System Plan (TSP). The OTP and adopted modal and facilities plans are
components of the TSP. The Rail Plan is one of those components of the TSP.

In accordance with the Rule, citiesand counties must prepare local transportation system plans consi stent
with both regional and state TSPs, unless they are eligible for full or partial exemption from TPR
requirements. One of the required elements of the local TSP is “an air, rail, water and pipeline
transportation plan which identifies where public use airports, mainline and branch line railroads and
railroad facilities...are located or planned within the planning area’.

Aswasstated earlier, the overriding purposefor the state’ sinvolvement in rail planning isto assure that
Oregon will be served by an efficient rail network, integrated into a state transportation network which
provides for the efficient movement of people and goods. The policies in the Rail Plan carry out
policiesin the OTP and give direction to state and local planning.

The purpose of this section of the Rail Plan isto provide guidancein planning for railroads at the local
level. The section will outline the benefits of rail service, industrial site design, protection of sites,
conflicts with rail use and alternative uses of abandoned rail lines.

Benefits of Rail Freight Service

Railroads interact positively with the economic base of a community. They add to the employment
base of some communities and, more importantly, they provide low cost service for the movement of
freight. Thisisparticularly true for Oregon.

Oregon’sforest and agricultural products are located |ong distances from some of their marketsand are
usually heavy and bulky in proportion. The Port of Portland is a major destination for out-of-state
commodities, mainly grain, potash and soda ash bound for export. Railroads are particularly well
suited for long-haul movement of these heavy, bulky and comparatively low value goods and thus are
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very important to Oregon aswell asto statesthat originate these shipments. Additionally, Oregon’srail
industry ischanging. Thenew short linerailroad operators have been particularly successful in attracting
new freight traffic to the railroads.

Because of the continuing dependence of many producers upon rail services, communitiesin their land
use planning should attempt to ensure that a sufficient quantity of land with convenient access to rail
service is planned and zoned for industrial development. There are several reasons why industrial
parks and other industrially zoned property should have rail access:

1. Railroads tend to be more energy efficient than trucks and, therefore, can make better use of
available energy resources.

2. Some commodities and products, especially those that are large, bulky, low valued, oversized,
or not transportabl e over highways can be transported only by, or most efficiently by, railroad.

3. Access to rail service enable shippers to have a wider choice of transportation options, thus
having a better bargaining position when negotiating rates with rail and truck carriers. While
the initial occupant or occupants of a particular site or industrial park may not require rail
service, subsequent occupants may.

4. Rail service enables delivery of goods in periods of emergency, strike or inclement weather
when trucks cannot operate.

5. A railroad right-of-way may take less space than roads, and a railroad spur track may handle
more volume in less space than could be done with trucks.

Industrial Land Use Considerations

Added Value

The availability of rail service not only adds flexibility of use to industrial land, but in some cases,
especialy in urban areas where rail-served lands are scarce, adds value. One study concluded that
“value of industrial land abutting railroad facilities exceeded the value of industrial |land away from the
railroad by 50%”. Such avariation invalue should not be construed, however, astypical of al industrial
lands adjacent to railroad facilities.

Thisis not the case, however, with other land uses. Railroad operations can create conditions of air,
noise and visual pollution that may reduce the value of nearby residential and commercial property.
The same study demonstrated that residential property values away from the railroad exceed those of
property abutting therailroad by almost 50 percent. Commercial property value wasfiveto 10 percent
lower if it abutted the railroad. Undeveloped land was not affected. Thus areduction in the negative
impact the railroad has on less compatible land uses appears to be another advantage to clustering
industrial land near the railroad.

Sincethe deregulation of therailroadsin 1980 and the recent mgjor railroad mergers, the importance of
single-line rail hauls has risen greatly. Therefore, any piece of property served by more than one
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railroad should be especially noted since all industries have need for competitive rail service. This
could allow a shipper to have more competitive rates and access to different national markets.

Several places having accessto morethan onemajor railroad include areas next to the City of Prineville
Railway, the Port of Tillamook Bay Railroad and the Portland Terminal Railroad. Other placesinclude
certain parts of the Portland & Western Railroad’s Astoria line and select properties in Beaverton and
Tigard, al served by the P&W, the Madras Industrial Park along with some areas of Redmond and
Bend. Potential future sitesinclude parts of Junction City, Harrisburg and Klamath Falls

Communities located on short line railroads may have an advantage in attracting businesses that need
frequent switching or movement of rail cars. These activities are much more expensive when provided
by the large carriers. The short lines tend to give more personalized service than the major railroads
and usually at rates equal to, or lower than, the bigger carriers.

Adegquate Sites

If acommunity decidesthat accessto rail servicewill assistinthe development of apiece of industrially
zoned property, planners and developers need to consider requirements of the site that are critical to
railroads. Planners should be aware of the amount of land required for spur track service to the site.
This quantity is determined largely by four factors: the size of the right-of-way, the topography of the
site, curvature restrictions and location of adjacent structures.

1. A minimum right-of-way is required where industrial switching is performed. ODOT’s
Rail Division sets standards for minimum railroad rights-of-way and should be consulted
to confirm compliance.

2. Railroadsarevery grade sensitive. A 3 percent gradeisnear maximum whilelessthan 2 percent
isdesirable.

3. Railroadsare also sensitiveto curvature. The 85 to 90-foot freight cars cannot safely negotiate
curves over 19 degrees.

4. ODOT’s Rail Division aso has requirements relating to how close railroad tracks may be to
adjacent structures.

Because of traffic congestion and accident potential created when railroads and roads cross at grade,
industrial spur tracks, when feasible, should be placed adjacent to rear lot lines.

Planners and developers may consult the railroad to determine the amount of land required to serve
particular sites. Many of the railroads have active economic development sections whose function is
the generation of more traffic and they are willing to assist in such efforts.

The Oregon Economic and Community Development Department maintains acomputerized data bank

of industrial properties. Planners should check this list to seeif it adequately addresses the railroad
status of any particular piece of property.
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Those communities located on light density (lightly used) branch lines and short lines should take
special stepsto plan for industrial property that requiresrail service. The omission of mentioning rail
service in comprehensive plansis often used by arailroad wishing to abandon aline as an example of
the lack of concern the community has about the importance of rail service.

Railroad Conflicts with Highways and Community Development

Conflict between railroads and other urban area activities fall into six general types:

Safety

Delays and increased operating costs for highway users
Community barriers where railroad lines divide neighborhoods.
Environmental degradation

Incompatible or inappropriate nearby land use

o g A~ 0w N PRF

Increased railroad operating costs and reduced efficiency such as multiple grade crossings and
remote location of necessary train switching and servicing facilities.

Much of the conflict between the rail system and the street/highway system is due to the fact that the
railroad and highways devel oped at different times. Technological devel opments of thetwo modesare
still occurring. An example of thisisthe growth of TOFC (trailer-on-flat car or piggyback) and COFC
(container-on-flatcar) traffic.

The steady growth of this business for the railroads means that the loading facilities for TOFC/COFC
are unusually intensive generators of truck traffic compared to most industrial property. For example,
the BNSF sintermodal facility in Northwest Portland generates over 300,000 truck movements ayear.
Planning and programming should address easy accessfor truck traffic between major arterialsand the
loading facilities and minimize the impact of thistraffic on surrounding communities.

Emergency services such asfire protection are good examples of local activities that may be sensitive
torailroads. Safety hazards and property losses might increase if the crossings used by fire trucks are
frequently blocked by heavy train traffic, or if insufficient alternativeroutesare available. Any decrease
in the efficiency of local fire protection islikely to be reflected in increased insurance costs.

A trail along an activerail line may be an example of potentially incompatibleland use. Sincetrail uses
raises major liability issues, the railroads may not agree to this use.

Improving Safety

Safety isthe most important conflict to mitigate in most urban areas. Thereisalso adirect relationship
between traffic density and crossing accidents. Inaddition, safety isaproblem between those trespassing
on railroads and train movements.
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There are avariety of waysto improve safety at grade crossings that may be applied individually or in
combination. These alternativesinclude the following:

Close the crossing

Separate the grades by an overpass or underpass

Install warning devices, such as flashers and gates

Make site improvements which improve visibility for vehicles

a c w DR

Improve the roadway surface crossing the tracks for smoother skid-resistant movements
of vehicles

o

Provide illumination for better visibility at night
7. Lower the speed limit of motor vehicles

8. Reroute trainsto trackage with fewer crossings or lines with better crossing protection.

ODOT’s Rail Division actively pursues a program to improve railroad at-grade crossings and reduce
railroad-related accidents. Oregon statutes give ODOT the authority to control and regulate railroad-
highway crossings and to eliminate crossings at grade whenever possible (ORS 763-013).

The Oregon portion of thefederally designated High Speed Rail (HSR) corridor runsfrom the Columbia
River (Portland) to Eugene. South of Portland’s Union Station the designated HSR corridor is the
Union Pacific Railroad’s main line. It isalso in this part of the corridor that ODOT has been given
jurisdiction over not only public crossings, but also all private crossings. Department policy is that
there will be no more at-grade public or private crossings on this line, and that efforts should be made
to close unnecessary crossings or provide for future grade separations.

Relocating the Rail Line

Many of the conflicts may appear to be resolved best by relocating the railroad. However, it is often
true that the “optimal” solution may be the most difficult or expensive to implement.

Because of theinterrel ationship between the location of railroads and that of factories, mills, warehouses
and grain elevators, common carrier railroads have a continuing public obligation to provide service to
their customers whenever it is physically and economically feasible to do so. Furthermore, railroads
operate in a very competitive climate and should not be expected to give away business willingly.
Since cities can exercise few regulatory powers over railroads, they cannot force railroads to comply
with much of their planning. Communities, therefore, should prepare those portions of their
comprehensive plans dealing with railroads in consultation with the carriers.

Of course, many sections of the tracks do not have shippers|ocated along them. These sections might
appear to be logical candidates for relocation or consolidations when more than one railroad serves a
community. However, railroad relocations tend to be rather expensive. What might appear to be a
relatively simple grade separation can easily turn into a $4 million to $5 million project. While there
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are examples of one railroad operating over another’s tracks by means of trackage rights or a pooling
arrangement, these agreements are often very difficult to implement. With somejustification railroads
are hesitant to either lose compl ete control of their operation or surrender trackage that has potential for
future industrial development. Consequently, relocation proposals that seem reasonable at first may
have negative effects upon a particular railroad and therefore may be resisted.

Minimizing Conflict and Increasing Access

Careful planning can mitigate conflict and improve access. Local jurisdictions should consider the
following when devel oping the transportation system plan elements of their comprehensive plans:

1. Avoid or minimizethe number of future grade crossingswhen considering community expansion,
industrial expansion and street plans.

2. Avoid creating intersections of major streets and railroads, whenever possible.

3. Locatenew parallel streetsand roads at |east 500 feet from therailroad, rather than immediately
adjacent, in order to allow for industrial development between the tracks and the highway. In
addition, major intersections that are adjacent to the railroad tracks may call for expensive
traffic signalization and railroad signal preemption facilities.

4. Recognizerail passenger stopsin the comprehensive plans. Locaterail passenger terminals so
that there is convenient access and sufficient parking space near the terminal. Coordinate the
location with appropriate regional and state plans.

5. Coordinate local and intercity bus service with intercity rail service.

6. Recognize intermodal freight and passenger terminals and facilities and access to them in the
comprehensive plan. Designate future facilitiesinlocations consi stent with appropriate regional
and state plans.

7. When planning for passenger train facilities, consult the OTP, state Rail Plans and the major
passenger carrier.

Communities should also recognize theimpactsrail lines have on adjoining land uses. In many cases,
zoning permits certain types of residential development, which, when constructed, result in conflicts
with therailroads. Some communitiesalso ook at property near rail linesto site public facilities. This
isusually driven by adesireto obtain lower valued property. When constructed, thesetoo may result in
problems with railroad activity.

Communities need to realize that railroad operations generate noise and vibrations. They are encouraged
to include this information in responses to development permits. It should also be noted that federal
law requires that trains sound their horns at all railroad crossings, and local communities have no
authority to override this requirement. Time and again, communities are faced with residents who
move into a development and then are surprised to learn that arailroad runs next to their house.
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Abandoned Rail Lines

Communitiesthat loserail servicewhen alineisabandoned may have given little consideration toward
what use they might have for that newly vacant piece of property. Abandoned rail lines can be used for
anumber of purposesincluding utility corridors, highways/streets and trails. Under the federal “Rails
to Trails’ legidation, abandoned rail rights-of-way can be kept intact for recreational purposes. A trail-
managing agency (state or local agency) can petition the Surface Transportation Board (STB) during
the abandonment proceedingsfor interim trail use (“rail banking”) so that the land remainsintact. The
STB process usually lasts only months. Any entity that wishes to acquire an abandoned line should be
prepared to purchaseit, and the price for the line should be negotiated with the railroad during the STB
abandonment process.

If alocal community feelsthat it has arecreational or other public use (such as a sewer, power line or
future street) for arail line that may be abandoned, then the community should mention this in its
comprehensive plan. It should also include a map identifying the line and itsintended use. Thisalerts
public agencies and therailroad to the public need for the right-of-way and allows public use conditions
to be attached to any STB-issued certificate of abandonment. For further information about the process,
contact the Oregon Parks and Recreation Department.

Summary

Railroads are avital segment of the transportation infrastructure of not only the state but of most local
communities. Railroads are considered important in both the OTP and at the federal level. Besides
being animportant part of the economy of Oregon they al so provide needed transportation opportunities
when other modes may be at, or near capacity. In addition, this capacity is provided by the private
sector making scarce public dollars available for other purposes.

Local plannersand el ected officials need to be aware of theimportance of therailroadsto acommunity’s
economic base. 1n addition, they should have an understanding of the conflicts and potential conflicts
between railroads and other urban activities. In this way, a community may improve transportation
services while minimizing negative impacts.

RAIL PLAN ADVISORY COMMITTEES

Rail Plan Advisory Committees for freight and passenger services were established to provide
background, assistance and support of ODOT’s professional staff and consultantsin the completion of
thisproject. Members of these groupsincluded users of rail passenger service, rail passenger advocacy
organizations, Amtrak, the Oregon Railroad Association, Oregon Short Line Railroad Association,
Port of Portland and users of rail freight service.

This combined effort has produced a Rail Plan that examines the current state of the rail freight and

passenger network in Oregon and makes recommendations on how this system can be improved in
relation to guidance provided by the OTP for minimum levels of service.
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PUBLIC INVOLVEMENT

Public involvement in the Rail Plan development process was encouraged. Comments from non-
memberswere accepted at the advisory committees meeting. Presentationswere made at thefollowing
regional Area Commissions on Transportation (ACT):

* Mid-Willamette Valley

* Northwest ACT

» South Central Oregon Regional Partnership

e Centra Oregon ACT

* RogueValley ACT

In addition, the draft Rail Plan was placed on the Department’s Internet Web page where interested
parties were encouraged to provide comments. Notices announcing the availability of the draft both
in printed and an electronic version were mailed out to 435 public agencies, jurisdictions and local
officials. The news mediaand other interested partieswere sent periodic updated information about
the project. The Oregon Transportation Commission visited the Rail Plan at two separate monthly
meetings and approved the document at their November 2001 monthly meeting. In all cases, the
OTC invited public testimony.
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Chapter 2
FREIGHT ELEMENT

OVERVIEW

There are 2,387 route miles! of railroad in Oregon. Of these, approximately half belong to two large
“transcontinental” railroads, and half belong to small or “short line” railroads. There are 20 railroads
located in the state. Theserail carriers handled more than 63 million tons of freight in 1999. Clearly,
Oregon’'sfreight rail systemisamajor infrastructure resource, providing Oregon shippers with access
to the national rail system as well as to international markets in Canada, Mexico and, via Oregon’s
ports, throughout the Pacific Rim and elsewhere.

At the sametime, the system isnot without challenges. Short lines operate one half of therailroad miles
in the state and serve one half of the state's rail shippers, and yet some short lines have difficulty in
financing the capital improvements required to keep their linesin operation. The looming prospect of
rail carswith heavier carrying capacity exacerbatesthissituation. Also, service problems, which resulted
from consolidations of major rail systemsin recent years, have contributed to shippers' reluctance to
use rail transportation. While these service problems have eased over time, many shippers appear
skeptical of the likelihood of benefiting from future rail industry consolidations.

The purpose of the Rail Plan Freight Element isfourfold. First, the Freight Element describes Oregon’s
freight rail network in terms of the carriers and the individual properties that make up the 2,387 route
miles of railroad in the state. Second, the Freight Element describes the commodities that have been
moved by rail to, from, through, and within the state, and estimates the volumes of the key commodities
that will be handled in Oregoninthefuture. Third, the Freight Element identifies potential funding sources
and funding needs for railroadsin Oregon, including short lines and mgjor railroads. Fourth, the Freight
Element assesses what the users of the rail system, the shippers, think of their rail service and of therole
that the Oregon Department of Transportation (ODOT) might play with regard to rail service.

OREGON FREIGHT NETWORK

Of the 2,387 miles of railroad operated in the state, about 30 percent are main lines (primary routes).
The remainder are secondary main lines (alternative main lines used less often than primary routes),
branch lines (lines which connect to main lines and serve industries and communities off the main
routes), and short lines (small railroads). The lines of the Class | and Class |12 railroads operating in
Oregon as of the first part of 2001 are shown in the state railroad map, Figure 2-1, on the following
page. At thistime, thereareno Class|l carriersin the state. In addition, no rail linesin Oregon have
been dlated for an abandonment application before the Surface Transportation Board

! Route milesare miles of track not including portions of double track, sidings, and yard trackage. Including these, there are about
3,800 track milesin the state.

2 According to the U.S. Surface Transportation Board, in 2001 Class | railroads have annual gross revenues of $260 million or
more. Class|| railroads have annual gross revenues of more than $20 million, but lessthan $260 million. ClassllI carriers have
annual gross revenues less than $20 million. These limits are updated annually to reflect inflation.
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Table 2-1
Oregon Railroad Mileage
2001

Track Owned Trackage

Railroad or Leased Rights Total Notes
Union Pacific Railroad 911.50 219.00 1,130.50
Portland & Western Railroad 392.50 42.70 435.20 | Includes former Willamette & Pacific mileage.
Central Oregon & Pacific Railroad 378.00 8.00 386.00
Burlington Northern Santa Fe Railway 355.00 123.00 478.00
Port of Tillamook Bay Railroad 95.00 95.00
Albany and Eastern Railroad Co. 53.30 53.30
Willamette Valley Railway 31.70 31.70
Oregon Eastern Railroad 23.00 23.00 | Formally the Wyoming & Colorado OE Div.
Mount Hood Railway 21.14 21.14
Idaho Northern & Pacific Railroad 20.30 20.30 | Plus 63 miles in an abandonment status.
Blue Mountain Railroad 20.10 20.10 | 9 miles out of service.
City of Prineville Railway 18.35 18.35
Lake County Railway 15.24 15.24
Oregon Pacific Railroad 14.73 14.73
White City Terminal Railway 12.20 12.20 | All yard trackage.
Klamath Northern Railroad 11.00 11.00
Hampton Railway 5.20 5.20
Longview Portland & Northern Railroad 3.39 3.39 | Out of service.
Portland Terminal Company 2.98 2.98 | Plus approximately 52 miles of yard trackage.
Peninsula Terminal Railroad 1.91 1.91
Total | 2,386.54 370.70 | 2,779.24
Summary
Union Pacific 911.50
Burlington Northern Santa Fe 355.00
Subtotal 1,266.50
Short lines 1,120.04
Total | 2,386.54

Source: ODOT Rail Division

Freight Railroads in Oregon

The Oregonrail systemiscurrently comprised of 20 railroads. The carriersrangein sizefrom terminal
railroads, to short intrastate railroads, to members of large rail systems extending from Oregon to the
Midwest, the Gulf of Mexico, and Canada. Of therailroads, two are Class|, transcontinental railroads,
and the remainder are Class 11 carriers, or short lines. Therail carriers are listed in Table 2-1. The
state’s two Class | railroads have main lines that converge on or pass through Portland, but otherwise
provide service to distinct sections of the state as shown in Figure 2-1.

The Union Pacific Railroad (UP) isthe largest carrier in terms of Oregon mileage, accounting for 38
percent of the state's rail system with its 911 route miles. In addition, it has another 219 miles of
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trackage rights®. UP acquired the Southern Pacific Rail Corporation (SP) through a 1996 merger
(discussed in more detail later).

The UP north-south main line extends from Portland to Californiato the south, and from Portland to
Seattle to the north viatrackage rights on Burlington Northern Santa Fe Railway between Portland and
Tacoma, and viaitsown trackage between Tacomaand Seattle. 1t aso providesaccessto UP s“Overland
Route” through Roseville near Sacramento, and through the Modoc line between Klamath Falls and
Winnemucca, NV. The Overland Route provides connections from the West to Cheyenne and Denver.
Midwest connections are made at Omaha, Kansas City, St. Louis, and Chicago.

The Union Pacific’'s east-west line in Oregon lies along the south bank of the Columbia River and the
[-84 Corridor into Idaho. The line provides the most direct connection from the Pacific Northwest
(PNW) to the Overland Route via Pocatello and Cheyenne. A secondary line diverges at Hinkle and
extends north towards Spokane, Washington and Canada.

The Burlington Northern Santa Fe Railway (BNSF) is Oregon’s second largest Class | rail carrier. It
operates 456 miles in the state, 123 of which are trackage rights. Its 355 route miles owned/leased
comprise 15 percent of the state system. The BNSF's eastern connection with Portland lies on the
north bank of the ColumbiaRiver. It provides adirect connection with eastern Washington and Spokane.
The BNSF northern connection is a main line connecting Portland with Seattle and Vancouver, BC.
BNSF also has a secondary line running from central Oregon at Chemult north to the Columbia River
to Wishram, WA. Thisline now has amgjor role in the “1-5 Corridor” competition between UP and
BNSF; carriers have north-south routes paraleling Interstate 5 between the Pacific Northwest and
Southern California. In addition, BNSF still maintain a branch line between Salem and Eugene.

Thelargest short lineisthe Portland & Western Railroad. It operates 435 milesin Oregon. Of these, it
owns or leases 392 route miles, and it operates over 43 miles via trackage rights. Its route miles
comprise 16 percent of the state'srail system. This mileage includes the former Willamette & Pacific
Railroad. All miles are in the northwestern quadrant of the state. The railroad has connections with
both the UP and BNSF in Albany, Salem, and Portland.

The Central Oregon & Pecific Railroad (CORP) isOregon’ssecond largest short linerailroad. It operates
on 391 route miles and 8 miles of trackage rightsin Oregon. Its route miles comprise 16 percent of all
route miles statewide. CORP operates in the southwestern quadrant of the state serving the southern
Willamette Valley to the California border and the central Oregon coast. The main north-south line
provides connections from Eugene-Springfield to Cottage Grove, Roseburg, Glendale, Grants Pass,
Medford, Ashland and on into California. CORP’'s Coos Bay Branch provides connections between
Eugene and coastal communities such as Reedsport, Coos Bay and Coquille.

Lines owned or leased by Union Pacific, Burlington Northern Santa Fe, the Portland & Western, and the
Central Oregon & Pacific railroads make up about 85 percent of al route milesin the state. Theremaining
16 railroads make up the remaining 350 route milesin Oregon. These railroads are all short lines.

8 Trackage rights are rights for one railroad to operate trains on tracks belonging to another railroad.
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Rail System Changes

The Oregon rail system just described reflects a number of changes in its composition since the 1994
Oregon Freight Rail Plan. Therail system issmaller in terms of route miles, slightly larger in terms of
the rail traffic being transported, and larger in the number of railroads. Its use has also changed over
the same period. The changes have had an impact on rail users and have implications for the future of
the state's rail system and rail program as well as the Oregon economy, especially in rural areas.

Railroad Mergers

The railroad mega-mergers® of the 1970s and early 1980s created the Burlington Northern and folded
theWestern Pacific and Missouri Pacific into the Union Pacificinthe West. Oneresult of thisterritorial
expansion was to eliminate the need for interchange of cars between railroads as one merged railroad
system would have a good chance of transporting a shipment all the way from origin to destination.
The single-line haul is now commonplace, resulting in efficiencies and cost savings. In fact, there are
often defacto penaltieswhen asingle-line haul isnot available. These penalties manifest themselvesin
terms of additional cost and longer run times due to interchanges of traffic between railroads.

Therailroads serving Oregon continued to beinvolved in mergersthrough the period sincethe preparation
of the 1994 Freight Rail Plan. These mergers included:

* Burlington Northern Santa Fe: The merger of the Burlington Northern Inc. and Atchison, Topeka
and SantaFeRailway (AT SF), creating the BNSF, wasgpprovedin 1995. The BNSF hasa33,500-mile
rail system, serving 28 states and two Canadian provinces. Themerged system coversthewestern two-
thirds of the United States and penetrates the Southeast asfar asAlabama The merger did not have as
much impact on the Oregon rail system as did the UP-SP combination, discussed below, asthe ATSF
had no linesin Oregon. Even though the Santa Fe had no lines in Oregon, its merger with the BN
brought about improved connections between the Pacific Northwest and the Southwest.

* Union Pacific: In February of 1995, the Interstate Commerce Commission (ICC) authorized
the acquisition of control of the Chicago and North Western Railway (CNW) by the UP, which
exercised its right later that year. The primary advantage to Oregon rail users of this merger
was single-line serviceto and from Chicago and theinterchangeswith major easternrail carriers.

Following absorption of the CNW, the UPacquired the Southern Pacific and merged the operations of
both railroads. The acquisition was approved by the ICC's successor agency, the U.S. Surface
Trangportation Board (STB), in June 1996. The merger took place later that year. The Union Peacific
now operates more than 38,000 miles of track in 23 states from the Midwest to the West and Gulf
Coadts. Itistheprimary rail connectionfor freight into Mexico andinterchangestrafficwith the Canadian
railroad system. The merger reduced the number of Class| railroadsin Oregon from three to two.

Aspart of themerger gpproval, acombination of trackage rightsand salesby UP provided acompeting
route for BNSF from the Pacific Northwest to Californiain the I-5 Corridor. Therefore, the state's
rail shippers now have two through routes to and from Californiawhere before they had only one.

4 A merger in this document means the combination of operations resulting from the acquisition or purchase of onerail system by ancther.
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System Reduction

The current 2,387-route-mile Oregon rail system contains 185 fewer milesthan recorded inthe 1994 Freight
Rail Plan, which showed 2,572 miles. This reduction has resulted from line abandonments, two of the
largest of which were about 60 milesof the Idaho, Northern & Pacific Railroad in the northeast corner of the
state and 135 miles of the Oregon Eastern line between Vaeand Burnsin Central Oregon. Whilereductions
inmileage have been substantial, theimpactsto shippershave been minimal, asin various casesthe numbers
of shippers on abandoned lineswerefew. In any case, the reductions have not been as great as they would
have been without the“ spinning off” of linesor conveying of lines, or therightsto operate them, to railroads
with lower costs. Theserailroads are commonly called regiona or short line railroads.

Railroad Creation

Whiletherail system has experienced an overall reduction in size, the number of railroadsin the state has
grown as aresult of spinning off light density lines, which generate relatively small traffic volumes and
revenues. In 1994, almost 500 miles (488) of former Class | branch lines, 20 percent of therail system,
were operated asshort linerailroads. Sincethen, additional Class| properties have been spun off creating
major shiftsin line operations. For example, the former SP's Siskiyou Line and Coos Bay Branch (total
of 383 miles) were spun off to the Central Oregon & Pacific. The BNSF's 100-mile-long AstoriaBranch
was spun off to the Portland & Western Railroad along with 152 additional miles of BNSF propertiesin
the Portland area. The net result is that mileage spun-off to new short line and the trackage of older,
existing short lines now accounts for almost one-half of Oregon’s current route miles.

In addition, anumber of short line operations have changed hands since 1994. Some examples consist
of theWillamina& Grand Ronde Railway, which isnow the shipper-owned Hampton Railway. Portions
of Willamette Valey Raillway are now part of the Albany & Eastern Railroad, which also includes
some former BNSF line segments.

REGIONAL DESCRIPTIONS

To simplify the discussion and aid in the identification of routes that comprise the Oregon rail system,
the state has been broken up in geographical regions. Descriptionsinclude annual tonnage or “density”,
Federal Railroad Administration (FRA) track class, weight and dimensional restrictions, and recent
abandonment or sale history as applicable for each line.

As aids for understanding the regional descriptions, brief explanations of density and FRA track
classifications below precede the descriptions.

Traffic Density: One measure of the utilization of the Oregon rail system isexpressed intermsof thetraffic
density on eachrail line. The measure used by railroads to depict traffic dendty is million gross ton-miles
per mile(MGTM/M) of track per year. Grosstonsare comprised of theweight of locomotives, rolling stock
including cabooses, and lading (freight). A traffic density figure of 5.0 shown on Figure 2-2 onthefollowing
page, indicates that 5.0 MGTM/M moved over the particular line segment in the year of record. The map
reveastherelative density of the various components of the system. The MGTM/M figuresdiffer fromthe
tonnagefiguresreported inthe STB’sWaybill Sampledatacited in the System Use section of thisdocument.
While calibrated in tons, Waybill Sample figures are estimates based on a sampling and measure freight
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only. They areused to portray how specific commaoditiesare moving between variousoriginsand destinations.
Railroads, which have their own comprehensive records of what is moving measured in gross tons, do not
use Waybill Sample datato measure traffic density on their lines.

Track Classifications. The FRA has established nine classes of track and safety standardsthat prescribe
the maximum speed of operation for both freight and passenger trains. The classesof track and prescribed
speed limits for each are presented in the following table.

Table 2-2
Maximum Speed of Trains
By FRA Track Class
Track Class *Freight mph Passenger mph
1 10 15
2 25 30
3 40 60
4 60 80
5 80 90
6 110 110
* The FRA has an additional three classes of trackage which deal with high speed train
service up to 200 mph.

Source: FRA

These maximum speeds are based on standards that define the level of maintenance needed to permit safe
operation. It should be noted that a class of track and corresponding condition of therail line might not be
reflected in the operating speed. For example, aheavy main linemay bein excellent condition, but operated
at amuch dower speed than the track condition would permit due to excessive curvature or grades.

FRA regulaions aso provide a gpecid classfication of “excepted track”. Desgnation of excepted track isthe
prerogetiveof railroad operationsand conveysexemption from compliancewith certain FRA regulations: roadbed
rules pertaining to drainage and vegetation; track geometry rulespertaining to crossleve of track in curves; track
dructure rulesrelaing to balagt, crossties, condition of rail and rail-fastenings and related track gppliances.

Compared with Class 1 track, excepted track gauge tolerance (the distance between therails) is eased
slightly by one-quarter inch but inspections must occur at the same calendar intervals. The presence of
hazardous cargo, depending upon quantities moved, may prevent or restrict application of excepted
status. Occupied passenger trains may not run over excepted track.

For the most part, excepted status has been invoked for marginal, lightly used linesand auxiliary track.
The ability to exempt track in certain situations has been helpful in maintaining train service to
communities that might otherwise have lost their railroad to abandonment. When arailroad decidesto
promote a track out of excepted statusit is required to give the FRA at least 10 days prior notice.
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In Spring 2001, the short line railroads in Oregon had the following amounts of Excepted, Class 1,

Class 2 and Class 3 trackage:

Excepted
Class1
Class 2
Class 3

231 miles
84 miles
702 miles
103 miles

The major carriers had very few milesin excepted or Class One status.

In Oregon, as elsewhere, railroads maintain their track appropriately with the traffic handled. For
example, Class 1 main lines should be capable of handling trains at speeds of 40 mph or more, and
accordingly are maintained FRA Class 3 or 4 standards. Short lines' tracks generally do not have the
need of higher speeds, and consequently may maintain their lines for a maximum 25 mph operation.

Northeastern Oregon

Rail activity in Northeastern Oregon isdominated
by the main line operations of the Union Pacific
and its connection to the east. Approximately 59
million gross tons moved over its main line
through Baker County in 1999. The Spokane
main line handled just alittleover 16 million gross
tons that same year. The Spokane main line is
maintained to FRA Class 4 standards and has no
weight or dimensional restrictions.

Therailroad's hump yard at Hinkle is located at
thejunction of the UP’'s Overland route mainline
and the line to Spokane and is the largest UP
classification facility in the Pacific Northwest.
Hinkle is also the UP’s major locomotive
servicing and maintenance facility in the region.
The UP main line between Nampa, |daho and
Hinkle is maintained in FRA Class 5 condition
that permits operation of freight trains up to 80
mph. There are no weight or dimensional
restrictions on the mainline.
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Shippersin the area have the use of two intermodal facilities. The BNSF and UP both have facilitiesin
Spokane, while the UP has an intermodal ramp just east of the Oregon/Idaho state line in Nampa, |daho.

The UP & so operates three minor branch linesin Northeastern Oregon. A short stub runs south of Nyssa
to serve several onion packing warehouses at Adrian. The 14-mile Pilot Rock branch and the 10.3-mile
Umatilla branch comprise the remainder of the railroad’s branch line system in Northeast Oregon. The
three branches are maintained to FRA Class 2 conditions and have no weight or dimensional restrictions.
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Several short lines also operate in the area. The Oregon Eastern Division (OE) of the Wyoming and
Colorado Railroad serves adiatomaceous earth plant just west of Vale. Thisline once extended westerly
to Burns, adistance of 158 milesfrom the UP mainlineat Ontario, but was abandoned in the mid 1990s
due to the closure of the only major customer at the end of the line. The OE is FRA Class 2 track with
no weight or dimensional restrictions.

Theldaho Northern & Pacific (INP) hasa15-mileline from La Grandeto alarge lumber mill at Elgin.
Thisline once extended east from Elgin an additional 60 milesto Enterprise and Joseph. Therailroad
received permission from the Surface Transportation Board to abandon the line and is currently in
negotiations with the Oregon Department of Parks and Recreation to sell the right-of-way as a trail.
The INPis FRA Class 2 track with no weight or dimensional restrictions.

The Blue Mountain Railroad (BM) runs southerly from Walla Walla, Washington through Milton-
Freewater to Weston. Thelineisout-of-service to Weston due to adefective timber trestle just south of
Milton-Freewater at Bade. Rail shipments previously originating at a\Weston frozen food plant are not
produced at the company’s Milton-Freewater facilities and there are no plans at this time to repair the
trestle. The BM isFRA Class 2 track with no weight or dimensional restrictions.

North Central Oregon

North Central Oregon’s rail activities
comprise mainly the Union Pacificmainline
running parallel to the Columbia River and
the Burlington Northern Santa Fe's Oregon
Trunk linefrom the Columbia River through
Central Oregon to Cdlifornia. The UP main
line between Hinkle and Portland is
maintained to FRA Class 5 conditions with
no weight or dimensiona restrictions.

Theonly branch lineinthe areaisthe 11.5-
mile UP line that runs southerly from its
main lineat Arlington to amajor solid waste
facility in Gilliam County. Much of Seettle's
solid waste is handled at this facility. This
branchisin FRA Class 2 condition and has
no weight or dimensional restrictions. 12-23-2001

BNSF's Oregon Trunk line originates at its Wishram facility located on the Washington side of
the Columbia River just east from The Dallesin Oregon. It carries about 8 million grosstons a
year of both UP and BNSF freight. The Union Pacific has had trackage rights on this line to
Bend for many years. As a result of its purchase of the Southern Pacific, the UP received
additional trackage rights over the BNSF south from Bend (see South Central Oregon map) to
Chemult. A major industrial park islocated at Madras, and its tenants are fortunate in that they
have equal access to both the UP and the BNSF. BNSF maintains the Oregon Trunk branch to
FRA Class 2, 3 and 4 conditions with no weight or dimensional restrictions.
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The only short line in the area is the City of Prineville Railway (COP) which is owned by the city of
Prineville. The COP runsfrom Prineville Junction on the BNSF's Oregon Trunk line easterly 19 miles
to Prineville. Wood products are the magjor commodity group moved by the COP. A private party also
operates a dinner train over the railroad. The City of Prineville Railway was constructed by the city
when the Oregon Trunk Railroad bypassed Prineville onits route through Central Oregon. The COPis
maintained to FRA Class 2 conditions with no weight or dimensional restrictions.

South Central Oregon

South Central Oregon'srailroad activity consstsmainly of theUnion ; BEND
Peacific’'smainlineto Cdiforniaand the Burlington Northern Santa ’
Fe'sOregon Trunk line. Two short lines provide feeder service.

The UP' s Cascade main line carried about 28 million grosstonsin
1999 onitsline north of Klamath Fallsand oninto Cdifornia. An
additiond 6.5 milliontonsof BNSFfreight movesby trackagerights
over the UP between Chemult and Klamath Falls. Amtrak’s Coast
Sarlight passenger train dso operates over the UP with stops a
Klamath Falsand Chemult, and then over the Cascade Mountains
to Eugene and Portland. The UP main line is maintained to FRA
Class 4 condition with no weight or dimensiona restrictions.

Asaresult of its purchase of the Southern Pecific, the UP acquired
trackage rights over the BNSF between Bend and Chemult. In
return, BNSF acquired the former UP line between Bieber and N
Keddie, Cdifornia. Thishasresultedin boththe UPand theBNSF @{&Q %%,,‘% 8-4-2000
having parallel main lines between the Pacific Northwest and < % 8
Cdifornia. Although the UP acquired the Bend-to- Chemult trackage rights although it has rarely utilized
them. The BNSF moves about 6.5 million gross tons over the line between Bend and Klamath Falls.
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The Union Pacific also ownsthe Modoc linewhich runs southeasterly from Klamath Fallsto aconnection
with their Californiato Odgen mainline at Flanigan, Nevada. The 98-mile section between Alturasand
Wendal, Californiaisout of service but isstill inspected on aregular basis. Thelast use of thelinewas
in February 1996 when their north-south mainline between Klamath Falls and Sacramento was washed
out. The line also provides the only connection for the Lake County Railroad.

The Klamath Northern Railroad (KN) runs between Gilchrist and Gilchrist Junction on the UP' s Cascade
main line. It is owned by Crown Pacific Industries, and its sole function is to move wood products
from the Crown Pacific facility at Gilchrist. It is operated in FRA Class 1 condition.

The Lake County Railroad (LC) is a55-mile short line that runs northerly from the UP's Modoc Line
at Alturas, Californiato Lakeview, Oregon. The LC is owned and operated by Lake County, Oregon
and was the first short line created in Oregon as a result of the regulatory reforms resulting from the
deregulation of the railroads by the Staggers Rail Act of 1980. Lumber and perlite along with an
occasional car of wood chips are the major commodities shipped over the LC. Perlite shipments have
been increasing steadily over the last couple of years, while the downturn in the local timber industry
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has resulted in decreasing levels of wood products shipped. The Lake County Railroad is maintained
to FRA Class 2 condition with no weight or dimensional restrictions.

Southwestern Oregon

The activities of theregional carrier Central Oregon &
Pacific Railroad (CORP) dominate railroading in
Southwestern Oregon. The CORPmain linesouthfrom
Eugenethrough Medford (the Siskiyou Line) and their
line from Eugene to Coquille (Coos Bay Branch) are
former Southern Pacific lines that were purchased by
CORP January 1, 1995.

Siskiyou Lineoperationson CORParebasicaly divided
into two major segments. A large wood products
operation at Dillard (just south of Roseburg) contributes
the bulk of the traffic on the northern end of the line.
Shippers south of Grants Pass are the mgjor source of
business on the southern end of the line. While the
railroad operates a through train between Medford and
Roseburg, most of the traffic heads either north out of
Roseburg or south out of Medford. CORP s line south
from Medford is one of the most rugged rail linesin the
western part of the United States with gradients that L
approach 3.25 percent. The portion of theline southfrom 1-23-2001 ‘“c%\?
Ashland to Black Butte, California has no weight -
restrictions but hasdimensiond restrictionsin the Siskiyou Mountains. No Plate”F’ cars(carsthat arelong
and high) may be moved over the portion of the line between Montague, Cdifornia and Ashland, Oregon.
Other car types may not move over this portion of trackage because of certain length/height relationships.

CORPoperatesinto and out of UP syard a Eugene. Eugeneisasothesteof CORP smgor enginerepair fecility
aong withitsinterchange with the Portland & Western Railroad through the UR. CORPtrackageis maintained to
FRA Class 1 and 2 condition with no weight or dimensiond redtrictions except for those south of Ashland.

CORP's Coos Bay branch runs westerly out of Eugene to the Oregon Coast and then southerly through
Gardiner and Coos Bay to Coquille. Wood and pulp and paper products are the major commodities
moved over the Coos Bay Branch. The CoosBay Branch ismaintained to FRA Class 1 and 2 condition
with the main line between Coos Bay (MP 768.9) and Coquille (MP 763.0) in excepted condition.
There are no weight or dimensional restrictions on the Coos Bay branch.

Two short lines connect and interchange with CORP. The three-mile Longview, Portland & Northern
Railroad (LPN) runs westerly out of Gardiner Junction to aformer paper mill at Gardiner. Thislineis
currently out-of-service due to the shutdown of the paper mill in 1998.

The WCTU Railway (reporting marks WCTR) operates in alarge industrial park at White City. The
major commoditiesmoved by WCTU include chemicalsand wood products. Superior Lumber company

48%Chapter 2: FREIGHT ELEMENT



2001
OREGON RAIL PLAN

operates a small railroad that connects its wood products facility to the CORP main line at Glendale.
WCTU isin FRA excepted track status, except for certain tracks which are used to carry hazardous
materials and which are in Class 1 condition.

The Union Pacific’s Cascade main line cuts through the northeast corner of thearea. Thisispart of its
previously described main line between Portland and Californiaand carries about 30 million grosstons
of freight ayear. Amtrak’s Coast Sarlight also operates daily over thisline. The UPmain lineisin
FRA Class 4 condition with no weight or dimensional restrictions.

Central Willamette Valley
The Central Willamette Valley is a railroading

mixture of main lines, Class | branch lines and o\ Syboracon
multipleshort lines. The UPmain linedominates vanig, ~ S 4Q,

the traffic movements, having handled just over Ay WHITSON, <2 /  LIBERAL
30 million grosstonsin 1999. In addition to UP Raw W°° “SANGEL MOLALLA
freight trains, Amtrak operates three passenger FORTHIEL S Q\ﬂ
serviceroundtripsonthemainline. The UPmain oaLas & FsaLEM

lineisin FRA Class 4 condition with no weight
or dimensional restrictions.

_STAYTON
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BNSF operates the former Oregon Electric
Railway south from Salem through Albany and NEWPORT W LEBANON
on to Eugene. BNSF accesses its operations by S 2 o e
way of trackage rights over the Union Pacific DAWSONe 2

between Portland and Salem. The BNSF Salem/ ) SHUEET HOVE
Albany linecarriesjust over 1 million grosstons
ayear with itsoperations centered at Albany. The
BNSF lineisin FRA Class 1, 2 and 3 condition
with no weight or dimensional restrictions. 1-24-2001

)

ThePortland & Western Railroad (P& W) isthe principal carrier west of the UPmainline. Inlate 2000,
the holding company that owned both the Willamette & Pacific Railroad decided to subjugate theW& P
identity under the Portland & Western banner.

Former Southern Pacific branch lines constitute the backbone of the P& W operationsin the Central
Willamette Valley. Albany isthe center of operations and maintenance for the P& W, which also
has 40 miles of trackage rights over the UP main line between Albany and UP's large yard at
Eugene. At Eugene, P& W interchangestraffic with the Central Oregon & Pacific Railroad through
the Union Pacific.

P& W linesinclude aheavily used branch running westerly from Albany to alarge paper mill at Toledo
on the Oregon Coast. A lightly used branch runs south from Corvallis to alumber mill at Dawson.

The former SPWest Side Line connects the P& W'’s southerly operations with those located north near
McMinnville. A short branch runs westerly from the West Side line to Dallas, while another branch
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runs westerly to Fort Hill from Whiteson. The outer part of the line is actually owned by Hampton
Railway (HLSC) but is operated by the P& W.

The P&W’s mgjor customer at McMinnville is a steel mill that gets inbound metal scrap and provides
outgoing finished steel products. P& W carriesawide variety of commoditiesincluding feed grains, grass
seed, scrap, finished sted products and chemicals. It operates under a haulage agreement north from
McMinnvilleinto the UP's Brooklyn Yard in Southeast Portland. Therailroad also continues northward
to connect with its operations at the north end of the Willamette Valley (see Northwest Oregon map).

The P& W trackage is maintained to various FRA classes:
* Toledo Branchisin Class 1, 2 and 3 conditions.

» Lower West Side Branch (Corvallis south and Dawson Line) isin excepted status with aweight
restriction of 263,000 pounds per car.

*  Upper West Side Branch from Corvallis Junction (MP 689.9) to Newberg (MP748.5) isin FRA
Class 1, 2 and 3 conditions.

» TheDallas Branchisin excepted status.

* The Willamina Line from Whiteson to Willaminais in excepted status.

» Hampton Railway from Willaminato Fort Hill isin excepted status.

» Former Oregon Electric line from Greton to Hopmereisin FRA Class 2 and 3 conditions.

The P&W lines in the Central Willamette Valley have no weight or dimensional restrictions with the
exception of the Lower West Side and the Dawson lines.

Three short lines operate former Southern Pacific branch lines on the east side of the current UP main
line. Theseinclude the Albany & Eastern Railroad (A&E), the Willamette Valley Railway (WVRY)
and the Oregon Pacific Railroad (OP).

The A&E runs east from the UP and BNSF yards in Albany to Sweet Home and Mill City. Theline
from Lebanon to Sweet Home isthe former BNSF Santiam Branch while the remainder is SP’'sformer
Mill City Branch. Wood products are the major commaodity carried on the A& E.

TheWVRY runseast from the UPmain line at Woodburn and then south to Stayton. Itsmajor products
include corn syrup for a bottling plant at Mt. Angel along with feed grains, wood products, processed
foods and laminated beams from afacility located at Stayton.

The OP operates over SP's former Molalla Branch from Canby to Molalla. Mgjor shippersinclude a
[umber mill and feed mill grain operation at Liberal. The OP aso owns the former Portland Traction
Company in Southeast Portland.

The WVRY, A& E and OP operate mainly with FRA excepted track. The A& W does have FRA Class 2

track between Albany and Lebanon. The OP has restricted its Molalla line to 263,000-pound cars.
However, the line may be upgraded to accommodate 286,000-pound cars.
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Northwest Oregon

Northwest Oregon has the highest
concentration of rail activity in
Oregon with 75 percent of the
state’srail traffic either originating,
terminating or passing through the
area. It contains four major rail
yards, the state’s largest collection
of industrial customers and the
region’s major deep draft ocean
port. Rail operationsare many and

) o : MILWAUKIE]
complex and include main line, -y §

terminal and short line railroads. 1-24-2001

Portland isat the western end of both the Union Pacific and BNSF main linesthrough the ColumbiaRiver
Gorge. Thetwo railroads moved acombined 128 million grossover their linesin the Gorgein 1999 (67.5
million on UPR, 61 million on BNSF); these lines form easily the most heavily used rail system in the
Pacific Northwest. The BNSF railroad bridge over the ColumbiaRiver carriesnot only itstraffic destined
for Portland, but aso the UP s traffic to Tacoma and Seattle; UP has trackage rights over the BNSF to
Tacoma. The bridge sees about 70 freight trains and 10 passenger trains on the average day.

UPhasmaor facilitiesat (former SP) Brooklyn Yardin Southeast Portland, AlbinaYard in Northeast Portland,
and Barnes Yard in North Portland. The UPaso hasintermodal ramps at both Brooklyn and AlbinaYards
that see approximately 140,000 aggregated lifts (container or trailer on or off arailcar) ayear.

The BNSF s magjor Portland facility is actually located just north of the Columbia River in Vancouver,
Washington. Other BNSF yards include Willbridge in Northwest Portland and the Rivergate facilities
in North Portland. The carrier hasamajor intermodal facility at Willbridge Yard seeing about 150,000
lifts a year, and shares a large international container facility at the Port of Portland’'s Termina Six
complex in Rivergate. The Rivergate complex is the largest receiver and shipper of freight in the
region, handling over 150,000 carloads of freight ayear.

Most of the UP and BNSF trackage in the Portland area is maintained to Class 4 standards on main
lines, while Class 1, 2 and 3 tracks can be found in terminal areas and connecting tracks. Thereare no
weight or dimensional restrictions on any of the BNSF or UP linesin the Portland area.

The UP and BNSF jointly own the Portland Terminal Railroad (PTRR) with amajor terminal at Lake Yard
in Northwest Portland. PTRR servesthe Port of Portland'sfacilities along the west shore of the Willamette
River and industries located in Northwest Portland. The PTRR has a mixture of main lines maintained to
Class 4 condition dong with yard and side tracks maintained to Class 1, 2 and excepted condition.

The Peninsula Terminal Company (PT) is a switching operation adjacent to the BNSF'smain linein

North Portland. Petroleum and chemicals provide the bulk of the traffic moving over the PT. PT
operates with FRA Class 1 track which has no weight or dimensional restrictions.
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The Oregon Pacific Railroad (OP) operates over what was the former Portland Traction Company
between Southeast Portland and an industrial park in Milwaukie. Frozen foods and plastic pelletsform
the bulk of the OP'straffic base. The OPoperates mostly with FRA Class 1 trackage. It also hasashort
section of excepted track towards the end of itslinein Milwaukie.

The Portland and Western (P& W) operates over a system of former SP and BNSF branch lines mainly
in Washington County west of Portland. Traffic includes wood and industrial products, plastic pellets
and automotive partsalong with feed grains. The P& W also operates ashuttletrain that movesbuilding
aggregates from a pit north of Salem to several distribution sites in Washington County.

P& W also owns and operates the former BNSF Astoria branch. This 100-mile line runs west along the
ColumbiaRiver from the BNSF s Willbridge Yard in Northwest Portland to Astoria. One large pulp and
paper mill generates outbound paper products on the line and inbound wood chips. A large cluster of
chemical and petroleum product companies constitutesamajor traffic basein Northwest Portland. A new
wallboard facility at Rainier became an active user of rail service when it came on linein early 2001.

The last 27 miles of the line from milepost 73 to Astoria is currently out of service due to alack of
customersin thissegment. However, several promising industrial prospects are considering locating at
Astoriathat might create the need for the P& W to restore service. The P& W’sAstoriabranch and lines
in Washington County are unique in that the underlying right-of-way is actually owned by the Oregon
Department of Transportation, while the railroad owns the tracks and appurtenances. The right-of-way
was donated to the Department at the same time that the P& W acquired the track and structures. While
ODOT ownsthe bridges they are actually maintained by the railroad.

The P&W linesin the Northwest region operate under anumber of FRA track classifications:
» United Railways District between United Junction and Banksisin FRA Class 1 and 2 conditions.
* TheForest Grovelineisin excepted track status.
* TheSeghersLineisin FRA Class 1 and excepted status conditions.
» Theformer Oregon Electric linefrom United Junction and Hopmereisin Class 2 and 3 conditions.

* TheAstorialineisClass 1 and 2 and 3 conditions, except for a portion between MP 58 and MP
73 that isin excepted condition.

The 90-mile Port of Tillamook Bay Railroad (POTB) owns and operates the former SPTillamook branch
from near Hillsboro to Tillamook. The POTB is one of the most rugged rail lines in the state with
gradientsof 3.75 percent and numerous curvesof up to 17 degrees. Outbound wood productsand inbound
feed grains comprisethe majority of itstraffic base. POTB interchangeswith the P& W at Banks, Oregon.

POTB track isamixture of FRA Class 1, 2 and excepted track. There are no weight restrictions on the
line. However, curvature limits the length of equipment to 85 feet.

The Mount Hood Railway operates southerly from Hood River to Parkdale, a distance of 21 miles.

The Mount Hood is unique among Oregon’s short lines in that the majority of its revenue is derived
from passenger not freight service.
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SYSTEM USE

The Oregon rail system described earlier isused for the movement of both freight and passengers. The
system has undergone a number of changes since the 1994 Oregon Freight Rail Plan, as discussed
earlier, and freight traffic patterns have also changed. Oregon rail freight traffic changes are discussed
with a review of total freight movement to, from, within, and through the state, and an analysis of
commodities originating and terminating in Oregon.

While the discussion that follows portrays traffic on the system, it is worth mentioning that much of
thistraffic relieson modal connections|eading to therail origin point or away from therail termination
point. For example, a portion of the lumber and wood products harvested in Oregon and bound for
inland markets by rail travelsto the rail reload facilities by truck. Grain and potash rail shipments, on
other hand, travel to the Port of Portland for export by ship.

For the most part, the interchange points between truck and rail have sufficient capacity to handle the
present traffic and any near-term growth. The loading of lumber and grain normally occur in more
rural areas. Most merchandise (boxcar) trafficis moved directly to the consigneesfacilitieswhile bulk
movements areto terminal s dedicated exclusively to that particular commodity. At timestheseterminals
may experience temporary congestion dueto late ship arrivals/departures. These problemsare usually
short term and carriers involved take quick remedial action.

Domestic intermodal terminal s (as contrasted to on-dock ship/train container movements) areimpacted
by highway traffic congestion. Many times, local governments underestimate the amount of truck
traffic generated by arail intermodal terminal. According to industry sources, each container/trailer
generates just over 2 truck movements. For example, the Burlington Northern & Santa Fe Railway’s
intermodal facility in NW Portland yearly handles about 150,000 containers/trailers resulting in over
300,000 annual truck movements or about 1,000 per day! Accessto the domestic intermodal terminals
needs the same attention as that given to access to port and airport facilities.

The attributes of rail service can illustrate why certain commodities are drawn to rail versus truck
movement. A strength of rail transport is that it can move high volumes over longer distances at a
lower cost relative to truck. For this reason, less time-sensitive bulk commodities traveling severa
hundred milesor more generally go by rail. Also, mixed commaodities shipped intrailersand containers
between Portland and the Midwest often go by rail, as intermodal trains (trailer and container unit
trains) are expedited and are therefore competitive with truck both in terms of cost and transit time.
Conversdly, time-sensitive cargo going shorter distances tends to move by truck.

Freight Traffic

Total rail freight traffic in Oregon in 1999 was comprised of 63.5 million tons as shown in Table 2-3.
Out of thetotal, 16.0 million tons originated in the state with destinations outside of the state, and 23.3
million tons terminated in the state from origins outside of the state. There were 1.7 million tons that
both originated and terminated within Oregon; that is, freight traffic that remains within the state
(intrastate traffic). Through traffic (traffic passing through without an origin or destination in Oregon)
accounted for 22.4 million tons.
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It should be pointed out that the tonnage figures mentioned in the following section are net tonnage ( minus
tareweight). Grosstonnagefiguresare usedinthedensity map (Figure 2-2) andintheregiona descriptions.

Table 2-3
Oregon Freight Traffic
1999
Commodity Tonnage (000)

STC.C Description Orgin’g | Termin’g | Intrastate| Through Total | % of Total
01 Farm Products 531.8 | 4,078.8 3410 | 49714 9923.0| 15.6%
24 | Lumber or Wood Products 6,893.1 | 1,730.1 123.8 | 4,521.4| 13,268.4| 20.9%
28 Chemicals or Allied Products 316.9 | 4,478.0 118.8 | 1,855.5| 6,769.2 10.7%
46 | Misc. Mixed Shipments 1,759.7 | 2,205.5 00| 2517.8| 6,483.0] 10.2%
26 Pulp, Paper or Allied Products |  2,600.5 872.7 2295 1,643.1| 5,345.8 8.4%
20 | Food or Kindred Products 541.1 | 1,704.9 525 2,014.7| 43132 6.8%

All Others 3,377.2 | 8,259.3 807.8 | 49145| 17,358.8| 27.4%
Totals 16,020.3 | 23,3293 | 1,673.4 | 22,438.4| 63,461.4| 100.0%

Source: STB Waybill Sample compiled by Wilbur Smith Associates.

Commodities and Flows

In the aggregate (all movement types), lumber or wood products comprise the largest commodity moving
by rail (20.9 percent) in or through Oregon. Farm products (including, grain, corn, and soybeans) are
second at 15.6 percent. Chemical's, miscellaneous mixed shipments (mgjority of whichtravelsinintermodal®
service), and pulp and paper products follow, and together account for 29.3 percent of rail totals. Food or
kindred products (e.g., frozen foods, beer, etc.) make up 6.8 percent of Oregon rail traffic.

The significance of each commodity varies, however, by movement type. The following paragraphs
elaborate on the differences.

Originating Traffic

The 16.0 million tons of commaodities originating by rail in Oregon, and terminating outside of the Sate, are
comprised principaly of three groups—lumber or wood products (43.0 percent), pulp or paper products (16.2
percent), and miscellaneous mixed shipments (11.0 percent) —which together embrace more than two thirds of
originating totals. Other significant commoditiesinclude primary metal products at 6.3 percent of thetotd.

Rail freight originating in Oregon predominantly terminatesin the neighboring states of Californiaand
Washington asshownin Figure 2-3. Thenext largest areaisthe Midwest region (predominantly Ilinois).

5 Standard Transportation Commaodity Code (STCC), originally acommodity designation system devel oped by the American Association
of Railroads (AAR) and since adopted by the ICC and subsequently by the STB.

5 Asaterm used by freight railroads, intermodal refersto traffic handled in trailers and containers on flatcars or double-stack cars. This
trafficisalso known as TOFC (trailer on flatcar) and COFC (container on flatcar) traffic. Increasingly, these shipmentstravel in unit
trains consisting of exclusively intermodal traffic between mgjor originsand destinations. Inthe Waybill Sample data, someintermodal
shipments may actually be identified as specific commodity shipments, rather than as part of mixed shipments which, as noted
above, move mostly in intermodal service. These may include containers of farm products, for example.
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Combined, the four states account for up over 12 million tons of originating Oregon volumes. Much of
thetonnageterminatingin Illinoisisactually reloaded onto trucksfor delivery to Eastern and Midwestern
states.

Terminating Traffic

Only a few specific commodities account for most rail traffic terminating in Oregon from origins
outside of the state (23.3 million tons). Farm products and chemicals are the largest groups, each
comprising less than 20 percent of totals.

Miscellaneous mixed traffic totals 9.4 percent. Lumber/wood products and waste or scrap materials
arelessthan 8.0 percent each. All other commodities, including 2.3 million tons of coal fromWyoming,
comprise 38.5 percent of the total.

Much of the rail freight terminating in Oregon originates in Washington and California, and in the
northern Mountain and Plains states of 1daho, Montana, Wyoming, and Illinois. Figure 2-4 shows
these out-of-state originations. A lot of freight terminating in Oregon is being loaded onto ships for
export (e.g., grain, soda ash, and potash).

The vast mgjority of farm products terminating in Oregon originates in the grain-producing Idaho-
Montana-Dakotasregion. Similarly, significant chemical and coal tonnage originatesin the sameregion.

| ntrastate Traffic

Oregon intrastate rail traffic at 1.7 million tonsis small compared to the other movement types. The
principal intrastate commodities arefarm products, lumber, chemicals, and pul p and paper. An additiond
Y>million tons of aggregate are moved in the Portland area by the Portland & Western'sshuttletrain. It
moves under a special contract and not a normal wayhbill which means that it is not captured by the
STB’s Waybill Sample process.

Through Commodities

Rail traffic passing through Oregon from origins outside of the state and destined for delivery in states
other than Oregon comprises the second largest rail traffic movement at almost 22.4 million tons, just
dlightly below terminating movements. Six major commodity groups — farm products (22.1 percent),
food products (8.9 percent), lumber/wood products (20.1 percent) pulp/paper products (7.3 percent),
chemicals (8.3 percent) and miscellaneous mixed traffic (11.2 percent) — comprise 77.9 percent of the
total. Mgjor through movements include:

* 6.2million tons of farm products (grains including wheat, corn, and soybeans) from the North
Midwest to Washington

* 1.1 million tons of miscellaneous shipments (intermodal trailer loads and container loads) from
Washington to the North Midwest

* 0.6 million tons of farm products from the Northwest to Washington

* 0.6 million tons of pulp, paper, or alied products from Washington to California

* 0.5 million tons of chemicals or allied products from Central Canada to Washington
* 0.5 million tons of lumber or wood products from the Northwest to Washington
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Rail traffic originating at points east of Oregon and flowing through the state is the subject of Figure
2-5. The Mountain and Plains states, central Canada and Texas combined with surrounding states
represent the major origins. Shipments include grain and soda ash. The flow-through ends up
principally in California, but asignificant volume also terminates in Washington State. Much of this
flows from the Union Pacific lines in Oregon to grain terminals in Vancouver, Longview, Kalama,
Tacoma and Seattle, Washington.

Flowsin the opposite direction show substantial origins in Washington in addition to Western Canada
and California. Major through commoditiesinclude lumber and farm products. Texasand surrounding
states are magjor destinations (asthey were origins), but the largest flow isto the Midwest states. These
flows are the subject of Figure 2-6.

Asshown in Figure 2-7, there are sizable flows through Oregon, having originations and terminations
in California, Washington, and British Columbia.

Traffic History

As seen in Table 2-4, total freight traffic between 1992 and 1999 grew 17.9 percent. This compares
with a growth of 28 percent from 1986 to 1992, the reporting year for the 1994 Freight Rail Plan.
Traffic dropped in 1997, due to service problems resulting on the UP, but recovered in 1998. Growth
over thefollowing year topped 7.4 percent. The volumes appearing in Table 2-4 are presented graphically
in Figure 2-8.

Table 2-4
Oregon Freight Rail Traffic 1992 to 1999

(in thousands of tons)

Originating Terminating Intrastate Through Total
1992 14,413 19,362 1,834 18,229 53,837
1995 13,748 22,291 866 21,169 58,073
1997 13,486 19,470 1,649 20,720 55,324
1998 14,744 21,828 1,764 20,733 59,068
1999 16,020 23,329 1,673 22,438 63,461

Source: STB Waybill Sample data complied by Wilbur Smith Associates

Oregonrail traffic origins or destinations are dominated by afew counties. Some of thisisduein part to
the existence of mgor degpwater ports. Not surprisingly, Multnomah County is the largest county in
terms of both originating and terminating rail traffic with over 22 million tons. Specifically, 7.0 million
tonsoriginated, and 15.2 million tonsterminated in the county. A major portion of thisactivity isassociated
with the Port of Portland and private marine terminals on the Willamette and Columbia Rivers.
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Lane County isthe next largest originator/terminator with 3 milliontons. Morrow originated/terminated
2.7 million tons (some of this coal going to the Portland General Electric Company’s Boardman power
plant. Four counties — Linn, Yamhill, Lincoln, and Douglas — were the origin or destination of 5.7
million tons all together. All other counties orginiated/terminated lessthan 1 million tonseach. Figure
2-9 presents a graphic display of county volumes. With the exception of Morrow and Lincoln, the
counties along the I-5 Corridor produced greater volumes relative to other countiesin the state.

Oregon Tonnage versus Washington State Tonnage

In the period 1992 to 1998, rail tonnage in Washington increased 16.2 percent. Over the same period,
Oregon’srail tonnageincreased only 9.7 percent. Thedifferencelikely isdueto the UPservice problems
during 1997 and 1998. UPisOregon’'sdominant Class| railroad, while BNSF isthe dominant railroad
in Washington. Accordingly, Oregon’s total tonnage would have been affected to a greater extent by
the UP's problems than would Washington. As UP’s service performance recovered, so did itsvolumes
—up 7.4 percent in 1999 from the previous year.

As shown in Table 2-5, both states terminate significantly more tons than they originate. Intrastate
trafficisaminor share of total rail traffic for both states. Also, through traffic for both statesisamajor
share of total rail traffic — 25.8 percent for Washington and 35.1 percent for Oregon in 1998.

Table 2-5
Washington and Oregon Freight Rail Tonnage
1992 and 1998
(thousands of tons)
State Year Originating Terminating Intrastate Through Total
Washington 1992 13,286 30,238 5,696 15,275 64,495
1998 17,380 31,682 6,540 19,370 74,971
Oregon 1992 14,413 19,362 1,834 18,229 53,837
1998 14,744 21,828 1,764 20,733 59,068

FREIGHT TRAFFIC FORECASTS

Thefuture of rail trafficin Oregonismixed. Following the sizeable growth inrail traffic between 1986
and 1992, as discussed earlier, it has leveled off. However, there are alot of forces at work that make
the future very difficult to predict.

Historic Trends Since 1976

Prior Oregon rail plans examined rail traffic between 1976 and 1992. The year 1976 was chosen as
representative of a normal business year. Originating and terminating rail tonnage in the aggregate
held fairly constant between 1976 and 1985 ranging between 21 and 23 million tons before jumping to
amost 28 million in 1986. The characteristics of the traffic varied somewhat over the period, but
typically more tonnage was shipped from the state than into it. That trend has since reversed.

Chapter 2: FREIGHT ELEM ENT§63



LEGEND Figure 2-9

1999 RAIL TRAFFIC Major County Rail Traffic Generations
[ ] <1 Milion Tons

[] 1-2 Million Tons

INEVIERE RIS DIE - 4 BIWHO%VQ

)
I 2-4 Million Tons N UMATILLA [ Lﬁ WALLOWA
I >4 Milion Tons insvsron ] R |
—_— - e L
YAUHILL ] 3-’ 7 GILLIAM . unioN !
’* ¢ | cLackamas N \, . e
_____________ __j\/\/'\//\; J
----- :
fffffffffffff o BAKER
C
O
GRANT J .
, R
‘‘‘‘‘ ) I
, S
T ’ |
DESCHUTES ‘;L \ |
,,,,,,,,,,,,,,,,, T l
T | | MALHEUR
r | l.
| |
\ I .
| | HARNEY |
| LAKE | !
] | L L l
CURRY/ | yacksonN | \ | l
S 10SEPHINE | | KLAMATH | | ‘
N | | | t
) | | | |
< | | | | |

1-23-01

T0O0C

NV 1d 71Vvd NOD©3dO

i




2001
OREGON RAIL PLAN

A constant pattern throughout the period 1976-1986 was the dominance of two commodities—wood and
farm products. Commodities other than those each ranged between 1 and 4 percent of total originating
and terminating tonnage between 1976 and 1985. However, the 1992 statistics contained in the 1994
Oregon Freight Rail Plan reveal ed that other commodities had risen to over 59 percent of the sametotals,
and in 1999 they were up to 66 percent. The shift in farm products from amajor originating commodity
to amajor terminating commaodity was another change. Another change is that commodities carried in
piggyback trailersor containersarelumped under other commoditiesif their specificidentity isnot known.

As evident from Table 2-3, six commodities or commodity groups dominate Oregon’s rail traffic,
accounting for three-fourths of al rail traffic originating, terminating or moving through the state.
There are also mgjor differences in originating and terminating traffic. Lumber/wood products and
pul p/paper products are the largest originating rail commodities, with little terminating tonnage, while
farm and chemical/allied products largely terminate with few originations. Miscellaneous mixed
shipments (intermodal) shows more balance than the others.

Oregon Transportation Plan Projections

Projectionsin the Oregon Transportation Plan (OTP) established rail freight growth at 2.5 percent per
year from 1990 to 2010. At thisrate, rail traffic would grow by 64 percent over 20 years. From 1992
to 1999, rail traffic grew at an average of 2.4 percent per year from 53.8 million tons to 63.5 million
tons. However, tonnage dropped in 1997, only to recover the following year.

Projection Difficulties

The difficulty in predicting freight movements is that many factors influence traffic movements. For
example, alarge part of the rail tonnage growth in Oregon isrelated to international trade through the
state’s water ports and associated public and private terminals. These movements are not always easy
to predict as they are subject to port competition, foreign policy, and economic changes. Examples
include the Russian grain embargo and the recent Asian situation, the center of trade with Asia shifting
so that aroute through the Suez Canal to East Coast ports becomes competitive with land bridges from
West Coast ports, and any number of other reasons. Forecastsbased solely on socio-economic projections
are not sufficient to visualize these types of changes.

The principal source of originating traffic, lumber and wood products, also has its ups and downs.
Production and demand are sensitive to the economy, as construction is one of the first activities to
respond to economic changes. Then there are environmental issues that seem to constantly encompass
timber harvesting and forest management practices.

If these factors do not generate enough doubt, there are others within the transportation industry itself.
For example, the Clean Air Act and fuel prices are representative of initiatives and situations that
appear to push modal choices in one direction, while the shipping public appears to be pushing in
another. In short, a projection of future freight traffic is not an easy task.

Forecasts from Standard & Poor’s DRI show that freight revenue and tons (volume) are expected to
grow dlightly more or dightly less than the nation’s Gross Domestic Product (GDP). From 1996 to
2006, GDPisnationally forecast to grow at 24 percent, while freight tonnages and revenues are forecast
to grow at 21.5 percent and 30 percent respectively. Airfreight isforecast to grow the fastest, followed
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by rail intermodal, as seenin Table 2-6 below. Railcar revenues and tons are expected to grow annually
at 1.7 percent and 1.6 percent respectively.

Table 2-6
Domestic Freight Shipment Growth, 1996 - 2006

(in percent change annually)

Mode Revenues Tonnages
Air 8.2 8.2
Pipeline 1.0 1.0
Rail 1.7 1.6
Rail Intermodal 4.6 4.5
Truck 2.6 23
Water 0.8 0.9

Source: Standard & Poor’s DRI, U.S. Freight Transportation...to 2006.

Oregon Projections

There areanumber of forces at work, however, which provide aview of the future, and projectionsare
made by different organizations. In addition, as alarge amount of Oregon’s rail traffic is oriented to
port operations, port projections provide another barometer for futurerail use. Forecasts were recently
made for the Port of Portland and the entire Portland metropolitan area.® These are notedinthefollowing
commodity descriptions.

| ntermodal

The OTP provides abasic framework for public decisions which encourages modal choices and places
an emphasison intermodal opportunities. Intermodal truck-rail has been the big growth sector of long-
haul transportation due to a variety of reasons ranging from economics to the truck driver shortage.

In 1998, intermodal |oadings nationwide totaled 8.8 million units continuing atwo-decade-long growth
trend. In 1980, 3.1 million trailers and containers were handled by rail, reflecting an average annual
growth of 300,000 unitsor aimost 10 percent. Intermodal traffic now accountsfor 17 percent of all rail
revenue, second to only cod . The continued growth of intermodal appearsto belimited only by equipment
shortages, terminal capacity constraints, and service limitations — none of which is an insurmountable
problem. In Oregon, originating and terminating intermodal traffic (i.e., mixed shipments) accounted
for just over 8 percent of 1992 inbound and outbound rail tonnage, having doubled since 1986, and
stood at 11.8 percent in 1999. Factorsin the past which havedriven Oregon’sintermodal trafficinclude
having a large international container port (Port of Portland), a base of export commodities such as
lumber and paper which can be containerized, and alarge metropolitan area (Portland). These factors
should continueto beimportant well into thefuture. However, growth may be tempered by theinability
to deepen the Columbia River channel or actions to breach Snake River dams.

" Forecasts are for primary shipments from origins to destinations. Due to lack of data, the forecasts do not include secondary
shipments.

8 Commodity FlowAnalysisfor the Portland Metropolitan Area, | CF Kaiser, Columbus Group, Reebie Associates, the WEFA Group,
and the Port of Portland, April 1999. Hereafter, the study is referred to as Port of Portland.
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Intermodal by the railroad definition means the movement of trailers and containers. It isdivided into
two components—international and domestic. Oregon isfortunateto bein aposition to take advantage
of both. International trade through Oregon’s ports has seen continued growth and isforecast to continue
at arate of 4 percent for the short term (to 2006), and continue at arate of 3.7 percent in the long term
(to 2030).° Inregard to the latter, both of the Class | railroads operating in the state are making efforts
to capture mainly domestic traffic that would otherwise move by truck in the 1-5 Corridor.

Whileintermodal, as mentioned above, in therailroad definition islimited to trailers and containers on
rail cars, thefull definition of theterm meansthetransfer between modesand transport of any commodity.
Based on thisdefinition, intermodal traffic would includetraffic handled through bulk transfer facilities,
lumber reloads, marine terminals, and other such facilities not always associated with intermodal
shipmentsof containersandtrailersonrail cars. When viewed inthiscontext, thefuture of rail intermodal
isgenerally positive, provided the railroads can provide the service necessary to attract and retain these
diverse types of traffic.

Lumber and Wood Products

As noted in Table 2-3, this commaodity group originates more rail tonnage than any other in Oregon.
Accordingly, domestic demand for this commodity will have a pal pable effect on rail shipmentsin the
state. North American lumber (including soft and hardwoods) production for the period 2000-2004 is
expected to decrease between 1999 and 2001 by 1.5 billion board feet from its 1999 peak. However,
production should recover and stabilize in 2004 at 63.8 billion board feet in 2004.2° Production in
Oregon has had a dlightly different trend. Nine billion board feet of timber were harvested in Oregon
in 1971. The harvest in 1997 was 4.1 billion board feet.)* Much of this decrease was due to the
reduction in harvesting from federal lands (57 percent of the state’s forests) which dropped to 650,000
board feet in 1997, as compared with 5.5 million in 1972.

Primarily the U.S. building and housing material markets drive domestic demand for wood products.
New housing construction accountsfor morethan athird of U.S. consumption of softwood and structural
panels.’? The dip in production shown in Table 2-7, as measured in cubic meters, is a consequence of
an expected decline in new residential housing starts in 2000-2001. Besides the decline of domestic
production and demand, there are other factors affecting lumber and wood product shipments. These

Table 2-7
North American Softwood Lumber Production

(million cubic meters)

1980 1995 1999 2004

44,700 58,327 63,512 61,374

Source: WWPA, Statistics Canada; Forecast IWMRI.

° Port of Portland, p. 32.

10 International Wood Markets Research, Inc, Wood Markets 2000 Edition, The Solid Wood Products Outlook, page 129.
1 Oregon Department of Forestry Annual Report for 1997, per ODF Website.

2 ECE Timber Committee, 58" Session “ Statement of the U.S. Market: Review and Prospects’.
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include foreign harvests, price of domestic supply versus the price of supply from other countries
which may be cheaper, trade restrictions on U.S. exports in other countries, interpretation of
environmental lawsin the U.S. and other countries, among other things. Consequently, rail shipments
of lumber and wood products can expect a decline in the next few years. However, with improving
domestic economic conditions, rail shipments should begin to rise after 2001.

Future export demand for U.S. wood products will depend considerably on the economic fortunes of
trade partners in this commodity. Oregon’s export wood shipments exports move mostly by truck
through the Port of Portland. Accordingly, the vagaries of thewood export market will havelittle effect
onrail shipmentsinthe state. However, tariff rates on Canadian timber canimpact thelevel of Canadian
lumber being imported into the US and its ripple effect on timber production in Oregon.

Forecasts madefor the Portland area’ stradein lumber and wood products show domestic annual growth
at 2 percent from 1996 to 2006 and 1.5 percent from 2006 to 2030.%

Pulp and Paper Products

Pulp and paper productswill remain alarge share of Oregon rail shipments. However, future projections
must remain modest and anticipate continued annual variability in shipment volumes due to changing
international and domestic demand and price competition. This caution is reflected in the Portland
forecaststhat show a 1.4- percent annual growth rate for domestic trade from 2006 to 2030. Oregon’s
overseas pulp and paper exports move mostly by truck to the Port of Portland, and therefore are not a
factor inintrastate rail shipments.

Food and Kindred Products

In constant dollar terms, total domestic shipmentshave averaged al.7 percent annua rate of increase during
the 1987-1997 decade.*> Non-discretionary expenditures, food and food product expenditures exhibit less
variability during most phases of the business cycle. During the next three to four years, domestic demand
and associated shipping requirements can be expected to grow at the historical rate reflected in domestic
shipmentsof 1.7 percent. The Portland forecasts show a 1.4 percent long range (2006-2030) annual growth
rate for domestic food and kindred product shipments.** Oregon’s exports of this commaodity group move
mostly by truck or barge to the Port of Portland, and therefore are not afactor in the state’ srail shipments.

Farm Products

Farm products generate the second largest rail tonnage of the various commodity groups in Oregon.
Oregon terminating and through rail flows arerelated principally to exports, with Asiabeing thelargest
market. International trade through the Port of Portland isforecast to grow at 2.7 percent yearly in the
short term (to 2006) and decrease after that to arate of 1.0 percent (through 2030).Y” Farm products
include grains (i.e., wheat and corn).

13Port of Portland, p. 47.
4Port of Portland, p. 49

15This figure represents the change in value of al products and services sold by establishments in the food and kindred products
industry. Source: U.S. Dept. of Commerce.

5Port of Portland, p. 46.
"Port of Portland, p. 39.
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Chemicals and Allied Products

Thiscommodity group islargely rail-borne shipments of soda ash and potash bound for export through
the Port of Portland. Originating in various inland points in the U.S and Canada, soda ash and potash
are comparatively long-haul bulk commodities well suited to rail transport. The export growth rates
for the chemical commodity group are more robust than most at 5.9 percent and 4.8 percent for the
short and long term, respectively.®

RAIL ROLE IN OREGON FREIGHT TRANSPORTATION

Two sources of data provide insight into therolethat rail transport playsin relation to the other freight-
transporting modes in Oregon.

U.S. Commodity Flow Survey

Thefirstisthe 1997 Commodity Flow Survey (CFS). *° The CFS captures data on shipmentsoriginating
in the 50 states and the District of Columbia. Some business sectors are excluded, however. The
survey coverage excludes establishments classified as farms (food and kindred product industries are
included), forestry (lumber and wood product industries are covered), fisheries, governments,
construction, transportation, foreign establishments, services, and most establishmentsin retail. Also,
because of unresolved industry-wide reporting issues, shipmentsof oil and gas extraction establishments
were excluded from the 1997 survey, and were to be used as input in a subsequent CFS publication.
Shipments of crude petroleum were excluded, as they are a product of oil and gas extraction.

Various Oregon freight shipment characteristics taken from the 1997 CFS are presented in Table 2-8
below. It should be noted that these figures differ from originating shipments cited in the STB Wayhill
Sample data. The differences result from the fact that both sets of figures (Waybill Sample and CFS)
are estimates that are derived differently.

Table 2-8
Oregon Originating Freight by Mode
1997
Mode Tons Ton-miles  Average Shipment Value Value per
(000) (millions) Distance (miles) (8 billion) Ton ($)
Rail 9,169 12,623 1,551 4.8 524
Truck 117,580 19,736 182 76.2 648
Water 15,525 2,251 A 2.4 155
Air 61 104 1,685 2.8 45,902
Multiple 2,984 2,311 749 12.8 4,290
W - withheld

Source: 1997 Commodity Flow Survey.

18 pPort of Portland, p. 43.

191997 Economic Census — Transportation, USDOT Bureau of Transportation Statistics and US DOC, Economics and Statistics
Administration, US Census Bureau, December 1999.
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Based on review of Table 2-8, rail originates lesstraffic than both the truck and water modes. In terms
of ton-milesgenerated, however, itisexceeded only by trucks, but only dightly compared to the difference
intonnage. Thisdifferenceinrail’srelativeimportance in tonnage compared to itsrelative importance
in ton-miles is due to the relatively short average haul distance for trucks shown in the next column.
Thetruck statisticsinclude both over-the-road long-haul tripsand local distribution moves. Intermsof
average shipment length, rail is exceeded only by air, and even then not by much. Shipment value,
however, isadifferent story. Therail modefalls near the bottom in terms of aggregate value, and next
to last in value per ton. Only the water mode isless in the case of the latter. Thus, the transportation
provided by the rail mode can be summarized from this data as the movement of relatively low-value
commodities over long distances.

Portland Commodity Flow Survey

The second data source is from the previously referenced commodity flow study conducted for the
Portland metropolitan area. It presents a somewhat different picture (see Table 2-9) asit contains both
inbound and outbound shipments and is derived from a combination of databases and models.

Based on the data shown above, rail is a much larger player in the transportation market based on
tonnage, especially in the international market. The relative relationships are not forecast to change
significantly through 2030.2°

Table 2-9
Portland Area Freight Movements by Mode
1997
Mode Int’l Freight Domestic Freight Totals
(million tons) (million tons) (million tons)
Rail 11.76 31.23 42.99
Truck @ 6.09 97.36 103.44
Intermodal 0.27 2.76 3.03
Barge 5.20 12.96 18.16
TOTALS ? 23.32 144.34 167.66

(1) Includes air, 16,000 international tons, and 225,200 domestic tons.
(2) May not add due to rounding.

Source: Commodity Flow Analysis for the Portland Metropolitan Area, p. 15.

RAIL ASSISTANCE FUNDING

Over the years, the railroad system in Oregon has been privately owned and funded. The level of
maintenance was determined by the financial strength of the railroads involved. Some of the railroads
(Union Pacific and Burlington Northern) were better able to invest in their infrastructure while others
(Southern Pacific) had fewer resources available. This greatly impacted the condition of each of the
carrier’s branch lines.

2pPort of Portland, p. 21.
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Historically, Class| railroads shunned public assistance, fearing too many attached strings. But rapid
growth in small railroads has expanded the universe of parties who have different perspectives about
public help.

However, over the last 20 years there has been growing assistance by government in funding projects
on Oregon’'s light density rail system. This has occurred principally with state-administered dollars.
Two factors are intensifying the need for public investment in the rail infrastructure. Oneisthe huge
growth in Oregon’s short line mileage during the 1990’sasthe Class | carriers spun off marginal routes.

Another compelling factor istherailroad industry’s on going transition from a standard freight car
gross weight of 263,000 pounds to 286,000 pounds. The advent of these heavier vehicles has
generated additional needs in terms of weight bearing capacity of both track and structures on
lighter density routes. Thereis no question that the heavier cars are harder on the physical plant
than their immediate predecessors.

Historically, therailroad’' s ability to maintain and improve lines has been closely tied with the revenue
produced by these lines, and thisrelationship has not changed. Now, shippers demand the heavier cars
because they can move the same amount of freight in fewer cars. The effect of thisisto reduce short
line revenue because most small carriers are compensated by their Class | partners on a per-car basis.
The conundrum for short lines is that the heavier cars are escalating their maintenance costs while
reducing revenue.

Over the past two decades federal funding has provided the backbone of public support for rail projects
in Oregon. State participation has occurred through investment of lottery funds for line purchase and,
for thefirst timein 2000, by direct general fund appropriation. 1n 1979, ODOT received authority from
the Legidlatureto provide rehabilitation assistance, facilitating the state’ s participation in administering
fundsfrom thefederal Local Rail Service Assistance program. In 1985, the L egislature established the
State Rail Rehabilitation Funds and authorized a wide range of governmental entitiesto enter into the
railroad business for profit.

Federal Funding of Rail Projects

The Oregon Department of Transportation has used federal funds, wherever possible, to support rail
projects. These funds have come through the federal Local Rail Freight Assistance (LRFA) program,
which isdesigned to fund freight rail line rehabilitation, rail facility construction, and acquisition. The
program was originally known as the Local Rail Service Assistance (LRSA) program. Use of these
fundsrequiresa30 percent match for rehabilitation and 50 percent match for construction and acquisition.
Federal provisions permit the fundsto be used as either grants or loans at the discretion of the state. In
Oregon, the funds have been used as grants. The program has been atarget for elimination by past and
current federal administrations, and appropriations were last made in 1995.

Table 2-10 providesalisting of public assistancein Oregon over the past 21 years. These projectshave
totaled more than $17.0 million for the period 1980 to 2001 and have been targeted for rail line
rehabilitation and service preservation. The projects occurring between 1980 and 1995 and totaling
$8.3 million were funded through the LRSA/LRFA programes.
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Table 2-10 Public Assistance to Oregon’s Short Line Railroads

City of Prineville Ry.

Union Ry of Oregon

Lake County RR.

Willamina & Grande Ronde Port of Tillam ook Bay RR.

Year Federal Other Federal Other Federal Other Federal Other Federal Other Total
1980 | $ 595,571  § 255,245 | $ 107,623 $ 46,124 $ 1,004,562
1981 | $§ 374,660  $ 160,569 $ 217,974 3 93,418 | $ 223,441 $ 95,761 | $ 1,165,823
1982 | $ 250,000 $ 107,143 $ 357,143
1983 | $ 199,600 $ 85,543 $ 110,250 | $ 47,250 | $ 89,750 @ $ 38,464 | $ 570,857
1984 | $ 345,900 $ 148,243 $ 494,143
1985 | $ 263,057  $ 112,739 $ 375,795
1986 $ 334,071  $ 143,173 $ 477,244
1987 $ 172,371 ' $ 73,873 $ 246,244
1988 $ -
1989 $ -
1990 $ 665305 $ 285131 | $ 950,435
1991 $ -
1992 $ 530549 $ 227375 | $ 757,924
1993 $ 813,747 $ 348,749 | $ 1,162,496
1994 $ 262,954 $ 112,694 | $ 375,648
1995 $ 259,210  $ 111,090 $ 370,300
1996 $ -
1997 $ -
1998 $ -
1999 $ -
2000 $ -
Total | $2,028,788 @ $ 869,480 || $ 107,623 ' $ 46,124 | $ 765,652 $ 328,136 | $ 328,224 $ 140,668 || $ 2,585,745  $1,108,174 | $ 8,308,614
Central Oregon & Pacific Willamette & Pacific Portland & Western Willam ette Valley Ry. Albany & Eastern Ry.
Year Federal Other Federal Other Federal Other Federal Other Federal Other
1996 $ 300,000 $ 200,000 $ 500,000
1997 $ -
1998 | $ 5,500,000 $ 1,375,000 $ 700,000 $ 175,000 $ 7,750,000
1999 $ -
2000 $ 250,000 $ 250,000 | $ 500,000
Total | $ 5,500,000 $ 1,375,000 || $ - $ 250,000 || $ 700,000 @ $ 175,000 || $ 300,000 $ 200,000 | $ - $ 250,000 | $ 8,750,000
Grand Total 1984 through 200q $ 17,058,614
Federall $ 12,316,032
Other| $ 4,742,582
NOTE: The category of "other" is normally local match supplied by the railro ad involved in a track rehabilitation project. The exceptions are the two $250,000 pro jects for the Willamette & P acific

Railroad and the Albany & Eastern Railro ad which were state general funds. The $500,000 payment to the Willamette Valley Railway was asso ciated with the construction of a highway project.
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The 1992 Intermodal Surface Transportation Efficiency Act (ISTEA) and the 1998 Transportation Equity
Act for the 21% Century (TEA 21) both contain several provisions for rail assistance project funding.
TEA 21 Section 7202, Light Density Rail Line Pilot Projects, isintended to replace LRFA with $17.5
million in grants authorized annually. However, funds have yet to be appropriated. Another TEA 21
rail initiative, Section 7203, Rail Rehabilitation and Improvement Financing (RRIF), providesfor federal
loans or |oan guarantees up to an aggregate amount of $3.5 billion, with at least $1 billion to go to non-
Class| railroads. Priority isto be given to projects which:

* Enhance safety

* Enhance the environment

*  Promote economic development

» Areincluded in state transportation plans

» Promote U.S. competitiveness

* Preserve/enhance service to small communities/rural areas

The final rules for the program were issued on September 5, 2000 (49 CFR 260). The focus of the
approval process for funding is an analysis of the risk that the applicant will be able to repay the loan,
and an assessment of the size of the credit risk premium which hasto be paid up-front. The programis
entirely different from the federal LRFA/LRSA programs of the past. Specifically, LRFA/LRSA
programs were grant programs. RRIF isaloan program.

Benefit-cost analyses were required under the former federal LRFA rail assistance program to determine
project eigibility. Sincethis program is not funded and is being replaced by the RRIF program, benefit-cost
analysesarenolonger needed. Asdiscussed € sawhere, RRIF fundsare disbursed asloansor |oan guarantees,
and the principal analyses required is a determination of the carrier’s ability satisfy the terms of the loan.

Projects in Table 2-10 for 1996 through 2001 were funded through TEA 21 as priority projects, in
conjunction with highway construction projects, or by direct appropriation of the Oregon Legislature.
Some Oregon Economic and Community Development Department (OECDD) funds, totaling $4.5
million, were spent on rail projects during the last 21 years.

State Funding of Rail Projects

A variety of state sources have been utilized for rail assistance projects. Funds from ports and local
jurisdictions are utilized to support rail projects. The state requires local jurisdiction participation in
funding rail projects. The two most applicable state funding sources are discussed below.

Sate Rail Rehabilitation Fund: As mentioned earlier, Oregon established a State Rail Rehabilitation
Fundin 1985. Thisfund issupported from the General Fund and isadministered by ODOT. Thefund can
be used for rail line acquisition, rehabilitation or improvement of rail properties, planning, or any other
method of reducing the costs of lost rail service. The authorizing language does not permit the state to
address such critical concernsasrailcar availability, freight service enhancements, and public and private
partnership for maintaining service, although it does permit track rehabilitation projects. The Legidature
has never appropriated funding for thisprogram. However, the Legidature used the Fund asavehicleto
funnel $500,000 in General Fund dollars into projects on the W& P and A& E railroads.
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Economic Development Funds: In 1984, the people of Oregon authorized the State L ottery. A portion of
lottery funds was directed to OECDD, which has used the fundsto assist rail projects through its loan and
grant programs. These funds are available for a wide range of projects. Rail projects must, however,
compete based on department criteriaand fund avail ability. Asprevioudy mentioned, support for rail projects
by the department has totaled approximately $4.5 million. These werefor line purchases or studies.

OECDD'’s Strategic Reserve Fund, Regional Strategy Fund, Special Public Works Fund, and Port
Revolving Loan Fund have supported rail projects. Inall cases, these funds have supported acquisition
and rehabilitation projects.

Short Line Funding Needs

Asapart of the Oregon Rail Plan, al of Oregon’sshort linerailroads were surveyed to determine future
needsand their interest in afederal RRIF project or adesirefor agrant. ODOT conducted the survey by
mail. Follow-up efforts were made by telephone to encourage responses.

In all, responses were received from 8 of 16 short linerailroads surveyed. Therepliesyield aresponse
rate of 44 percent, whichisdslightly higher than the response rate to this plan’s shipper survey discussed
in asubsequent section. Three of the eight were interested in grants only. One cited no needs and thus
did not indicate apreference. Theremaining four wereinterested in both grants and the RRIF program.

Needs expressed consisted principally of rehabilitation of track and bridges, but some equipment and
debt refinancing needs also were indicated. Much of the rehabilitation need was related to 286,000-
pound cars. Total car weights of 286,000 pounds represent about a 10 percent increase over previous
maximum car weights. These cars are popular with shippers and Class | railroads as they represent
opportunities to maximize |loads and minimize operating costs. However, many short lines do not have
the underlying track and structures capable of supporting these heavier cars. The needs expressed by
the survey responses totaled $69.0 million, due mostly to deferred maintenance exacerbated by the
286,000-pound car issue. Figure 2-10 illustrates short line assistance requests by type of assistance,
while the specific requests of the short lines appear in Table 2-11.

While eight of the state’s short lines participated in the survey, 10 others did not. However, non-
responses do not automatically mean these 10 railroads do not have future needs or desirefor participation
in government funding programs.

In order to more accurately quantify total statewide needs, estimateswere prepared for all short linesin
the state based on condition and cost data contained in various studies relating to needs predicated by
286,000-pound cars®. If al rail sections with 90-pound (per yard) rail and less were replaced, $174
million would be required. Bridges could add another $56 million, for a total need of close to $230
million?, exclusive of equipment, debt financing, etc.

2 Three studies were reviewed. These were: The Ten-Year Needs of Short Line and Regional Railroads, prepared by the Standing
Committee on Rail Transportation of theAmerican Association of State Highway and Transportation Officials (AASHTO), December
1999; An Estimation of the Investment in Track and Structures Needed to Handl e 286,000-pound Rail Cars, prepared for the American
Short Line and Regional Railroad Association by ZETA-TECH Associates Inc., May 26, 2000; and 286,000# Upgrading Study
Report for lowa Branchlines, prepared by Robert Folkmann, Program Management, |owa Department of Transportation, July 1998.
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Table 2-11
Oregon Short Line Funding Needs
Railroad Project Description Estimated Cost  Railroad Total Request
Albany & Eastern Cross tie renewal $ 1,215,000
Rail renewal $ 550,000
Bridge repair $ 150,000 $ 1,915,000
Central Oregon & Pacific| Cross tie renewal, surface and line $ 6,043,725 $ 6,043,725
City of Prineville Cross tie renewal, surface and line $ 2,773,835 $ 2,773,835
Lake County Railroad Cross tie renewal, surface and line $ 446,416
Rail renewal $ 1,660,881 $ 2,107,297
Mount Hood Railroad Cross tie renewal $ 500,000
Bridge repair $ 155,000
Retaining wall construction $ 100,000
Locomotive acquisition $ 100,000
Access pavement $ 75,000
Debt refinance $ 1,100,000 $ 2,240,000
Port of Tillamook Bay Tunnel repair $ 1,000,000
Bridge repair $ 1,500,000
Rail renewal $ 450,000
Cross tie renewal $ 1,530,000
Locomotive acquisition $ 450,000
Debt refinance $ 1,300,000
Maintenance equipment acquisition $ 690,000 $ 6,920,000
Portland & Western Rail renewal $ 23,800,000
Bridge repair $ 12,205,000
Cross tie renewal $ 8,861,000
Turnout renewal $ 1,620,000 $ 46,486,000
Willamette Valley Ry. Rail, cross ties and turnout renewal $ 1,657,600 $ 1,657,600
Total $ 70,143,457 $ 70,143,457

Whilerail, tie, and roadbed needs arefairly easily established, bridge needs, especially for metal bridges,
typically require amore technical evaluation by experienced railway bridge engineers. Most short line
operators do not have this technical expertise in-house, nor can they afford the required analyses.
Provision of technical expertise, or funding to pay for it, should comprise one component of any state-
funded assistance program.

Class | Funding Needs

Union Pecific and Burlington Northern Santa Fe were aso contacted with regard to their needs for tunne
clearancesontheir roughly parald I-5 Corridor routesin Oregon. Theserouteslink the Pacific Northwest with
Southern Caiforniaand the Southwest. Both railroadsindicated in the past that their routes have potentia for
gaining mgor truck traffic. They have aso stated that improving the tunnel clearances on the routesto permit

22 Based on an average sum per railroad.
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two “high-cube’ or 9-foot 6-inch containers stacked one on top of another in a double-stack configuration is
imperative to enhancing the attractiveness of their routes for traffic currently moving by truck. Most of the
tunne clearance restrictions on the two routes for high-cube double-stack shipments arein Oregon.

UP has 20 such tunnelsin Oregon, and four more in Caifornia. The 20 Oregon tunnels are al within a
stretch of about 50 milesin Lane County between Oakridge and Cascade Summit. Although plans have
been prepared, funds for the improvements in al 24 tunnels were not included in the railroad’s 2001
capital budget. UP declined to specify adollar sum for the improvements. Two of the Californiatunnels
arejust south of the Oregon State Line, and two others are between Oxnard and the San Fernando Valley.

BNSF hasidentified needed improvementsto five tunnelson its north-south line through central Oregon.
The tunnels are located in an 88-mile stretch in Wasco and Jefferson Counties. A preliminary estimate
of improvementsto provide clearances sufficient for high-cube double-stack traffic totals $6.3 million.
Therailroad stated that a preliminary engineering analysis could bring the estimate down. BNSF aso
indicated that it would be interested in state support contributing to the improvements of the tunnel
clearances, as the route's revenues do not currently justify the investment.

While the tunnel clearances are very important, shippers have indicated that rail transit time must also
be enhanced if the railroads are to be successful in attracting 1-5 truck traffic. Specifically, shippers
have reported that Seattle-originated shipments need “second morning delivery” in LosAngeles. The
same would be true of northbound shipments. Any improvements needed to meet this goal would help
Oregon since transit timeswould also be reduced for Oregon trafffic. Current railroad transit times do
not meet this standard. There may also be a future need to increase the capacity of the railroad bridge
over the Columbia River between Vancouver, Washington and Portland.

Whatever the merits of these tunnel clearance and bridge capacity improvements may be, Oregon does
not have the funding in place to support these improvements, just as it does not have the funding in
place to assist the state's short lines with their needs related mostly to 286,000-pound cars.

SHIPPER SURVEY

As part of the rail planning process, ODOT surveyed numerous Oregon rail shippers to understand
their concerns with regard to their rail service, aswell as their opinions on the role that ODOT’s Rail
Division should play with regard torail service. ODOT mailed the survey to morethan 120 rail shippers
in the state. ODOT targeted firms whose facilities:

» Havedirect physical accessto the national rail system through sidings or spurs
» Areserved by Class| carriers, short lines, or both

* Arelocatedin all rail-served parts of the state

» Ship and receive avariety of commodities

* Ship and receivein large and small volumes

In soliciting their participation in the survey, ODOT guaranteed the shippers anonymity. No effort was
made to call non-respondentsto encourage their participation. Inall, 47 shippers completed survey. The
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47 survey respondents are located in all parts of the state served by rail. However, more than half of the
respondents are located west of the Cascades in urban and rural areas bounded by Portland on the north
and Eugene on the south. Morethan half of them are served by short lines. While all are directly served
by rail, many also use reload facilities. They ship and receive a variety of commodities by rail, and
depend onrail for ailmost half of their inbound and outbound shipments. For them, the most important rail
serviceattributesinclude car availability, priceor cost of rail service, andreliabletransit times. Many feel
that further consolidations of major carriers and the capital improvement needs of short lines are magjor
issues that they will facein the future. The specific findings of the survey appear below.

Most Respondents Are Served by Short Lines

Morethan half of the shippersreported being served by short lines. Eleven shippersare served by UP, and
7 shippers are served by BNSF. Three of the respondents enjoy competing service from both UP and
BNSF. Shippers named 13 short lines as serving carriers. In al, short lines serve 26 of the respondents
located in various parts of the state. The Portland & Western Railroad serves more respondents than any
of the other 12 short lines. The short lines, the Class | carriers, and the numbers of survey respondents
they serve appear in Table 2-12.

Table 2-12
Union Pacific Railroad Is Oregon Railroads

the Major Short Line Connection and Respondents Served
Eighteen respondents of the 26 shippersserved

by short lines identified UP as the connecting Short Respondents
carrier for the individual short lines or Lines Served
combination of short lines serving their | Central Oregon & Pacific Railroad 4
facilities. Shortlinecombination servicewould | Willamette & Pacific Railroad 3
include two or more short linesinvolved ina | Portland & Western Railroad 7
haul between a shipper’sfacility andaClass| | City of Prineville Railroad 1
railroad. Suchwould bethecase, for example, | Wyoming & Colorado Railroad 1
with rail-served shippers in White City; their | Lake County Railroad !
routing would be the WCTU Railway from | WCTU Railway . 3
White City to Tolo, and the Central Oregon & | Port of Tillamook Bay Railroad !
Pacific Railroad between Tolo and the UP g | Mount Hood Railroad !

. . . Oregon Pacific Railroad 1
either Eugene or Black Butte, California. Albany & Eastern Railroad |

. ) . Idaho Northern & Pacific Railroad 1
F_l ve re_spondents reported that_ theirservingshort | p 1and Terminal Railroad 1
lines interchange cars with BNSF. One . —
respondent reported that its short line enjoys | 1°tal Served by Short Lines 26
competitive connectionswith both UPand BNSF

Class Is

Shippers Use Off-site Railroad UP 1
Facilities BNSF 7
Twenty-one shippers, or 45 percent of | UPand BNSF 3
respondents, reported utilizing reload facilities, | Total served by Class Is 21
i.e., facilities where shippers arrange for Total Rail-served Shippers 47
transshipment of cargo from truck trailersinto
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rail boxcars or onto flatcars. Eleven shippersreported utilizing rail intermodal facilities, i.e., facilities
where trailers or containers are loaded on and off rail flatcars or double-stack cars.

Most Respondents Use Off-site Facilities Located on Both Class | Railroads

Fifteen shippers, or 32 percent of respondents, reported making use of off-stefacilitieshaving accessto UPand
BNSF, whereas 10 shippers reported using such facilities on one or the other Classl| railroad or on short lines.

Shippers Have Varied Reasons for Making Use of Reload Facilities

The reason more often cited by the respondents for utilizing reload facilities is to access a Class |
railroad in addition to the onethat servesthem. Six respondents, all of whom are UP served, usereload
facilities to ship cargo on BNSF. One respondent, served by a short line that connects with BNSF,
reported using areload facility to access UP. Other reasons for reload facility use include:

» Threeshippersreported that brokers or customersrequest specific routingsthat involve rel oads.
» Threerail-served shippers can achieve more competitive rates through use of reload facilities.
» Two shippers use reload facilities when cars are in short supply or are unavailable from the
carrier serving the shippers’ facilities.
Respondents Report a Variety of Inbound Shipments

Thirty respondents reported receiving numerous commodities by rail. Some shippersreceive multiple
commodities. Specifically:

» 10receiveforest products

* 5recelve grain shipments

* 4receivechemicals

» 3receveagricultura products other than grain

» 3receive energy products, including coal

» 2receivevariousindustrial products

» 2receiveintermodal shipments of unspecified commodities
» 1receives pulp and paper

* 6 receive other diverse commodities

The 30 shippers receive annually atotal of about 52,000 carloads and 130 intermodal trailers
and containers.

Shippers Use Rail and Truck Almost Evenly for Inbound Shipments

Based on the shippers’ responses, it appears that shipperstend to userail and truck almost evenly for
inbound shipments. A simple, non-weighted average of 37 shippers’ responses indicates that 48
percent of their inbound shipmentsarrive by rail (47 percent by carload and 1 percent by intermodal),
and 52 percent by truck. Performing aweighted average was problematic, asnot all shippersreported
volume information.
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Most Respondents Ship Forest Products

Thirty-six respondents reported shipping a variety of commodities. Two-thirds ship forest products.
Some ship multiple commodities. Specifically:

» 24 ship forest products

» 3shipgran

» 2 ship agricultural products other than grain

» 2 shipintermodal shipments of unspecified commodities
e 2shipindustria products

* 6 ship other diverse commodities

The 36 shippers providing data ship more than 37,000 carloads and almost 7,000 intermodal trailers
and containers per year.

Many Respondents both Ship and Receive Rail-borne Commodities
Includedinthetallies above, 18 respondents reported both shipping and receiving commodities by rail.

Shippers Use Truck More than Rail for Outbound Shipments

Based on shipper responses, it appears that shippers tend to use truck more than rail for outbound
shipments. A simple, non-weighted average of 37 shippers’ responses indicates that 45 percent of
their outbound shipments depart by rail (38 percent by carload and 7 percent by intermodal), and 55
percent by truck. Performing a weighted average was problematic, as not all shippers reported
volume information.

Car Availability Tops List of Rail Service Attributes Important to Respondents

Shippers were asked to rank specific rail service attributes in terms of importance. Rankings were
between 1 and 6, with 1 being most important and 6 being least important. Most, but not all, shippers
ranked service attributes. The rankingswere averaged. Theresults, which appear in Table 2-13, show
that car availability is most important among the respondents.

Table 2-13
Ranking of Rail Service Attributes
Service Attribute No. of Respondents Ranking
Car availability 42 2.2
Cost / price 42 2.4
Reliable transit times 42 2.6
Responsiveness 41 3.9
Damage free service 41 4.3
Other 15 4.7
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Table 2-14
Assessments of
Rail Service Attribute Quality

Service Attribute No. of Respondents  Poor Fair Good

Car availability 43 7% 47% 47%
Cost / price 42 14% 69% 17%
Reliable transit times 45 18% 60% 22%
Responsiveness 43 23% 49% 28%
Damage free service 44 7% 27% 66%
Other 8 13% 63% | 25%

Shipperswere al so asked to assess the quality of theserail service attributesthat they are experiencing.
Asshownin Table 2-14, most respondentswere evenly divided on whether the quality of car availability
fromtherailroadsiseither fair or good. A small percentage of respondentsrated railroad car availability
as poor. A majority of shippers felt that railroad performance with regard to transportation prices,
reliable transit times, and responsiveness on service issues was fair.

Survey results suggest that short lines generally respond better to shippers’ needs than do Class Is.
Twenty-five shippers served by short lines rated their serving railroads’ responsiveness. Of these, 84
percent rated the short lines' responsiveness as either fair or good; the split between fair and good was
almost even. On the other hand, 18 shippers served by Class Is rated their serving railroads
responsiveness. Of these, 67 percent rated the Class IS responsiveness as either fair or good; fair
ratings outnumbered good ratings on the order of five to one.

Railroads received good marks from most shippers with regard to their ability to provide damage free
service, though thisis alesser important service attribute (see Table 2-13).

The same analysiswas performed with big shippersexclusively and then with small shippersexclusively
toidentify if theimportance of rail service attributes and the quality of rail service experienced differed

Table 2-15
Ranking of Rail Service Attributes
By Big and Small Shippers

Service No. of Big Ranking By No. of Small Ranking by
Attribute Shippers Big Shippers Shippers Small Shippers
Car availability 8 2.1 10 1.8
Cost / price 9 2.0 9 3.1
Reliable transit times 9 2.8 9 2.7
Responsiveness 8 4.0 9 4.1
Damage free service 8 5.1 9 34
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Table 2-16
Assessments of Rail Service Attribute Quality
By Big and Small Shippers

Big Small
Service Attribute  Shippers Poor Fair Good  Shippers  Poor Fair  Good
Car availability 9 0% 56% 44% 10 10% 40% 50%
Cost / price 10 10% 80% 10% 8 13% 75% 13%
Reliable transit times 10 20% 40% 40% 9 33% 44% 22%
Responsiveness 9 44% 33% 22% 9 11% 44% 44%
Damage free service 9 11% 22% 67% 9 0% 11% 89%
Other 4 25% 50% 25% 1 0% 0% 100%

between the two groups. For thisanalysis, big shippers were those that reported either dispatching or
receiving 1,000 or more carloads and/or containers per year. Small shippers were those that reported
dispatching or receiving lessthan 100 carloads and/or containers per year. Table 2-15 showstheresults
of the big shipper and small shipper ranking of attributes. Big and small shippersalike reported that car
availability, cost, and reliable transit times are the most important attributes of their rail service.

As regards the quality of these rail service attributes experienced, small shippers assessed several
attributes generally in the same way as big shippers did. As shown in Table 2-16, big shippers and
small shippers both gave railroads predominantly fair to good marksfor car availability. Most big and
small shippers assessed the railroads' cost and transit time reliability as either fair or good. Also, most
big and small shippers assessed the railroads’ ability to provide damage free service as predominantly
good. On the other hand, while most big shippers rated railroad responsiveness as either poor or fair,
most small shippers rated this attribute as either fair or good.

Shippers Are Divided on Rail Service Quality Now Versus 10 Years Ago

Shipperswere asked whether their rail service had improved, remained the same, or worsened over the
last 10 years. Responses showed no clear trend over theperiod. Forty-one percent of all 47 respondents
indicated that service has either improved significantly or somewhat; 19 percent indicated that service
has remained the same; and 37 percent indicated that it has either deteriorated somewhat or significantly.
Three percent offered no comment.

Almost Half of Shippers Cite the Creation of Short Lines as a Factor Affecting the
Current Quality of Rail Service

Twenty-two shippers, or 47 percent of respondents, identified the creation of short lines as a major
contributor to the current level of rail servicethat they are experiencing. The shippersindicated that the
effect on the whole was positive: thirteen felt the new short lines had a positive effect, and six percent
felt they had a negative effect.

Seventeen shippers, or 36 percent of respondents, identified the consolidation of Class | railroads in
Oregon into two major rail systems asamajor contributor to the current level of rail service that they
are experiencing. The shippers indicated that the effect was negative: 14 felt that the consolidations
had a negative effect, and 2 felt they had a positive effect.
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Ten shippers reported inadequate car supplies as a major contributor to their current service levels.
Another 10 shippers reported nothing in particular in terms of a major factor on service.

Twelve shippers identified 11 other factors, which either positively or negatively have affected the
current level of rail service. These other factorsarediverse. Those having had apositive effect include:

* Improved communications between the shipper and the railroad

» Technology which has improved productivity

» Accessto acompeting carrier through areload facility, which haslowered transportation costs
* A lower demand for certain car types that has made them more available for one shipper

Those having had a negative impact include:

* Yard congestion, which has delayed car deliveries

» Class | inflexibility on rate issues — inflexibility that has in one case restricted a shipper’s
market growth

» High costs and poor service, generally
» Centralized operations, which have led to deterioration of local service

Most Shippers Report Increasing Rail Volumes

Despite the negative factors affecting rail service, about half of the respondents voiced apositive trend
in Oregon rail shipments. Twenty-three shippers, or 49 percent of respondents, reported that their rail
volumes increased during the last 10 years. For the same period, 14 shippers reported that volumes
decreased, and 7 reported that their volumes remained the same.

Most Shippers Identify Further Class | Consolidations as a Major Issue

Several rail mergers in the recent past have resulted in major rail service disruptions. In Oregon,
problems were particularly acute following to the UP's absorption of the former Southern Pacific
Transportation Company in 1996. These problemshave sinceimproved, only to befollowed by service
problems resulting from the division of Consolidated Rail Corporation (Conrail) between Norfolk
Southern Railway and CSX Transportation, two railroads who handle much Oregon’s East Coast traffic.
These problems persist today. It ishardly surprising, therefore, that 26 shippers, or 55 percent of the 47
respondents, identified additional consolidations among the large rail systems as a major issue that
they will face in the future.

Fourteen shippers, or 54 percent of respondents served by short lines, identified the need for capital
improvements on their serving short lines as a magjor issue. Many short lines are facing the need for
expensive capital improvements, including track upgrades for handling heavier cars, in the near term.
At the same time, they are limited to “ spreading these costs” over few track miles as compared with
Class| railroads. Clearly, financing theimprovementsfor some short linesisamajor challenge, and as
aresult some have pursued federal and state funding.
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Table 2-17
Shipper Suggested Roles
for ODOT Rail Division

Shipper Suggested Role for ODOT’s Rail Division Comments

Advocate service improvements and shipper interests
Provide information to shippers

Provide regulatory oversight for service and competition
Provide infrastructure support for lines

Provide regulatory oversight for safety

l\)‘ —
AN | N W= =N

Total individual comments received

Shippers Mostly Control Rail Routing Decisions

Shippers reported that they, for the most part, make the routing decisions. Responses indicate that the
shippers decide which routes shipments will follow between origin and designation 54 percent of the
time. Consignees, or receivers, decidetheroute 23 percent of thetime. Third parties, such ascommodity
brokers or freight forwarders, make the routing decisions 23 percent of the time.

Shippers See a Varied Role for ODOT’s Rail Division

Shippersoffered commentson rolesthat ODOT’sRail Division should play relativetotheir rail service.
Thesewere grouped into the five broad categoriesas shownin Table 2-17. Twenty-one shippersoffered
comments on specific roles, and some suggested multipleroles. Inal, 26 individual suggestionswere
received. The most commonly suggested role pertained to regulatory oversight on issues relating to
service quality and competition. However, in these matters, federal law preempts ODOT’s authority.

Several shippers called for ODOT to help ensure safe rail operations. However, federal statutes also
mostly preempt ODOT’srolehere. Three shipperssuggested arolefor ODOT with regard to supporting
raill infrastructure improvements; this role in particular is addressed in the recommendations of the
state’sFreight Rail Plan. Also, six shipperssuggested arolefor ODOT asan advocatefor rail shippers
interests; it is noted that ODOT has performed this very role for many years, often monitoring rail
service on an as-needed basis. ODOT’s Rail Division isalso heavily involved in providing regulatory
oversight for rail safety.

However, at |east one shipper doesnot believe that apro-activerolefor the Rail Division isappropriate.
The shipper commented that the question of a Rail Division role “should be asked of therail services
themselves...(Oregon shippers) use the system because it’s available and convenient. Therail system
knows what it needs and how it should work.”

None of the shippers commentson ODOT’sroleinrail planning suggested aneed for new or expanded

state legislation although some expansion of ODOT’s rail functions may require new legislation.
Suggestions pertained either to roles in which ODOT action is preempted by federal statutes, or to
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roles that ODOT is already performing, or to roles for which no specific funding is in place at the
present time.

RAIL PLAN FREIGHT ADVISORY COMMITTEE RECOMMENDATIONS

During the course of the Freight Element’s development, the ODOT Freight Advisory Committee
discussed with the railroads their needs for remaining competitive, and investigated the challenges to
short line railroads presented by 286,000-pound cars. Based on this effort, the Freight Advisory
Committee has proposed the following recommendations:

* Work with the state’'s Congressional delegation for funding of a federal rehabilitation grant
program.

* Provide state funding for the Credit Risk Premium under the RRIF program.
* Fund a state Emergency Grant/Loan program for Class |1 and |11 carriers.

* Provideastate-funded Railroad Revolving Fund and/or fund the existing State Rail Rehabilitation
Fund.

» Establish a state-funded bridge inspection program for short line railroads.
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Chapter 3
PASSENGER ELEMENT

INTRODUCTION

Therequirement that the Oregon Department of Transportation should develop arailroad passenger service
policy and long range plan led directly to the completion of the Oregon Rail Passenger Policy and Plan
in 1992. Subsequent technical studies and passenger surveyswere conducted to aid in implementation of
the plan and establishment of state-supported rail and feeder busservices. Thekey policy recommendations
from the 1992 plan were to extend Seattle-Portland corridor trains south to Eugene, and to provide a
comprehensive system of feeder bus routes to complement the rail service. Oregon has implemented
many of those recommendations. The primary purpose of this current plan is to update findings of the
1992 plan, incorporating the results of subsequent studies, and to provide criteria and guidelines for
continuing ODOT s role in overseeing further development of the rail and bus network.

A summary of passenger service development in Oregon, including statewide policy documents and
the economic framework in which Amtrak operates, is found in the appendices of this report.

PACIFIC NORTHWEST RAIL CORRIDOR, OREGON SEGMENT

Oregon’s most recent document dealing with the Pacific Northwest Rail Corridor (PNWRC) is an
operating and capital facilities plan published in April 2000. The plan, entitled Pacific Northwest Rail
Corridor, Oregon Segment, documents current services and proposed specific improvement projects
necessary for expansion of the corridor service in the Willamette Valley. Asapart of the study effort,
patronage modeling of future service operations was conducted by the Vol pe National Transportation
Systems Center, aresearch and consulting arm of the U.S. Department of Transportation, in Boston.

Ridership on PNWRC trains has increased concurrent with added frequencies, and increasing highway
congestion. Ridership trends are shown in Table 3-1. Ridership growth reflects both the introduction of
new equipment on the corridor trains, and the impact of additional frequencies and reduced travel times.

Table 3-1
PNWRC Ridership 1993-2000

(thousands of passengers)

1993 1994 1995 1996 1997 1998 1999 2000

Vancouver-Seattle n.a. n.a. 60.4 78.7 82.8 96.2 109.5 149.6
Seattle-Portland 162.8 238.1 2439 248.4 298.7 345.5 360.5 389.3
Portland-Eugene23 24.1 33.8 71.9 82.7 102.5 106.3 95.3 101.4

Corridor Trains n.a. n.a. n.a. n.a. 464 473 43.8 52.5

Coast Starlight n.a. n.a. n.a. n.a. 56.1 59.0 51.5 48.9
PNWRC Train Totals | 186.9 271.8 376.2 409.8 484 .9 552.0 565.3 640.3
Oregon Thruway Bus n.a. 1.5 16.0 18.2 24.9 38.0 414 40.5

Source: Amtrak West, Calendar Year Data
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ODOT’s goadl for Willamette Valley corridor operations by 2003 is to increase the number of daily
round trips and to reduce the travel time between Portland and Eugene to 2 hours, 15 minutes. Service
planning is being coordinated with Washington and British Columbiato provide more through travel
opportunitiesin the corridor. Theincreased round trips, supplemented by Thruway?* bus service between
Portland and Eugene to connect with new trains between Portland and Seattle, will provide moretravel
opportunities at times that people wish to travel. Oregon’s passenger rail system and Thruway bus
network are shown in Figure 3-1.

The operation of more trains at higher speeds requires significant upgrades to portions of the rail
corridor. ODOT studies identified the principal limitations of the rail infrastructure and developed a
$31 million capital program? to overcomethe most severe capacity and speed limitations. The program
includestrack and signal system upgrades, and improvement and extension of sidings where trains can
meet and pass. UPR, as owner of the track between Portland and Eugene, will gain some benefits from
the improvements and has agreed to participate in funding the improvements. The locations of
improvements were determined in part by train operation simulations sponsored by ODOT with the
cooperation of UPand BNSF. Completion of theimprovementswill allow reductionsin running times,
and will provide the additional operational flexibility essential to improving the on-time performance
both freight and passenger services between Portland and Eugene. The capital program representsthe
first stage of a long-range improvement program. ODOT has agreed to periodically re-examine
operating results in the corridor, and to participate in further capacity analysis that will support staged
increases in frequency and further run time reductions.

As companion efforts, station improvements are planned or underway in Portland, Salem, Albany, and
Eugene, and a preferred station site has been identified in Oregon City to serve the growing Portland
metropolitan region.

ODOT proposes to invest in the purchase of passenger rolling stock to support the increased corridor
services. State-owned equipment will avoid the capital equipment charges® that otherwise would have
to be paid to Amtrak for use of Amtrak-owned equipment.

Ridership forecasts for the expanded Willamette Valley service were prepared in 1998 by the Volpe
Center. The Volpe model, used for similar corridor analyses in other areas, produced ridership and
revenue forecasts for rail services under different service scenarios (train frequency, travel time, and

ZTable 2 showsttotal riders on each corridor segment. Ridersfrom Oregon stations south of Portland to stations north of Portland are
shown as Oregon segment riders. The table includes corridor riders on the Coast Starlight, but excludes long distance riders on the
Coast Starlight traveling to or from points south of Eugene.

% Thruway service refers to intercity bus service specifically contracted to provide timed connections to train service, or to provide
transportation in lieu of former or potential new train service. Many Oregon communities are served by additional intercity bus
routes that are not part of the Thruway service

% Specific projects are described in detail in ODOT's April 2000 report Pacific Northwest Rail Corridor, Oregon Segment

26 Amtrak charges afee, sometimes termed an equipment rental fee, to cover costs of providing passenger cars and locomotives for
state funded services. The fee may be a one-time capital charge or assessed annually as part of an ongoing operating agreement.
The equipment fee can be avoided if the state owns the equipment. The resulting state costs rel ated to ownership and depreciation
may be lower than the Amtrak charges. Both California and Washington have purchased a portion of the equipment used in their
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ticket prices). The Volpe Center demand modeling analysis®” determined the optimum balance of
service levels and pricing that would result in the most efficient corridor operation. Over the short
term, the forecasts anticipate 387,000 passengers using the Oregon segment of the PNWRC by year
2003 with 5 round trips per day, including the Coast Sarlight.?® Ridership at the estimated level would
result in Oregon-allocated revenues® of approximately $5.8 million in year 2003.

Both ridership and revenue would continue to increase in the years beyond 2003 with further
enhancementsto therail service. Volpe projected that total PNWRC ridership would risefrom 522,000
tripsin 1998 to 1.7 million tripsin 2003 and amost 2.9 million tripsin 2018. These forecasts assume
that capital funding is made available to implement the running time reductions and to provide the
necessary capacity improvements. The Oregon segment ridership for 2018 would reach about 650,000
annual passengers, and would support 8 or more daily round trip schedules. Clearly, the potential
exists for significant ridership growth, but only if it is supported by a level of capital investment
throughout the entire PNWRC that will provide attractive equipment, attain faster running times, and
build sufficient capacity for operation of multiple passenger service frequencies and freight service
growth.

ODOT hasidentified potential environmental effects of the proposed $31 million improvement program,
and has identified opportunities to avoid or reduce potential impacts. The Federal Railroad
Administration (FRA) oversees the planning efforts within identified high speed rail corridors in
partnership with the Federal Highway Administration (FHWA) as its representative, using FHWA
regulations. After consultation with ODOT, FHWA has determined that the potential environmental
effects would be insignificant. The program is categorically excluded from detail review under the
National Environmental Policy Act (NEPA). Asthe planning effort movesforward, ODOT will prepare
the appropriate documentation and obtain the necessary permits and clearances.

Oregon’s investment in the rail program involves both capital investments (infrastructure and rolling
stock) and annual operating costsof the service. Thefirst-phase capital investment is estimated at $31
million, exclusive of rolling stock. If ODOT acquirestrain sets, the costs would range from about $6.5
million for a diesel multiple unit train set seating 170 passengers to about $13.5 million for a Talgo-
style train set seating 242 passengers.®

27 The Vol pe Center modeling methodology looked at total travel patterns and volumeswithin the corridor, and assigned a share of that
travel to the rail service based on competitive factors such as travel time, travel cost, convenience (frequency of service), trip
distance, and other factors that would influence a decision to travel by auto, air, bus, or train.

2 Amtrak’s Coast Starlight runs between Seattle, Portland, Oakland, and LosAngeles, and carried significant numbers of local travelers
within the PNWRC.

X Therail servicewould beintegrated with PNWRC operations over the entire corridor between Vancouver, BC, and Eugene. Oregon
would be credited with that share of revenue generated by trips partially or entirely within Oregon.

30 Diesel multiple unit (DMU) train setsinvolve two or three cars permanently coupled together, with an engineer’s cab at each end of
thetrain set, powered by diesel engines mounted under each car. Thisdesigniswidely usedin Europefor light-density rail corridors,
and equipment manufacturers are proposing similar train sets that will meet federal requirements for operation in the U.S. on track
shared with freight service and conventional passenger service. Talgo-typetrain sets (manufactured by Talgo, or by other companies
under differing names) are specially designed tilting train sets consisting of locomotives and several passenger cars coupled together
asaunit. Thesetrain sets have the ability to “tilt” when negotiating curves, and thus can operate at higher speeds than conventional
equipment. Talgo-built train sets currently operate in the PNWRC.
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Currently, Oregon paysAmtrak aflat rate per month for the operation of the two daily Cascade® round
trips between Portland and Eugene. Amtrak collectsand retainsall fares. Themonthly rateisrenegotiated
each year. A financial analysis of expanded corridor service, based on the findings of the Vol pe Center
patronage study, analyzed the costs and revenues associated with corridor service expansion. The
analysis determined that the operating loss in 2003 with 5 round trips would be $2.4 million (in 1998
dollars), but that by year 2018 the operation of 8 or more frequencies in Oregon would result in a net
operating gain, with revenues exceeding costs by $1.3 million per year.> Again, this all dependent
upon making the necessary investments in track infrastructure and rolling stock.

Key measures of the Willamette Valley service are shown in Table 3-2.

Table 3-2
Projected Operating Results, PNWRC Oregon Segment
(1998 dollars)

1998 2003 2018
Operating Cost $2,040,000 $8,160,000 $10,200,000
Revenue NA $5,800,000 $11,544,000
Net Operating Gain (Loss) NA ($2,360,000) $1,344,000
Daily Round Trips 2 5 &+
Annual Ridership 108,369 387,200 650,000
Portland-Eugene Time 2 hrs 35 min 2 hrs 15 min 1 hr 45 min

Notes: Ridership includes local riders on the Coast Starlight
Running time goal is for corridor trains only
Cost and revenue shown for corridor trains only
2018 Oregon segment trips and ridership interpolated by WSA from Volpe data

RELATIONSHIP TO PASSENGER RAIL PLANNING IN ADJOINING STATES

The states of Oregon and Washington, and the Province of British Columbia, haveworked collaboratively
to develop improvement plans and to program devel opment of the corridor. The UPand BNSF railroads
also have been involved in the planning process.

Oregon has been a partner with Washington in planning passenger services in the Pacific Northwest
Corridor for many years. The two states began collaboration on high speed rail planning in 1991 by
developing service options for evaluation. Oregon’'s efforts resulted most recently in the Pacific
Northwest Rail Corridor, Oregon Segment report, publishedin April of 2000, which containsan operating
and capitd facilities plan and preliminary environmental analysisfor the segment of the corridor between
the Columbia River and Eugene. The Oregon study is a companion effort to a similar Washington

81 Amtrak Cascades is the generic name applied to corridor service trains operating between Vancouver BC, Seattle, Portland, and
Eugene. These trains are financially supported by the states of Oregon and Washington, in partnership with Amtrak.

32 Earlier studies by the Washington Department of Transportation showed a similar pattern of reduced operating support in future
years, with operating profits attainable towards the end of the 20-year analysis period.
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Department of Transportation (WSDQOT) analysis of Washington's portion of the corridor. The Province
of British Columbia s the third partner in the corridor effort. All three partners, along with Amtrak,
recognize the overlapping nature of travel patternsin the corridor. While Seattle-Portland isthelargest
singleorigin-destination pair in the corridor, thereis extensive potential for servicethat carries passengers
through both Portland and Seattle, and the goals of the partners include maximizing rail patronage by
providing through or connecting services through the entire length of the corridor. Current service,
with only alimited number of daily frequencies, has just begun to tap the potential.

The second partnership effort involves the Sate of 1daho and communities along the UP line between
Portland and Boise. With encouragement from and the active interest of Oregon’s U.S. Congressional
delegation, the communities are eval uating the means to re-establish passenger service over this route
which waswithdrawn by Amtrak in 1997 asacost-saving effort®. Theevaluationislooking at potential
patronage, devel opment of express business, and other meansto support restoration of service between
Portland and Boise at a minimum, and perhaps beyond Boise to the Salt Lake City area, Denver, or
Chicago.

OREGON'’S RAIL PASSENGER SERVICE

Current rail passenger servicein Oregon consists of the Coast Sarlight, the two Cascade round tripsto
Eugene, and the Portland section of the Empire Builder that enters Portland from the north bank of the
ColumbiaRiver at Vancouver, WA. Service frequency, equipment type, and travel times are shown in
Table 3-3.

Table 3-3
Current Rail Passenger Service in Oregon
Coast Starlight Cascades Empire Builder
Route Seattle-Eugene-Los Angeles | Seattle-Portland-Eugene | Portland-Spokane-Chicago
Daily Round Trips | 1 Seattle-Klamath Falls 3 Seattle-Portland 1 Portland-Spokane
(continues to Los Angeles) | 2 Portland-Eugene (continues to Chicago)
Equipment Superliner Talgo Superliner
Travel Times 4:17 Seattle-Portland 3:30 Seattle-Portland 7:29 Portland-Spokane
2:55 Portland-Eugene 2:35 Portland-Eugene
4:50 Eugene-Klamath Falls

Note: Travel times are average of hours:minutes in both directions.

3 1n 1995, Amtrak acted on the recommendation of a consultant study to reduce the frequency of several long distance trains from
daily to tri-weekly, in an effort to reduce operating costs whil e retaining most revenues. The assumption was that most passengers
travel on flexible schedules, and that the change to tri-weekly service would retain most of the patronage on other days. The
“experiment” was short lived, as passenger volumes dropped generally corresponding to the level of service provided. By the
time Amtrak realized the result of its actions, some of the equipment required for daily service on the western long distance trains
had been transferred to other areas to replace older equipment, and was not available to resume the daily services on all trains.
The tri-weekly Pioneer (Seattle-Portland-Denver-Chicago) went from daily to tri-weekly service in 1993, and was discontinued
completely in 1997 since it had been rendered less viable by the tri-weekly schedule and could not be reinstated as a daily train
due to equipment limitations.
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Coast Starlight

Amtrak assumed operation of this service on May 1, 1971 when it took over most interstate passenger
services from the railroads. It replaced the former Southern Pacific Cascade, which operated tri-
weekly between Portland and Oakland, via Eugene and Klamath Falls. Amtrak combined the Cascade
with connecting trains between Seattle and Portland, and between Oakland and Los Angeles into a
single through train operating over the entire route. The Seattle-Oakland portion continued on a tri-
weekly basis, while service was daily south of Oakland. By 1973, the train was converted to daily
operation on a year-round basis. New bi-level Superliner cars were introduced in 1981. Amtrak has
made the Coast Sarlight arolling laboratory for innovations and improvements in on-board services,
and it isgenerally recognized asAmtrak’s best long distance train.

The nature of the long distance train operation means that service disruptions or events far from the
corridor can impact schedule adherence. Asaresult, long distance trainstraversing aregional corridor
usually satisfy some of the corridor transportation needs, but they do not substitute for specific corridor
schedules that operate dependably at the times when most people wish to travel.

The Sarlight’s schedule, optimized for convenient times at its major stations, provides a convenient
daytime schedul e between Seattle, Portland and Eugene, although the utility of the schedule for local
travel isdiminished by relatively poor schedule adherence. Nevertheless, this segment of the Sarlight’s
run remains a strong component in its passenger make-up. The train currently carries about 17,000
passengers annually between Portland and Eugene, and about 33,000 additional passengers annually
between Oregon stations (excluding Portland) and Washington state locations. It handles about 47,000
annual trips between Portland and stations in Washington. The Sarlight is a “basic system” train,
funded entirely by Amtrak. During most times of the year®, it provides additional local travel capacity
supplementing PNWRC Cascade services, and provides an additional opportunity for travelersto pick
aconvenient travel time. This “corridor service” function will become more limited as new corridor
frequencies are introduced that provide convenient travel options throughout the day. The key
understanding is that a long distance train usually supplements a viable corridor service rather than
substituting for the corridor trains. The Coast Sarlight provides Oregonians with access to Amtrak’s
national system through major connections in Portland, Sacramento and Los Angeles.

Cascades

In addition to the tri-weekly Coast Sarlight, Amtrak retained two daily round trips between Seattle and
Portland that had operated prior to 1971. A third daily round trip was added in 1994, and new Talgo
equipment was placed on theroutein 1995. Oneround trip was extended south to Eugenein 1994, and
asecond trip was extended in 2000. Thetrainsonce carried individual names, but now are all operated
as Cascade trains, creating a Cascade Corridor identity that can be used in marketing efforts.

34 Amtrak utilizes airline-type “yield management” techniques to determine the number of seats available between selected station
pairs. Yield management attempts to maximize revenues based on travel demand, obtaining the highest combination of revenues
from amixture of passengerstraveling over both short and longer distances. During periods of peak travel when long distance travel
demand is high, lower fares and short distance travel will be restricted or “blocked out” from salein order to provide space for those
passengers traveling longer distances at higher ticket prices. When this occurs, the value of along distance train as a corridor travel
resourceis diminished. On the other hand, during slack travel times when long distance travelers do not use the full capacity of the
train, yield management will offer discounted faresfor both short and long distancetravel in order to attempt tofill all available seats.
Peak travel on the Coast Starlight occurs during Christmas/New Years, Easter/Spring Break, Thanksgiving, and throughout the
summer months.
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Table 3-4
Calendar 2000 Ridership Patterns
For Oregon Stations

Stations Riders
Seattle-Portland 209,500
Tacoma-Portland 56,300
Portland-Eugene 22,500
Seattle-Eugene 22,100
Olympia-Portland 15,000
Seattle-Salem 13,900
Seattle-Albany 8,300
Portland-Salem 6,100
Tacoma-Eugene 5,700
Portland-Albany 4,400
Tacoma-Salem 4,400
Tacoma-Albany 2,400
Salem-Eugene 1,900
Olympia-Eugene 1,900
Olympia-Salem 1,500

Note: Includes intra-corridor ridership on Coast Starlight and all trips where one end of the trip is an Oregon station.

Thetilting feature of the Talgo design permits the trains to operate faster on curves than conventional
Superliner equipment such as that used on the Coast Sarlight. The trains have proven popular, as
evidenced by the growing patronage on the route. The Cascade Corridor service currently offers 2
daily frequencies north of Sesttle (1 to Vancouver BC, and 1 to Bellingham, WA), 3 daily frequencies
between Seattle and Portland, and 2 daily frequencies between Portland and Eugene. Both of the
Eugenetrains operate through from Seattle in the southbound direction. Northbound, onetrain operates
through while the other requires achange of trains at Portland. WSDOT provides financial support for
the trains between Vancouver, Seattle, and Portland, while ODOT supports their operation between
Portland and Eugene.

From August 1980 to December 1981, Amtrak operated 2 daily round trips (in addition to the Coast
Sarlight) between Portland and Eugene, with financial support partly provided by ODOT. Considered
an experimental operation, this Willamette Valley service was discontinued because of lack of state
funding.®* A primary lesson learned from the serviceisthat the viability of rail passenger serviceinthe
valley depends on it being operated and marketed as part of alarger transportation system that extends
beyond Oregon boundaries. Thisrealization has been an important factor in the development of PNWRC
Cascade service plans.

% Ridership goals were devel oped during the late 1970s energy crisis, with the goal of achieving rail passenger miles per gallon equal
to auto passenger miles per gallon. Whilethe service failed to meet these criteria, it provided useful experience about the market for
rail travel in the corridor.
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Reinforcing the need to plan and operate the PNWRC as aunified corridor, the major travel marketsfor
rail passengers using Oregon stations in 2000 are shown in Table 3-4. Seattle-Portland and Tacoma-
Portland dominate because of their large popul ation base. Among the smaller markets, however, Salem,
Albany, and Eugene generate more passengers to and from Washington State communities than they
attract for the trips to Portland.

Empire Builder

Amtrak operates the long distance Empire Builder between Chicago and Seattle/Portland. The train
splitsinto separate sections in Spokane to reach the two West Coast terminals. The Seattle section was
one of the routes retained by Amtrak in 1971, while the Portland section was added in 1987. Thetrain
operated tri-weekly from 1995 to 1997 when daily service was restored. The Empire Builder runs
north from Portland to Vancouver WA, and along the north bank of the Columbia River. The Empire
Builder isa“basic system” train operated by Amtrak, and uses the long distance Superliner equipment.
It provides access to Amtrak’s national system through important connections in Chicago.

Pioneer

Amtrak initiated new Pioneer train service between Sesitle, Portland, Boise, and St Lake City in 1977. The
train connected at Sdt Lake City with other service to Denver and Chicago. Frequency was reduced to tri-
weekly in 1993, and the service was discontinued as an economy movein 1997. The Pioneer operated on the
south side of the Columbia River, serving Hood River, The Dalles, Hinkle, Pendleton, La Grande, Baker City,
and Ontario in eastern Oregon. Sinceitsdiscontinuance, states and communities aong the route have worked
to seek restoration of service & least between Portland and Boise, but preferably connecting to the national
network southeast of Boise. ODOT with elected officidsand locd jurisdictionsto restore service on theroute.

Passenger Station Activity

Oregon’'srail stations have experienced continuing growth in boarding and detraining passengers that
reflects the increasing ridership on trains and connecting buses. Table 3-5 demonstrates the growth in
rail and busridership at each station. Thetableincludesridership onthe Coast Sarlight, the Cascades,
and the Thruway buses. Data are shown for Amtrak fiscal years ending in September.

Table 3-5
Boarding and Detraining Passengers
At Oregon Amtrak Stations

Year Portland Salem Albany Eugene Chemult Klamath Falls
FY 1993 338,507 21,959 14,196 43,345 6,439 18,214
FY 1994 330,384 20,005 13,375 40,196 5,475 19,240
FY 1995 341,393 32,779 21,340 71,321 5,176 20,224
FY 1996 327,157 32,409 20,291 67,996 4,857 18,614
FY 1997 360,781 37,249 22,376 75,721 4,906 19,448
FY 1998 403,060 41,963 25,964 85,394 5,448 21,969
FY 1999 429,582 45,839 28,352 99,536 5,571 24,672
FY 2000 457,378 47,576 30,395 102,379 7,660 27,766

Source: Amtrak West and ODOT Thruway Ridership Reports
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THRUWAY BUS SERVICE IN OREGON

Thruway bus service in Oregon was initiated in October 1994, at the same time as the extension of
corridor train servicefrom Portland to Eugene. Originally, 5 round tripswere provided between Portland
and Eugene to supplement the new train service and to connect with trains operating north and east of
Portland. Budget constraints required an adjustment to 3 round tripsin mid-1995. The 3 trips continued
to operate until October 2000 when one was replaced by the second train extension. The success of the
Thruway service led to expansion of the state-sponsored system on additional routes in 2000. The
connecting bus services provide an opportunity for rail passengers to reach numerous communities
throughout the state by making convenient connections between train and bus. There are two types of
service provided.

State-supported serviceisprovided onfiveroutes. These servicesoperate as contract runs, on schedules
specifically tailored to match connecting train times. In event of a service disruption, the buses will
wait for an arriving train. Amtrak tickets are valid on these buses, which may also carry non-rail
passengers between local communities. A summary of Oregon-supported Thruway bus services appears
in Table 3-6.

Table 3-6
State-Supported Thruway Bus Services

Route Frequency Initiated
Portland-Eugene 2 round trips daily October 1994
Portland-Boise via Bend | 1 round trip tri-weekly March 2000
Eugene-Ashland 1 round trip daily May 2000
Bend-Chemult 2 round trips daily January 2000
Portland-Astoria 1 round trip daily October 2000

Non state-supported service operates on several other routes. These are regularly scheduled buses
provided by private operators who have agreed to accept Amtrak tickets for transportation. The buses
also serve non-rail passengers, and connections between trains and buses are not guaranteed. Most of
these services became Thruway affiliates in 1997 when Amtrak negotiated agreements, but they were
in operation prior to that time. A summary of these services appearsin Table 3-7.

Proposed Bus Services

A potential private operator currently isevaluating the viability of aMedford-Klamath Falls busroute,
which would provide connections to and from the Coast Sarlight at Klamath Falls.

FREIGHT RAILROAD CAPACITY CONCERNS

Freight railroads are often concerned about the impact of adding passenger services over their routes,
and they view each additional passenger train as a reduction in their ability to accommodate freight
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Table 3-7
Thruway Service Provided by Private Operators

Route Frequency
Portland-Boise 3 round trips daily
Greyhound via Pendleton
Portland-Bend 1 round trip daily
Greyhound via Madras
Albany-Bend 1 round trip daily
Valley Retriever (except Sunday)
Eugene-Bend 1 round trip daily
Porter Stage Line
Albany-Newport 3 round trips daily
Valley Retriever
Eugene-Coos Bay 1 round trip daily
Porter Stage Line (2 round trips on week days)

services. Passenger trains are operated under contract, with the schedule being part of the contract.
Passenger trains operate generally at higher speeds than freight trains, and in most circumstances have
priority over freight operations. Thetimethat afreight train hasto wait in asiding for apassenger train
to pass adds to the run time of the freight train and represents a cost to the railroad. While some rail
lines can accommodate additional passenger service without significant impact on current or future
freight volumes, other lines are operating at or closeto their capacity now. In negotiationswith Amtrak
(and other public agencies sponsoring passenger services), the freight carriers understandably insist
that their ability to operate freight service should not be diminished asaresult of new passenger services,
and they are requiring sel ectiveimprovements® to ensure freight capacity, maintain operating flexibility,
and ease congestion at “ choke points’ along their rail lines.

The freight railroads do not have a uniform, industry-wide attitude toward passenger services over
their trackage. Some carriers are at times more “passenger friendly” than others, and attitudes have
been known to change with changes in management. However, all the major railroads have similar
concerns about their ability to maintain capacity for their potential freight growth. Their willingnessto
accept additional passenger servicesfrequently is proportional to the amount of capital investment that
is available to create the added capacity or operating flexibility. Amtrak’s payments to the freight

36 Capacity improvementstypically involve lengthening sidings, construction of new sidings, upgrading of siding speeds, provision of
segments of doubletrack, or improvementsto signal systemsthat will maintain the railroad’s freight operating capability despite the
additional passenger trains operating over aroute. Often the capacity improvements benefit the freight carrier to a greater extent,
and mutual cost-sharing agreements reflect the level of benefit conferred by the improvement.
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railroads for use of their track are negotiated periodically with each railroad, and generally have been
increasing.>” However, the stated position of most railroadsisthat the paymentsfor passenger operations
do not yet approach the revenue potential per train of freight traffic occupying the same track space.

ODOT has sponsored computer simulation studies of the UP trackage in the Willamette Valley in
cooperative effortswith UP, and hasidentified aseries of improvementsthat will berequired for operation
of increased level s of passenger service without negatively impacting freight operations. Theimmediate
projects necessary are detailed in the Pacific Northwest Rail Corridor, Oregon Segment report issued
by ODOT in April 2000. Often the capacity improvements benefit the freight carrier and mutual cost-
sharing agreements would reflect the level of benefit conferred by the improvement.

PASSENGER RAIL DEVELOPMENT CRITERIA

In planning for both rail and bus service expansion, ODOT must evaluate each service proposal and
consider its many implications.

Service Concerns

A preliminary assessment of each service proposal often will be sufficient to provide a basis for a
decision. In some instances, more detailed study will be required to clarify the pros and cons of any
specific service proposal. Questions to be answered in the service assessment include:

*  Will the service attract sufficient ridership and revenues to justify the service?
* What arethe potential costs and revenues?

* What are the economic and social benefits to the state and local communities?
e Canaservice be provided at an affordable cost?

* What arethe aternativesto providing the service?

* How does the service satisfy Oregon’s transportation goals?

* Will the service contribute positively to other services through connections?

* Does the service accommodate disabled travelers and comply with the Americans with
DisabilitiesAct?

The primary advantage of rail isits ability to move larger numbers of passengers at approximately the
same cost as a small number of passengers, to move them in a comfortable, time-competitive manner
and to provide peaking capacity parallel to congested highway corridors. Because of the high
infrastructure cost®, rail works best where passenger volumes are high enough to justify the investment,
and generally thismeanswhere multiple frequencies can be operated. However, rail’ sadvantage declines
wherethe availablerail routeisnot competitive with driving times, either dueto acircuitousroute or to

7 In the past few years Amtrak has renegotiated all of its agreements with freight railroads, and has increasingly moved toward
incentive contracts which provide greater payment to the railroad when on-time performance of Amtrak trains remains at acceptably
high levels.

%8 Amtrak paymentsto arailroad for use of its trackage represent a contribution toward infrastructure cost. In addition, there may be
specific improvements required to support passenger services that must be borne fully by the passenger operation.
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poor track conditions that limit operating speeds. Nevertheless, there is a general perception that rail
serviceismorereliable, more comfortable, and more safe because the vehicles provide more passenger
gpace and travel over a fixed guideway that is not affected by highway congestion except maybe,
between the rail terminals and the trips eventual origin and destination.

Conversely, the advantage of bus service as an extension of rail serviceisitsrelatively low cost* per
passenger, making it effective even in markets with low volume. Over many routes, particular those
serving smaller communitiesand rural areas, buses can take advantage of improved highwaysto provide
service competitive with driving times where rail cannot match highway speeds. Capital costs are
basically in the provision of the buses, which are extremely flexible in their routing and usage. It is
relatively easy to establish aroute, test the market, and evaluate the results after a period of one or two
years. If the servicefailsto attract patronage, it can be restructured, rescheduled, or even discontinued
with aminimal lossin fixed facilities and marketing costs.

The negative side of bus operationsisthat the public has mixed feelings. A lot of people simply do not
likeriding abus, for avariety of reasons. The California Department of Transportation, which has an
extensive system of Thruway bus routes supplementing state-supported trains, has found that the
negatives associated with bus travel are minimized when the passenger is using the bus to get to or
from atrain. Even where the bus ride exceeds the train ride in time, passengers are more willing to
accept the bus as part of a unified transportation system that includes the train. ODOT has found a
similar experience: ODOT has found that when trains replaced nearly identical bus schedulesin the
Willamette Valley, ridership increased dramatically with the train service.

Key Rail Service Thresholds

Patronage, cost recovery, and running time are factors that must be evaluated when considering rail
service expansion, or extension of rail service over anew route.

Patronage: To justify rail service, a train should have a minimum average occupancy of about 75
passengers® per train. Occupancy might be lower at the extreme end of arun, but average occupancy
should justify the operation of atrain with at least 180 seats (typically athree car train). The economic
efficiency of rail is significantly reduced if usage falls below this level, and bus operation often may
provide more effective use of transportation dollars. Most of Oregon’s current trains meet thisthreshold.

Cost Recovery: Typical train operating costs are about $26 per mile. A new rail service should be
expected to attain a 30-40 percent farebox recovery ratio (the proportion of operating costs covered by
fare revenue) to be viable. With alower cost recovery, the amount of subsidy per passenger becomes
excessive and alternative transportation by bus becomes amore attractive option. Oregon’slong term
goal isto achieve or exceed 100 percent operating cost recovery onitsrail services. TheVolpe Center
analysisindicated thisisafeasible goal for the Willamette Valley portion of the PNWRC service over
the long term if the projected ridership goals are reached. It is questionable whether rail operationsin
other parts of the state have the same potential.

3 The California Department of Transportation (Caltrans) hasfound that Thruway bus service provided by contract operators generally
becomes self-supporting with about 10-15 passengers per bus, on average. Caltrans continually experiments with new routes and
schedulesin an effort to meet travel needs.
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Running Time: Rail service hasto be reasonably competitive with auto driving timesto be successful.
Unfortunately, some branch lines that otherwise might have passenger service potential drop out of
consideration because they follow alignments that cannot be upgraded to provide time-competitive
service at acost commensurate with the potential servicelevel. Many of Oregon’sbranch linesfall into
thiscategory. Freight servicelevelsareinsufficient to justify major capital investment in track upgrades
or curve reductions that would also benefit passenger operations, so the entire cost of improvements
would be a passenger-related responsibility. Parallel highways, however, have been improved to the
extent that driving times (and potential bustimes) have been significantly reduced over time, rendering
establishment of rail service more difficult to justify.

Other Factors: In certain situations, rail service may be warranted even though it would not meet the
general parameters given above. Justifications may include rail service that contributes substantially
to the patronage of other trains, service that provides special benefits to the area served or operations
that assist in the mobility of certain travelers (i.e. handicapped).

ANALYSIS OF OREGON ROUTES

Oregon’s principal travel corridors were examined in the Oregon Rail Passenger Policy and Plan in
1992. Each of theseisdiscussed bel ow, with comments updated to reflect the current status since compl etion
of theVVolpe Center patronage analysis, and theinitiation of Thruway bus serviceson severa of theroutes.
In addition, a number of commuter rail proposals have been evaluated for their service potential.

Major Intercity Corridors

Portland-Eugene

The Portland-Eugene corridor is the southernmost portion of the PNWRC, which encompasses the
major urban areas of British Columbia, Washington, and Oregon. Sixty-nine percent of Oregon’s
population lives in the nine counties™ clustered along the corridor. The corridor’s Cascade trains
provide both regional service and connections to the national rail system. The Coast Sarlight also
operates in this segment of the corridor. The corridor is a federally designated high speed corridor,
making it eligible to compete for federal high speed rail capital funding.

Within Oregon, threetrain frequencies (two Cascades and the Coast Sarlight) plustwo busfrequencies
provide abasic level of service throughout the day. Patronage evaluations by the Vol pe Center found
sufficient patronage to warrant up to 5 trains per day by 2003, assuming necessary capital projects are
completed. Oregonwill seek to provide additional train frequenciesover the next severa years, consistent
with patronage growth and reductions in running time in the corridor. In doing this, ODOT should
devise schedules that make best use of available equipment and maximize through travel opportunities
within the PNWRC. Both current patronage and the Vol pe Center projections show the importance of
travel through Portland. While the corridor serves Oregon travel needs within the state, it also attracts
heavy volumes of travel between Oregon and Washington stations. Asadditional serviceisadded both

“0Thislevel isbased on typical patronage of state-supported train service in other states, and is not a hard and fast threshold.
41 Multnomah, Washington, Clackamas, Yamhill, Polk, Marion, Benton, Linn, and Lane Counties.
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in Oregon and Washington, there will be an increased opportunity for through travel to points north of
Seattle, and thisopportunity will reinforce the utility of the corridor over itsentirelength. The corridor
is forecasted to eventually have enough ridership to require at least two daily round trips operating
through between VVancouver, BC and Eugene as an important component of the schedule pattern.

Feeder bus services should be adjusted as additional train frequencies are instituted, so that buses
connect with asmany trainsas possibleto increase patronage levels. Parallel busservicein the corridor
should continue to supplement the train schedules as long as there is ridership to support the bus
service. Operating experience showsthat corridor buses connecting with trains are well used and have
a good cost recovery ratio. These buses provide links between Willamette Valley communities and
trains that do not run south of Portland.

Local marketing efforts will be necessary, particularly for the bus schedules and connecting travel
opportunities, because these do not always receive compl ete coverage in Amtrak national timetables or
Website information. The basic train service through the corridor should be promoted by Amtrak’s
national and regional marketing efforts, working cooperatively with the three corridor partner
jurisdictions (Oregon, Washington, and the Province of British Columbia).

ODOT should encourage local transit providersto establish sufficient bus frequencies serving thetrain
stations, so that transit becomesareadily avail able and convenient means of accessto thetrains. Interline
ticketing or transfer privileges fromrail to local transit systems would be a significant convenience.

Portland-Eugene Alternative Alignment Options

Alternative alignments may need to be explored asthe PNWRC maturesand truly high speed rail becomes
aredlity. At some point it may become necessary to keep freight and passenger trains separate and give
each of them their own alignments. Two opportunities present themselves between Albany and Eugene:

BNSF Oregon Electric Branch

BNSF's Oregon Electric Branch parallels the Union Pacific mainline in many placesin the Willamette
Valey. Thisisespecialy true betweenAlbany and Eugene where at timestheir right-of-way abut. Two
potentia scenarios might emerge. Onewould bewherethey are operated asdoubletrackage. The other
might see the OE line upgraded for passenger service only with much higher operating speeds.

Some drawbacks present themselves sincein several towns along the way the OE actually runs down
themiddleof city streets. The easiest way to avoid thisisto go onto the UPright-of-way necessitating
some of the same grade separations that would be required if the line were upgraded. In addition, the
OE does not serve Corvallis therefore, not providing direct rail service to that community.

Albany-Corvallis-Monroe-Eugene

Another alternative might be to reroute PNWRC traffic southwesterly to Corvallis and then south
to Monroe over existing freight-only trackage. From Monroe, two alternatives are possible. Oneis
building a new alignment to a connection with the PNWRC near Junction City. The other is
resurrecting the old grade of an abandoned railroad that ran south from Monroe to ajunction with
the former Southern Pacific’s Coos Bay branch.
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Even though either of the two alignments above are a bit longer than the more direct Union Pacific
route, they would solve the problem of providing direct rail service to Corvallis. By moving the
passenger service off the main freight corridor significant future capital investment in new freight
mitigating capacity might be avoided on the UP line.

The almost completed absence of freight traffic via Monroe coupled with new construction may
create an opportunity for this segment to be engineering for truly high speed operations.

Eugene-Klamath Falls

Amtrak’s Coast Sarlight service connects Seattle, Portland, Eugene, Sacramento, the San Francisco
Bay Area, San Jose, and Los Angeles. The train provides the only direct intercity service to Oregon
communities between Portland and Klamath Falls, and overnight service south to California. Major
connections with other Amtrak long distance trains are provided in Portland (Empire Builder),
Sacramento (California Zephyr), and Los Angeles (Sunset Limited and Southwest Chief). The Coast
Sarlight also connects with California-sponsored services (Capitols, San Joaquins, and Surfliners).
These connections enhance the usefulness of thetrainto Oregon residentsand visitorsalike. The Coast
Sarlight is an important element in Oregon’s tourism and recreational industries, and is a popular
travel option for students at the many collegesand universitiesalong itsentireroute. Sparse population
between Eugene and Klamath Falls is unlikely to support a state-sponsored corridor train extension,
but increasing popularity of the Coast Sarlight may eventually require Amtrak to consider additional
through service on the route which would bring more travel options to Oregon residents.

Portland-Boise

Oregon is working with the state of 1daho to develop the resources required for restoration of service
on the former Pioneer route that runs parallel to the 1-84 freeway. Current efforts that have been
focused mainly between Portland and Boise should have priority, but the long-range potential of the
service would be economically enhanced by going east of Boise to Salt Lake City or Denver, with
national connections. The opportunity for developing express and mail business to support the train
would be significantly greater with through service. The role of ODOT is to support the Oregon
communities along the route in returning train service between Portland and Boise. However, the
possibility of multi-state support for service might be explored as a means of getting it restarted.

The Pioneer was part of a viable passenger route dropped by Amtrak in 1997 for fiscal reasons. (The
Pioneer was not state-supported). ODOT should continue the current efforts to restore Portland-Boise
service and cooperate with the UP, Amtrak, and public agencies on proposals for service east of Boise
to connect to other parts of the national passenger rail system at Salt Lake or Denver. ODOT must seek
partnershipswith states along the route, and explore mail and express potential asameans of supporting
the service. Mail and express traffic was not an Amtrak priority at the time service was discontinued
but, it has become increasingly important as a revenue generator.

Amtrak’s approach isto cooperate in the provision of regional servicethat does not increase its bottom

line deficit. The Portland-Boise serviceisunlikely to berestored asan Amtrak “basic system” train, at
least in the near term. This means that local funding support will be necessary. UP officias have
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indicated a willingness to handle the train between Portland and Boise if any negative impacts on
freight service can be mitigated.

ODOT should evaluate the importance of “through travel” to origins and destinations beyond the
Portland-Boise route. Connections at Portland are assumed to accommodate travel south to Eugene
and north to Seattle. However, present capacity constraints prohibit adding another corridor train and
the Amtrak Cascades equipment used in the corridor is committed to other schedules. A Portland-
Boisetrain could be supplemented by a Boise-Salt Lake City Thruway busto provide alink to the east.

Diesel multiple unit (DMU) trains might be used on a Portland-Boise run to reduce operating costs.
DMU equipment has the capacity needed for the route and costs about 40 percent as much asto operate
asaconventional train. Availability of DMU rolling stock iscurrently limited to Budd Rail Diesel Cars
(RDCs) manufactured in the 1950s. New DM Us that are compliant with FRA standards for operation
on shared track with freight trains will not be obtainable for at |east three years. In the interim, while
these efforts continue, Greyhound is providing Thruway bus service on the route that might be used to
measure potential rail patronage at Oregon stations.

Secondary Service Corridors

Eugene-Medford

Rail service is disadvantaged here by a twisting track alignment, slow speeds, and relatively light
population. Therail route basically follows an alignment built in 1880s. Freight serviceontherail line
is operated by a short line, Central Oregon & Pacific Railroad (CORP), and the line is maintained to
Class 2 standards with maximum speed over the route of 25 mph, with many segments limited to 20
mph. A passenger rail service would be unable to match highway times. Rail running time on the
present 205-mile rail route between Eugene and Medford would require over 8 hours, and the
improvements necessary to reduce the rail running time to competitive levels would require major
reconstruction. State sponsored Thruway bus service with one daily round trip via the 1-5 freeway
between Eugene and Ashland started in May 2000. This bus connects with the mid-morning Amtrak
Cascades train departure from Eugene.

Eugene-Coos Bay

The rail line follows a circuitous 121-mile route between Eugene and Coos Bay. Short line operator
CORP provides freight service over the line, with a maximum speed of 25 miles per hour. Severa
segments are limited to as low as 10 miles per hour. Passenger serviceis unlikely because of the low
population of the coastal communities, non-competitive rail travel times, and the high cost of track
improvements. Highway mileage is 108 miles. Accessibility of the coastal communities should be
maintained by Thruway bus service connecting with Cascades Corridor servicesat Eugene, with multiple
frequencies to be provided consistent with increased service in the corridor.

Central Oregon

The BNSF north-south rail route from Chemult through Bend to the Columbia River constitutes an
important freight movement resource through central Oregon. It has accommodated passenger trains
when it was necessary to detour the Coast Starlight fromitsregular route. Theline occasionally isused
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for special passenger excursion operations. However, the light population density along thelineand its
slow, circuitous route through the Deschutes River Canyon render it infeasible for regular intercity
service. Central Oregon communitiesare probably better served by moredirect busand air transportation
between the Willamette Valley and Central Oregon. ODOT should continue to monitor and improve
the current intercity bus routesto maintain the accessibility of the areaand reinforce the connectionsto
the Cascade Corridor trains and to the Coast Starlight at Chemult.

Portland-Astoria

Thisroute presents both limitations and opportunitiesfor rail service. Busrunning time between Portland
and Astoriais 2 hours 15 minutes, and auto driving timeislikely under 2 hours. Highway distanceis
comparable to the rail distance, at about 99 miles by either mode. Currently, a passenger rail service
from Portland to Astoriawould require more than 6 hours, with over 40 milesof running at 15 milesper
hour and a maximum speed of 25 miles per hour over most of the balance of the route. Freight service
on thelineis provided by a short line operator, Portland & Western Railroad. The alignment of therail
lineisfavorable, with few curvesor grades. With significant track improvements, it could attain travel
times competitive with highway travel. Thruway bus service with one daily round trip over Highway
26 between Astoria and Union Station in Portland was initiated in October 2000.

Communities along the line currently are investigating provision of seasonal summer service over the
line in conjunction with the Lewis and Clark Bicentennia events planned in 2003-2005. A moderate
level of track improvementswould permit 3 hour 30 minute running times, which would be acceptable
for the scenic ride along the south bank of the ColumbiaRiver. If successful, thesetrainswill contribute
to interest in year-round service on the route.

Albany-Corvallis

Corvallis, home of Oregon State University, isthe largest community in the Willamette Valley outside
of Portland not currently served by passenger rail. The university staff and student body provides a
significant passenger market. In the near term, Thruway bus service should be developed to connect
with all Cascades corridor train schedules. Evaluation of rail service options should continue, looking
at both commuter/shuttle operations, and at the potential of terminating some corridor trainsin Corvallis
rather than Eugene.

Commuter and Interurban Corridors

The focus of thisrail plan isintercity service, rather than commuter service which is aform of urban
transit. Nevertheless, rail commuter service is getting increasing attention nationwide, both in major
urban centers and in less popul ous communities whereincreasing traffic congestion encourages people
to look for transportation alternatives. The recent introduction of such service between Sesttle and
Tacoma shows that this trend has moved to the Pacific Northwest. Several Oregon communities have
conducted commuiter rail feasibility studies, and others continue to show interest. The discussion that
followsisintended to provide a perspective on these efforts.

Once considered viable only as ameans to move suburban residentsinto major downtown employment
centers, many communities are now investigating commuter service potential between suburban
areas where employment and housing patterns are more diverse. Lightly used or abandoned rail
lines are seen as having commuter service potential with minimal or no conflicts with freight
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operations. A determination of commuter rail feasibility depends on a number of factors that vary
widely from community to community, but ultimately the viability of commuter rail hingeslargely on
acalculation of the balance between its costs and ridership, which tranglates to revenues. A number of
indicators can be used to measure the potential success for acommuter service. The checklist below
covers the primary attributes that affect a viable commuter operation:

Direct Rail Link: Anexisting rail linewith areasonably direct route between the communitiesto
be served and with sufficient unused capacity to accommodate rel atively frequent rush hour passenger
service.

Supporting Regional Goals. Land use and transportation system goals that seek to reduce motor
vehicle trips, concentrate commercial and residential development in and near the urbanized areas
in the corridor, and to promote higher-density development within the corridor and specifically,
near rail station sites.

Population Growth and Density: Continuing moderate to rapid growth in population within and
along the corridor, with a high concentration of residences and/or business/commercial activity
close to proposed station sites.

Limited Funding for Highway Projects. Difficulty in raising funds for new highway projects
which would increase traffic capacity in the corridor.

Commuting within the Corridor: A high level of daily commuting within the rail corridor.
Traffic Congestion: Growing traffic congestion on highways paralleling the rail line.
Limited Parking: Limited and expensive parking at commuter destination points.

Competitive Transit Times: Ability to provide rail commuter service competitive with auto
commute times.

Availability to Funding: Ability to providerail commuter service at a cost competitive with auto
commuting.

Willingnessto Use Transit: Daily commutersin the corridor with arelatively high propensity to
use transit.

A number of commuter or localized (interurban) rail services have been proposed in Oregon during the
past decade. The status of each service is summarized below.

Portland-McMinnville-Corvallis-Eugene

Local interurban passenger service aong little-used freight lines on the west side of the Willamette
Valley was suggested in the 1992 Rail Plan. Since that time, Portland’s light rail system has been
extended to the growing western suburbs, and potential commuter rail routes have been evaluated that
could extend urban transportation corridorsinto additional portions of Washington and Yamhill Counties.
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Separate commuter rail studies have been conducted showing a potential for service on the northern
portion of thisroute, between the Portland metropolitan areaand McMinnville. South of McMinnville,
lower population densities are not likely to support rail service over the next decade, but rights-of-way
should be preserved in the corridor for possible long range development as transportation corridors.
Alternative Thruway bus or rail service between Albany and Corvallis warrants further consideration
to serve growing travel marketsto and from Corvallis.

McMinnville-Milwaukie

A recent study“? outlined the commuter rail potential between alight rail transfer station in Milwaukie
and suburban communities reaching to Newberg and McMinnville. Dueto the condition of theline,
acapital investment of $112 million would be required to bring the line up to acceptable standards
for commuter rail operations. The commuter system potentially could connect with asecond commuter
rail line between Beaverton and Wilsonville. The relatively short travel distances and the growing
employment centers in the southwestern Portland area make these freight routes logical candidates
for urban commuter rail, or perhaps further light rail extensions, rather than for intercity corridor
service devel opment.

Beaverton-Wilsonville

Several studies were undertaken to look at the feasibility of commuter rail service along the former
BNSF Oregon Electric branch between Wilsonville and Beaverton. These studies culminated with a
final report in May 1999 showing that such service would carry about 4,600 passengers a day with
capital costs of $85 million. This study was followed up the Final Environmental Assessment in May
2001 with afinding of no significant impact.

The jurisdictions involved are now doing final engineering and the funding secured. If the current
process moves forward unhindered, service is expected to begin in September 2004 with 8 morning
and 8 evening schedules. The north end of the line would leave from Tri-Met’s Beaverton Transit
Center with the south end in Wilsonville at Barber Street.

Salem-Wilsonville

During the process of conducting the Beaverton-Wilsonville study, a number of people at the public
hearings suggested that the service be extended southerly to Salem. The Beaverton-Wilsonville Steering
Committeeindicated that they did not want to entertain the suggestion at thistime. They were concerned
that theincreased costsfor this extension would make the overall project so large that funding would be
even moredifficult to obtain. They suggested that amore appropriate timeto discuss the extension was
once the Beaverton-Wilsonville project was fully funded

A preliminary look at the costs associated for this 27 mile extension seemed to indicate that capital
costsfor such an extension would be approximately $88 million. Thisincluded both track improvements
and the necessary equipment.

42Yamhill County Commuter Rail Sudy, January 1998.

104%Chapter 3: PASSENGER ELEMENT



2001
OREGON RAIL PLAN

Portland-Vancouver, WA

In 1999 the Regiona Transportation Council (RTC) in Clark County, Washington undertook a study to
determine the feasibility of commuter rail service between Clark County and Portland’s Union Station.
Thefina report was delivered in Spring 2000. The report contained no recommendations but wasjust an
information document for use by the RTC in determining potential transportation options for the area.

The study found that ridership would be relatively low (2,500 a day) mainly due to the geographic
isolation of the BNSF Railway’s tracks from any concentrations of ridership in Clark County and
intermediate locations. Virtually no riders were within easy walking distance of any of the stations.

In addition, travel timesfor the majority of passengerswere amost doubl e than those using the highway
and current transit service. Thiswould be true for the foreseeable future as connectionsto Tri-Met’s
new Interstate MAX station in North Portland would provide better service to that possible with a
commuter train.

The cost associated with providing such service would be extremely high sincetherailroad bridge over
the ColumbiaRiver was approaching its operating capacity. Therailroad system would need additional
capacity in order to permit the operation of time sensitive commuter trains.

Grants Pass-Ashland

Ananalysis of commuter service in the Rogue River Valley was completed the Summer of 2001. The
rail line passing through Grants Pass, Medford, and Ashland has low volumes of freight traffic and is
seen as a potential passenger transportation resource.

Three different operating scenarios were studied that included service between only Central Point and
Ashland; an limited extension of this service to Grants Pass and full service between Ashland and
Grants Pass. Capita costs for the three options ranged from $38 million to $84 million. Annual
ridership is projected to be between 118,000 to 211,00 depending the option selected. It should be
noted that these numbers are only those passengers new to transit and does not include any transfers
from existing transit service in the region.

Portland-Canby

Commuter rail service was one of the transportation alternatives considered in Metro’s South Corridor
Study involving transportation options in the north part of Clackamas County. Capital costsfor this
corridor are estimated to be in the range of $170 million. In April, 2001 the Steering Committee for
the South Corridor Study decided not to pursue the commuter rail option as one of the transportation
alternatives.

Albany-Corvallis

This route has the potential to handle both intercity and commuter train service. As Cascades service
increases in the Willamette Valley, supplemented by Thruway bus service, there will be a need for
increased connectionsto Corvallis. Thruway bus operation from Albany isthe easiest means of extending
the benefits of PNWRC serviceto Corvallis. However, alonger-range vision should include eval uation
of rail service, either as a dedicated commuter shuttle service with economical DMU equipment, or
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perhaps by diverting one or more Cascades trains from Albany to Corvallisin lieu of Eugene. These
conceptswill require careful market and economic analysis. Currently there arethree Thruway intercity
bus round-trip runs and multiple commuter bus trips between Albany and Corvallis.

AMTRAK PLANS FOR THE PNWRC CORRIDOR

Consistent with Amtrak’s Strategic Business Plan and a congressional mandate for self- sufficiency by
the fiscal year 2003, Amtrak’s vision isto maximize its potential in the marketplace. Accordingly, the
plan focuses on five Key Corporate Strategies and their relationshipsto eleven Operational Initiatives.
TheKey Strategies are:

* Build a market-based network to create economic viability that is critical for the survival of a
national network.

» Develop corridor services as the engine of long term survival.

» Develop consistent quality service to ensure that Amtrak’s passengers return again and again,
creating the foundation for economic health.

* Revitalize the Amtrak brand to reflect the changing product and corporate culture.

» Leverage public and private partnershipsto permit each partner, including Amtrak, to build on
its strengths, facilitating service where it might otherwise not be viable.

The Operational Initiatives are:
* Launch high speed rail.
» Grow mail and express business lines.
* Manage the sales and distribution network.
» Improve fleet quality and management.
» Contain core operating costs.
* Pursue new commercial ventures.
» Continue safety excellence.
» Advance information technology.
» Conclude labor negotiations.
» Capitalize on human resources.
* Develop contract commuter services.

Toward this end, Amtrak has been working with Washington and Oregon in the incremental
implementation of the PNWRC Cascades plan that each state has developed for the corridor. Both
states have adopted the same approach aimed at meeting our mutual goals.

The development and prosperity of the PNWRC require cooperative efforts of the many partnersinvolved.
The corridor has three distinct segments, one of which is Portland to Eugene, but all have varying
passenger rail needs. Plansfor the PNWRC recognize the distinct differences of the three segmentsand
help identify and prioritize projects. These cooperative efforts will help gain support and funding for
the additional improvements required to meet the transportation needs in this region. The success of
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the Cascades service has confirmed the need for faster and more frequent service along the entire
corridor. Capital improvementswill benefit Amtrak’s long distance trains and freight traffic operating
in the Northwest, as well as provide opportunities for other modes of transportation (Thruway buses
and transit services) to enhance rail service in the communities served.

Equipment purchases and demonstrations, as well capital improvements to stations, track and
maintenance facilities have been made with funding from federal, state, local and Amtrak partnerships.
However, asidentified in the PNWRC plans prepared by Oregon, Washington, and British Columbia,
thisfast growing region will require additional infrastructure improvements to increase track capacity
to relieve congestion and safety upgrades to track and signal systems before increased passenger train
speeds and frequencies can be allowed. Asthese and other improvementsare made, additional passenger
rail service can be added to meet the travel needs of the region.

RAIL PASSENGER STATIONS

Oregon’s rail passenger stations have received significant improvements in recent years, but some
deficienciesremain. The stateis currently installing a passenger information system at stationsin the
Willamette Valley. The system will provide passengers with up-to-the-minute information on train
arrival times, unusual operating conditions, and other information designed to increase passenger
satisfaction. ODOT continues to assess station needs, and to work with both Amtrak and local
communities to identify needs and secure funding for further improvements. A brief review of rail
stations is presented below.

Portland. The station was acquired and improved by the Portland Development Commission, with
some assistance from Amtrak. Portland’s intercity bus terminal adjoins Union Station, creating a
transportation hub for theregion. Light rail serviceisafive-minute walk, and the station iswithin the
city’s“no fare” downtown transit zone. A number of Tri-Met bus routes terminate at the rail and bus
stations. Future improvements still to be accomplished include improved platforms, consolidated
ticketing and baggage operations, seismic retrofitting, and enhancementsto facilitateAmtrak’ sgrowing
mail and express business.

Oregon City. A new station site has been identified by the city, and planning is underway to movethe
city’shistoric stationto the site. The $1.5 million station, planned for completionin 2002, will serveall
Cascades trains but not the Coast Sarlight.

Salem. ODOT purchased the station with $2.4 million in | STEA“ Enhancement Program funding and
completed renovations and seismic retrofitting in 2000. The renovation restored the original details of
the“ Classical Revival” station and updated the station’ sfacilities. Amtrak funded improvementsto the
station platform and north parking areas.

“ The Intermodal Surface Transportation Efficiency Act (ISTEA) is the federal government’s primary multi-year funding program for
ground transportation modes. It was re-authorized and extended in 1998 as the Transportation Equity Act for the 21% Century (TEA-21).
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Albany. Thecity hassecured TEA-21* funding to purchase and renovate the station. The $9.5million
federal grant (with a$2 millionlocal match) will be used to purchase and renovate the station, improve
multimodal station access, and promote local community and business devel opment.

Eugene. Thestation, currently privately owned, is not equipped to handle anticipated future passenger
volumes. The city is has recently purchased the station, and TEA-21 funding has been secured.
Engineering is currently underway to provide the needed improvements that include greater station
capacity, increased parking, improved access, and better passenger facilities.

Chemult. Station shelter and wood platformsarein poor condition. ODOT and Amtrak are developing
plans to replace the station shelter, and to provide new platforms.

Klamath Falls. Station building improvements and improved passenger platforms are required to
meet current and projected passenger usage.

Thruway Bus Stops. Connecting Thruway bus services that are operated by existing transportation
companies utilizeavariety of station or bus stop arrangements. At therail transfer point, therail station
facilitiesare utilized. In other communities, the services either use local bus stations or identified bus
stops along major transportation routes. At a minimum, these bus stops will be identified with up to
date signage indicating bus schedules and routes, and clearly identifying the location as a “train
connection” location. Shelters are desirable, and parking will be available for either park and ride
users, or for passenger drop-off and pick-up. Bus stop locations need to be identifiable by street
intersection, street address, or relationship to alocal business, so the locations can be put in timetables
and made available to the traveling public in other promotional materials. Finally, bus stops need to be
located in areas where people will feel comfortable waiting for abus, or waiting to pick up an arriving
passenger. ODOT will periodically review bus stop locations and propose improvements based on
observations, minimal standards, and passenger comments.

RAIL PLAN PASSENGER ADVISORY COMMITTEE RECOMMENDATIONS

During the course of the Passenger Element’s development, the ODOT Passenger Rail Advisory
Committee was informed of the work underway and was provided with draft copies of the Passenger
Element. Based on its review of the draft document, the Passenger Rail Advisory Committee has
proposed the following recommendations:

» Work with Oregon’s congressional delegation to secure a source of capital funds for rail
passenger service.

* Add one additional Cascades passenger train between Portland and Eugene in 2003, 2005 and
2007. This will result in five trains between Portland and Eugene, in addition to the Coast
Sarlight. This schedule should be implemented on a more rapid timeline if capacity
improvements are completed ahead of schedule and the necessary resources to support the
service are available.

4 bid.
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» Work with Amtrak and the private sector railroads to improve passenger train on-time
performance, higher train speeds and expanded rail capacity to accommodate the increasesin
passenger service.

* Add and adjust supplemental corridor and feeder Thruway motor coach services as the market
demands and funding becomes available.

» Strengthen the intermodal connections between Albany and Corvallis.

» Astrain frequencies increase, work with local transit providers to provide enhanced local
connections leading towards a“seamless’ journey.

* Improve passenger information both in thefield of trip planning and real timetrain and Thruway
bus data.

»  Work with Amtrak and Washington State DOT to obtain sufficient and appropriate passenger
equipment to handle increases in passenger travel in the corridor.

*  Work with our partners towards establishing through Eugene-Vancouver BC train service.

» Establish a secure long term dedicated source of funding for both train operations and
capital improvements.

» Re-establish passenger train service between Portland and Boise with aconnection to the national
network southeast of Boise as soon afeasible.

» Encouragethe devel opment of mail and express businessto provide additional operating revenue
for the passenger rail service.

PROSPECTSFOR TRUE HIGH SPEED RAIL IN OREGON

Several suggestions have been made that the state needsto proceed directly to truly high speedrail with
train speeds in excess of 150 mph. Others have stated that a more incremental program needs to be
developed. The incremental approach is being taken in this plan since it is felt that an effective plan
should be one that can be implemented in the next six years.

The Oregon Transportation Plan continues to serve as the state's long range transportation planning
document and it callsfor true high speed rail. Such aline between Portland and Eugene would cost an
estimated $4-5 billion depending upon alignment and could cut travel times between the two cities to
45-60 minutes. Annual ridership levels at these travel times is expected to approach 3.4 million
passengers a year or just over 9,000 passengers aday. This compares to the 750,000 riders (2,100 a
day) projected in the capital plan prepared for the Department in April 2000.

The estimated capital costs for the 750,000 passengers a year is expected to be about $385 million.
Going to truly high speed rail would increase the capital costs by a factor of 12-15 while ridership
would only increase by afactor of 5. Inall likelihood some balancing would take place between capital
expenditures and ridership levels. Astrain levelsincrease it will probably be necessary to construct a
separate linefor passenger trainsonly. Thislinewould be constructed to amuch higher level and could
See passenger trains operating at speeds of 110-125 mph.
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In addition, the environmental processfor atruly high speed line would be similar to trying to locate a
new freeway in the Willamette Valley. The incremental approach would breakdown the end product
into more environmentally digestible pieces.

Circumstancesin the next couple of years may cause the next update to therail plan to re-examine the
incremental approach and suggest that the pace to true high speed rail be accelerated.
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Appendix A:
BACKGROUND RELATING TO RAIL PASSENGER SERVICE

OVERVIEW

Prior to Amtrak’s assumption of rail passenger services from the various private railroads in 1971,
therewasvirtually no proactive state rolein the provision of passenger services outside the confines of
the Northeast Corridor (NEC).! Passenger services were provided by individual private railroads over
adeclining network of rail lines. The government role with respect to passenger services was largely
limited to safety regulation and, in many states, alesser regulatory rolein reviewing railroad applications
to discontinue service. Railroad passenger service had always been provided by private carriers, and
there was little public interest in any form of financial support for passenger services which, for the
most part, were viewed financially as a deficit operation. The number of passenger services declined
steadily during thelate 1950s and 1960s, hastened by the decision of the U.S. Postal Serviceto withdraw
transport of mail shipments by passenger train. The decline corresponded with the construction of the
interstate highway system and the widespread introduction of jet aircraft, leading many transportation
observers to predict the end of intercity passenger rail service. Each discontinued passenger train
resulted in fewer remaining passengers, fewer travel options, and often loss of vital connecting services.

Federal efforts to improve passenger rail transportation began in the NEC in the 1960s, with the
development of the original Metroliner service between New York City and Washington. Cities and
regional governments increasingly found it necessary to finance the operation of commuter systems
serving urban areas when the railroads found this market segment was as unprofitable as the intercity
services. Thepotential lossof all passenger serviceseventually spurred Congressto create the National
Railroad Passenger Corporation, now known asAmitrak, to take over the remaining intercity trainsand
relieve the railroads of the operating losses they faced. Amtrak began operating a greatly slimmed
down national network in 1971. That network consisted of a skeleton of rail routes connecting major
metropolitan areas, with most routes served by only asingle daily or tri-weekly schedule. While these
routes preserved a modicum of service on anational scale, they offered little in the way of frequent or
convenient shorter distance corridor services beyond the NEC.

SUPPLEMENTAL SERVICES

The federal legislation creating Amtrak provided that states could join with Amtrak to fund services
supplemental to Amtrak’sfederally-supported long distance routes. Only ahandful of statesoriginally
opted to participate in the program, known as the “403(b) Program.” New York, Michigan, Illinois,
and Californiawerethe primary initial statesthat contributed towards the operating loss of one or more
local-servicetrains. This cooperative program isimportant because under federal law, Amtrak hasthe
rights to operate over the lines of freight carriers on specified favorable terms. States or regiona
agenciesthat operate passenger serviceindependently over linesof privatefreight railroads must negotiate

! TheNEC istherail line connecting Boston, New Haven, New York, Philadel phia, and Washington DC, with spur linesto Springfield,
MA and to Harrisburg, PA. It is the most heavily traveled passenger route in the nation, used by both Amtrak and a number of
regional commuter agencies, as well as freight services.
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accessrights separately, usually onlessfavorableterms. Thus, thereisan advantage to working through
Amtrak to secure supplemental regional passenger services.

Oregon’'sinitial involvement camein 1980, when the state sponsored an experimental service between
Portland and Eugene, and some limited ODOT staff resources were assigned to passenger service
issuesinthestate. The experimental servicewasdiscontinuedin 1981, but ODOT'sinterest in planning
for passenger rail service in the state continued.

In the 1970s and into the 1980s, Amtrak covered a portion of the cost of “403(b)” trains, while states
picked up the balance. Inrecent years, Congress has mandated that Amtrak’ s federal operating subsidy
isto be phased out by the beginning of Amtrak’s fiscal year 2003. Asaresult of this mandate, states
have had to provide alarger percentage of the operating lossfor those trains they wanted to sponsor. In
addition to the operating | oss, states are partnering with Amtrak and othersto fund capital improvements
associated with the services.

There is some flexibility in the program that allows states to negotiate the precise terms of the service
agreements, and to balance legal or policy limitations that affect what particular states may pay for.
Cdifornia, Washington, and North Carolina, for example, provide state-owned equipment, while other
states participate substantially in trackage improvements or station facilities. Agreements can be drafted
to reflect benefitsto Amtrak’sbasic servicesthat result from state-funded improvements. A recentinnovation
inthe state agreements has been afixed feefor servicesto be provided over aperiod of years. Under these
terms, Amtrak agrees to operate defined services for a fixed price, and Amtrak assumes some financial
risk in the event revenues fall below projected levels. On the other side, the state has a known expense
amount for budgeting for 2 or 3 yearsin advance, and a corresponding lower risk.

In 1999, Oregon became an equipment-owning state with the purchase of two cab cars for the Talgo
Cascades train sets. An additional cab car will be added the summer of 2001.

Several examples of how states are participating in the 403(b) program are given below. Thelistingis
not acomplete catalog of al participants, but isintended to illustrate the many waysin which states can
secure supplemental service.

Washington

The state funds the operating support required for Talgo service between Vancouver, BC and Sesttle,
and Seattle and Portland. State costs are offset by the provision of two state-owned train sets.?
Washington also is participating in approximately $200 million track improvement projects in the
Washington segment the corridor that will reduce running timesand will provide the capacity necessary
for the intercity corridor trains.

2 Amtrak usually charges an equipment lease fee or an equivalent “capital cost” charge for use of Amtrak equipment on state-
sponsored trains. States that are legally able to own locomotives and passenger cars may find their total costs reduced by
providing state-owned equipment.
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California

California has been a program participant since the mid-1970s, and now supports service in three
corridors, with frequency of serviceranging from5to 11 daily round trips. Californiaprovidesoperating
support, has paid for significant track and facility improvements, and provides most of the equipment
used in the state services. The state also conducts an extensive marketing effort on behalf of the
service. Amtrak operates the services in al three corridors, with management oversight provided in
two corridors” by Caltrans, and in the third corridor®® by a joint powers agency comprised of the
counties along the route. In addition, California pioneered the concept of Thruway bus service to
extend the effective service area of the corridorsto smaller communitieswell beyond therail lines, and
to provide important connections between the corridors where train service was not feasible.*

Illinois

Operating funds from the state under a multi-year fixed price agreement supports Service between
Chicago and St. Louis. llinoisalso contributed to amajor track project to upgradetheline, and currently
is cooperating with the FRA in atest installation of anew train control system designed to make high
speed operation morefeasible. 1llinoisalso supportsthe operation of corridor service between Chicago
and Milwaukee.

North Carolina

The state provides funding for rail service between Charlotte and Raleigh. A daily round trip operates
over the route using rebuilt equipment purchased by the state. The state also provides fundsto operate
one of Amtrak’ s Northeast Corridor trains south to Raleigh and Charlotte, and is planning track upgrades
to make the services more competitive.

Maine

Using funds provided by a statewide bond issue and other sources, Maine has upgraded the rail line
between Boston and Portland, and will support 3 daily round trips beginning in the spring of 2001.
Even though the service has not yet started, Maine already is planning extensionsto communities north
of Portland.

Oklahoma

The state funds a single round trip between Oklahoma City and Fort Worth, and is currently paying to
retime crossing gates over part of the route to permit higher speeds. Amtrak upgraded some equipment
for the service, which started in 1999, and is reimbursed by the state through equipment rental charges.

Midwest Corridor Initiative

A group of states in the Midwest have banded together to develop a plan for interconnected high
speed rail corridors centered on Chicago. The initiative proposes incremental upgrading of the rail

3 Surfliner Corridor from San Diego to San Luis Obispo, and San Joaquin Corridor from Oakland to Bakersfield.
4 Capitol Corridor from Auburn to San Jose.

5 Thruway bus service connects San Joaquin trains at Bakersfield with multiplelocationsin Southern California. Passenger volumes
would support rail service, but direct rail service over the Tehachapi Mountainsis precluded by acircuitousrail route and extreme
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routes, many of which already have some Amtrak service, and purchase of new equipment for high
speed operation. Amtrak is currently seeking bidson aninitial order of train setsthat will initiate the
new services.

THE EMERGING FEDERAL INTEREST

Thetwo major federal surface transportation acts of the 1990s authorized the designation of high speed
rail corridors. The Vancouver-Seattle-Portland-Eugene corridor was one of five such corridors designated
by the Intermodal Surface Transportation Efficiency Act (ISTEA) in 1992. High speed corridors are
those with high speed potential, including reasonabl e expectation of running speeds of at least 90 miles
per hour in the reasonable future. Designated corridors were eligible for federal funding to be used for
improving or eliminating highway grade crossings (Sec. 1103(c) under TEA-21). The Transportation
Equity Act for the 218 Century (TEA-21) in 1998 authorized designation of additional corridor eligible
for funding. The recent level of funding, only about $5 million per year, does not go very far in the
expanded network of corridors.

Despitethefunding limitations, Oregon has benefited from the |ISTEA and TEA-21 programs. Funding
has been secured for a number of projects:

e Salem, Albany, and Eugenerail station enhancements as intermodal terminals.
* Major track and signalization improvements both north and south of Portland.
» Layover power facilities at Portland Union Station.

* Purchase of 2 cab-control carsfor Talgo train sets.

Federal legidation was introduced in Congress in 2000 to enact a High Speed Rail Investment Act
(HSRIA). The legidation would allow Amtrak to issue $10 billion in bonds over 10 years. Interest
earned on the bonds would be tax-free. States would be required to provide a 20 percent match to be
placed into escrow to pay off thebondslater. Ninety percent of thetotal would goto corridorsdesignated
under ISTEA and TEA-21 for infrastructure development, with no single corridor to get more than 30
percent of thetotal funding. The HSRIA funding is envisioned as an incentive for state investment (as
highways and transit already enjoy) and as a means to encourage serious devel opment of higher speed
intercity passenger rail servicesnationwide. The contemplated funding level would support meaningful
infrastructure improvements, far beyond the token grade crossing funding available to date. Although
criteriafor distribution of the funding was not worked out in detail, projectswith amatching contribution
in excess of 20 percent probably would receive preference, and any project considered would have to
demonstrate a positive incremental financia contribution to Amtrak. Despite widespread support in
both the House and Senate, the legislation was allowed to lapse late in the year. Senate |eadership of
both parties has promised to reintroduce the legidlation in 2001.

AMTRAK SELF SUFFICIENCY REQUIREMENT

In enacting theAmtrak Reform Act in 1997, Congressindicated itsintent to reducethelevel of operating
support provided to Amtrak, withagoal of making Amtrak self-sufficient on an operating basis (excluding
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capital needs) by 2003. This requirement has placed pressure on Amtrak to make business decisions
that reinforce this goal. Asaresult, all state-funded services are under increased economic scrutiny,
andAmtrak will only provide the supplemental serviceson abasisof contribution to Amtrak’s “bottom
line” in financial terms. The obvious result has been to increase the level of state support required in
recent years.
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Appendix B:
POLICY FRAMEWORK FOR PASSENGER RAIL PLANNING

OREGON'’S POLICY FRAMEWORK

Oregon has fashioned its transportation policies, and particularly its rail passenger goals, through a
series of efforts over the last decade. These plans, together with funding authorizations from the
legidlature, have clearly established the interest of the state in providing its citizens with a multimodal
transportation system that includes an important rail passenger element.

Aside from the experimental W Ilamette Valley service operated in 1980-81, the Oregon Department of
Transportation’sinvolvement in passenger rail planning stems principally from Senate Bill 763, which
directed ODOT to “...develop and maintain a state transportation policy for railroad passenger
service and a comprehensive, long range plan for railroad passenger service...” Since the early
1990s, ODOT has pursued that charge. On the policy side, the Oregon Transportation Plan (1992) and
the Oregon Rail Passenger Policy and Plan (1992) defined the state's strategies and policies for
investment in transportation improvements. The Oregon Public Transportation Plan (1997) provided
further policy definition, leading to the preparation of more specific modal transportation plans. ODOT
also has pursued technical studies supporting the passenger service development goal's, including capacity
analysesto identify needed improvements along the core Willamette Valley trackage, and devel opment
of operating plans supported by patronage evaluations and financial analyses. ODOT also has conducted
passenger surveysto devel op amarket understanding and ascertain the key concernsof rail passengers.
Most recently, the Pacific Northwest Rail Corridor, Oregon Segment (2000) summarizes operating
plan goals, and identifies specific capital improvements necessary to decrease running times and satisfy
immedi ate passenger and freight capacity needs for the segment of the corridor between the Columbia
River and Eugene. The report includes a preliminary environmental analysis for the improvements.

Thekey provisions of the prior policy plansare summarized below. These provisions continueto guide
Oregon’s efforts to improve passenger rail transportation for its citizens.

1992 Oregon Transportation Plan

The plan set the stage for subsequent more specific modal transportation planning efforts throughout
the state. It established a number of statewide transportation goals, including:

» Provide transportation choices through a balanced system having high accessibility, maximum
connectivity, and financial stability.

* Develop atransportation system supporting urban and rural livability.
»  Support economic development with efficient and environmental ly sound transportation facilities.

* Implement the plan through stable financing, good management, and cooperative government
and private efforts.
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In addition, the plan established specific concepts for intercity rail service that continues to guide the
state's efforts today:

* Frequent regional rail service with feeder bus networks.

» Aggressive marketing and passenger amenities.

* Reliable on-time performance.

* Incremental improvements to attain higher speed rail service.
» Cooperation with adjacent states.

» Coordination with local bus and transit services.

1992 Oregon Rail Passenger Policy and Plan

This study represented the first comprehensive plan for rail passenger service in Oregon undertaken by
the state. The study concluded that rail passenger service ismost viable in the Willamette Valley as part
of aregional system linking urban centers from Eugene north through Portland and Sesttle to Vancouver,
BC. It called for upgradesto the UP line through the valley to provide needed capacity for added service,
and identified extension of the Seattle-Portland Mt. Rainier service south to Eugeneasapriority proposal.
The plan proposed incremental upgrading of the Willamette Valley route in four service stages:

» Early Sage: Limited upgrade of existing track and signal's; added frequenciesin theWillamette
Valley; added feeder bus routes.

» Second Stage: Upgrade Willamette Valley to higher maximum speeds (90-110 mph with
elimination of speed restrictionsin selected locations); extension of serviceto Roseburg; increased
service frequencies,; added feeder buses.

» Third Stage: Continued upgrading of Willamette Valley/Roseburg service to 110 mph standards;
added frequenciesin the Valley; possible extension of conventional serviceto the Rogue River
Valley.

» Late Stage: Full high-speed trunk between Portland and Medford; connections to California;
branch railcar connections to Coos Bay, Newport, and Astoria; rearrangement of bus feeders.

The study looked at the potential of local service with either diesel or electric technology serving the
west side of the Willamette Valley from Portland to McMinnville, aswell asintercity service to Bend/
Redmond via the Deschutes River Canyon and to eastern Oregon along the UP route. However, the
plan found these carried relatively high pricetagsfor the benefitsthat would be gained. 1t also concluded
that conventional rail serviceto the Rogue River Valley would be difficult to achievein acost-effective
form, but might be more feasible as part of an interstate high speed system linking the West Coast
states. Despite the marginal prospects for rail service on these and other branch lines, the study
emphasi zed the need for connecting bus servicein several corridorsthat would support train operations
on the Willamette Valley line. These included:

» Medford: Buses between Eugene and Grants Pass’Medford would initially provide service as
an extension of trains between Portland and Eugene, until such time astrain service becomesa
viable alternative over this route.
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» Astoria Buses between Astoria and Longview, WA to connect with service between Portland
and Seattle.

* Newport: Buses between Newport and Albany to connect with trains at Albany.

» Central Oregon: Buses between Bend and Redmond and Albany, connecting with trains
at Albany.

» Coos Bay: Buses between Coos Bay and Eugene, where the connection would be made
with trains.

+ Klamath Falls: Buses between Klamath Falls and Medford.

The 1992 plan was significant because many of itsconceptsweretrandated to reality. Thefirst Seattle-
Portland corridor train was extended to Eugenein 1994, and asecond was extended in 2000. Thruway
bus service wasinitiated in the Willamette Valley to complement the train schedul es, and was extended
to numerous communities including the Rogue River Valley, Florence-Coos Bay, Newport, Astoria,
Bend, and Chemult. Thruway buses also serve eastern Oregon communities over routes via both
Pendleton and Burns. Track improvements are being implemented on an incremental basis with the
cooperation of UP and BNSF, and stations are being upgraded. On the other hand, the plan presented
ahighly visionary concept of rail service south of Eugene that would appear unattainable under current
or foreseeable levels of financial support for rail improvements.

1997 Oregon Public Transportation Plan

The Oregon Public Transportation Plan provided the framework for updating this Rail Passenger Plan
Element. The plan stressed the need for integration of the various public transportation modesin the
state, and provided abasic policy framework for the more detailed modal planfor rail services. Further,
the plan was the outgrowth of extensive public involvement, including stakeholder interviews and
community workshops.

The plan suggested implementation in three levels, each related to available funding, as shown in
Table B-1.

Table B-1
Transportation Plan Implementation Levels

Objective Emphasis
Level 1 Maintain the existing public
transportation facilities Emphasize service to those most dependent

_ . o on public transportation
Level 2 Develop public transportation facilities

that keep pace with growth in the state

Level 3 Provide a range of service options Expand service to those using public
designed to respond to the goals of transportation by choice, include an emphasis
Oregon’s planning initiatives on commuters
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The plan indicated that the probable cost to operate services at current levels through 2015 would be
about $7.3 billion, with anticipated revenue covering most of the cost. Level 2 costs through 2015
would be about $10.6 billion, and Level 3 costs would be about $16.7 billion. Service revenue could
not keep pace with costs, resulting in higher shortfalls. Only at Level 3 would the service respond to
state and federal mandates and goals for public transportation services.

Although meeting the public transportation aspirations of Oregon citizenswould require collaboration
among federal, state, local, and private transportation providers, the state’srole is the key to bringing
theseintereststogether. Thiswill requirelegidative and executive actions, in addition to the continuous
planning and coordinating role assigned to ODOT.

B-4%Appendix B: POLICY FRAMEWORK FOR PASSENGER RAIL PLANNING



APPENDIX C
GLOSSARY OF RAILROAD TERMS

Abandonment - Elimination of aline segment from arail network. Abandonments must be approved
by the Surface Transportation Board.

ADT/AADT - Average Daily Traffic/AverageAnnua Daily Traffic. The number of vehiclesor passengers
using afacility on an average day. Itiscalculated by dividing thetotal yearly volume (of passengers or
vehicles) by 365.

Association of American Railroads (AAR) - An association of privaterail carrierswhich wasfounded
to promote cooperation among the rail carriers; headquartered in Washington, D.C.

Automatic Train Control Systems (ATC) - Using technology to monitor and control the movements
of trains eliminating the risk of human error thus reducing collisions.

AV O - Average Vehicle Occupancy. The number of persons per vehicle.

Ballast - Selected material placed on the roadbed for the purposes of distributing weight, providing
drainage and holding the track line and surface.

Bogie - A set of wheels built specifically as rear wheels under a container.
Branch Line- A secondary line of arailway, typically stub-ended.

Breakbulk Cargo - Genera cargo conventionally stevedored and stowed as opposed to bulk or
containerized cargo.

Bridge Traffic - A raillroad’s traffic which originates and terminates on other railroads, or off-line.
Also known as overhead traffic.

Bulk Cargo — Homogeneous raw material shipped in shipload lots. Such commodities may include
grain, coal chemicals, or petroleum products.

Bulk Transfer - The transfer of bulk products, such as plastic pellets or liquid sweeteners, from one
mode of transportation to another. Bulk transfer permits off-rail shippers and receivers of varied
commodities to combine rail’s long-haul efficiencies with truck’s convenient door-to-door delivery.

Carload - Shipment of freight required to fill arail car.

COFC - Container on (rail) flat car. A form of intermodal movement of freight.

GLOSSARY OF RAILROAD TERMSfC-l



Congestion Pricing - A policy that attempts to reduce congestion by applying a price to use aroadway
during peak travel periods. Such policies may include parking surcharges and automated tolling.

Container - A large, weatherproof box designed for shipping freight in bulk by rail, truck or steamship.

Containerized Cargo - Cargo which is practical to transport in a container, and result in a more
economical shipment than could be effected by shipping the cargo in some other form of unitization.

Continuous Welded Rail (CWR) - A number of rails welded together to form a continuous string in
lengths typically of 1,400 feet.

Cross Ties - The wooden, concrete, or steel crosspieces that keep the two railsin gage. Also seetie.

Deficiency - A constraint in the transportation system that decreases the efficiency of the system.
Deficiencies can include congestion, geometric limitations such as speed, height, or width restrictions,
or facility condition that restricts use or operations.

Double-Sack Containers - Containers that can be stacked atop one another on aflatcar.
Dray - A local move of atrailer, truck or container.
Elagticity Factor - Theeffect on demand for onemodeinduced by the changein price of acompeting mode.

Embar go- A meansof controlling or stopping rail traffic when accumulations, congestion or other problems,
such as poor track conditions, normally of atemporary nature, interfere with normal operations.

FEU - Forty-foot container equivalent. Thisisacommon measure for freight movements.

Federal Railroad Administration (FRA) - TheFRA isadivision within the USDOT that isresponsible
for conducting and monitoring research regarding high-speed rail passenger operations, and enforcing
federal programsfor railroad safety. Itisgenerally responsiblefor administering all federal programs
related to rail transportation.
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Federal Railroad Administration (FRA) Track Classes - The FRA limits operating speeds on track
based on physical condition. The classes which have been established and maximum speeds are:

Class 1 Max. Freight Train Speed 10 MPH
25 MPH
40 MPH
60 MPH
80 MPH

110 MPH

OOl WN

Exempt track does not meet Class 1 standards and can be operated only with written approval of the FRA and with
certain restrictions.

Freight - Any commodity being transported.

Gage (of track) - The distance between the gage face of the rails, measured at right angles thereto.
(Standard gageis 4 feet, 8 inches.)

GI'S- Geographic Information System. The use of computers, software, and geographic datato display,
manipulate, and analyze information.

Global Positioning Systems (GPS) - Using satellites and advanced communications technology to
accurately locate oneself ontheglobe. Can beused by drivers, transit operators, and trucking companies
to locate vehicles and provide alternative routes.

Grade Crossing - The point at which aroadway intersects and crossesarail line. The crossing can be
at-grade or grade separated.

Gross State Product (GSP) - Thetotal value of all products and services produced in that state.

GrossTon-Mile- The movement of the combined weight of transportation equipment and its contents
adistance of one mile.

Headway - The time interval between consecutive vehicles passing a given point. Generally used to
define transit service. Used in the following context: “Peak period transit buses and trains generally
run on five-minute headways or less.”

Intelligent Transportation Systems (ITS) - Using technology to improve the efficiency of the
transportation system.

I nter change - The exchange of carload traffic between railroads. An interchange point or location is
the specific track or tracks on which cars are placed for delivery to another railroad.
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I ntermodal - Carriage by more than a single mode with atransfer(s) between modesto complete atrip
or afreight movement. In passenger transportation intermodal usualy refers to trips involving more
than one mode. For freight and goods movement, the definition refersto transfers between all freight
modes including ships, rail, truck, barge, etc. taken as a system for moving freight. Also refersto the
movement of an intermodal container.

Intermodal Development Program - Provides for magjor capital investments in fixed-guideway
transportation systems, accessto seaports, airports and other transportation terminals, providing for the
construction of intermodal or multimodal terminals; and to otherwise facilitate the intermodal or
multimodal movement of people and goods.

Intermodal Management System — Oregon’s systematic process of evaluating and monitoring
intermodal facilities and linkages of statewide significance to identify and correct deficienciesthat
impede efficient connectivity with national and international transportation systems and markets.

Intermodal System - The transportation network consisting of public and private infrastructure for
moving people and goods using various combinations of transportation modes.

I ntermodal Transportation - Transportation movement involving more than one mode (e.g. rail/motor,
motor/air, or rail/water). It has been defined as a process of addressing the linkages, interactions
and movements between modes of transportation.

Inter state - Traffic that originates in one state and terminates in another. Foreign and domestic port
(import and export) traffic is also considered to be interstate in nature.

I nter state Commerce Commission (I CC) - Former transportation regul ating authority, eliminated by
the ICC Termination Act of 1995. Replaced by the Surface Transportation Board (STB).

Intrastate Carrier - A carrier operating solely within the boundaries of asingle state, e.g., the Portland
& Western Railroad.

| STEA - Intermodal Surface Transportation Efficiency Act of 1991.
Lading - Freight or cargo making up a shipment.

L CV - Longer combination vehicle. Any combination of truck tractor and two or more trailers or
semitrailers which operates on the Interstate System at a gross vehicle weight greater than
80,000 Ibs.
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Lessthan-truckload (LTL) - The quantity of freight that islessthan that required for application of a
trailerload rate.

Line-haul service - The movement over the tracks of arailroad from one city to another, not including
the switching service, or the movement of atruck over the highway from city to city.

LRFA - Loca Rail Freight Assistance Program - A federal program designed to provide assistance
(funding) for light density rail lines. The program is not currently funded.

Main Line - Two definitions apply. First is a designation made by each railroad of its own track,
generally signifying aline over which through trains pass with relatively high frequency. A main
line generally has heavier weight rail, more sophisticated signalling systems and better maintenance
than branch lines. Second is a designation of the through track between any two points, even on a
branch line, as distinguished from side tracks, pass tracks or spurs.

Main Track - Seemain line.

MGTM/M - Million Gross Ton-Miles per Mile.

Mobility - The ability of peopleto complete desired tripsor for goodsto be moved from placeto place.
M odal Share- The percentage of freight or passengers moved by aparticul ar type (mode) of transportation.

M ode Shift - The change in mode by an individual. A person may shift modes when the relative cost
interms of time, money, and convenience between modes changes. For example, if transit faresare
reduced people who once drove alone to work may decide to take the bus instead. That is, these
individuals shift from the automobile mode to the bus mode.

M PO - Metropolitan Planning Organization. A forum for cooperative decision making for ametropolitan
planning area.

Multimodal Transportation - More than one mode to servetransportation needsin agiven areaand is
sometimes included within the meaning of intermodal.

National Ambient Air Quality Standard - Federal air quality standards established pursuant to s.109
of the Clean Air Act that apply to outside air everywhere and are set to protect public health.
Included are standards for carbon monoxide (CO), lead (Pb), nitrogen dioxide (NO,), ozone (O,),
particulate matter (PM-10), and sulphur dioxide (SO,).
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Net Ton-mile - The movement of aton of freight one mile.
Operating Revenue - All revenue generated by transportation services.
Peak Hour - The hour of the day during which the volumeis higher than at any other hour during the day.

Peak Period - Thetime period which hasthe highest volume of trafficin aday. For example, the peak
period for urban highwaysis generally between 6:00 and 9:00 AM.

Piggyback - The transportation of highway trailers (TOFC) or removable trailer bodies (COFC) on rall
cars specifically equipped for the service. It isessentially an intermodal movement in which atruck
performs pickup and delivery to arail terminal, aswell as ddivery at the terminating rail head.

PMT - Personal Miles Traveled. Thisis the summation of the products of person trips times miles
traveled per trip.

Rail - A rolled steel shape, commonly a Tee-section designed to be laid end-to-end in two parallel lines
on cross ties or other suitable supports to form atrack for railway rolling stock.

Rail Yard - A system of trackswithin limits provided for switching cars, making up trains, storing cars,
and other purposes.

Railroad Classifications - Railroad classifications as defined by the Interstate Commerce Commission,
now the STB, are based on average annual operating income adjusted each year.

Class|: Railroads with average annual operating income of $255.9 million or more (1996, the
latest year).

Class|l: Railroads with average annual operating income of at least $20.5 million.

Class|11: Railroads with average annual operating income of less than $20.5 million.

Railroad Mileage - The following definitions apply: road or route miles signify the unduplicated
mileage of arail carrier’s system and is the typical measure of arailroad’s size. Track miles, a
higher number than route miles, for a given system, taking into account second (or third) tracks;
running track milesrepresent tracksnormally used in train service, exclusive of yard tracks, industrial
sidings and storage tracks; total track miles are the sum of running tracks plus all other tracks.

Railroad Revitalization and Regulatory Reform Act of 1976 (4R Act) (Four R Act) - Federa
legislation which provided reform of railroad economic regulation and federal funding for the
rehabilitation of railroad facilities and equipment.

C-G%hGLOSSARY OF RAILROAD TERMS



2001
OREGON RAIL PLAN

Regional Rail Reor ganization Act of 1973 (created Conrail) (ThreeR Act) - Passed by Congressto
finance and restructure eight Eastern bankrupt railroads and preserve essential transportation services
in the Northeast and Midwest.

Right-of-Way - A strip of land for which an entity has aright to build, operate, and maintain alinear
facility such asaroad, railroad, or pipeline.

ROW - Right-of-Way as defined above.

Safety Program - Includes projects designed to improve vehicle and pedestrian safety on the city,
county, and state highway systems. The safety program is divided into three subprograms — rail-
highway crossings, highway safety, and traffic safety grants.

Short Range Objectives - One or more statements, for each long range objective, of the specific,
measurabl e, intermediate end that isachievable and marks progresstoward agoal. Specific objectives
may be associated with more than one goal and/or long range objective.

Side-Track - A short track extending alongside and often connecting at both ends with main track.

Slow Order - A speed restriction placed by railroad management on a designated segment of track,
generally as a temporary measure during the performance of maintenance work. Sometimes,
however, slow orders represent semi-permanent restrictions due to deteriorated track conditions.

SOV - Single Occupancy Vehicle. An automobile in which only the driver is transported.

Satel mplementation Plan - The plan devel oped by the State and approved by the U.S. Environmental
Protection Agency that contains the strategies and mechanisms, enforceable under State law,
necessary to meet the national ambient air quality standards and comply with federal and State air
quality laws and regulations.

Sation - A place designated in the timetable by name.

STCC - Sandard Transportation Commodity Code, a standard 7-digit collapsible coding structure. The
first 5 digits of the STCC coincide with the Commaodity Classification for Transportation Satistics, a
commodity adaptation of the Standard Industrial Classification (SIC) published by the U.S. Office of
Management and Budget, which was developed for use in the Census of Transportation and adopted
by the Interstate Commerce Commission asthe mandatory reporting formfor al |CC-regulated carriers.
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Srategic I ssues- Critical challenges or fundamental policy concerns that affect the nature of a public
condition. Strategicissuesserveto identify the most significant opportunities and/or threats/problems
that the agency must addressin the next five yearsto help the agency succeed or prevent the agency
from failing in its mission.

Srategy — Grouping of Actions into acomprehensive plan.

Surface Transportation Board (STB) - Replaced the ICC as the federal transportation regulatory
body, but with reduced responsibilities and powers.

Terminal - Anassemblageof facilitiesprovided by arailway at aterminusor at an intermediate point for the
handling of passengers or freight and the receiving, classifying, assembling and dispatching of trains.

TEU - Twenty-foot-equivalent-unit. The 8 x8 x20' intermodal container is used as abasic measurein
many statistics.

Tie- Thetransverse member of thetrack structureto which therailsare spiked or otherwisefastened to
provide proper gage and to cushion, distribute, and transmit the stresses of traffic through the
ballast to the roadbed.

Timetable - The authority for the movement of regular trains subject to the rules. It may contain
classified schedules and includes special instructions.

TOFC - Trailer on (rail) flat car. A form of piggyback movement of freight.
Track - An assembly of rails, ties, and fastenings over which cars, locomotives, and trains are moved.

Bad Order - A track on which bad order carsare placed either for light running repairs or for subsequent
movement to repair tracks.

Classification - One of thebody tracksin aclassification yard, or atrack used for classification purposes.
Crossover - Two turnouts with track between, connecting two nearby and usually parallel tracks.
I nterchange - A track on which cars are delivered or received, as between railways.

Passing - A track auxiliary to the main track for meeting or passing trains. Same asa“Siding.”
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Side - A track auxiliary to the main track for purposes other than for meeting and passing trains.
Spur - A stub track diverging from amain or other track.

Station - A track upon which trains are placed to receive or discharge passengers, baggage, mail,
and express.

Sorage - One of the body tracks in storage yards or one of the tracks used for storing equipment.
Team - A track on which cars are placed for transfer of freight between cars and highway vehicles.
Trackage Rights- Rights obtained by one carrier to operate itstrains over the tracks of another carrier.
Track Capacity - The number of carsthat can stand in the clear on atrack.

Trains, Categories of:

Extra Train - A freight train that does not operate regularly but only when required to move
cars in excess of the normal flow of traffic.

Intermodal Train - A train that handles only trailer on aflat car (TOFC) or container on aflat
car (COFC) traffic.

Switch Runs - Trains that operate in terminal areas or in road territory for short distances (normally
under 100 miles) and place and pull cars from industries along the line. Switch runs are also
referred to as “locals’ by some railroads.

Through Freight - Trains that operate between terminals that may be several hundred or thousands of
miles apart and do little or no picking up and setting off of cars en route.

Unit Train - A train handling a large volume of one commodity. Typically those trains handle codl,
ore, potash, etc., which originates at one point and is hauled to one destination.

Transit - Mass transportation by bus, rail, or other conveyance which provides general or special
servicesto the public or aregular and continuing basis. It does not include school buses or charter
or sightseeing services.
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Transportation Corridor - Any land areadesignated by the State, acounty, or amunicipality whichis
between two geographic points and which areais used or suitable for the movement of people and
goods by one or more modes of transportation, including areas necessary for management of access
and securing applicable approvals and permits. Transportation corridors shall contain, but are not
limited to, the following: @) existing publicly owned rights-of-way; b) al property or property
interests necessary for future transportation facilities, including rights of access, air, view, and
light, whether public or private, for the purpose of securing and utilizing future transportation
rights-of-way, including but not limited to, any lands reasonably necessary now or in the future for
securing applicable approvalsand permits, borrow pits, drainage ditches, water retention areas, rest
areas, replacement access for landowners whose access could be impaired due to the construction
of afuture facility, and replacement rights-of-way for relocation of rail and utility facilities.

Transportation Expenses - The expenses directly associated with the operations of arailroad. They
generally include the cost of crews, fuel, and other related items.

Turnout - A device made of two movable rails with connections and a crossing frog that permit the
movement of an engine, car or train from one track to another. Also called a switch, although the
switch is one component of aturnout.

Unit Train - A dedicated set of rail vehicles (atrain) loaded with one commaodity at one origin, unloaded
at one destination each trip, and moving in both directions on a predetermined schedule without
intermediate stops.

VMT - VehicleMiles Traveled. Thetotal number of milestravel ed for amode during agiven time period.

Work Program - Thefive-year listing of all transportation projects planned for each fiscal year by the
Florida Department of Transportation, as adjusted for the legidlatively approved budget for thefirst
year of the program.

Sources:

2020 Transportation Plan — Draft 1997 Short Range Component, Florida Department of
Transportation.

American Trucking Trends, 1996 Edition, American Trucking Association Satistic Department.
Minnesota State Rail Plan, Minnesota Department of Transportation, Office of Railroads and
Waterways, January 1994.

1980 | owa Railroad Analysis Update, lowa Department of Transportation, December 1980, Wilbur
Smith Associates.

Norfolk Southern Corporation web site.

California I ntermodal Transportation Management System

Transportation Expressions, US Department of Transportation, 1996.

C-lO%GLOSSARY OF RAILROAD TERMS



APPENDIX D:
SIGNIFICANT COMMENTS TO THE DRAFT OREGON RAIL PLAN

The Department received anumber of comments on the draft of the update to the Rail Plan. Most them
dealt with thewording in the document and were included were appropriate while others complemented
thedraft document. Inaddition, the Rail Plan Freight and Passenger Advisory Committeeswere essential
in providing initial comment and input and provided agreat deal of guidance while the drafting of the
document was underway.

However, three comments are deemed significant enough to include them as an appendix. They
were from:

Federal Highway Administration
Association of Oregon Rail and Transit Advocates
ODOT Region Three

A copy of their original submissions and staff comments are part of this appendix.

NOTE: The referenceto certain pagesarein relation to the draft document and not those in the final
draft. Theincorporation of suggestions and comments resulted in a change to page numbering.
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U.S. DEPARTMENT OF TRANSPORTATION
FEDERAL HIGHWAY ADMINISTRATION

THE OREGON DIVISION
The Equitable Center, Suite 100
530 Center Street NE
Salem, Oregon 97301
503-399-5749

Fax: 503-399-5838

August 3, 2001

IN REPLY REFER TO

HEO.3-OR
710.36/ x-ref. 720.100

Ms. Claudia Howells

Manager, Rail Division

Oregon Department of Transportation
555 13" Street N.E.

Salem, Oregon 97310

Dear Ms. Howells
RE: Comments on Draft Oregon Rail Plan

Thank you for the opportunity to comment on the Draft Oregon Rail Plan. We appreciate the
overview of freight flows, description of mainline and branch services, and future forecasts, aswell
asthe acknowledgment of the sometimes quite limited role of the State in operational decisions. We
have several comments to offer:

1. Introduction: We would recommend that text also note that the Oregon Rail Plan fulfills
the Transportation Equity Act for the 21¢ Century (TEA-21) requirement that state
transportation planning consider, among other issues, economic vitality, increased
accessibility and mobility options available to people and freight, and enhancing the
integration and connectivity of the transportation system.

2. Page 2: The text should indicate that the National Highway System Designation Act of
1995 removed the requirement for development of management systems (the requirements
for congestion management systems and traffic monitoring systems were not changed).
Several States, including Oregon, el ected to continue to devel op and implement management
systems.

3. Page 3: We suggest reiterating the planning factorsincluded in TEA-21, particul arly those
factors that address freight movement.

Document #1 - Page 1 of 2
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10.

Page 3: We recommend the text include an expanded discussion on applicability of Section
1010 and Congestion Management and Air Quality funds.

Page 7: While we recognize the role of the document asapolicy plan, we would recommend
an expansion of therail freight issuesin the metropolitan areas asameansto ensure sufficient
policy direction is available and that analysis guidelines are sufficient to identify shipment
patterns, freight interchange facilities, performance, and needs.

Page 17: The text provides a description of the State role in rail planning. The text should
also provide conclusions based on the findings from State oversight activities to determine
if policy recommendations would be beneficial. Similarly, follow-on text discussing rail
considerationsin local planning would benefit from an assessment of the status of the crossing
closure program and success in improving local accessto rail service and, in general, status
in recognizing rail’srole in an integrated transportation system.

Page 60: It would be desirable to include a section on freight interchanges, as they are an
integral part of the supply-distribution chain.

Page 94: We would recommend revising the paragraph on environmental impacts of the
Pacific Northwest Rail Corridor. While the majority of highway-associated work would be
expected to involve modification of existing crossings to upgrade equipment and protection
devicesor the creation of grade separated crossingsand thuswould meet criteriafor categorical
exclusion designation (in some cases requiring documentation) there may be cases where
new rail alignments may be possible which may have more pronounced environmental
impacts.

To what extent has the Department’s statewide transportation model been used to analyze
policy choices of various rail service scenarios? This is a powerful tool for assessing
aternative modal investment options. As an allied comment, policy development would
benefit from an analysis of cross-modal elasticities.

While recognizing the strong direction provided by the Oregon Transportation Plan and the
limitations in the State role in rail freight operations, it would still be beneficial to offer an
assessment of the current policy directioninlinewith the useful information already included
on mainline and branch rail operations and freight and passenger forecasts as well as an
assessment of where State investments would provide the greatest benefits.

Sincerely,

Nicholas J. Fortey

Transportation Operations Engineer

Document #1 - Page 2 of 2
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ODOT staff have the following comments on the letter from FHWA

Numbers 1-5
These items have been integrated into the text.
Number 6

The Oregon Transportation Plan has a number of policies that relate to both freight
and passenger service. An update to the original OTP is underway and as a part of this
process an attempt is being made to determine the effectiveness of the existing goals,
policies and actions. Any changes will be reflected in the next update to the Rail Plan.

The effectiveness of the state’s Legislatively-directed crossing closure program has been
mixed . The Department has been successful in closing some crossings through a corridor
approach whereby a large number of crossings are grouped together with improvements
made at some crossings and several adjacent crossings closed as a tradeoff. Less
successful has been the random closure of isolated crossings since many of these might be
the sole access for some residents and businesses or result in a great deal of out-of-
direction travel. In addition, policies calling for community connectivity may, at times, be a
odds with the state and federal desire to close crossings.

The access to rail freight facilities is hard to access since there never was a bench mark
established from which to make comparisons. On the plus side is the increasing awareness
of local planners as to the level of highway access needed to both port and rail intermodal
facilities. This has resulted in some construction projects to improve access and other
project added to local TIP’s for future implementation

Numbers 7 and 8

These items have been integrated into the text.
Number 9

The Department’s current version of the modeling software can do some modal alternatives
on the passenger side but does not have the capability of including the freight element.
They hope to be able to include freight in the next version of the model. However, that is still
a number of years away.

One of the problems we have always had with trying to model modal choices on the freight
side is that there are too many variables involved. In addition, a great deal of data is needed
some of which is subjective not objective. There are certain elements which are great
determinant of modal choice such as the distance involved; the type of commodity (coal,
timber, grain, manufactured goods, high tech); need for speed vs. cost. etc. It has been
found that in some cases the bias of the traffic manager is involved (he doesn’t like the train
crew that serves the plant); the company owns a fleet of trucks and other non-objective
issues.

Document #2 - Page 1 of 2
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Our Southwest Oregon Freight Study took an extensive look at why shippers in that area
make certain modal choices. We have encouraged the author’s involved in the state’s
various corridor and local transportation plans take a look at the study and integrate
some of the findings in their specific planning effort.

Number 10

It is difficult to determine if state policy has had any impact on mainline and branch line
rail operations. A great deal of the problem can be attributed to the fact that we may
have policies but no funding exists for assisting in their implementation. Implementation
has been mainly left up to the private sector where investment decisions are make in
manner quite different from the public sector. Investment in the private sector is market
driven while the public has a tendency to make decisions based upon solving a problem.

A small amount of public funds (state and federal) have gone into the rehabilitation of low
density branch lines with additional amounts of state funds going into the acquisition of
lines by local units of government. Undoubtedly, without these funds many rural
communities would have lost their local rail service.

Public investment for passenger service has resulted in the reduction of running times
and increases in schedule reliability. The state’s long-term goal is to continue with this
investment in order to further improve service and add additional trains that will lead to
substantial increases in ridership. This investment for passenger service has had
secondary benefits for rail freight service over the lines. However, it is doubtful that the
market driven freight railroads would have made the same investments absent the
state’s desire for increased passenger service.

What has occurred in the last several years is a dialogue between the public and the
freight railroads to discuss projects that are of mutual benefit to all parties. The freight
railroads are beginning to realize that their capital needs are great but their ability to fund
these needs are limited. In short, they are beginning to step up to the table to get
involved in forming public/private ventures to accommodate the increases in freight and
passenger service being forecasted.

Document #2 - Page 2 of 2

Appendix D: SIGNIFICANT COMMENTS TO THE DRAFT OREGON RAIL PLANfD-S



2001

i OREGON RAIL PLAN 1

Association of Oregon Rail and Transitc

Advocates
AORTA * P. O. Box 2772 * bPortland, Oregon

MEMORANDUM

From: Fred N
Date: MNovember 1 .
Re: AORTA's Review of 7/10/01 Draft Oregon Ratl Plan

To: ODOT Rail Bivisi ,CrragonRaIIPlanAdvisory Commlttes

AORTA is pleased with the general tone of the 7/10/01 vemion of Draft Rail Plan. Many of our
concarns of last winter 2eem to have been addressed, especially with regard to goalks for future
service and clearing up of conflicting statements about projected frequencies.

We are also very pleased that the document was published in MS Word format. This has made
it easier to exchange comments and suggestions about specific portions of the text.

One general weakness of the draft is that the relationship between this Cregon Rail Plan and
the 1982 ORFPP is not clearly delingated. This draft Oregon Rail Plan is very skimpy on vision
and long-temm implementation strategies and therefor must be considered a supplement to the
1852 CORPPP. Another area that needs improvement is the Executive Summary. This is
probably the only part of the document that decision-makers will actually be likely 1o read.
Therefor, certain key conclusions need to show up here — for instance, the finding by the
financial analysis of the Volpe Center modeling that indicated significant reduction in net
operating costs as frequency of service increases so that 2018 service with 8 or more round
trips could actually produce a net operating profit.

The narrative about passenger rail and freight rail interaction still seems overly negative and
confrontational. We have suggested some softening language that also puts the freight
operators in a better light.

Another general comment is that the Rail Pian should list the names of the Oregon Rail Plan
Advisary Committes members (both passenger and freight) in the Appendix.

Specific comments and suggasted changes follow, marked on the pages they refer ta. This
document should be opened with Micresoft Word 97 or software (like a later version) that can

“read Word 87's enhanced formatting, including strike through and callouts. You should also
have Word set to highlight changes (Tools | Track Changes | Highlight Changes...).

Additions indicates suggested additions
Deletions-indicates suggested deletions

This is a comment

L

Note that the footnote numbers are not consistent with the original. Since | have not included
all the pages of the document, Word has renumbered them in my excerpt. | apologize for the
inconvenience, but could not come up with a work-around.

AORTA Raview of 71001 Draft of the Gregon Rail Plan Fage 1 of 3232

Document #3 - Page 1 of 8
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EXECUTIVE SUMMARY

EXECUTIVE SUMMARY

INTRODUCTION

This Oregon Rail Plar is the first comprehensive assessment of the state’s rail planning, freight
rdil, and passenger rail sysiems since the 1992 Oregon Ruil Passenger Policy and Plan and the
1994 Oregon Rail Freight Plar. The Plan contains three elements, which summarize the state’s
goals and objectives, measure the state’s performance to-date ang refine the projected
costs. revenues and investment needs with regard to rail transportation of people and goods.
The elements arc:

» Ruil Policies and the Planning Process

* Yrcight Element Requirements are nat the

- same as soals and
* Passenger Flement objectives. These should
RAIL POLICIES AND THE PLANNING PROCESS also be summarized here.

The Oregon Rail Plun is prepared o fulfill numerous federal and stale planning requirements.
These include requirements specified in the foderal Tocal Rail Freight Assistance Program, (he
federat Seenion 1010 Iiph Speed Rail Corridor designation, and the (hregon fransportation
Dlan, among others. This chapler spells out these various requirements, and highfights specific
goals and policies that apply o rail planning,

These requirements are ideniified here, as the Rail Plan [unctions as the Rmt Element of the
Oregon Transporiation Plan (OTP). and provides guidance and direction to the Oregon
Transportation Commission on rail issues.

FREIGHT ELEMENT

This chapter reviews the deveiopment of Oregon's freight rail system since the 1994 Gregon
Rail Freighr System Plan. There arc 2,387 toute miles of railroad in Orcgon wday. Slightly
mote thun half of this sum are owned and operated by two major rail systems — the Union Pacific
Railroad (UP) and the Burlington Nerthem Santa Fe Railway (BNSF). Shor line or smalt
railroads operate the remainder. The largest of these is the Portland & Western Railroad, which
operates 433 route miles of railroad in the Central Willamette Valley and Northwestern Cregon.

Oregon’s freight rail wraffic totaled 63.5 million tens handled to. from, within, and through the
state in 1999, This figure represented almost an 18 percent increase over freight rail tonnage
handied in 1992, the data year used for the 1994 Oregon Freight Rail Plan. At almost 21 percent
of total tons, the largest commodity handled in 1999 was lumber and wood products. A major
portion, 34 percent, of the Tumber and wood product shipments actually pass through Cregon,
rather than originating or terminating in the state. Having 22.2 miltion tons originating and
terminating there, Mulmomah County s the largest traflic generator of all Oregon counties. The
general characteristics of Oregon freight rail tonnage are similar 10 the characteristics of freight
tail tormage in Washington, ... more tons terminate in the state than originate there, and through
traffic accounts for a major share of total tons.
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EXECLUIIVE BUMMARY

Short Imes along with the UP and BNSE were contacted as to their respective system needs.
Short Tines identified about $69 million in improvements, consisting primarily of rehabilitation
of frack and bridpes. Much of the rehabilitation need was related o the trend toward higher car
weights, which trigger the need for higher track standards and stronger bridges.  Both of the
major systems clled clearance improvements for tumnels in Oregon needed to facilitate the
growth of double-stack container traffic berween the Pacific Northwest and Southern California
alomy the “T-5 Corridor™.

In a survey conducted for the Plan, 47 Gregon rail shippers reporied concerns aboul rail service,
and opimions of the role that the Oregon Department ol Transportation’s (ODOT) Rail Division
should play with regard to rait service. Most of the survey respondents are served by short lines.
and most sip forest products. Car availability is their top issue. Big and small shippers alike
report their serving railroads offer fair t¢ good performance with regard to car availabifity.
Shippers sce a varied role for ODOT™s Rail Division. For some of these roles, ODOT's
involvement is preempled by federal statutes. Le., with regord w competition and safety.
Herwever, several shippers opined that the Rail Division should advocate shipper interests ~ a
role that the Division in fact has performed for many years, often monitoring rail service on an
as-needed basis,

This is 2 good
summary of

hort-t al,
;u? |On:._r:]e§:d' ince the 1992 Oregon

goal should 1 Commidor (PNWRC)
also be stated.  pd growing  highway
d more than 100000

PASSENGER ELEMENT

This chapler reviews the development of the state’s rail pa
Rail Passenger Policy and Plan. Ridership on the Pacifi
through Orepon has incrcased concurrent with added
congestion.  Between Portland and Eugene, ridership in
passenger trips., up from slightly more than 24.000 passcnge

a4

7sin 1993

ODOTs goal {or the Willamette Valley Comidor by 2003 1s to increase the number of daily
round trips and Lo reduce (he travel Ume to 2 hours and 15 minules from 2 hours and 35 minutes
loday. Both of these improvenwnts will encourage additional ridership and revenue, ODOT has
identified approximately $31 million in capital improvements to accomplish this goal. Ridership
and revenue would continue to increase in the vears beyvond 2003 with further enhancements to
the rail service.

The states of Oregon ath ™ Also. need a bricl reference 1o of British Columbia, have worked
collaboratively to develop, Gcchining nct aperating cost as rram development of the PNWRC.
. R Y service levels increase. . L . .
Ore;:_’,on s also working Wi qo ciically, the projected 2018 ential reactivation of passenger rail
service betwesn Portland net operating pain from 8 ormore 1 IN an Amtrak cost cutting effort in
1997, frequencies should be noted heve.

Cregon’s current rail passenger service includes the Amurak Coust Starlight and Empire Builder
trains, and the stale-sponsored Cascades, which use Talgo tilt technology allowing faster specds
arourl curves, The Cascades are supplemented by extensive state-sponsored Thruway bus
feeder services that move riders between the PNWRC and various loeations in the state.

352e40
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VIGTGN ETATEMEN!

The Rail Plan responds to these challenges in the following ways:

Provides background data to more fully understand the relationships between the state’s
cconomy and the provision of rail freisht and passenger service.

._,—'..-.—._:|...._.-\.
-

+ [xamines rail infrastracture needs in light of new demands for larger freight cars and
growing demand for more and better passenger service.

s Sugocsts poential funding scenarios o meet these demands.

Reexaminegs the policies and objectives not only with the 1992 Orcgon Transportation Plan.
but also with the other modal plans and local 1and use planning.

VISION STATEMENT See previous comment

The arrival of the 21% Century is bringing new challenges to Cregon’s rail systen1 and its future
rale.  The 1992 Qregon Transportation Plan (OTT) wek a lead role in asking, "How can
transportation contribute 1o the kind of a future we want as a state?” The OTP's vision and
policies were o lead 10 a more diverse, multimodal system in the future.

The 2001 (regonr Rail Plan builds on snd continues implementation of the OTP s long-range
vigion for a viable rail {reight and passenger system in the stare.

The State of Oregon showld have an enhanced intercity rail passenger service as part of a
balonced tronsporfation system.  The rail passenger svstem shall operate efficiemiy,
provide access to all poiential users, and comply with siate envirommental and land wse
standards.  Comvenient conneciions should be developed with air, intercity bus arnd
frevisit thal integraie (raivs info @ passenger narwork linking afl arcas of the state, nation
and world._High safety and compliance sfandards are required for operalion
congfruction and maintenance of the Cregon rail svsfern.  An adegualte funding
source should be developed to finance the modemization of rail_passenger and
support senvices as described in the ORFP._Implementation of the GRPP shouid
take place as rapidly as pergilted by financial, design, construction, equipment
and market considerations.

It Is imperarive thar Oregon m
sysfert, mainiaing o comperitive
of Tocaf reif service, and assure

feriny andd fproves access o the naffonal rail freisht
iromment for rail cusiomers. strengthens the retention
evel plaving fleld for all modes.

Rail freight and passenger efem
process. In addition, the syste
system and the public in genera

must be integrated inve the State s land use planning
t be operated In a safe mananer for both users of the

There is no reason
wihy these important
sentences from the
1992 ORFPFP were
not incleded here,
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PASSENGER ELEMEN!
Patrenage: To justify mil service, a train should have a minimun average occupancy of about
75 passengers'® per train. Occupancy might be lower at the extreme end of a run, but average
cccupancy should justify the operation of & train consist with at least 180 seats {typically a three
car train}. The economic efficiency of rail is significantly reduced if usage falls below this level,
and bus operation often may provide more ellective use of ransportation dollars.

Cost Recovery: Typical irain operating costs are about $26 ner mile. A new ral service should
e lexpected to attain a 30-40 pereent farchox recovery raliui {the proportiun of operating costs

covered by farc revenue) to be viable. Whth ~er cost recovery. the amount of subsidy per
passenget becomes cxcessive and allernative trans ion by bus becomes a more atiractive
option.  Oregon’s long term goal is w achieve or excee i FECOVOLY On

its ruil services. The Volpe Center analysis indicated t What is the source of this E Willamette
Valley portion of the PNWRC service over the lor| mlc? Political crcumstances  [uhether rail
opetations in other parts of the state have the same pote| *° ™0™ of a determinant

Running Time: Rail service has to be reasonably compettive with aute driving times to be
successiul -1 fortunateh some branch lines that otherwise might have passenger service
potentiat drop oyt ation bocause thex Follow dh&nmcnts that cannot be upgraded o
provide time-comperitive sefy ith the potential service level. Many
of Oregon’s branch lines falll What about special scente values e levels are insufficient to justify
major capital investment in 1| (views not available from the hat would also benefit passenger
operations, so the entirc co| Mavway of il being an allemative  oaeconoorrelated responsibility.
Taraltel highways, however, | ° Parallel highway expension? that driving ti d i

o ¥5, 1at deiving times (and polential
bus times) have becn significantly reduced over time, rendering esiablishment of ral serviee
tore difficull to justify.

Other Factors: In certain situations, rail service may be warranted even though it would not
meet the general parameters given above. Justifications may include rail service that coniributes
substantially to the patronage of other trains, or service that provides special beneiits to the area
scrved.

ANALYSIS OF OREGON ROUTES

Orcgon’s principal travel corridors were examined in the Oregon Rail Pussenser Pelicy and
Plan in 1992, Each of these is diseussed below, with comments updated o reflect the current
status since completion ol the Volpe Center patronage analysis, and the initiation of Thruway
bus services on several of the routes. In addition, a number of commuter rail proposals have
been evaluated for their service potential.

Major Intercity Corridors

Portland-Engene

The Portland-Eugene cmridur is the southernmost portion of the PNWRC, which encompasses
the major urban areas S—t-————hington, and Oregon. Sixty-nine percent of

Statetnent is contradictory
and unnecessary.

T his level is based on I'.\"p]t.dl p
Bk ihis lovel:

352640
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AASSENGER ELEMENT

s Support ceconermc development with eflicient and environmentally sound transportation
facilities.

» Implement the plan through stable financing, good management, and cooperative
government and private efforts.

in addition, the ptan established specific concepts for intercity rail service that continues to guide
the state’s efforts today:

s Frequent regional rail service with feeder bus netwaorks.

s Aguressive marketing and passenger amenitics,

¢ Reliable on-time performance.

o Incremental improvements to attain hagher speed rail service,
s {ooperation with adjacent states.

+  Coordinaton with lecal bus and transit services.

1982 Oregon Rail Passenger Paolicy and Plan

This study represented the first comprehensive plan {ur raill passenger service in Oregon
undertaken by the state. The study concluded that rail passenger service is maost viable in the
Willamette Valley as part of a regional gystem linking urban centers from Eugene north through
Portland and Seattle 10 Vancouver, BC. Tt called for upgrades 1o the UP fine through the valley
1o provide needed capacity for added service. and identificd cxtension of the Seattie-Portland Adr
Rainier service south to Engene as a priority proposal. The plan proposed incremental upgrading
of the Willamere Valley route in four service stages:

» Farly Stage: Limited upgrade of existing track and signals; added frequencics in the
Witlamette Valley; added foeder bus rowes.

+ Second Stage: Upgrade Willamette Valley to higher maximum speeds (90-110 mph with
ehmmation of speed restrictions in selected locations); extension of service 1o Roseburg;
increased servicc frequencies; added feeder buses.

s Third Stage: Continued epgrading of Willamette Valley/Roseburp service to 110 mph
standards; added Irequencies in the Vallzy; possible extension of conventional service 1o
the Rogue River Valley,

e Late Srage: Full high-speed trunk between Portland and Medford; conmections to
Calilomnia; branch railear connections to Coos Bay, Newport, and Astoria;
rearrangement of bus feeders.

The Plan aisg sigted that “in addition, the Oregon Transportation Flan {OTP)

recommendation for hourly intercity passenger service along the I-5 corridor between
maior cities in the Willamette Valiey should be implemented. This quality bus service

would offer the frequencies needed to attract ridership and to complement the Mount
Rainier extension...”

352640
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PASSEMGER ELEMINT
The study looked at the potential of local service with either diesel or electric technolopy scrving
the west side of the Willamette Valley from Portland to McMinnville, as well as intercity service
to Bend/Redmond via the Deschutes River Canyon and to eastern Oregon along the UP route.
However, the plan found these carried relatively high pricc tags for the benefits that would be
gained. Tt also concluded that conventionat rail service o the Rogue River Valley would be
difficult to achicve in a costefTective form, but might be more feasible as part of an interstate
high speed system linking the West Coast states. Despite the marginal prospects for mil service
on these and other branch lines, the study emphasized the need for connecting bus service in
several cormidors that would support train operations on the Willamette Valley line. These
inciuded:

+ Medford: Buses between Eugene and Grants Pass/Medford would initially provide
service as an extension of trains between Portland and Eugene. until such time as train
service becomes a viable alternative over this route.

»  Astoria: Buscs between Astoria and Longview. WA to connect with service between
Portland and Seaitle.

» Newport. Buses between Newport and Albany to connect with trains at Aibany,

s  Central Oregon: Buses between Bend and Redmond and Albany. connecting with trains
at Alhany,

s  {oos Bay: Buses between Coos Bay and Engene, where the connection would he made
with trains.

s Klamath l-alls: Buses between Klamath Falls and Medford.

The 1992 plan was signilicant because many of its concepts were tramslated o reality. The first
Scattle-Portland cormidor train was extended to Eugene in 1994, and a second was extended in
2000, Thruway bus service was initiated in the Willamette Valley to complement the train
schedules, and was extended to numerous communilies including the Rooue River Valley,
Florence-Coos Bay, Newpert, Astoria, Bend, and Chemult. Thruway buses also scrve easiem
(Oregon communities over routes via both Pendleton and Burns. [rack improvements are being
implemented on an incrememal basis with the cooperation of UP and BNSF. and stations are
being upgraded. On the other hand, the plan presented a highly visienary concept of rail service
south of Fugene that would appear unantainable under current er foreseeable levels of financial
suppott for rail improvements.

1997 Oregon Public Transportation Plan

The Ovegon Public Transportavion Plan provided the [tamework for updating this Rail
Passenger Plan Element. the plan stressed the need for integration of the various public
transportation modes in the stale, and provided a basic policy framework for the more detailed
modal plan for rail services. Further, the plan was the outgrowth of extemsive public
involvement, including stakeholder interviews and community workshops.

The plan suggested implementation in three levels, each related to available funding, as shown in
Table B-1,

352640
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Staff comments on the Association of Oregon Rail and Transit Advocates
memorandum regarding the draft of the Oregon Rail Plan.

General Issues

For the most part, editorial suggestions have been incorporated into the text where
appropriate. The comments on the Vision Statement were not included since all of the
modal plans have the same type of vision statement format.

Thruway Bus Service

Increases in Thruway bus service were suggested in several places. Staff feels that
greatly expanding intercity bus service needs to be considered under an overall intercity
bus program and not funded as part of a rail program.
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Comments from ODOT Region 3 on Draft Rail Plan

1. Intermodal connections for freight and passenger

Policy 3D (page 13): Promotion of intermodal hubs is needed. This section also needs a policy to
protect those hubs from encroaching and incompatible land uses.
Action 30.3 (page 13): Is there an action to support the Medford and Coos Bay ports?

2. Rail/Community development (page 32)

Policy 4.3 (page 16): We should take a stand that is stronger than just “working with communities
to minimize conflicts”. The plan describes some of those conflicts on page 32.

3. Freight Rail Policy

Policy 4.2 (page 16): We should take a stronger stand that “encourage land use zoning and
ordinances ....” This is a good place to start but we are responsible for linking transportation and
land use.

4. Passenger

The Plan should reference the Southern Oregon Commuter Rail Study, June, 2001 and
incorporate relevant findings. Appendix C Station Sit Drawings/Plans/Maps could be adopted by
reference. These sites have been adopted into the local comprehensive plan. Including them in the
draft Plan would show consistency between the state and local plans and create a stronger link
with land use elements.

STAFF COMMENTS:

Comment #l

Most of the Policies come from the Oregon Transportation Plan. The OTP is currently being
updated and any movement to stronger language should be part of that updating process. Rail
Division staff will make such a recommendation. The problem may be defining what “promotion”,
“working with”, “encouraging” etc mean. Having a funding program greatly changes the meaning of
these types of words.

Both the OTP and the Rail Plan support competitive rail service to all of the state’s deepwater
commercial ports such as Coos Bay. The OTP does suggest that Medford might be an appropriate
site for a truck/rail intermodal facility but relies on the private sector market to drive such an effort.

Comment #2

Rail Division staff would support such an effort in the OTP updating process.

Comment #3

Same comment as #2 above.

Comment #4

The Rail Plan is merely a framework document and details are left to the implementation process
for each of the projects. The adoption of the recommendations/plans/maps for any particular
project should be left to the local jurisdiction’s involved. Including these in a statewide plan could
lead to an unwieldy cumbersome document.
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