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INTRODUCTION

The West Virginia Department of Transportation (WVDOT) has developed a State Rail
Plan which is intended to serve as a framework for the state’s rail freight and passenger
transportation planning activities and project development plan over the next 20 years.

West Virginia’s rail system plays an essential role in hauling coal and other natural
resources to ports and industries throughout the Northeast and Midwest and is
positioned to take advantage of improved rail intermodal corridors through the state and
the expanded energy resources currently under development in the region. Although
intercity and commuter rail passenger services are limited in the West Virginia, they
provide essential transportation services to selected sectors of the state’s citizenry.

This Plan describes the state’s rail network, operations, and benefits; the State Rail Plan
process; the state’s rail vision, goals, and objectives; and proposed public short- and
long-range capital improvements, studies, and recommended next steps to address the
issues identified. The Plan was also developed with the intention of identifying the rail
transportation-related economic development linkages and opportunities, as well as the
physical and policy improvements necessary to enhance the effectiveness and efficiency
of the state’s rail system. Additionally, the Plan meets the requirements established by
the federal Passenger Rail Investment and Improvement Act of 2008 to qualify for future

federal funding for rail projects.




WEST VIRGINIA'S RAIL SYSTEM

Freight Rail System

The rail system in West Virginia is comprised of 2,297 route miles, which are owned by
13 freight railroads. All rail passenger services are operated over these freight railroad-
owned rail lines.

The majority of rail mileage in the state is owned by the two large Class | railroads: CSX
Transportation (CSXT) and Norfolk Southern (NS). These railroads own a total of 1,819
miles, or 79 percent of the total rail mileage in the state. The 11 regional or short line
railroads operating in the state own the remaining route miles in West Virginia.

West Virginia's freight railroads carry more than 115 million tons of freight, or almost 1.1
million rail cars, of various commodities which originated or terminated within the state.
Coal makes up almost 88 percent of these total rail carloads. Total rail freight tonnage in
the state has fallen 28 percent since 2001; this decline is primarily due to reduced coal

movements.
Miles
Through 2040, total rail freight flows in the state are Owned
q q q q . Railroad inWv
forecast to continue to fall slightly, again primarily due
) ) . CSX Corporation 1,060
to reduced domestic coal use. However, an increase in Norfolk Southern Corporation —
a number of rail-dependent commodities could reverse | wheeling & Lake Erie Railway 6
the declining trend in rail traffic and diversify the state’s | Appalachian & Ohio Railroad 2
|| ezt i s t i il titi Beech Mountain Railroad 8
rail freight commodity base to maintain rail's competitive | ="~ ”
position in the marketplace and protect essential freight | kanawha Rail Corp. 6
corridors. These commodities include intermodal traffic | Little Kanawha River Rail
. . o RIC Railroad Co/WV [i 16
(container and trailer movements by rail), oil and gas orman Railroad Co/WV fines
X . i South Branch Valley Railroad 52
production commodities to and from the Utica/ e 18
Marcellus Shale region, export coal, and chemicals. West Virginia Central Railroad 132
Winchester & Western Railroad 28

Passenger Rail Service LToTALRAILLINESINWY | 2310 ]

West Virginia's passenger rail network includes intercity
passenger service provided by Amtrak, commuter rail service in the Eastern Panhandle
provided by MARC, and a number of tourist passenger trains.

Amtrak operates two long distance intercity rail passenger routes through West Virginia,
the Capitol Limited and Cardinal, which operate between Washington, DC and Chicago.
The Capitol Limited provides one daily round trip, stopping at the Harper’s Ferry and
Martinsburg stations. The Cardinal operates three round trips per week, serving 10
station locations within West Virginia. A total of 55,000 passengers utilized these Amtrak
services at West Virginia stations in 2012.
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PASSENGER RAIL SYSTEM
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RAIL BENEFITS

Rail activity in West Virginia impacts an estimated 26,690 jobs across the state. In addition
to the jobs directly related to the provision of freight and passenger rail services, a large
majority of the jobs are related to rail users who move goods via the rail system. The total
number of jobs which are directly or tangentially affected by rail represents 3 percent of
total jobs in the state, while the $1.7 billion earned by these employees represents 4.2
percent of total wage and salary income.

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

Railroads are also up to four times more fuel efficient than trucks on the basis of ton-miles
transported, and as greenhouse gas emissions are directly related to fuel consumption,
every ton-mile of freight moved by rail instead of truck reduces greenhouse gases by up
to 75 percent. The diversion of freight traffic to rail also increases the safety of the state’s
highway system.

Intercity passenger rail service connects major urban areas, which is important

given the limited air service in the state. Commuter rail service provides an efficient

and cost-effective means of accessing jobs in the Washington, DC area and reduces
traffic congestion during peak hour travel times on major highways. Both intercity

and commuter rail passenger stations also have the potential to increase economic
development around the station areas. Tourist railroads play an important role in
attracting vacation travelers to the state. These travelers generate income not only for the
rail operations, but also for restaurants, hotels, and other visitor service establishments.

ES-6
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RAIL PLAN DEVELOPMENT PROCESS

This State Rail Plan was developed under the authority and guidance of the WVDOT and
its State Rail Authority (SRA), which is responsible for rail planning in the state, as well

as the ownership and operation of the state’s two railroads. The SRA coordinated closely
with other WVDOT divisions responsible for various rail-related functions — as well as the
State Public Service Commission, the Public Port Authority, and the State Department of
Commerce - in the development of the Plan.

A State Rail Plan Steering Committee was established to ensure that plan development
was guided, reviewed, and supported by a wide range of state public agencies and
representation from both public and private
transportation and economic development
entities in the state.

To provide a medium for public review of
the Plan purpose and description, project
deliverables, project schedules, meetings,
and other information pertinent to the Plan,
a project website was established. The draft
State Rail Plan was posted to the website
www.westvirginiarailplan.com for review and
comment prior to finalization of the Plan.

All railroads operating in the state were contacted to solicit information as to their
operations, project or other needs, and their opinion as to what the public sector could
do to assist or improve the efficiency and expansion of rail in the state. Similar interviews
were conducted for shippers located on both the Class | and short line railroad network
within the state. In addition, an electronic survey was sent to all economic development
agencies and Metropolitan Planning Organizations (MPQOs) in the state to solicit

their views as to rail infrastructure and operational needs and rail-related economic
development opportunities within their jurisdiction.

Two series of eight public outreach meetings were held at different locations around the
state to educate stakeholders and the general public regarding the Plan process, obtain
input for developing a rail vision, provide a forum for discussion of specific rail issues in
the state, and review and solicit comments on the draft State Rail Plan. More than 130
people attended these public meetings.

The draft Plan was also provided to the state rail planning contacts of neighboring
departments of transportation to ensure coordination with neighboring states with
respect to facilities, services, and future plans which cross state boundaries.

ES-7
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KEY RAIL ISSUES, CHALLENGES AND OPPORTUNITIES

Stakeholders and the general public expressed understanding and appreciation of the value and potential of the state’s
passenger and freight rail operations.

Rail Freight Issues

The key rail freight issues and recommendations expressed during the outreach included:

= The need to diversify the commodity base from its = The need for rail access and service to existing and
current dependence on coal movements to maintain prospective oil and gas drilling operations which can
rail's competitive position in the marketplace and generate a significant amount of rail traffic;
protect essential freight corridors from potential
downsizing (intermodal, oil and gas production, = The need for public assistance to provide rail spurs
and export coal were seen as growth opportunities that connect existing and prospective industries and
to counter the expected decrease in domestic coal for expanded storage capacity within industrial sites
movements); and on rail spurs and sidings; and

= The importance of intermodal movements and = The need for strategic mainline and yard capacity
facilities, and the need for additional inland ports and improvements to accommodate increased shale
improved connections to Ohio River ports; energy and export coal movements.

Rail Passenger Issues

The intercity and commuter rail passenger networks in the state were viewed as lacking the scale and levels of
service necessary to serve as reliable transportation modes; however, improved rail passenger service could fill an
important role in the state. Key issues and needs related to passenger services in the state included:

® The need to increase the frequency of Cardinal = The need for increased rail commuter service
service from three trips weekly to daily for the frequencies and weekend service;
purpose of improving the train’s reliability, ridership,
and revenue performance; = The need for general station improvements,
increased platform capacity, parking, and ADA
= The need for thruway bus connections to existing rail compliance at most intercity and commuter
passenger routes to increase access to and ridership passenger stations; and

on these trains; ) ) _
= The need for continued expansion and increased

= The need for increased marketing and promotion marketing and promotion of the state’s tourist
of intercity passenger rail service to attract, railroad industry.
accommodate, and connect tourists to the
recreational and resort areas of the state as a means
of improving both tourism and interest in passenger
services;

ES-8



WEST VIRGINIA'S RAIL VISION

West Virginia’s rail vision was proposed by the Plan Steering Committee using the
common themes of the public outreach meetings and adopted by the WVDOT. The vision
statement is as follows:

“A safe, efficient, modern passenger and freight railroad network that supports a thriving
state economy by promoting an integrated intermodal transportation system”

Goals and objectives aligned with the rail vision were developed based on the rail-related
benefits, issues, and obstacles that had been identified. These goals and objectives are as —
follows:

Rail Planning Goals and Objectives
Goal: Promote rail safety

= Objective — Analyze public grade crossings and support appropriate modifications
where determined to be needed

= Objective — Promote safety at rail commuter stations

Goal: Preserve, protect, evaluate, and improve as needed West Virginia’s rail infrastructure
and service to ensure its continued competitive position and economic contribution to
citizens and businesses

= Objective — Coordinate with surrounding states
= Objective - Identify financial opportunities for rail system support
= Objective - Identify and address infrastructure issues of short line railroad operators

= Objective — Continue support of a state discretionary rail assistance program for freight
and passenger rail projects

= Objective - Coordinate with the USDOT national freight network as defined in MAP-21

PO R 1o
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WEST VIRGINIA'S RAIL VISION

Rail Freight Goals

Goal: Increase emphasis on intermodal and energy-related activities by expanding service
in these areas

Goal: Balance the enhancement of West Virginia’s rail network with community and
environmental stewardship and economic competitiveness

Goal: Support movement of goods by rail

Passenger Rail Goals and Objectives

Goal: Preserve, protect, evaluate, and improve as needed intercity passenger rail service in
the state

= Objective - Explore the feasibility for expansion of the Cardinal to daily service
® Objective — Analyze rail stations and station access needs
= Objective - Evaluate intermodal connections to existing intercity rail service

= Objective - Evaluate the need for additional intercity passenger service

Goal: Support rail-related tourism as part of an economic development program

= Objective — Work in concert with private industry and all levels of government to enhance
economic opportunities

Goal: Preserve and support commuter rail service
® Objective — Analyze rail stations and station access needs
= Objective - Evaluate the need for additional commuter service

® Objective - Work with MARC to support West Virginia initiatives

ES-10



PROPOSED INVESTMENT PROGRAMS AND FUTURE STUDIES

Based on identified needs and available funding sources, short- and long-range proposed
rail investment programs were developed. The short-range projects are limited to those
for which funding is available or expected to be available during the 4-year short range
period. Long-range projects (5-20 years) were proposed during the outreach process or
from other sources and will be further evaluated as to their feasibility, their merit on the
basis of public benefits vs. costs, and available public funding.

Short - Range Investment Program Long - Range Investment Program
Freight Rail
= Upgrade bridges on state-owned SBVR = Continue bridge upgrade program

and WVC railroads
= Continue locomotive upgrade program

= Upgrade locomotive fleet SBVR
= Upgrade WVCR Dailey Branch

® Upgrade 23 acres yard area on SBVR
= Analyze CSXT Harper's Ferry — Reedson

® Expand maintenance shops on SBVR reroute
= Upgrade 40+ at-grade rail = Analyze Upper Kanawha Valley trash rail
crossings transfer facility

® Analyze rehabilitation of Weirton Rail
Yard

Short - Range Investment Program Long - Range Investment Program

Passenger Ralil
® Implement Harper’s Ferry ADA
compliance improvements

® Implement Prince Station improvements

= Evaluate Highland Adventure of
Mountain and Rail Loop and Hampshire
Co. tourist train projects

® Evaluate Cardinal service expansion and
station improvements

= Evaluate MARC service expansion and
station improvements

ES-11



In addition to the long-range project evaluations noted above, which include feasibility,
engineering, and cost-benefit analysis as required, additional areas of study were also
proposed during the outreach process. These study areas include:

= Analysis of various feeder bus connections for Capitol Limited, Cardinal, and MARC
passenger services;

= An evaluation of MARC service growth, potential expansion, and future needs;

® Feasibility studies of additional regional train services between Charleston-Huntington
and Fairmont-Morgantown-Pittsburgh;

® Development of a Jefferson County Tourist Train Plan;

= A statewide study of intermodal needs and potential sites;

® A study of rail crossing safety in high hazard areas;

= A study of potential rail freight connections to Ohio River port areas; and

= Coordination of the State Rail Plan with development and implementation of the state’s
Freight System Plan.




P = -

STATE RAIL PLAN RECOMMENDATIONS AND NEXT STEPS

For the purposes of meeting West Virginia's rail vision, goals and objectives — and to
address the identified rail issues and opportunities identified in preparation for future
Rail Plan updates - the following actions are proposed:

= Continue and expand eligibility criteria of the Port Authority’s Special Railroad and
Intermodal Enhancement fund for the purpose of creating a dedicated, flexible State
Rail Assistance Program; the State Rail and Port Authorities should coordinate to create
a project eligibility, application, and evaluation process in preparation for administering
available funding;

® Conduct a feasibility and engineering study of projects related to the improvement
and expansion of Cardinal service, including the evaluation of related long-range
investment projects;

= Conduct feasibility, engineering, and capital/operating cost studies of potential new
regional rail passenger services including the Charleston-Huntington and Fairmont-
Morgantown-Pittsburgh corridors;

® Conduct a comprehensive survey of MARC commuter rail service needs for West
Virginians, as a preliminary component of feasibility, engineering, and capitol/operating
cost studies of proposed station, routing, and service expansion initiatives; and

® Conduct a study of prospective rail intermodal (container and bulk transfer facility)
needs in the state and prospective intermodal sites.

Summary

West Virginia has undertaken a comprehensive study of its passenger and freight

rail network and identified key issues and opportunities through a wide-ranging rail
stakeholder and public outreach process. This State Rail Plan serves to document this
information and set a direction for rail planning and project development into the future
while meeting the federal requirements to qualify the state for any future federal rail
funding.

The development of this State Rail Plan was made possible through a grant from the
Federal Railroad Administration. WVDOT would also like to take this opportunity to thank
all the individuals and parties who were involved in this effort and encourages continued
public input into the West Virginia's rail planning efforts in the future.
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1.0 Introduction

In 2008, the United States Congress passed the Passenger Rail Investment and Improvement Act with the expressed
intent of improving passenger rail service in the United States. One of the features of the legislation is the require-
ment that any state seeking federal assistance for either passenger or freight improvements have an updated state
rail plan. The legislation further stipulated the minimum content of the rail plans, which was codified in Public Law
110-432.

This document was developed by the West Virginia Department of Transportation (WVDOT) and the West Virginia
State Rail Authority (SRA). It meets the requirements set forth in the legislation and public law, as well as “State Rail
Plan Guidance” provided by the Federal Railroad Administration (FRA) in September 2013 and is intended to serve
as West Virginia’s State Rail Plan. In addition to meeting federal requirements, this Plan is intended to formulate a
state vision for rail in the future and strategies to achieve that vision. For this purpose, the Plan was developed with
extensive public participation and involvement by the state’s railroads and rail users.

This chapter serves to illustrate the current and proposed future role of rail in West Virginia’s multimodal transpor-
tation system and describe how the state is organized to provide political,
legal, and financial support to rail development.

1.1 West Virginia’s Multimodal Transportation System Goals

West Virginia's multimodal Statewide Transportation Plan, published in
June, 2010, described the state’s vision as it pertains to transportation to be
‘A well-maintained and modern multimodal transportation system.”

The specific goals related to this vision are to:
= Preserve past investments by maintaining the existing system;

= Support West Virginia’s economic development goals with multi-
modal access to markets in West Virginia, the United States, and
overseas;

= Support the health and well-being of West Virginians, as well as
the environment and overall quality of life, with a range of mobility
options; and

= Promote efficient use of resources, especially in light of diminishing revenues.

The multimodal Statewide Transportation Plan recognized that a
multimodal system provides a number of benefits to West Virginians including:

= Reduced shipper costs through less costly transportation alternatives;

= Economic development through companies taking advantage of transportation savings and bringing jobs to
local economies; and

= Congestion reduction and fuel savings due to the ability of a multi-modal transportation system to reduce
highway congestion.

This State Rail Plan will describe rail’s role in West Virginia’s multimodal system, its contributions toward the state’s
transportation vision and goals, and the benefits the rail network provides.

1-1 West Virginia Department of Transportation
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1.2 Rail Transportation’s Role within the West Virginia Transportation System

The introduction of rail service to West Virginia allowed access to the state’s coal, timber, and other resources that
were essentially inaccessible in the late 19th century. Rail lines through West Virginia provided a vital link between
East Coast ports and the Midwest and led to the growth of natural resource industries while also providing the most
dominant form of intercity passenger travel.

The Baltimore & Ohio Railroad (B&O), the first common carrier in the United States, played an important role in
the creation of the state itself. The railroad was considered so important during the Civil War that its route affected
the shape of the new state of West Virginia. Construction of the Chesapeake & Ohio Railroad (C&O) and Norfolk
and Western (N&W) lines following the Civil War, together with the increased demand for coal with the industrial-
ization of the U.S,, led to an expanding rail system in the state, which lasted until after World War L.

The rail system’s share of passenger and goods moved remained dominant through the 1940s and into the early
1950s. However, after World War II, the privately-owned and heavily regulated railroads found it increasingly dif-
ficult to compete with publicly funded highway and air transportation and a cycle of passenger train discontinuance
and rail line abandonment led to a reduction in rail route miles in the state
from approximately 4,000 miles in 1920 to 2,300 today.

Today, the rail system in West Virginia continues to play an essential role in
hauling coal and other natural resources to ports and industries throughout
the Northeast and Midwest and is positioned to take advantage of new and
expanded energy resources currently being advanced in the country. The
rehabilitation of key intermodal routes through West Virginia has not only
strengthened the state’s role in linking eastern ports to the Midwest but has
also positioned it as a potential intermodal hub.

While rail passenger service in the state has been reduced to relatively low
levels of service, the revitalization of intercity passenger rail service in the
more heavily populated states that surround West Virginia provide the
potential to extend service from West Virginia to these areas and provide
the additional travel alternatives needed in a state heavily dependent on
highway travel.

1.3 Institutional Structure of West Virginia’s State Rail Program
Public sector rail activities in West Virginia entail the organizational aspects of rail planning as well as the planning
and project programming processes, which are conducted by both state and local agencies. In addition to describing
rail planning in West Virginia, this section will also address the systems that are in place to support decision making
and project implementation.

Multimodal planning requires close coordination within a state department of transportation itself as well as with
other federal and state agencies, local transportation agencies, railroads operating within the state, and the general
public.

1-2 West Virginia Department of Transportation
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1.3.1 West Virginia Department of Transportation Rail Functions

WVDOT is responsible for coordinating the overall state transportation improvement strategy. Under this mandate
it is primarily responsible for all rail planning and project development activities. The following are those state
authorities or divisions under the jurisdiction of WVDOT that have rail-related responsibilities:

West Virginia State Rail Authority

The SRA, created originally as the West Virginia Railroad Maintenance Authority in 1975, was made a division of the
new WVDOT in 1989. The SRA performs a number of functions including:

= Maintaining a comprehensive inventory of rail lines within the state;

= Monitoring proposed line abandonments and finding alternatives for shippers, including short line operations
to preserve essential rail service or rail to truck transfer if feasible;

= Administering state responsibilities regarding federal grants to aid railroad transportation in West Virginia;
= Owning and operating the 52.4-mile South Branch Valley Railroad;

= Owning and overseeing operation of the 132.1-mile West Virginia
Central Railroad;

= Assisting with the establishment of short line and tourist railroad
operations and promoting increased rail tourism development;

= Participating in the MARC commuter service to Washington, DC by
maintaining two train stations in the Eastern Panhandle and leasing a
third for commuter use; and

= Rail-banking abandoned rail lines that may be used again if future
conditions make it economically feasible and encouraging the interim
use of these banked lines as trails for public recreation.

West Virginia Public Port Authority

The mission of the Public Port Authority is to develop the potential of
intermodalism by combining highway, rail, and water transportation
infrastructure to maximize overall economic advantages to business, industry, and the citizens of West Virginia.
Specific responsibilities include:

= Assisting interested private or public parties in the development and operation of public port and intermodal
facilities throughout West Virginia for economic and recreational enhancement; and

= Facilitating the development and empowerment of local port authority districts.

The Public Port Authority enters into agreements or contracts with the SRA for the preservation, operation, and use
of rail lines. It also oversees the Special Railroad and Intermodal Enhancement Fund.

Highway Division, Railroads & Utilities Unit

The Railroads & Utilities Unit oversees the state’s Grade Crossing Improvement Program and any other projects
where coordination between railroads and the state’s highway program is required.

1-3 West Virginia Department of Transportation
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1.3.2 Other State Agencies or
Authorities with Rail-Related
Responsibilities

Public Service Commission of
West Virginia

The Public Service Commission’s
Transportation Enforcement
Division includes the Railroad
Safety Section, which is responsible
for the administration and enforce-
ment of federal and state regula-
tions governing the transportation
of persons and property by rail.
These responsibilities are primarily
the inspection of railroad track and
equipment, operations, and the movement of hazardous materials.

In an effort to reduce the number of grade crossing accidents, the Railroad Safety Section has also assumed
responsibility for the West Virginia Operation Lifesaver, Inc. program. The goal is to prevent injuries and fatalities
at highway-rail grade crossings within West Virginia and to prevent injuries and fatalities to those who choose to
trespass on railroad property.

West Virginia Department of Commerce

The Department of Commerce’s mission is to improve the quality of life for all West Virginians by strengthening
its communities and expanding the state’s economy to create more and better jobs. In this regard, the Department
of Commerce’s Business and Industrial Development Division actively promotes the growth of the state’s economy
through business startups, retention and expansion of existing industry, and the attraction of new industry.

The Department of Commerce’s financial assistance programs have been utilized to assist in the attraction of new
industries on the state’s rail lines through assistance in track rehabilitation and the construction of spur tracks to
industries.

1.3.3 Local Organizations

Metropolitan Planning Organizations

Metropolitan Planning Organizations (MPOs) are federally mandated and funded transportation policy-making
organizations comprised of local government and transportation officials. The formation of an MPO is required for
any urbanized area with a population greater than 50,000.

MPOs are required to maintain and continually update a Long Range Transportation Plan (LRTP) as well as a
Transportation Improvement Program (TIP), which is a multi-year program of transportation projects to be funded
with federal and other transportation funding sources. As MPO planning activities have evolved to address the
movement of freight as well as passengers, they have included also consideration of multimodal solutions, improved
intermodal connections, and more specific rail and rail-related project solutions. MPOs must work cooperatively
with area transportation stakeholders to understand and anticipate the area’s travel needs and to develop these
documents. Eight MPOs serve West Virginia:
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= Brooke-Hancock Jefferson Metropolitan Planning Commission:
This MPO serves the Steubenville, Ohio/Weirton West Virginia area
(Brooke and Hancock counties, West Virginia and Jefferson County,
Ohio);

= Bel-O-Mar Regional Council:
This MPO serves Wheeling (Ohio and Marshall counties in West
Virginia and Belmont County, Ohio);

= Fayette-Raleigh Metropolitan Planning Organization:
This newly formed MPO serves the entirety of Fayette and Raleigh
counties; and

= KYOVA Interstate Planning Commission:
This MPO serves the Huntington, West Virginia/Ironton, Ohio area
(Cabell and Wayne counties, West Virginia and Lawrence County,
Ohio). KYOVA has been designated a Transportation Management
Area (TMA) and is also responsible for planning in a portion of
Putnam County, West Virginia;

= Regional Intergovernmental Council:
This MPO serves the Charleston Metropolitan Area (Kanawha and Putnam counties);

= Wood-Washington-Wirt (WWW) Interstate Planning Commission:
This MPO serves the Parkersburg, West Virginia/Marietta and Belpre, Ohio area (Wood County, West Virginia
and Washington County, Ohio);

= Morgantown/Monongalia County Transportation Planning Organization:
This MPO serves the greater Morgantown area and Monongalia County; and

= Hagerstown/Eastern Panhandle Metropolitan Planning Organization:
This MPO serves the 3-county region of Berkeley and Jefferson counties in West Virginia and Washington
County, Maryland.

Local Economic Development Agencies

The State of West Virginia has a number of local public and private economic development agencies that recruit
industries and businesses on the basis of their location, available labor force, room for growth, and access to rail and
other transportation assets.

The West Virginia Directory of Economic Development Organizations lists 48 entities around the state, including
economic development agencies and authorities; chambers of commerce, alliances; development councils; corpora-
tions; and associations at the regional, county, or local level of government. Many of these agencies offer incentives
such as tax exemptions and credits and other means of assistance to attract business interests.

Although these agencies do not generally work directly with freight railroad operators, they do have a vested interest
in the level of rail services and rail assistance programs available to supplement their incentives.
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1.3.4 West Virginia’s Authority to Conduct Rail Planning and Investment

West Virginia has provided the SRA with wide-ranging legal authority to not only exercise those powers necessary
for the state to qualify for rail service continuation subsidies pursuant to the provisions of the federal Regional Rail
Reorganization of 1973 - the Railroad Revitalization and Regulatory Reform Act of 1976 - but also to establish,
fund, construct, acquire, replace, operate, and maintain railroads and railroad projects.

Chapter 29, Article 18 of the West Virginia Code is cited as the “West Virginia State Rail Authority Act” This Act
grants the Authority the powers necessary to carry out and effectuate its corporate purpose, as well as serving as the
State Rail Plan Approval Authority to provide final approval of the State Rail Plan by having the following authority
and qualifications to:

1.

10.

11.

12.

Acquire rail properties both within and not within the jurisdiction of the federal Surface Transportation Board
and within the purview of the federal Regional Rail Reorganization Act of 1973, any amendments to it, and any
other relevant federal legislation;

. Enter into agreements with owners of rail properties for the acquisition of rail properties or use, or both, of rail

properties upon the terms, conditions, rates or rentals that can best effectuate the purposes of the article;

. Acquire rail properties and other property of a railroad in concert with another state or states as is necessary to

ensure continued rail service in the state;

. Establish a state plan for rail transportation and local rail services;
. Administer and coordinate the state plan;

. Provide in the state plan for equitable distribution of federal rail service continuation subsidies among state,

local, and regional transportation authorities;

. Promote, supervise, and support safe, adequate, and efficient rail services;
. Employ sufficiently trained and qualified personnel for these purposes;

. Maintain adequate programs of investigation, research, promotion, and development in connection with such

purposes and to provide for public participation therein;

Provide satisfactory assurances on behalf of the state that such fiscal
control of accounting procedures will be adopted by the state necessary
to assure proper disbursement of and accounting for federal funds paid
to the state;

Comply with the regulations of the Secretary of Transportation and
the U.S. Department of Transportation affecting federal rail assistance
funds; and

Do all things otherwise necessary to maximize federal assistance to the
state under Title IV of the federal Regional Rail Reorganization Act of
1973 and to qualify for rail service continuation subsidies pursuant to
the federal Regional Rail Reorganization Act of 1973.
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1.4 State Authority for Grant, Loan, and Other Rail Financing

West Virginia has utilized both federal and state transportation funding
programs where rail infrastructure improvements were eligible and appro-
priate. State sponsored rail investment in West Virginia is provided through
the WVDOT and its State Rail and Public Port Authorities.

The SRA is provided funding through the state budget process to operate
and maintain railroads owned by the state. The SRA is also empowered

to issue bonds to implement projects if the amount of bonding is capable
of being serviced by revenues received by such projects. The SRA cur-
rently does not have a discretionary grant or loan program. However, the
Authority has received state budget appropriations totaling approximately
$7.7 million over the past 5 years to implement improvements on the state-
owned South Branch Valley and West Virginia Central Railroads as well as
for improvements at the Duffields MARC station.

The Public Port Authority is empowered to enter into agreements with the
SRA for the preservation, operation, and use of rail lines and to purchase railroad tracks being abandoned by any
common carrier and to financially assist the SRA in making such purchases.

The Public Port Authority also oversees the Special Railroad and Intermodal Enhancement Fund. These funds are to
be used only for the purpose of construction, reconstruction, maintenance, and repair of railways; the construction
of railway-related structures; and payment of principal and interest on state bonds issued for railway purposes. This
fund is currently being used for the development of the Heartland Intermodal Facility at Pritchard, West Virginia.

WVDOT provides required matching funds for federal financial assistance programs such as grade crossing
improvement and separation projects.

The West Virginia Economic Development Authority also provides financial assistance for infrastructure improve-
ments to support economic development projects. The Economic Development Authority provided a $325,000 grant
to the SRA to provide rail access to the Petersburg Industrial Park on the South Branch Valley Railroad in 2009.

1.5 A Summary of Freight and Passenger Rail Services in West Virginia

The rail system in West Virginia comprises 2,297 route miles which are owned by 13 freight railroads. Two of
these railroads, CSX Transportation (CSXT) and Norfolk Southern Corp. (NS), are categorized as Class I or major
railroads, and own a total 1,819' route miles, or 79 percent of the total rail mileage in the state. Regional or short
line railroads own and operate the remaining route miles in the state. These freight railroads carried more than 115
million tons of freight or almost 1.1 million rail cars of various commodities that originated or terminated in West
Virginia in 2010. Coal comprised almost 88 percent of the total carloads.

Two Amtrak long distance intercity rail passenger routes, as well as one MARC commuter route, operate within

the state over rail lines owned by freight railroads. AmtraK’s Capitol Limited Service and Cardinal Service operate
between Washington, DC, and Chicago over different routes through West Virginia. MARC’s Brunswick Line, which
extends between Washington, DC, and Martinsburg, West Virginia, also operates over freight trackage in the Eastern
Panhandle of the state.

1 Based on CSXT and NS Surface Transportation Board- R1 Annual Reports as of December 31,2012
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In addition to the state’s freight, intercity passenger, and commuter rail operations, a number of tourist trains also
operate over rail lines generally owned by freight railroads.

West Virginia’s rail network, as well as its contributions and impacts on the state, will be described in greater detail in
subsequent chapters of the Plan.

1-8 West Virginia Department of Transportation



Chapter 2: West Virgthia's:Existing Rail System







STATE RAIL PLAN

2.0 Introduction

This chapter provides an overview of West Virginia’s existing rail system, which was used as a baseline for planning
and decision making during the Plan process. The chapter also describes the trends that will impact the need for rail
in West Virginia and identifies the needs and opportunities for passenger and freight service in the state.

2.1 Description of West Virginia’s Rail Network and Operators

West Virginia’s system is comprised of two Class I railroads and 11 regional, short line, or terminal carriers. The rail
system also includes intercity rail passenger services operated by the National Railroad Passenger Corp. (Amtrak),
commuter rail service operated by the Maryland Area Regional Commuter (MARC), and four rail tourist railroads,
which operate over lines owned by the freight railroads.

2.1.1 West Virginia’s Freight Railroads
Freight railroads are generally defined and classified as follows:

= Class I railroads are defined by the Federal Surface Transportation Board (STB) as having more than $379 mil-
lion of annual carrier operating revenue. They primarily operate long-haul service over high-density intercity
traffic lanes;

= Class II or Regional railroads operate over at least 350 miles of track and/or have revenue of between $40
million and the Class I threshold;

= Class III or Short line railroads operate over less than 350 miles of track and have annual revenue of less than
$40 million per year; and

= Terminal, or switching railroads, provide pick-up and delivery service within a specified area.

The freight rail system in West Virginia is comprised of more than 2,300 route miles of track. Over 1,800 miles, or
more than three-quarters of the state’s rail system mileage, are owned by the Class I railroads. A summary of West
Virginia freight railroads and mileages are shown in Table 2-1 below.

Table 2-1: Freight Rail Owners and Operators in West Virginia
West Virginia Route Miles

Reporting
Railroad Marks

Trackage

Operated Owned Rights Leased

Class | Railroads: 2,117 1,819 262 16
CSX Corporation CSX 1,311 1,060 215 16
Norfolk Southern Corporation NS 806 759 47 0
Class ll/Regional Railroads 6 6 0 0
Wheeling & Lake Erie Railway WLE 6 6 0 0
Class lll/Short Line Railroads: 393 485 0 0
Appalachian & Ohio Railroad AO 158 158 0 0
Beech Mountain Railroad BEEM 8 8 0 0
Elk River Railroad ELKR/TERRI 31 64 0 0
Kanawha Rail Corporation WNFR 6 6 0 0
2-1 West Virginia Department of Transportation
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West Virginia Route Miles

Reporting Trackage
Railroad Marks Operated Owned Rights Leased
Little Kanawha River Rail LKRR 3 3 0 0
RJ Corman Railroad Company/WV Lines RICV 16 16 0 0
South Branch Valley Railroad SBVR 52 52 0 0
Vaughan Railroad Company VRR 0 18 0 0
West Virginia Central Railroad WVCR 91 132 0 0
Winchester & Western Railroad Www 28 28 0 0
TOTAL RAIL LINES IN WEST VIRGINIA 2,516 2,310 262 16

Note: CSXT and NS mileage from STB R-1 reports as of December 31,2012

West Virginia's freight railroads are discussed briefly below by their respective classification. Detailed descriptions of
each rail line are provided in Appendix 1.

2.1.1.1 Class | Freight Railroads

CSX Transportation

CSXT has an extensive rail network that covers 23 states east of the Mississippi River, shown in Figure 2-1. It
serves nearly every major economic and population center east of the Mississippi River and provides connectivity
to western U.S. markets at Chicago, St. Louis, Memphis, and New Orleans. CSXT serves all major Atlantic ports
with major intermodal operations connecting the ports of New York and New Jersey, Philadelphia, Baltimore, and
Norfolk with Midwest markets.

Figure 2-1: CSXT National Rail Network
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Figure 2-2 is a map of CSXT’s major rail lines in West Virginia.

Figure 2-2: CSXT Network in West Virginia
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Norfolk Southern

NS has significant operations east of the Mississippi River serving nearly all metropolitan areas (Figure 2-3). Its gate-

ways to the west are Chicago, Kansas City, St. Louis, Memphis, New Orleans, and - through haulage rights — Dallas.
NS focuses its international operations on the Port of Norfolk.

Figure 2-3: Norfolk Southern Network

Source: NS Website
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Figure 2-4 is a map of major NS rail lines in West Virginia.

Figure 2-4: Norfolk Southern Network in West Virginia Map
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2.1.1.2 Class II/111 Railroads

West Virginia is served by one Class II railroad, the Wheeling & Lake Erie Railway, and 10 Class III railroads. These
railroads are shown on Figure 2-5 below. Individual railroad line descriptions are provided in Appendix 1.

Figure 2-5: Class 11/11l Railroads in West Virginia
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2.1.1.3 West Virginia Passenger Railroads

Rail passenger services in West Virginia are generally classified as intercity rail passenger service, commuter rail
service, and tourist train services. Each of these rail passenger service types are described below.

Amtrak Intercity Rail Services

West Virginia is served by two long-distance Amtrak trains linking Washington, DC and other East Coast cities with
Chicago, the Capitol Limited and the Cardinal. There are currently no high-frequency corridor services provided in
the state.

Capitol Limited

The Capitol Limited operates between Washington, DC and Chicago. The service consists of one daily round trip
stopping at Harpers Ferry and Martinsburg, West Virginia. Key intermediate stops outside West Virginia include
Rockville, Maryland; Cumberland, Maryland; Pittsburgh, Pennsylvania; Cleveland, Ohio; Toledo, Ohio; and South
Bend, Indiana. Westbound trains leave Washington, DC at 4:05 PM and reach Chicago at 8:45 AM the next day.
Eastbound trains leave Chicago at 6:10 PM and arrive in Washington, DC at 12:40 PM the next day. The Capitol
Limiteds scheduled departure and arrival times in Washington, DC supplement MARC rush-hour commuter service
between Martinsburg, Harpers Ferry, and Washington, DC.
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A map of the Capitol Limited route is provided in Figure 2-6. Through West Virginia, the Capitol Limited operates
on track owned by CSXT.

Figure 2-6: Capitol Limited Route

. E—
. nk.Md
| \\ Pittshurgh

| | A M
| I ~ "-'Il..hl:ltnl. 114 g
l bt b ..__,' " |

Source: Amtrak

Cardinal

The Cardinal operates tri-weekly between New York City and Chicago, serving intermediate stations at Philadelphia;
Baltimore; Washington, DC; Charlottesville, Virginia; White Sulphur Springs, Wes Virginia; Charleston, West
Virginia; Huntington, West Virginia; Cincinnati, Ohio; and Indianapolis, Indiana. Westbound trains leave New York
Sunday, Wednesday, and Friday at 6:45 AM and reach Chicago the next day at 10:05 AM. Eastbound trains leave
Chicago Tuesday, Thursday, and Saturday at 5:45 PM, reaching New York the next day at 9:56 PM.

A map of the Cardinal route appears in Figure 2-7. Through West Virginia the Cardinal operates on track owned by
CSXT.

Figure 2-7: Cardinal Route
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The Cardinal travels through Virginia horse country, the Shenandoah Valley, the Blue Ridge and Allegheny moun-
tains, and the New River Gorge. It is a link from the Northeast and Midwest to many of West Virginia’s recreational
areas.

MARC Commuter Rail Service

MARC serves the Baltimore-Washington Metropolitan area. It is part of the Maryland Transit Administration, a
modal agency of the Maryland Department of Transportation. One of its key routes, the Brunswick Line, serves
West Virginia utilizing the CSXT’s Metropolitan and Cumberland subdivisions. West Virginia stations served are
Harpers Ferry, Duffields, and Martinsburg. A map of the MARC system is shown in Figure 2-8.
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Figure 2-8: Maryland Area Regional Commuter System Map

' L AC Tha stmce ) _—
i - A=
.urrm-. 3 [T =T ] ; () it 7
# Mooy T
Diifwmin J r;
oo \‘?M, e By
L 4 24l
- [ = DN By e -
B Pt o0 B ™ it ], | e -
5 D {" - i
g iy, 5 | [ i
i ey o, L N Do 1) o '
3 A Lo RS Tl S
Wiy Ve gyl P = S
ey g B0 P & S f, [ =
£ B i
P . o
e e T "
el PO ey My o
el o L
1 # s Larlien 7 Ml
. s
unf'f.! .
] oy m———
® Y v——
: oy —
N

MARC undertook service between Washington, DC and Martinsburg, West Virginia, in the late 1970s. West
Virginia has responsibility for station maintenance and improvements at the West Virginia Stations.

The current schedule features three inbound frequencies to Washington, DC and three outbound frequencies from
Washington, DC. The current schedule is shown in Table 2-2.

Table 2-2: Brunswick Line — Martinsburg Service (eff. 7/16/12)

AM AM AM PM PM PM
7:09 7:35 8:31 Washington 4:25 5:40 6:20
6:50 7:13 8:09 Silver Spring 4:39 5:54 6:34
6:32 6:55 7:54 Rockville 4:53 6:09 6:51
5:40 6:05 7:05 Brunswick 5:45 6:58 7:42
5:25 5:50 6:41 Harpers Ferry 5:58 7:09 7:54
5:16 5:41 6:41 Duffields 6:11 7:20 8:05
5:00 5:25 6:25 Martinsburg 6:36 7:40 8:25

Transit buses from the Eastern Panhandle Transit Authority (EPTA-Pan Tran) serve the Martinsburg, Duffields,
and Harpers Ferry stations. Pan Tran buses also provide connections with selected trains at the Brunswick MARC
Station.

Tourist Rail Operations

West Virginia’s tourist train industry helps to chronicle West Virginia’s transition to the industrial age and attract
vacation travelers to the state. These travelers, many of whom spend several nights in the state, generate income not
only for the tourist railroads but also for restaurants, hotels, motels, and other visitor service establishments.

Tourist railroads generally consist of a short train ride through scenic countryside in passenger cars dating from the
early 20th century to the streamlined era (1940s and 1950s). Trains can be steam or diesel powered with coaches,
parlor cars, open-seating cars for sightseeing, and sometimes freight cars. Tourist railroads are either part of for-
profit short line railroads or are operated as non-profit organizations for historical preservation purposes.

Figure 2-9 map shows the location of all tourist railroad locations in the state.
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Figure 2-9: West Virginia Tourist Railroads
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The following summaries provide an overview of the four tourist railroads which operate in West Virginia.

Cass Scenic Railroad

The Cass Scenic Railroad (CSR) is based in the restored lumber town of Cass, in Pocahontas County. CSR operates
on the former West Virginia Pulp and Paper Company Railroad for 11 miles up Cheat Mountain to Bald Knob. The
railroad uses the same steam locomotives that were used on the line for more than a half-century. The railroad is
owned and operated by the State of West Virginia and is a West Virginia State Park. The railroad offers two steam
train excursions from Memorial Day weekend until the last Sunday in October. These excursions include a 9-mile,
1.5-hour round trip to Whittaker Station where passengers can experience life in a recreated 1940s lumber camp,
and a 22-mile, 4.5-hour round trip to Bald Knob.

New River Train Excursions

The New River Train (NRT) is operated by the Collis P. Huntington Railroad Historical Society, Inc. (CPH). This
300-mile round trip travels on the CSXT between Huntington, in Cabell County and Hinton, in Summers County.
The NRT operates on the CSXT Kanawha Subdivision from Huntington to Montgomery and on the New River
Subdivision from Montgomery to Hinton through the scenic New River Gorge.

The main focus of NRT operations are four fall foliage trips per year during the last two weekends in October. The
NRT utilizes Amtrak locomotives and a mix of Amtrak Horizon/Amfleet and Amtrak approved private heritage
coaches, lounges, parlor cars, diners, dome cars, and sleeper lounge cars. NRT operations are unique compared to
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other tourist railroads in terms of the scale of its operations (25- to 30-car trains) over a high density freight main
line at higher speeds.

CPH also periodically sponsors both day and overnight trips to the Greenbrier Resort in White Sulphur Springs,
utilizing Amtrak’s Cardinal, with participants riding in coach. In addition, 4-day trips to New York City and
Washington, DC are also offered once a year utilizing Amtrak’s Cardinal. Volunteers, or guides, aboard Amtrak’s
Cardinal describe scenic and historical sites along the train’s route.

Durbin & Greenbrier Valley Railroad

The Durbin & Greenbrier Valley Railroad (DGVR) operates excursion trains on the West Virginia Central Railroad
(WVCR). The DGVR is a short line freight railroad that also operates tourist trains. The DGVR has built a portfolio
of four routes that travel through West Virginia’s scenic and spectacular unspoiled mountain and canyon country.
The scenic excursion trains operated by DGVR include:

= The Durbin Rocket operates between Durbin and Hevener Station over 5.5 miles of restored rail line. The
train departs from the restored C&O depot in Durbin along the Greenbrier River through the Monongahela
National Forest with a stop-over at Piney Island. The train operates June through October.

= The Cheat Mountain Salamander operates from Cheat Bridge to Big Cut, a distance of 17 miles. It also oper-
ates a 128-mile round trip excursion train departing from the historic depot in Elkins and traveling up Cheat
Mountain to Spruce in Pocahontas County. Trains operate June through October.

= The New Tygart Flyer operates from the Elkins Depot on a 46-mile round trip south to Cheat Falls, on a
former Western Maryland Railway line. Trains operate June through November.

In addition to the regular routes noted above, the DGVR operates three special operations. They are the Mountain
Explorer dinner train; the Polar Express, operated on weekends in November after the end of the regular season;
and the Castaway Caboose, which is a caboose outfitted as a camper that can be rented by visitors. The caboose is
taken by the Durbin Rocket to a remote siding and set-out, where the visitors spend the night and are picked up the
next day.

Potomac Eagle Scenic Railroad

The Potomac Eagle Scenic Railroad (PESR) operates passenger excursion trains on the South Branch Valley Railroad
(SBVR). PESR operates passenger trains from Romney to Sycamore Bridge north of Moorefield, with occasional
longer trips to Petersburg.

The Potomac Eagle’s regular season begins in mid-May, and it operates every Saturday through September. Trains
depart the Wappocomo Station (just over 1 mile from the Romney town center on Route 28) and complete a round
trip in 3 hours. On selected Saturdays during the operating season PESR runs an all-day trip from Wappocomo to
Petersburg and return. Fall foliage trains operate daily during the month of October, and twice daily on Saturdays
and Sundays. Special longer trips are operated on Saturdays and Sundays in November to allow passengers addi-
tional time to view the fall colors. In addition to its regular schedule PESR operates several event trains for the Loy
Foundation (featuring an on-train murder mystery), Hardy Heritage Days, Romney Railroad Days, and a Ridgedale
Home Tour Special. Christmas train trips have been offered in past years.

2-10 West Virginia Department of Transportation



STATE RAIL PLAN

2.1.1.4 Abandoned and Rail-Banked Lines

As noted earlier, West Virginia’ rail system mileage has decreased from approximately 4,000 route miles in 1920
to about 2,300 today. Rail system mileage, however, has stabilized in both the U.S. and West Virginia over the past
decade.

Rail freight service, including the lines over which rail service is operated, are under the jurisdiction of the STB. Rail
owners and operators must apply to the STB for permission to discontinue or abandon freight service on a line.

The STB requires that a railroad must publish a notice to abandon an active line once a week for at least 3 consecu-
tive weeks and provide notice at its stations and to its rail customers. For a line on which no service has been
provided over the past 2 years and where no customers object, prior notice is not required and the carrier is exempt
from many of the STB abandonment requirements. For each abandonment application, the STB establishes a docket
number and collects information and testimony before deciding whether to allow abandonment or permit other
actions as may be requested by interested parties. In addition to STB’s authority to grant or deny abandonment of a
rail line, it may also impose other conditions, such as granting “Interim Trail Use” or “Public Use” of the line.

The National Trails Act allows for reserving railroad right-of -way through the interim use of the railroad corridor
as a trail. Interim trail use can be utilized when it is determined that the railroad right-of-way may be needed in the
future for railroad use. Public agencies may also request that the rail corridor be made available for “public use” if it
has determined that the right-of-way is suitable for highway or mass transit usage, conservation, energy production
or transmission, or recreation. WVDOT, through the SRA, coordinates abandonment activities.

West Virginia Abandonment Applications

Over the past decade, only 85 miles of rail line have been proposed for abandonment in West Virginia. These line
segments are shown in Table 2-3 on next page in order of the STB’s Service Date, or the date of publication of the
latest decision on the case.
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Table 2-3: West Virginia Rail Abandonments (2003-2013)

STB
SERVICE LENGTH END
COUNTY DOCKET DATE (miles) (milepost)
. Williamston (FG Cinderella
NS Mingo AB-290-215X 02/27/2003 2.50 0.0) FG (2.5)
Sincel Henry
CSXT Grant AB-55-637X 06/09/2003 5.30 (BAH 63.7) (BAH 69.0)
. Licks Fork Edna
NS Mingo AB-290-223X 09/26/2003 1.59 (TE 1.50) (TE 3.09)
Stirrat Sarah Ann
CSXT Logan AB-55-671X 08/16/2006 1.40 (CME 10.0) (CME 11.4)
. Jarrods Valley Jct. Clear Creek
CSXT Raleigh AB-55-661X 07/26/2007 15.12 (CLP 0.0) (CLP 15.12)
. Rupert Jct. Clearco
CSXT Greenbrier AB-55-683X 08/01/2007 13.60 (CAH 20.8) (CAH 20.8)
Caretta Caretta
NS McDowell AB-290-272X 12/21/2007 2.50 (CB 0.0) (CB 2.5)
Franco Saunders
CSXT Logan AB-55-607X 04/03/2008 10.02 (CLU 6.3) (CLU 16.32)
CSXT Logan AB-55-689X | 10/10/2008 1.16 Dol Bl
9 : (CLV 2.0) (CLV 3.16)
Greenbrier & Rainelle Nallen
CSXT Fayette AB-55-682X 12/12/2011 16.70 (CAF 27) (CAF 43.7)
Rowelsburg Albright
CSXT Preston AB-55-625X 02/12/2013 14.30 (BAJ 0.0) (BAJ 14.3)
TOTAL 84.99

Rail-Banked Lines in West Virginia

The SRA has purchased 266 miles of abandoned or discontinued rail lines for the purpose of rail banking the line
for possible future rail use. These rail corridors are generally used for recreational purposes. The rail-banked lines,
current lessees, and trail operators are shown in Table 2-4 on next page.

2-12

West Virginia Department of Transportation



STATE RAIL PLAN

Table 2-4: State Rail Authority Rail-Banked Lines

Location

HES

Former
RR

Lessee

Trail Name

Trail
Operator

3/7/1994 Brooke PA State Line | 4.57 CR Weirton Board Panhandle Brooke County
- Colliers of Parks and Trail Parks and
Recreation Recreation
3/1/1975 | Greenbrier North 77 Cco Department Greenbrier WYV Div.
Pochontas Caldwell - of Natural of Natural
Cass Resources Resources
12/4/1984 Harrison Haywood - 6.93 BO Harrison Spelter Line Harrison
Spelter County Parks County Parks
and Recreation and Recreation
Commission
8/29/1986 Harrison Wilsonburg - [ 8.82 BO North Bend North Bend WV Div.
Walker State Park of Natural
Resources
8/29/1986 | Doddridge | Wilsonburg- | 20.79 BO North Bend North Bend WV Div.
Walker State Park of Natural
Resources
8/29/1986 Ritchie Wilsonburg - | 26.15 BO North Bend North Bend WV Div.
Walker State Park of Natural
Resources
8/29/1986 Wood Wilsonburg- | 4.81 BO North Bend North Bend WV Div.
Walker State Park of Natural
Resources
6/1/1989 Harrison Gaston 2.81 CSXT Marion County Marion Marion County
Junction - Parks and County Trail Parks and
Willard Recreation Recreation
6/1/1989 Marion Gaston 9.46 CSXT Marion County Marion Marion County
Junction - Parks and County Trail Parks and
Willard Recreation Recreation
4/12/1990 Nicholas Allingdale- | 14.53 CSXT City of Tri-Rivers Trail City of
Richwood Richwood Richwood
1/30/1990 Wood Walker - 11.04 CSXT North Bend North Bend WV Div.
Parkersburg State Park (DNR) of Natural
Resources
3/8/1991 | Monongalia | Fairmont - 16.31 CSXT Mon River Trails Caperton Mon River Trails
Morgantown Conservancy Trail Conservancy
3/8/1991 Marion Fairmont - 4.86 CSXT Mon River Trails Caperton Mon River Trails
Morgantown Conservancy Trail Conservancy
5/29/1992 | Monongalia | Brownfield, | 20.03 CSXT Mon River Trails Caperton Mon River Trails
PA - Conservancy Trail Conservancy
Morgantown
5/29/1992 Preston Brownfield, 9.04 CSXT Mon River Trails Caperton Mon River Trails
PA - Conservancy Trail Conservancy
Morgantown
3/6/1997 Harrison Clarksburg- | 14.11 CSXT | Harrison County Harrison Harrison
McWhorter Commission County Trail County
Commission
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2.1.2 Major Freight and Passenger Terminals

Rail terminals generally are locations where rail freight can be transferred or where rail passengers board or disem-
bark from trains.

Rail freight terminals can include classification yards, intermodal facilities, and transload facilities. Rail classifica-
tion yards are locations where freight cars are made into trains according to their destination. Freight intermodal
terminals are facilities where large amounts of freight, generally containers or trailers, are transferred from one mode
to another, such as between rail and either highway or water modes. Transload facilities are a form of intermodal
transfer, which is generally reserved for local transfer of bulk commodities between rail and truck.

Rail passenger terminals, or passenger stations, are facilities where passengers wait for or leave trains. However, in
addition to serving as gateways to trains for passengers, rail stations are also gateways for the cities served by these
trains. Rail stations are a focus for activity and foster economic development, commercial endeavors, tourism,
cultural activities, civic pride, and historic preservation in their cities. The amenities provided at passenger stations,
such as parking, the ability to transfer to other transit modes, ticketing, etc. can vary significantly.

Descriptions of major freight and passenger terminals located in West Virginia are described by service providers
below.

2.1.2.1 Rail Freight Terminals

CSXT Facilities

CSXT has six rail yards in West Virginia located in Charleston, Danville, Huntington, Grafton, Logan, and
Parkersburg. In addition to its yard facilities, additional facilities to support CSXT operations in Huntington include
its division headquarters, a freight car light repair shop, and a locomotive heavy haul repair shop.

TRANSFLO, a subsidiary of CSX Corporation, operates 57 active terminals nationally for the transfer of more than
500 bulk products between railcars, containers, and trucks. Via CSX TRANSFLO facilities CSXT serves multiple
non-rail-served locations by transporting commodities by rail to the facility for transfer to truck for the final
destination. The three TRANSFLO facilities located in West Virginia are shown in Table 2-5 below.

Table 2-5: CSXT TRANSFLO Facilities in West Virginia

Location Address Car Spots
Clarksburg 500 North Third Street 32
(Multi-Commodity Facility) Clarksburg, WV 26301

South Charleston 1st Avenue and F Street South 24
(Multi-Commodity Facility) Charleston, WV 25303

Fairmont 900 Washington Street 42
(Multi-Commodity Facility) Fairmont, WV 26554

CSXT also provides bulk transload service to Transload Solutions in Benwood, which has 200 rail car spots for the
transfer of sand, chemicals, and asphalt.
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NS Facilities

NS has rail classification and terminal yards in West Virginia located in Elmore, Auville, Kenova, Belle, Bluefield,
and Williamson.

There are currently no major NS intermodal facilities in West Virginia. However, the West Virginia Public Port
Authority is developing the Prichard Intermodal project. This project consists of the construction of a new intermo-
dal facility in Prichard, on an approximately 100-acre site located adjacent to the NS rail line, giving shippers in the
tri-state region of West Virginia, Kentucky, and Ohio multimodal access to highway and rail. The estimated project
completion date is 2014. The project is intended to provide long-term economic benefits in conjunction with the
completed NS Heartland Corridor Initiative.

NS also operates a Thoroughbred Bulk Transfer Terminal in Maidsville, which has 30 car spots for the transfer of
chemicals, asphalt, food products, plastics, and petroleum products.

2.1.2.2 Rail Passenger Terminals

Amtrak Stations

There are 10 active Amtrak stations in West Virginia. Two are located in the Eastern Panhandle (Harpers Ferry and
Martinsburg), and the remainder are located in the south central part of the state.

= The Harpers Ferry and Martinsburg stations, served by the Capitol Limited, see daily service. The tri-weekly
Cardinal serves stations at White Sulphur Springs, Alderson, Hinton, Prince, Thurmond, Montgomery,
Charleston, and Huntington. These stations are described in more detail below.

m The Capitol Limited stations, from east to west, are as follows:

= The Harpers Ferry Station is part of the city’s historic district. Built in 1894, it was transferred to the National
Park Service (NPS) in 2001. The station platforms are owned by CSXT. The SRA leases and maintains these
facilities and shelters. The NPS maintains the station building. Parking is available in an adjacent parking lot
owned and maintained by the Park Service. The station is not staffed, and no tickets are sold at this location.
The waiting room is opened by the Park Service during morning commute hours. One Pan Tran bus route
serves the station. Renovation of the Harpers Ferry platforms and underpass head house shelters are currently
underway. When completed, the platforms will be Americans with Disabilities Act (ADA) compliant and the
shelters will match the historical style of the station.

= The Martinsburg Station complex is owned by the City of Martinsburg. The platforms are owned by CSXT. The
City of Martinsburg maintains the station, and caretakers open and close the station at train times. The former
hotel, now renovated into offices, is an historic structure. The new historic style station annex was completed
in 1997. The station has a Quik-Trak ticketing machine. The station is also the transit center and route hub for
Pan Tran bus service. Parking is available in a city owned lot.

B The Cardinal stations, from east to west, are as follows:

= The White Sulphur Springs Station is across the street from the Greenbrier Resort and is controlled by the
resort. While unstaffed, a caretaker opens the station for departing and arriving passengers. The resort has
converted the station into a Christmas store and gift shop. A new wheelchair lift, informational kiosk, and
tactile platform edge are some of the improvements to be funded by the Mobility First program. The platform
is owned by CSXT, and parking is available adjacent to the station.
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= The Alderson Station is not stafted. The train will stop only if there is a passenger with a reservation to board or
detrain at that station. The station platform is owned by CSXT, and parking is available adjacent to the station.

= The Hinton Station, part of Historic Downtown Hinton, is unstaffed. The station is opened and maintained by a
caretaker. It is currently undergoing a series of repairs and renovation by the city of Hinton to bring the station
into compliance with ADA requirements. All facilities are owned by CSXT, and parking is available adjacent to
the station.

= The Prince Station is staffed by a ticket agent and offers checked baggage service. The station serves as a
gateway to Beckley; the area’s growing recreation market; and the Boy Scouts of America (BSA) Summit
Bechtel Reserve (SBR) Jamboree and High Adventure Camp. The platform and station are owned by CSXT,
and there is limited parking at the station.

= The Thurmond Station is within a national park, the New River Gorge National River. The Park Service owns
the station and uses it as a visitor center during the summer months. The station is not staffed, and the train
will stop only if there is a passenger with a reservation to board or detrain at that station. The platform is
owned by CSXT, and parking is available adjacent to the station.

= The Montgomery Station is not staffed. The station has a platform shelter for waiting passengers. The local
transit bus line hub is located adjacent to the station. The platform is owned by CSXT, and parking is available
adjacent to the station.

= The Charleston Station is a Neo-Classical Beaux-Arts style building extensively renovated in 1987. The station
is staffed by a ticket agent, offers checked baggage service, and is fully wheelchair accessible. The station
is scheduled to receive additional ADA compliant parking spaces, curb cuts, and tactile edging as part of
Amtrak’s Mobility First Initiative, which is designed to eliminate or reduce barriers to the disabled in access-
ing Amtrak trains. The platform is owned by CSXT. Some parking is available adjacent to the station. Three
Kanawha Valley Regional Transportation Authority bus routes operate past the station.

= The Huntington Station was built in 1983. The station is staffed by a ticket agent, ofters checked baggage
service, and is fully wheelchair accessible. Huntington also serves as a base for train crews. The platform,
station, and parking area are owned by CSXT. Short- and long-term parking is available adjacent to the station.

MARC Stations

The Eastern Panhandle of West Virginia is served by three MARC Commuter stations: Harpers Ferry, Duffields, and
Martinsburg. The Harpers Ferry and Martinsburg stations are also served by Amtrak and are described above.

The Duffields Station was designed as a park-and-ride station. It has a large number of parking spaces (295) and easy
highway access from WV 9. Facilities consist of platforms and a small shelter.

2.1.3 Objectives for Passenger Services in West Virginia

West Virginia’s ability to provide specific levels of rail intercity and commuter passenger is limited by the fact that
these services are provided by other owner and operating entities. Both Amtrak routes are long-distance services
which remain under the control of Amtrak and serve multiple states. MARC service is provided by a Maryland
transportation agency. Therefore, West Virginia’s ability to control minimum levels of service (LOS) such as frequen-
cies and scheduling - which directly impact capacity and ridership - is extremely limited.

Nevertheless, West Virginia has established a number of goals and objectives regarding rail passenger service in
the state. The specific goals and objectives are discussed in Chapter 5 of the Plan. In general, however, the state is
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committed to preserve, protect, evaluate, and improve intercity and commuter passenger rail service and to support
rail-related tourism.

These goals and objectives are addressed further during the Plan’s rail analysis phase, and specific projects have been
recommended to meet objectives in some cases.

2.1.4 Performance Evaluation of West Virginia Passenger Services

This section describes the ridership, operating, and financial characteristics of the intercity and commuter rail pas-
senger operations within West Virginia. It should be noted that as none of the passenger services involves operations
totally within the state, some of the operating and financial statistics are provided on a system basis and may not
necessarily fully represent the characteristics within West Virginia.

2.1.4.1 Amtrak Performance

As noted earlier, Amtrak operates the Capitol Limited and Cardinal long-distance trains through the state.
Performance characteristics for these trains are described below:

General Characteristics

In fiscal year 2012, the Capitol Limited carried 226,900 riders, a 0.1 percent increase over the previous year. At $20.4
million, ticket revenue also showed growth increasing 0.8 percent compared to the previous year.

Riders traveling between the train’s Chicago and Washington, DC end-points generate nearly 40 percent of the
route’s ridership and almost 60 percent of the revenue. This high percentage of end-point travel compared to other
long-distance trains is a result of the substantial number of connecting passengers using the train. In Chicago,

the Capitol Limited connects with all the western long-distance trains and the Chicago Hub Network, while in
Washington, DC the train connects to trains destined to the Northeast Corridor, Florida, and the Carolinas. In
Pittsburgh, the Capitol Limited connects to the Pennsylvanian serving Philadelphia and New York City. Riders
traveling between Chicago and Pittsburgh (14 percent) and Pittsburgh and Washington, DC (7 percent) represent
the next largest city pairs by ridership.

Based on the 2005 Amtrak Ridership Profile for the Capitol Limited, almost 90 percent of passengers characterize
their trip purpose as leisure trips, described as trips for visiting family and friends and vacation/recreational

trips. Trips to and from school, for personal business or medical appointments, and business trips account for the
remainder of trip purposes. Almost one-third of riders chose the Capitol Limited because they did not want to fly or
drive or because there was no alternative transportation available. More than 40 percent chose the train because of
its comfort or to view the scenery.

In fiscal year 2012, the Cardinal carried 116,400 riders, a 4.9 percent increase over the previous year. At $7.5 million,
ticket revenue also showed strong growth increasing 6.2 percent compared to the previous year.

Unlike the Capitol Limited, few Cardinal passengers traveled between the end-point cities. The primary role of

the Cardinal is connecting mid-route communities (many in West Virginia) to major cities and connecting hubs
on the East Coast and Chicago. The most travelers (more than 60 percent) are making journeys between smaller
intermediate stations and major cities. Because of these characteristics, riders on the Capitol Limited generate more
ticket revenue per passenger ($90) than do riders on the Cardinal ($70). However, the Cardinal connects isolated
communities where the train is often the only form of intercity public transportation available.

Based on the 2005 Amtrak Ridership Profile for the Cardinal, more than 90 percent of passengers characterize the
purpose of the trip as leisure trips. Trips to and from school, trips for personal business or medical appointments,
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and business trips account for the remainder of trips. About one-third of riders chose the Cardinal because they do
not want to fly or drive, or because there was no alternative transportation available. More than 30 percent chose the
train because of its comfort or to view the scenery.

Amtrak Ridership in West Virginia

Table 2-6 shows route ridership and ticket revenue for the Capitol Limited and the Cardinal over the past 5 years.
While ridership and ticket revenue softened during the recent recession, the slowly recovering economy, improved
service, and high gasoline prices have resulted in continuing strong growth in recent years.

Table 2-6: Ridership, Ticket Revenue, and Costs by Route

Capitol Limited Cardinal
Ridership Ticket Ridership Ticket
Rev (mil) Rev (mil)

FY2012 226,884 $20.5 TBD 116,373 $7.5 TBD
FY2011 226,597 $20.3 TBD 110,923 $7.1 TBD
FY2010 218,596 $18.6 $45.8 107,053 $6.4 $25.7
FY2009 215,371 $17.6 $40.3 108,614 $6.4 $22.0
FY2008 216,350 $17.4 $36.8 109,195 $6.4 $20.0

Source: Amtrak Train Earnings/Monthly Performance Report

Table 2-7 shows the number of boardings and alightings at each station in West Virginia for Fiscal Year 2010
through Fiscal Year 2012.

Table 2-7: Amtrak Riders in West Virginia FY 2010 Through 2012

Station FY 2010 FY2011 % Chg. FY2012 % Chg.
Capitol Limited
Harpers Ferry 4,618 5,006 8.4% 5,483 9.5%
Martinsburg 6,986 7,734 10.7% 8,641 11.7%
Capitol Limited Total 11,604 12,740 9.8% 14,124 10.9%
Cardinal
Alderson 705 659 -6.5% 603 -8.5%
Charleston 9,507 9,783 2.9% 9,799 0.2%
Harpers Ferry 4,618 5,006 8.4% 5,483 9.5%
Hinton 8,803 8,632 -1.9% 8,742 1.3%
Huntington 11,345 11,721 3.3% 11,743 0.2%
Martinsburg 6,986 7,734 10.7% 8,641 11.7%
Montgomery 936 473 -49.5% 580 22.6%
Prince 3,364 3,197 -5.0% 3,125 -2.3%
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Station FY 2010 FY2011 % Chg. FY2012 % Chg.
Thurmond 230 254 10.4% 264 3.9%
White Sulphur Springs 4,654 6,056 30.1% 5,985 -1.2%
Cardinal Total 51,148 53,515 4.6 54,965 2.7%
Total West Virginia 62,752 66,255 5.6% 69,089 4.3%

Source: Amtrak State Fact Sheet

Route Metrics

The performance of Amtrak routes is measured by a series of key metrics as outlined by the Passenger Rail
Investment and Improvement Act (PRIIA) of 2008. These metrics are financial, operational, and measures of
customer satisfaction. Section 207 of PRIIA required and outlined a methodology for the development of standards
for measuring the performance and service quality of Amtrak’s routes. These standards are noted below:

Financial Performance

Amtraks fiscal year begins on October 1. Amtrak reports route revenue on a monthly and year-to-date basis.
Operating costs, however, are reported a year after they are incurred. Thus, October 2009 - September 2010 (FY10)
revenue is compared with operating costs for October 2010 - September 2011 period (FY10 costs). These fiscal year
data reveal that the Capitol Limited’s revenue covered 44.1 percent of its operating costs. This ratio is commonly
known as the fare box recovery ratio. The figure for the Cardinal was 27.2 percent. This result reflects the less
competitive nature of tri-weekly service.

For the same FY10 time period, Amtrak’s total long-distance services nationally generated a 44.8 percent fare box
recovery.

Another key measure of financial performance is passenger miles per train-mile (PMTM). This measure reflects the
overall productivity of the train. As outlined in FRAs Quarterly Report on the Performance and Service Quality of
Intercity Passenger Train Operations, for the 12 months ending March 2012, the Cardinal had a PMTM of 129 while
the Capitol Limited had a PMTM of 199.

On-Time Performance

Amtrak defines on-time performance (OTP) as the total number of trains arriving on-time at a station divided by
the total number of trains operated on that route. A train is considered on-time if it arrives at the final destination
within an allowed number of minutes, or tolerance, of its scheduled arrival time. Trains are allowed a certain toler-
ance based on how far they travel. The service standard for OTP for the long-distance trains is 80 percent.

The overall OTP for all Amtrak routes in FY 2011 was 78 percent. In FY 2011 the Capital Limited averaged 49
percent OTP, while the Cardinal averaged about 39 percent. These OTP percentages are very poor and also represent
a double-digit decline compared to the previous year. A consistent and high OTP makes the rail service more
attractive to riders, especially those traveling shorter distances.

Causes for Amtrak train delays can be attributed to a number of reasons. The types of delay measured include:

= Train interference delays are related to other train movements in the area. These can be freight trains as well as
other Amtrak trains.
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Slow Orders are related to the railroad infrastructure and/or maintenance work being done on the tracks or
signaling systems. This includes delays from reduced speeds to allow safe operation due to the track problems.

Passenger Related Delays are related to the boarding of passengers (e.g., heavy holiday loads, disabled pas-
sengers, large groups, checked baggage, etc.) and passenger holds for connections.

All Other Freight Railroad Delays are related to signal failures, debris, and routing delays (e.g., use of a siding
rather than the main line).

All Other Delays could include delays caused by the weather and non-railroad third-party factors such as a
bridge opening for waterway traffic, police activity, grade crossing incidents, or loss of power due to a utility
company failure.

Table 2-8 shows the causes of delay in percent of delay minutes for routes through West Virginia in June 2012 that
negatively impact OTP.

Table 2-8: Causes of Delay to Amtrak Trains Serving West Virginia - June 2012

Route
Causes of Delay . _, .
Capitol Limited Cardinal

Train Interference 29.5% 21.7%
Slow Orders 9.2% 17.9%
Passenger Related Delays 18.9% 26.3%
All Other Freight Railroad Operational Delays 29.6% 25.1%
All Other Delays 12.8% 9.0%

Source: Amtrak Monthly Performance Report for June 2012

Customer Service Indicator

Amtrak’s Customer Service Indicator (CSI) Scores measure the satisfaction by passengers, on an 11-point scale, of a
particular aspect of their trip. A CSI score of 80 means 80 percent of respondents rated the aspect of their trip in the
top three of an 11-point scale. Service measures include:

Overall Service is the measure for the respondents rating for their overall trip experience;

Amtrak Personnel is the measure for the respondents rating Amtrak reservations personnel, station personnel,
train crew, and on-board service crew;

Information Given is the measure for the respondents rating all information they received pertaining to their
trip;

On-Board Comfort is the measure for the respondents rating seat or sleeping compartment comfort, air
temperature, and ride quality;

On-Board Cleanliness is the measure for the respondents rating the cleanliness of the train and on-board
restrooms; and

On-Board Food Service is the measure for the respondents rating the quality of the food and snacks purchased
on-board the train.
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Table 2-9 shows the CSI scores for the Capitol Limited and the Cardinal for the 12-month period ending in March
2012. CSI scores fell below the standard in some cases by a significant amount. These lower scores in the delivery of
some services could be a result of poor OTP.

Table 2-9: (Sl scores for the Capitol Limited and the Cardinal

Route
Service N ENETL Capitol Limited Cardinal
Overall Service 82 79 74
Amtrak Personnel 80 82 77
Information Given 80 68 59
On-Board Comfort 80 76 73
On-Board Cleanliness 80 62 56
On Board Food Service 80 71 58

Red: CSI Scores below goals.
Source: FRA Quarterly Report on the Performance and Service Quality of Intercity Passenger Train Operations

ADA Compliance

Amtrak’s A Report on Accessibility and Compliance with the Americans with Disabilities Act of 1990, produced in
2009, notes that eight of West Virginia’s in-service stations are required to be ADA-compliant. These are Charleston,
Harpers Ferry, Hinton, Huntington, Martinsburg, Montgomery, Prince, and White Sulphur Springs. The other
stations are flag stops, which are not required to be ADA-compliant.

The eight were assessed as to the levels of ADA compliance of their station structures, platforms, and pathways. The
levels of compliance include:

= Generally Compliant for stations with scores above 80 percent compliance;
= Partially Compliant for stations scoring between 20 percent and 79 percent; and
= Minimally Compliant for stations scoring lower than 20 percent.

In 2009 four of West Virginia’s stations - White Sulphur Springs, Prince, Montgomery, and Hinton were rated as
Minimally Compliant. The remaining four - Charleston, Harpers Ferry, Huntington, and Martinsburg — were rated
as Partially Compliant.

Amtrak and the freight railroads are currently working to develop strategies and plans to meet the FRAs new
requirements requiring level boarding to accommodate passengers with disabilities. This is a very complex task
integrating the needs of railroad clearance requirements, freight traffic, and the mix of different boarding levels by
type of equipment (Superliner, single-level, and commuter) that often operate on the same line, while fulfilling the
requirements and spirit of the ADA statute.
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2.1.4.2 MARC Performance

Performance measures for MARC Brunswick Line service are described below:

Ridership

Ridership information for MARC’s Brunswick Line and for stations in West Virginia is shown in Tables 2-10 and
2-11. Table 2-10 shows total annual route ridership for the Brunswick Line between Washington, DC; Brunswick;
Martinsburg; and Frederick. Overall ridership has shown relatively steady growth in recent years.

Table 2-10: Brunswick Line Ridership (State Fiscal Year — July-June)

Year Riders % Chg
FY 05 1,670,200

FY06 1,718,000 2.9%
FYO7 1,767,500 2.9%
FY08 1,794,700 1.5%
FY09 1,842,300 2.7%
FY10 1,846,000 0.2%
FY11 1,838,500 -0.4%
FY12 1,910,900 3.9%

Source: MARC

Table 2-11 shows the average daily ridership at each of West Virginia’s stations based on a 12-month rolling average.
The date ranges shown provide key information about the impact of a fare surcharge implemented in January 2009
indicating that price sensitive riders chose other commuting alternatives.

Table 2-11: West Virginia Ridership (12-Month Rolling Average Daily Ridership*)

Station 2/08-1/09 2/09-1/10 2/10-1/11 2/11-1/12
Martinsburg 223 190 -14.8% 194 2.1% 208 7.2%
Duffields 184 157 -14.7% 152 -3.2% 164 7.9%
Harpers Ferry 140 125 -10.7% 98 -21.6% 117 19.4%
Total 547 472 -13.7% 444 -5.9% 489 10.1%

*Time periods chosen to show ridership before and after fare surcharge effective January 2009.
Source: MARC

On-Time Performance and Delays

MARC has an OTP goal of 95 percent. This is its core service standard. Table 2-12 shows the average OTP on the
Brunswick Line for the past 3 years. As can be seen, OTP on the Brunswick Line through June 2011 falls significantly
short of the goal. Table 2-13 shows the causes of delays by type between January 2003 and July 2010.
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Table 2-12: Brunswick Line On-Time Performance (State Fiscal Year - July-June)

Year OoTP % Chg
FY10 88.4%

FY11 83.1% -6.0%
FY12 87.0% 4.7%

Source Table 5: MTA Website, MTA Meeting Summary, July 22,2011 (FY10-11), MTA FY12

Table 2-13: Brunswick Line Causes of Delay (January 2003-July 2010)

Cause of Delay Percentage

Train Interference 37%
Tracks 16%
Weather 14%
Signals 14%
Mechanical 7%
Accident 3%
Other Causes 9%

Source Table 6: MARC Ridership and Delays Analysis, September 2010

As the line uses one of CSXT’s major freight corridors with increasing freight traffic, freight train interference is a
major cause of delays.

Trespasser incidents are also a major cause of the delays. Almost 90 percent of MARC'’s trespasser incidents occur on
the Brunswick Line.

Two operational issues may factor into the line’s delays. The first is weather related delays. Heat-orders and flash
flood warnings are the biggest causes of weather related delays. Both result in speed restrictions lasting several hours.
Heat-related speed restrictions are imposed as a safety measure due to the risk of welded rail kinks during extremely
hot weather. CSXT imposes a 59 miles per hour (mph) speed limit when the temperature is expected to rise above 85
degrees. This can delay trains and cause congestion.

An additional issue is the boarding and detraining at Brunswick Line’s low-level platforms. At Brunswick Line
stations, passengers must climb steep car steps to board or detrain. At high volume stops non-level boarding takes a
great deal of time and leads to delayed trains.

ADA Compliance

All of West Virginia’s MARC stations need investment to bring the stations into compliance with Americans
with Disabilities Act. Details regarding the Martinsburg and Harpers Ferry stations are outlined in the Amtrak
Performance Section above. It has been proposed that the Duffields Station be replaced by a full service, fully
accessible station at Ranson, West Virginia.
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2.1.5 Public Financing for Rail Projects in West Virginia

West Virginia has utilized both federal and state transportation funding programs where rail infrastructure improve-
ments were eligible and appropriate. The following is a short summary of state and federal rail funding resources
utilized in the recent past.

2.1.5.1 State Sponsored Rail Funding

State sponsored rail investment in West Virginia is provided through WVDOT and its State Rail and Port
Authorities.

The SRA is provided funding through the state budget process to operate and maintain railroads owned by the

state. The SRA is also empowered to issue bonds to implement projects if the amount of bonding is capable of being
serviced by revenues received by such projects. The SRA currently does not have access to a discretionary grant or
loan program that could be utilized to address safety-related or strategic rail investments in the state. However, the
SRA has received state budget appropriations totaling approximately $7.7 million over the past 5 years to implement
improvements on the state-owned SBVR and WVCR, as well as for improvements at the Duffields MARC station.

The Public Port Authority is empowered to enter into agreements with the SRA for the preservation, operation, and
use of rail lines and to purchase railroad tracks being abandoned by any common carrier and to financially assist the
SRA in making such purchases.

The Public Port Authority also oversees the Special Railroad and Intermodal Enhancement Fund. These funds are to
be used only for the purpose of construction, reconstruction, maintenance, and repair of railways; the construction
of railway-related structures; and payment of principal and interest on state bonds issued for railway purposes. This
fund is currently being used for the development of the Heartland Intermodal Facility at Prichard.

WVDOT provides required matching funds for federal financial assistance programs such as grade crossing
improvement and separation projects.

The West Virginia Economic Development Authority also provides financial assistance for infrastructure improve-
ments to support economic development projects. The Economic Development Authority provided a $325,000 grant
to the SRA to provide rail access to the Petersburg Industrial Park on the SBVR in 2009.

2.1.5.2 Federal Rail-Related Programs and Funding

In 2008, PRIIA and related appropriation bills provided funds directly to states for intercity rail passenger invest-
ments. In early 2009, the American Recovery and Reinvestment Act (ARRA) also provided flexible transportation
funding to states for rail capital projects as well as funding for passenger rail development.

The following describes these programs and federal budget appropriations specifically available for rail assistance as
well as programs that may be eligible for selected rail-related applications.

PRIIA Rail Capital Assistance Programs

This legislation authorized more than $13 billion between 2009 and 2013 for Amtrak and promoted the development
of new and improved intercity rail passenger services. The act also established an intercity passenger rail capital
grant program for states. States were required to identify passenger rail corridor improvement projects in their state
rail plans.

PRIIA established three new competitive grant programs for funding passenger rail improvements. Each of the three
programs provided 80 percent federal funding with a required 20 percent non-federal match.
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Intercity Passenger Rail Service Corridor Capital Assistance Program

This program was intended to create the framework for a new intercity passenger rail service corridor capital
assistance program. The program authorized USDOT to use appropriated funds to provide grants to assist in financ-
ing the costs of facilities, infrastructure, and equipment necessary to provide or improve intercity passenger rail
transportation. States or groups of states, interstate compacts, and public intercity passenger rail agencies established
by states are eligible for these grants.

High-Speed Rail Corridor Development Program

PRIIA also authorized $1.5 billion annually to establish and implement a high-speed rail corridor development
program. Funding is restricted to projects intended to develop the 11 federally-designated high-speed corridors for
intercity passenger rail services (not including the Northeast Corridor) that may reasonably be expected to reach
speeds of at least 110 mph.

Congestion Grant Program

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

U.S. Department of Transportation Budget Appropriations

Federal funding authorized under PRIIA or other authorization programs must be appropriated in annual budget or
other legislative bills.

USDOT’s last budget appropriation for the high-speed rail state grant program was for Federal Fiscal Year (FFY)
2010 (October 1, 2009 through September 30, 2010) and provided $2.5 billion of funds authorized under PRIIA.
Funds were provided to states, on a competitive basis, up to 50 percent of the capital cost of improving intercity rail
passenger service.

Previous USDOT appropriation acts also provided funding that could be utilized for intercity rail passenger
improvements under similar terms. The FFY 2008 USDOT Appropriations Act provided $30 million to states. The
FFY 2009 USDOT Appropriations Act provided $90 million to states. Up to 10 percent of the funding available
under these appropriations was available for rail corridor planning grants. West Virginia received a FFY 2009 grant
of $1.0 million to determine the feasibility of high speed rail service in the state and to develop the State Rail Plan.

No appropriations for high speed rail grants were included in the FFY 2011, 2012, or 2013 budgets. No rail passenger
capital improvement projects within West Virginia under the PRITA programs described above have received federal
grants under past USDOT budget appropriations.

American Recovery and Reinvestment Act

As a result of the economic recession of 2008, the federal government approved the ARRA (Public Law 111-5) in
February 2009 to stimulate the economy partly through the funding of infrastructure projects that could be initiated
in the short-term. Programs that could be utilized for rail-related projects under ARRA are described below.

Flexible Highway Program

This program provided states a total of $27.5 billion of flexible highway funding for surface transportation
improvements including rail improvements. Eligibility criteria included projects being “shovel ready” for early
implementation.
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Intercity Passenger Rail/High Speed Rail Program

This program provided $8 billion of High-Speed Intercity Passenger Rail funding to “jump start” intercity passenger
rail improvements authorized under PRIIA. The federal share of costs was 100 percent, and proposed projects were
not required to be included in the State Rail Plan.

Transportation Investment Generating Economic Recovery Discretionary Grants Program (TIGER)

The TIGER grant program allowed local and state governments to apply for $1.5 billion of discretionary funding.
Grants were eligible for capital investment in rail, highway, bridge, public transportation, and port projects and
awarded by USDOT on a competitive basis. USDOT has held five rounds of TIGER applications since 2010. The
2013 TIGER grant program was funded through the Full-Year Continuing Appropriations Act of 2013.

A total of four West Virginia rail-related projects have received TIGER grants as follows:

= A $98 million TIGER I grant was awarded to the states of Ohio, Pennsylvania, West Virginia, and Maryland
in 2009 for a package of rail infrastructure and intermodal terminal projects that will enhance transportation
service options along three major freight rail corridors owned and operated by CSX (National Gateway
Corridor) through the Midwest and along the Atlantic Coast;

= A $17.5 million TIGER I grant was sponsored and awarded to Kentucky in 2009 to improve the infrastructure
on five lines of the R.J. Corman Group’s short line railroads operating in Kentucky, Tennessee, and West
Virginia;

= A $5 million TIGER III grant was sponsored and granted to the city of Ranson, for a package of street and

transit improvements; a new Charles Town Commuter Center is expected to boost ridership on both MARC
and Amtrak services; and

= A $12 million TIGER III grant was awarded to the West Virginia Public Port Authority in 2011 to help fund
construction of the intermodal terminal along the NS Heartland Corridor near Prichard.

Federal Surface Transportation Rail-Related Programs

Federal transportation funding to states is periodically authorized through STB acts. Transportation funding is
provided to states through apportionment by formula or discretionary funding for various programs.

The Safe, Accountable, Flexible, and Efficient Transportation Equity Act: A Legacy for Users, commonly referred
to as SAFETEA-LU, was passed in 2005 and served as the transportation authorization bill for the nation’s Surface
Transportation Program (STP) until July 2012.

The Moving Ahead for Progress in the 21st Century Act (MAP-21) was passed into law in July 2012 and authorizes
funding from July through September 2012 and for FFY 2013 and 2014 (October 1, 2012 through September 30,
2014). This act consolidated a number of the formerly separate highway-related programs included in SAFETEA-LU.
It also establishes a National Freight Policy and requires the identification of a National Freight Network. Both
SAFETEA-LU and MAP-21, however, had similar programs relative to rail-related funding.

The following is a brief description of rail-eligible programs available through these STB acts and West Virginia’s
participation where applicable.
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Highway Safety Improvement Program

This program, the HSIP, is a core federal-aid funding program with the goal of achieving a significant reduction in
traffic fatalities and serious injuries on all public roads. Funding from this program is set aside for West Virginia’s
Highway-Railway Safety Program with the purpose of reducing the number of fatalities and serious injuries at public
highway-railway crossings through the elimination of hazards and/or the installation/upgrade of protective devices
at crossings. The federal funding share for this program is 90 percent. West Virginia receives approximately $3
million annually through this program.

Rail Line Relocation and Improvement Capital Grant Program

This program provides financial assistance for local rail line and improvement projects. Any construction project
that improves the route or structure of a rail line and 1) involves a lateral or vertical relocation of any portion of the
rail line, or 2) is carried out for the purpose of mitigating the adverse effects of rail traffic on safety, motor vehicle
traffic flow, community quality of life, or economic development, is eligible. The federal share for these funds is 90
percent, not to exceed $20 million. No additional funding authorizations for this program were included in MAP-21,
and FRA is not currently accepting new applications. West Virginia has not received grants under this program.

Rail Rehabilitation and Improvement Financing (RRIF)

This program provides loans and credit assistance to both public and private sponsors of rail and intermodal
projects. Eligible projects include acquisition, development, improvement, or rehabilitation of intermodal or rail
equipment and facilities. Direct loans can fund up to 100 percent of a capital project with repayment terms of up to
25 years and interest rates equal to the cost of borrowing to the government. A total of $35 billion was authorized
under SAFETEA-LU for this program, of which $7 billion was directed to short line and regional railroads. No
additional authorizations were included in MAP-21, however.

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

Federal Surface Transportation Programs with Selected Rail Applications

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

National Highway System Program

This program can be utilized to improve designated highway intermodal connectors between the National Highway
System (NHS) and intermodal facilities, such as truck-rail transfer facilities. The federal share of NHS funding is 80
percent.

Congestion Mitigation and Air Quality Improvement Program

This program funds transportation projects and programs that improve air quality by reducing transportation-
related emissions in non-attainment and maintenance areas for ozone, carbon monoxide, and particulate matter.
Examples of Congestion Mitigation and Air Quality (CMAQ)-funded rail projects include the construction of
intermodal facilities, rail track rehabilitation, diesel engine retrofits and idle-reduction projects in rail yards, and new
rail sidings.
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CMAQ funds are disbursed to and within a state based on levels of pollution within an area, with the state or the
region utilizing the funds to implement projects that reduce congestion or improve air quality. Projects must be
included in MPO transportation plans and TIPs or the current state transportation improvement program (STIP) in
areas without an MPO. The federal matching share for these funds is 80 percent.

Surface Transportation Program

The STP is a general grant program available for improvements on any Federal-Aid highway, bridge, or transit
capital project. Eligible rail improvements include lengthening or increasing vertical clearance of bridges, crossing
eliminations, and improving intermodal connectors. Project funding decisions are made by WVDOT with approval
from the Federal Highway Administration (FHWA). The federal share for these funds is 80 percent.

Projects of National and Regional Significance

This program can fund highway, bridge, transit, and freight rail projects. Funding ($500 million) was authorized
for only 2013, subject to the annual appropriations process. No funding was authorized for 2014. This program is
focused on funding very large projects, such as multi-state corridor projects, which would likely not be undertaken
with individual state formula funds.

Transportation Infrastructure Finance and Innovation Act (TIFIA)

This program provides credit assistance to large-scale projects (more than $50 million, or one-third of a state’s
annual federal-aid funds) of regional or national significance that might otherwise be delayed or not constructed
because of risk, complexity, or cost. A wide variety of intermodal and rail infrastructure projects are eligible and can
include equipment, facilities, track, bridges, yards, buildings, and shops. Eligible recipients for TIFIA funds include
state and local governments, transit agencies, railroad companies, special authorities or districts, and private entities.
The interest rate for TIFIA loans is the U.S. Treasury rate, and the debt must be repaid within 35 years.

Transportation Alternatives Program

This program, which replaced the SAFETEA-LU Transportation Enhancement Program, offers funding opportuni-
ties to expand transportation choices and enhance the transportation experience through twelve eligible activities
related to surface transportation. Rail related eligible activities include the rehabilitation of historic transportation
buildings or facilities, the preservation of abandoned rail corridors, and the establishment of transportation muse-
ums. The federal share of project costs is 80 percent.

Other Federal Programs Available for Rail-Related Funding

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

U.S. Department of Commerce Economic Development Administration

The U.S. Department of Commerce provides Economic Development Administration (EDA) grants for projects

in economically distressed industrial sites that promote job creation or retention. Eligible projects must be located
within EDA-designated redevelopment areas or economic development centers. Eligible rail projects include railroad
spurs and sidings. EDA also provides disaster recovery grants. Grant assistance is available for up to 50 percent of the
project, although EDA could provide up to 80 percent for projects in severely depressed areas.
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U.S. Department of Agriculture Programs

The U.S. Department of Agriculture (USDA) Community Facility Program and Rural Development Program
provide grant or loan funding mechanisms to fund construction, enlargement, extension, or improvement of
community facilities providing essential services in rural areas and towns. Grant assistance is available for up to
75 percent of the project cost. Eligible rail-related community facilities include transportation infrastructure for
industrial parks and municipal docks.

Environmental Protection Agency

The Environmental Protection Agency (EPA) provides funding for environmental remediation at brownfields and
other industrial sites where contaminants or other pollutants may be present. EPA funds were received for the Elkins
rail yard redevelopment project.

Railroad Track Maintenance Credit Program

This program was authorized within the Internal Revenue Code in 2005 to provide tax credits to qualified entities
for an amount equal to 50 percent of qualified railroad maintenance expenditures on railroad tracks owned or leased
by Class II or Class III railroads. The maximum credit amount allowed is $3,500 per mile of track. It is currently
schedule to expire at the end of 2013. A number of short line railroads operating in West Virginia have taken
advantage of this program.

2.1.6 Rail Safety and Security in West Virginia

Rail safety has been and continues to be a priority for railroads and state departments of transportation. Rail safety
has an impact not only on the general public but also on the efficiency of railroad operations. Although major
railroads have long had their own police or security forces, the concern over potential terrorism to disrupt trans-
portation in general or to harm large numbers of citizens has brought an increased focus to the security of the rail
network and rail operations.

2.1.6.1 Rail Safety Programs in West Virginia

Rail safety requirements are provided through a combination of federal and state laws. Most safety-related rules and
regulations fall under the jurisdiction of the FRA, as outlined in the Rail Safety Act of 1970 and other legislation,
such as the most recent Rail Safety Improvement Act of 2008. FRA's rail safety regulations can generally be found in
Title 49 Code of Federal Regulations Parts 200-299.

West Virginia’s Public Service Commission has one of the largest state rail inspection programs in the U.S. Its rail
safety inspection program, established in 1975, is comprised of 10 FRA certified inspectors for all FRA inspection
disciplines. West Virginia has two track inspectors, three motive power and equipment inspectors, two operating
practices inspectors, two signal and train control inspectors, and one hazardous material inspector. These inspectors
coordinate their inspections with five FRA inspectors which cover West Virginia and portions of Virginia and Ohio.

In addition to inspections, inspectors also respond to complaints and conduct rail accident investigations. West
Virginia signal and train control inspectors also conduct final inspections for grade crossing improvement projects
and administer West Virginia’s Operation Lifesaver program.

West Virginia’s highway-rail grade crossing improvement program is administered by the Department of
Transportation’s Railroad and Utilities unit which is located in the Department’s Engineering Division. This unit
programs all grade crossing improvement projects and coordinates with the railroads on any other issue where both
rail and state highway infrastructure are involved.
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2.1.6.2 West Virginia Rail Accident Statistics

This section addresses rail safety in West Virginia over the past decade. It reviews the rail accident and incident
trends and provides details as to the type of rail accidents, those affected, and causes.

Table 2-14 shows statistics for the total number of rail accidents and incidents in West Virginia over the past decade.
These totals include Train Accidents, Highway/Rail Incidents, and Other Accidents/Incidents. Each accident/
incident type is defined and discussed below:

Table 2-14: Total Rail Accidents and Incidents in West Virginia (2003-2012)
Total Rail Accidents/

Incidents 2003 2004 2005 2006 2007 2008 2009 2010 2011 2012
Total Events 136 130 145 116 115 98 122 106 118 106
Deaths 10 9 6 9 7 6 9 5 9 7
Injuries 95 75 71 60 62 66 89 60 69 70

Source: FRA Office of Safety Analysis

The trend in total rail accidents and incidents in the state has generally been downward over the past decade. The
first half of the decade saw an average of 128 incidents, eight fatalities, and 73 injuries, while the most recent 5-year
period saw averages of 110 total incidents, seven fatalities, and 71 injuries.

Rail accidents and incidents occurring over the 10-year period were distributed among a number of railroads
operating within the state, with almost 95 percent occurring on Class I railroads.

Note that total rail accidents and incidents include statistics at both public and private highway/rail crossings.
Crossing incident statistics provided below will address only incidents at public crossings, and therefore total
incidents, fatalities, and injuries for the individual charts below will not correspond to the totals above.

Train Accidents in West Virginia

Train accidents include train derailments, collisions, and other events involving on-track rail equipment that result
in fatalities, injuries, or monetary damage above a threshold set by FRA.

Train accident statistics in the state over the past decade are provided in Table 2-15.

Table 2-15: Total Train Accidents in West Virginia (2003-2012)

Train Accidents 2003 2004 2005 2006 2007 2008 2009 2010 2011 2012
Total Accidents 18 27 42 30 24 24 17 30 29 13
Deaths 0 0 0 0 0 0 0 0 0 0
Injuries 2 0 3 1 0 0 3 3 0 0

Source: FRA Office of Safety Analysis
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Other Rail Accidents/Incidents

Other rail accidents or incidents include events other than train accidents or crossing incidents that caused a death
or injury to any person. As noted earlier, most fatalities in this category are to rail trespassers. Other events which
generally lead to injuries in this category include such activities as getting on or off equipment, doing maintenance
work, throwing switches, setting handbrakes, falling, etc. Rail passenger-related casualties can include getting on or
off standing trains or platforms. Statistics for this category of rail incidents are shown in Table 2-16 below.

Table 2-16: Other Rail Incidents (2003-2012)

Other Accidents/

Incidents 2003 2004 2005 2006 2007 2008 2009 2010 2011 2012
Total Incidents 79 72 68 54 65 58 82 53 65 67
Deaths 7 6 5 5 7 4 6 2 6 7
Injuries 72 67 64 50 58 57 78 52 59 61

Source: FRA Office of Safety Analysis

In general, rail-related fatalities in the state, excluding highway/rail incidents, result primarily from trespassers on
railroad property who are struck by trains or other equipment. Trespass-related fatalities accounted for 61 of the
total 64 fatalities over the decade. Persons injured as a result of rail accidents or incidents are primarily railroad
employees, contractors, or volunteers performing rail-related activities on railroad property.

2.1.6.3 Highway-Rail At-Grade Crossing Safety in West Virginia

A total of 3,390 at-grade rail crossings exist in West Virginia. Of these, 1,422 at-grade crossings are public crossings,
with the remainder considered private crossings. Public at-grade crossings have various levels of grade crossing
warning devices. Table 2-17 shows the type of warning equipment and the number of crossings equipped with each.
The warning devices are shown in a decreasing order of warning effectiveness.

Table 2-17: Types of Warning Devices at West Virginia Public At-Grade Crossings
Gates Flashing Bells Special Stop Cross None

Lights Warning Signs Bucks

No. of Crossings 231 455 8 9 38 599 82

Source: FRA Office of Safety Analysis

These figures show that 49 percent of at-grade crossings in the state have what are considered active warning devices
such as gates, flashing lights, bells, or special warning arrangements (e.g. flagmen), while 51 percent have passive or
no warning systems.
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At-Grade Public Crossing Incidents in West Virginia

Table 2-18 shows the number of highway-rail grade crossing incidents, fatalities, and injuries which have occurred
at public grade crossings over the past decade. As grade crossing incidents may include property damage, only
events and multiple casualties may occur during one incident; therefore, the number of incidents may not correlate
with the number of fatalities and injuries.

Table 2-18: Public Highway-Rail Crossing Incidents in West Virginia (2003-2012)

Highway-Rail Incidents 2003 2004 2005 2006 2007 2008 2009 2010 2011 2012

Total Incidents 30 19 24 18 13 9 15 15 17 19
Deaths 3 3 1 4 0 2 3 3 3 0
Injuries 21 8 4 9 4 9 8 5 10 9

Source: FRA Office of Safety Analysis

These figures show a decreasing number of average total incidents and injuries comparing the initial and latter
5-year segments, while the average number of fatalities is similar for both periods.

Further investigation showed that almost 80 percent of highway/rail incidents at public crossings in the state over
the past decade occurred at crossings with active warning devices. Although it could be argued that these crossings
are likely more heavily used, it can equally be argued that driver error or disregard for active warning devices at
crossings is a major contributor to incidents and casualties at crossing locations.

2.1.6.4 Hazardous Materials

Hazardous material regulations apply to all interstate, intrastate, and foreign carriers by rail, air, motor vehicle, and
vessel. The West Virginia Public Service Commission enforces the hazardous materials regulations in West Virginia,
in cooperation with the FRA.

Hazardous Materials Safety Programs are generally composed of four main components:

= Inspection of railroad and shipping facilities to ensure compliance with Part 49 Code of Federal Regulations
(CFR); USDOT received the authority to regulate the transportation of hazardous materials through the
Hazardous Materials Transportation Act of 1975;

= The provision of technical assistance, education, and outreach activities to shippers/consignees, rail carriers,
emergency responders, and the general public;

= The inspection and transport of nuclear materials; and

= Inspection of employee training records, security procedures, and quality assurance programs to ensure safety
standards are met.

Rail Incidents Involving Hazardous Materials in West Virginia

Table 2-19 below shows the history of incidents involving rail cars carrying hazardous material in West Virginia
over the past decade.
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Table 2-19: Rail Incidents Involving Hazardous Materials in West Virginia (2003-2012)
Rail Hazmat Incidents 2003 2004 2005 2006 2007 2008 2009 2010 2011 2012

Cars Carrying Hazmat 13 57 16 12 76 1 2 102 7 30
Hazmat Cars Damaged or 0 5 2 3 24 1 0 4 1 13
Derailed

Cars Releasing Hazmat 0 0 0 0 0 0 0 0 0 1

Source: FRA Office of Safety Analysis

Only one accident resulting in the release of hazardous materials was reported in the past decade. This occurred on
September 25, 2012 in Proctor when a CSXT train was derailed on the Ohio River Subdivision due to a broken rail
resulting in 13 hazmat cars being derailed and one car releasing sodium hydroxide solid. No fatalities or injuries
resulted from the accident.

2.1.6.5 Railroad Bridge Safety

FRA has jurisdiction over rail bridge safety in the U.S. Railroads have been required to inspect and keep records
of rail bridge inspections since the 1980s. FRA has updated and amended its bridge safety standards and bridge
management programs periodically, the latest update being in July, 2010. As part of the State Rail Plan process, it was
confirmed that all freight railroads operating in West Virginia were in compliance with FRA bridge safety standards.

2.1.6.6 Positive Train Control

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

The Rail Safety Improvement Act of 2008 required railroads to place PTC systems in service by December 31, 2015
under the following circumstances:

= Rail lines over which regularly-scheduled commuter or intercity passenger trains operate; and

= On all Class I railroad main lines with over 5 million gross ton-miles per mile annually over which any amount
of toxic/poison-by-inhalation hazardous materials is handled.

The mandate for PTC excludes all Class II and III railroads regardless of tonnage or number of toxic/poison cars
handled if no passenger trains travel over the lines. Under these conditions, all rail operators over the Amtrak
Cardinal and Capitol Limited corridors would need to be equipped with PTC for operation over the lines.

2.1.6.7 Rail Security

The focus of rail security has changed significantly over the past decade. In response to potential terrorist threats to
the transportation system, new federal and state agencies have been established to oversee and provide assistance to
ensure the security of transportation modes. The following addresses specific rail security issues and West Virginia’s
involvement in rail security procedures.
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Federal and State Roles in Rail Security

The primary agencies responsible for security related to transportation modes in West Virginia are the U.S.
Department of Homeland Security and the West Virginia Division of Homeland Security and Emergency
Management. These agencies, coordinating with federal and state transportation agencies, have addressed transpor-
tation security largely through identifying critical infrastructure assets, developing protection strategies for these
assets, and developing emergency management plans.

The U.S. Department of Homeland Security addresses rail system security through the following means:
= Training and deploying manpower and assets for high risk areas;
= Developing and testing new security technologies;
= Performing security assessments of systems across the country; and
= Providing funding to state and local partners.

The Association of American Railroads (AAR), working with the U.S. Department of Homeland Security and other
federal agencies, has organized the Rail Security Task Force. This task force developed a comprehensive risk analysis
and security plan for the rail system that includes:

= A database of critical railroad assets;

= Assessments of railroad vulnerabilities;

= Analysis of the terrorism threat; and

= Calculation of risks and identification of countermeasures.

The railroad sector maintains communications with the U.S. Department of Defense, the U.S. Department of
Homeland Security, the USDOT, the Federal Bureau of Investigation, and state and local law enforcement agencies
on all aspects of rail security.

The West Virginia Division of Homeland Security and Emergency Management manages disaster preparedness,
mitigation, and response and recovery efforts throughout the state by coordinating with all responsible government
agencies, including WVDOT.

2.1.7 Rail Transportation Impacts in West Virginia

Freight and passenger rail not only play an important role in the provision of transportation choices but also have
a large impact on the competitive position of West Virginia businesses and the quality of life of the state’s citizens.
This section describes and attempts to quantify these impacts in terms of their benefits or challenges to the West
Virginia’s economy, environment, energy consumption, land use, and communities.

2.1.7.1 Economic Impacts

Transportation-related economic benefits are measured in terms of four economic metrics:
= Jobs/Employment — measured in terms of full-time equivalent job years;
= Income - the wage/salary earnings paid to the associated jobs;

= Value-added - the net additional economic activity or Gross State Product (GSP) which includes employee and
proprietor income, other income types, taxes, etc. required in the production of final goods and services; and

= Output - the total sales value associated with all levels of economic activity.
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Rail-related economic benefits can be further categorized into transport-service activities, which are associated with
the provision of rail operations, and trade-user benefits, which are the economic impacts associated with shippers/
receivers using the rail network for the movement of goods. These activities consist of three types of economic
impact:

= Direct benefits - the impact from the provision of freight rail transport as well as from the firms/industries that
use rail to ship and receive goods;

= Indirect benefits — the impacts associated with the suppliers that provide intermediate goods and services to
the directly impacted industries; and

= Induced benefits - the impacts associated with the re-spending of earned income from both the direct and
indirect industries in the state.

Freight rail activity in West Virginia impacts an estimated 26,690 fotal jobs across the state. A vast majority of these
total employment impacts arise from rail users who move goods via the rail system, with the balance attributable to
rail transport services. In terms of jobs, trade-user related employment impacts a total of 20,100 jobs (75 percent of
total jobs), versus 6,580 (25 percent) for rail transport-service related jobs. These summary rail-service and rail-user
impacts include the direct impact of goods and services provided, the indirect impact associated with suppliers, and
the induced impacts associated with income re-spending.

The following details the composition of the employment impact estimates, as well as the other impact measures
(e.g., output, value-added, and income). The total impacts are summarized for both rail activities by impact measure
and type.

The direct impact of West Virginia rail operations totals 2,590 jobs. The indirect and induced (i.e., the multiplier)
effect associated with rail operations yield an additional 3,990 jobs (2,140 and 1,850, respectively) throughout the
state. Combined, an estimated 6,580 people owe their jobs, directly or tangentially, to the physical movement of
freight by rail. The direct output impacts related to rail services total $1.0 billion, of which $232 million is paid in
income to the 2,590 people directly employed in the rail industry, as shown in Table 2-20. These impacts typically
occur at rail yards, with the vast majority of direct jobs resulting from freight service.

Table 2-20: Rail Transport-Service Impacts

Impact Type Output’ Value Added'? Laborincome' Employment?
Direct $1,008 $394 $232 2,590
Indirect $289 $141 $99 2,140
Induced $200 $118 $64 1,850
Total $1,497 $653 $395 6,580

Source: CDM Smith

' Million of 2011 dollars
2 Comparable with GSP
3 In FTE job-years
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The indirect output impacts associated with the supply of products and services to rail transport providers total
$289 million, of which $99 million is paid in income to 2,140 indirect jobs. The re-spending of direct income ($232
million) and indirect income ($99 million) generates an additional $200 million in induced output impacts, of which
$64 million is paid to an additional 1,850 jobs. The 6,580 jobs related directly or tangentially (indirect and induced)
tied to the provision of rail transport in West Virginia result in total earnings of $395 million. Total output related to
rail transport services totals almost $1.5 billion.

In addition to the rail-operation (transport-service) impacts detailed above, many consignees and shippers in the
state heavily rely on the rail service to receive and/or ship freight. In doing so, they generate significant impacts as
well. While these firms/industries are not entirely dependent on the rail mode for shipping freight, the use of other
modes would likely entail higher transport costs (due to longer transport distances, price, logistics, etc.) and could
increase overall demand (and resulting handling costs) for all users of other modes (both the diverted rail users

as well as current users). The long-term result would be a migration of industry away from West Virginia to other
locations with relatively better rail accessibility and better modal options/mix.

The direct output of trade-related rail users in West Virginia totals $3.4 billion, of which $840 million is paid in the
form of income to 9,120 direct jobs. Indirect impacts associated with suppliers account for another $1.0 billion in
annual output, of which $268 million is paid in income to 4,850 jobs. The re-spending of direct and indirect income
($1.1 billion) generates additional induced impacts of $0.7 billion in output, of which $210 million is paid in income
to 6,130 jobs.

As shown in Table 2-21, a fotal of 20,100 jobs in West Virginia can be traced back to the firms that ship and/or
receive freight via rail in West Virginia. Of these fotal jobs, the vast majority (92 percent, 18,560 jobs) are attributable
to freight originating in West Virginia (including intrastate movements) and 8 percent (1,540 jobs) are attributable
to inbound freight terminating in West Virginia.
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Table 2-21: Rail Trade-User Impacts

Measure Outbound/ Trade-User

and Type Intrastate LT Total
Output’
Direct $3,128 $273 $3,401
Indirect $922 $82 $1,004
Induced $622 S$41 $663
Total $4,672 $396 $5,068
Value Added'?
Direct $1,662 $94 $1,756
Indirect $428 $34 $462
Induced $368 $24 $392
Total $2,458 $154 $2,612
Labor Income'
Direct $790 $50 $840
Indirect $248 $20 $268
Induced $197 $13 $210
Total $1,236 $83 $1,319
Employment?
Direct 8,358 762 9,120
Indirect 4,454 396 4,850
Induced 5,750 380 6,130
Total 18,561 1,539 20,100

Source: CDM Smith

" Millions of 2011 dollars
2 Comparable with GSP
3 In FTE job-years

The 26,690 total jobs directly or tangentially affected by rail represent 3.0 percent of the 900,600 jobs statewide
(in 2011), while the $1.7 billion earned by these employees represents 4.2 percent of West Virginia’s total wage
and salary income ($41.3 billion in 2011). The combined value-added impact, $3.3 billion, associated with the rail
operations and rail users represents 4.9 percent of GSP ($66.4 billion in 2011).

Additionally, since the globalization of trade and manufacturing increasingly requires dependable and efficient
access to transport facilities, rail transport provides cost and/or logistical advantages to West Virginia firms that
enable the state to compete efficiently in the global market place.
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2.1.7.2 Environmental Impacts

Rail transportation impacts the environment both positively and negatively. Diesel locomotives have impacts on
air and noise quality and derailments can result in spillage of environmentally damaging products. These impacts,
however, should be considered in terms of the rate by which remediation measures are leading to the reduction of
impacts.

The AAR, based on an independent study for the FRA, states that on average railroads are four times more fuel
efficient than trucks on a ton-miles transported basis. As greenhouse gas emissions are directly related to fuel
consumption, every ton-mile of freight moved by rail instead of truck reduces greenhouse gas emissions by 75
percent.

Through the use of greener and cleaner technologies and more efficient operating practices, freight railroads have
consumed 3.7 billion fewer gallons of fuel and emitted 41 million fewer tons of carbon dioxide than they would have
if their fuel efficiency had remained constant since 1980.

EPA standards for newly manufactured and remanufactured railroad locomotives and locomotive engines, which
include idle reduction requirements and adopt provisions to encourage a new generation of clean switcher locomo-
tives, are designed to significantly reduce emissions from all types of line haul, switcher, and passenger rail diesel
locomotives.

2.1.7.3 Energy Impacts

In 2011, U.S. freight railroads moved a ton of freight an average of 469 miles per gallon of fuel, up from 235 miles in
1980. This is an average improvement of about 1.8 percent per year. This rate of improvement compares favorably to
improvement in fuel efficiency for trucking, which in an analysis conducted for FRA, averaged between 0.76 percent
and 1.0 percent. The rail modes fuel efficiency superiority over other surface transportation modes is primarily based
on the fact that it can move long and heavy loads over steel rails which result in much lower friction, and the result-
ing loss of energy, than trucks’ rubber tires on pavement. Also contributing to their efficiency is that trains normally
run at steady-state speeds, with limited inefficiency due to acceleration, and low driven wheel traction loading. These
efficiency factors are especially pertinent to West Virginia with its heavy coal movements.

Passenger rail is also more energy efficient than other modes of travel. Estimates by the U.S. Department of Energy
show an energy consumption of 2,435 Btu per passenger-mile for intercity passenger rail and 2,812 Btu per passen-
ger-mile for commuter rail compared to 2,901 Btu per passenger-mile for air travel and 3,528 Btu per passenger-mile
for automobile travel.

2.1.7.4 Land Use Impacts

Transportation and land use are indisputably linked. Land use patterns can support or encourage the use of one
type of mode while transportation systems can support and encourage the development of a certain type of land
use. Enhancements to the rail network will drive land use decisions that support the availability of this mode and
encourage appropriate development around station locations.

A major issue is the compatibility of different land uses. Land use issues associated with freight rail often concern
the compatibility of freight activities with surrounding land uses. The proximity of residential or commercial land
uses to rail facilities presents environmental concerns, such as noise and vibration, especially near residential areas.
As rail lines and facilities are generally located around industrial areas, zoning regulations could arise as an issue.
The coordination of both land use planning and transportation planning is necessary to providing an efficient and
effective coordinated system. Residents living in the proximity of rail lines or rail yard may be exposed to noise and
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air concerns. Also, high volume rail operations in urban areas can create congestion and safety concerns at grade
crossings, separate neighborhoods, and use property for rail operations that could be utilized for more valuable
development purposes. Land use impacts, however, must be balanced with the rail industry’s ability to meet increas-
ing freight and passenger demand, and the related benefits associated with the economy, the environment, and
energy.

2.1.7.5 Safety Impacts

The rail mode is also one of the safest transportation modes. Based on statistics published by the FRA and FHWA,
rail operations nationally have lower accident rates and safety costs compared to truck operations for moving the
same amount of goods. Accident costs per ton-mile of freight carried shows rail having a $0.007 advantage ($0.004
vs. $0.011), almost three times that of truck accident costs. Rail passenger travel is also safer with the fatality rate for
automobile of 0.55 deaths per 100 million passenger miles compared to 0.13 for passenger rail in 2011, according to
the National Safety Council.

Comparisons of fatalities and injuries to ton-miles indicate an even greater external cost savings benefit associated
with rail and water transport versus that of truck. Average data between 2003 and 2007 suggest the average fatalities
of rail transport per billion ton-mile of freight transport (0.39) to be 15 percent that of truck transport (2.54), as
shown in Table 2-22. Even more dramatic, the 3.32 injuries per billion ton-miles of freight train transport are only 6
percent that of truck (56.05).

Table 2-22: Accidents per Billion Ton-Miles, by Mode

Trucks Trains Waterborne
Fatalities 5,069 683 7
Injuries 111,800 5,747 26
Ton-Miles (Billion) 1,997 1,739 587
Fatalities per Ton-Miles (Billion) 2.54 0.39 0.01
Injuries per Ton-Miles (Billion) 56.05 3.32 0.05

Source: Surface Freight Transportation; A Comparison of the Costs of Road, Rail, and Waterways Freight Shipments That Are Not Passed on to Consumers; GAO, January
2011; http://www.gao.gov/new.items/d11134.pdf Note, figures represent averages between 2003-2007

2.1.7.6 Community Impacts

Local community livability can be thought of as a combination of various attributes which define how attractive

a given place is to live. Attributes associated with livability can include clean air and water, safe streets, affordable
housing, quality schools, open space, uncongested roads, low taxes, etc. The transportation system’s ability to
efficiently and safely move people and goods also plays a role in how people view and rate livability and sustainability
in an area.

Although, as noted previously, rail is associated with air and noise issues that may affect a community, it does
offer potential benefits to communities and potential remedies to some of these issues. Rail passenger routes, and
most specifically the areas in proximity to rail passenger stations, provide major opportunities for focused growth,
especially in urban areas. Station areas can function as local connection points for other feeder modes and create
transportation hubs for the community. Such station development areas can lead to reductions in fuel use, air
pollution, and greenhouse gas emissions. Urban sprawl may also be reduced by these areas satisfying housing and
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business needs in a more efficient manner. Improved rail passenger service can be a catalyst for the revitalization of
older neighborhoods improving the housing stock and attracting new retail and service providers.

Freight rail also plays a prominent role in the livability and sustainability of a community. The ability to efficiently
transport goods and provide access to economic centers is critical to the overall success of a region’s economy. Time
and cost lost due to congestion and other forms of transportation inefficiency has significant impacts on profitability
and the ability to attract new business to a region.

The presence of rail freight is especially important in rural areas where mining, agriculture, and local industries rely
on freight shipping. The preservation and/or revitalization of rail lines can lower shipping costs, provide pricing
power for local industries, secure redundancy in the transportation network, and shield local industries from
predicted increases in the cost of fossil fuels.

Railroads, together with federal and state government agencies, are also working to remediate those areas where
negative impacts can occur in a community due to rail operations. As noted earlier, new generation locomotives,
commonly referred to as “gensets,” can be operated only when needed thus avoiding the long-standing practice

of letting locomotives run continually. This reduces both noise and air quality impacts in areas surrounding rail
yards. FRA has also approved the creation of quiet zones, where with significant upgrades to ungated crossings (e.g.,
4-quadrant gates, approach medians, crossing closures, etc.) locomotives need not blow their horns when approach-
ing the zone.

2.2 Demographic and Transportation Trends in West Virginia

This section describes the trends that will impact the need for rail in West Virginia. Trends which impact both
passenger and freight rail include demographic and economic growth factors, transportation, and the future outlook
by industrial sector. These factors all contribute to the projected demand and growth for both passenger and freight,
although many of these factors are difficult to incorporate into demand forecasting. The following discussion
provides a historic base for rail service in West Virginia and identifies areas of West Virginia’s future economy that
will be transportation dependent.

Globalization and new technologies have transformed economies around the world, redefining the way businesses
operate, challenging supply chains and transportation networks, and creating new customer opportunities in places
that were previously inconceivable. To compete in this global marketplace, businesses must optimize every asset:
workforce skills, competitively priced products, and reliable highway and freight rail transportation networks

to ensure their customers receive quality goods and services when they expect them. As the needs of businesses
continue to evolve and the importance of trade expands nationally and internationally, West Virginia companies
are more dependent than ever on integrated, agile, and efficient multimodal transportation networks to sustain and
enhance their competitive position in the marketplace.

2.2.1 West Virginia Demographic and Economic Growth

In 2012 the population of West Virginia was 1,855,413, which ranked it 37th among U.S. states. The state’s popula-
tion increased only 0.1 percent over the past 2 years compared with a 1.7 percent population growth rate for the
U.S. as a whole.> However, since 2000 the state’s population has grown by 2.47 percent. It is projected that the state’s
population will increase to 2,017,790 by 2040.

2 American Community Survey, U.S. Census, 2013
3 Woods & Poole Economics Inc. 2013
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The median age in the state has continued to increase over the past 30 years rising from 29.85 years of age in 1970 to
41.35 years of age in 2010. Nearly 83 percent of the population over the age of 25 graduated from high school, with
17.6 percent receiving a bachelor’s degree or higher compared with 28.2 percent nationally.

In 2010 the state’s total employment was 907,300. Total employment is projected to increase to 1,237,630 by 2040. In
the last 8 years, West Virginia has successfully attracted more than $20 billion in new business investment including
such companies as Amazon, Alcon Research, Armstrong World Industries, Coldwater Creek, Lockheed Martin,
Macy’s, and Pratt & Whitney. The growth in private sector jobs has helped the state to maintain a higher rate of
employment within the state during the economic recession. In 2011 the unemployment rate was 7.3 percent, which
was below the national average.

West Virginia’s per capita personal income in 2011 was $33,513, which ranks 48th among U.S. states. Per capita
personal income has increased approximately 47 percent from $22,862 in 2001, which exceeded the overall growth
rate of the U. S. during that period. Real personal income (adjusted for inflation) in the state is forecast to continue
growing at an average annual rate of 2.2 percent through 2017. In 2011, the median household income in the state
was $38,587, the lowest among U.S. states.

Employment in West Virginia by sector is shown in Figure 2-10.

Figure 2-10: West Virginia Employment by Sector (2011)
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In 2011, West Virginia's GSP was $66.8 billion, which has grown by 1.2 percent annually since 2006. The largest con-
tributing industry to GSP growth was the mining industry, which includes coal mining and natural gas extraction.
The largest industrial sectors, as measured by percentage of total GSP are Mining; Information, Finance and Real
Estate; and Government. West Virginias real GSP is expected to grow by an average of 2.2 percent annually through
2017, which is slightly below the projected annual growth rate 2.7 percent for the national gross domestic product.
The natural resources and mining sector is forecast to fall an average of 1.4 percent annually over this period.

2-41 West Virginia Department of Transportation



WEST VIRGINIA

yemm———

STATE RAIL PLAN

2.2.1.1 West Virginia’s Industry Outlook by Sector

West Virginia’s economy depends on the timely and cost-effective transport of raw materials, finished goods, and
process operations and markets within the state to access domestic and international markets around the world. It is
important to understand the relationship between West Virginia's economy, the businesses and industries that drive
that economy, and the multimodal transportation networks needed to support the state’s economic competitiveness.
Different business sectors have varying dependence on freight transportation. Some sectors such as business services
or biometrics do not rely heavily on freight and goods movement. However other sectors, such as energy and
chemicals, are very dependent on freight transportation.

The state has identified 10 major industrial sectors that are the primary focus of the state’s economic development
efforts: advanced energy, aerospace, automotive, biometrics, biotech, business services, chemicals and polymers,
specialty metals, tourism development, and wood products. In addition to these targeted industries, manufacturing
and exports are important to the state’s economic future as well. West Virginia provides unique assets and attributes
that are attractive advantages to these industry sectors.

To better understand the role that freight rail plays in the West Virginia economy;, it is important to understand these
targeted industry sectors, current trends that are affecting them, and the importance of transportation — and more
specifically the importance of freight rail - to these sectors. The analysis below describes these targeted economic
drivers and trends affecting their future. Relating these existing and emerging businesses to the transportation
dependence of their associated business sectors underscores the critical relationship between West Virginia’s
economy and freight rail transportation.

Advanced Energy

West Virginia is a leader in energy markets in the U.S. Historically the state has been one of the largest producers

of coal in the country. In 2009 the coal mining industry in the state produced $8.8 billion in industry output.* The
Marcellus and Utica Shale Formations may contain more than 50 trillion cubic feet of recoverable natural gas. The
passage of the Marcellus Gas Manufacturing and Development Act by the state legislature could attract a number of
oil producers and related industries to the state and help to promote the expansion of this sector.

The growth in employment, population, and development in West Virginia will be driven primarily by the new
technologies allowing for oil extraction from shale deposits, the presence of petrochemical expertise within the state,
and the proximity of these reserves to East Coast markets. At other shale formation sites, businesses have found it
more cost effective to move the oil and gas production from the fields to markets by rail car rather than by pipeline.
Recent data indicates that for every new drill operation, 30 to 50 rail car loads of materials and equipment are
required.

Aerospace

Based upon several studies conducted by industry analysts, the annual increase in demand for large commercial
airplanes internationally over the next 20 years will exceed 34,000 planes with an estimated value in excess of $4.5
trillion.’ The growth in the aerospace industry will be driven by development and production of next-generation air-
craft, better fuel efficiency, and overall global economic improvements. This indicates strong potential for increased
orders and production of commercial airplanes globally particularly as companies focus on “next generation” engine
technology to improve fuel efficiency and new aircraft to improve the customer flying experience. Increases in

4 “Energy Blueprint’, West Virginia Division of Energy, 2009
5 “Global Market Forecast 2011 - 2030", Airbus Business Case; “Current Market Outlook 2011- 2030"; Boeing Commercial; “2012 Global Aerospace and Defense Industry Outlook’, Deloitte White
Paper, February 2012
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aviation production should translate to additional business and new high-wage jobs for the aerospace and aviation
companies currently located in West Virginia.

A number of major aerospace and aviation companies are located in West Virginia including Bombardier Aerospace
(West Virginia Air Center), Goodrich Corporation, Lockheed Martin Aeronautics, Pratt & Whitney Engine Services,
Alliant Techsystems, and FMW Composite Systems. These companies design and manufacture propeller systems, air
handlers and frequency converters, composite aircraft structures, and provide maintenance and repair services for

a range of aircraft in West Virginia. Aviation and aerospace is one of the fastest growing economic sectors in West
Virginia contributing to new high wage jobs. The products shipped by these companies are often heavy, oversized
loads requiring special handling, and security during transport.

Automotive

From 2007 to 2011, U.S. automotive manufacturers produced an average of 8.1 million vehicles annually. In addition
to the manufacturer of vehicles, there are numerous parts manufacturers, research and development centers, and
professional services supporting the automotive industry employing well over 4 million people in the U.S. There is
strong confidence in the economic recovery of this industry sector, both from domestic consumption and exports.
The growing demand for high-tech equipment continues to drive growth in production even in the face of the
current unemployment rate. Original equipment manufacturers are also optimistic in the future demand which
drives suppliers. Emerging economic represent new market opportunities and Latin America with lower debt levels
and increasing personal incomes will provide additional market growth over the next 20 years.

In addition to the manufacturers of vehicles, numerous parts manufacturers, research and development centers, and
professional services support the automotive industry, employing well over 4 million people in the U.S. The sales of
new automobiles increased significantly in 2012, growing nearly 14 percent to a post-recession high of 14.5 million
in production. Replacement of aging cars, more fuel efficient vehicles, and improvements in consumer confidence
have sparked forecasts for automotive sales to reach 15 million vehicles in 2013. The anticipation of increased sales
is leading to record automotive production in the U.S. According to the Original Equipment Suppliers Association’s
(OESA) “Automotive Supplier Barometer Summary” for May 2013, suppliers are optimistic for total 2013 production
in North America particularly given recent auto forecaster presentations. Production and sales volumes continue at
strong levels and orders continue to strengthen for increased global auto revenues for 2013.° Increased automotive
production in North America will help to foster continued investment and job growth in the West Virginia automo-
tive industry sector.

Automotive manufacturing is a significant growth sector in West Virginia. Companies including Toyota Motor
Manufacturing, NGK Spark Plugs, Allevard Sogefi, Nippon Thermostat, Sanko Electronics, General Motors, and
Hino Motors Ltd. have located facilities in the state drawn by lower electrical costs, the transportation network, and
skilled workers. The ability to purchase key components such as steel and other raw materials from within the state
or from adjacent states and the concentration of consumers in the eastern U.S. have helped the automotive sector to
grow in the state. The state’s automotive supplier network is within a 500-mile drive of many of the nation’s major
automotive manufacturers, including GM, Ford, and Chrysler in Michigan; Honda and Navistar in Ohio; Nissan and
Volkswagen in Tennessee; and Daimler and BMW in the Carolinas.

Chemicals and Polymers

Chemicals are one of the largest manufacturing industries in the U.S., accounting for 15 percent of the world’s total
chemical production. The chemical and polymer sectors invest heavily in research and development to create new
and safer products that are used in a broad range of other industries including health care, agriculture, consumer

6  OESA“Automotive Supplier Barometer Summary’, May 2013
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goods, automotive manufacturing, water treatment, and biotechnology. Chemical and polymer manufacturing is
projected to continue to grow in the future at a rate of 3.5 percent annually.

West Virginia is home to four of the largest chemical firms in the world. A number of other chemical manufacturing
companies have located in the Chemical Alliance Zone, an economic development organization that actively pro-
motes the chemical industry in West Virginia. The state also supports chemical research and innovation through the
Mid-Atlantic Technology, Research and Innovation (MATRIC) Center, a Center of Excellence working in chemistry,
chemical products, biotechnology, and integrated software. Companies including DuPont, Bayer, PPG, Dow, and
Emerald Biofuels have located facilities in West Virginia to take advantage of the state’s proximity to raw materials,
skilled workforce, lower utility costs, and shared infrastructure allowing companies to keep their operating costs as
low as possible.

Specialty Metals

Metals are critical inputs in many durable goods manufacturing and construction, and they account for nearly 25
percent of the nations gross domestic product. Slower global economic growth has affected the export of U.S. metals
as well as domestic demand. Long term, analysts anticipate demand and pricing to move upward particularly as the
BRIC nations (Brazil, Russia, India, and China) begin a 20- to 30-year growth cycle.” There is growing concern about
alloys and metals not mined within the U.S. Research and development of new fiber reinforced materials and other
composites will play an important role in the creation of lighter stronger metals in the future.

Metals have played an important role in the West Virginia economy for many years. Companies including
Constellium Rolled Products, Severstal Wheeling, ArcelorMittal USA, and Swanson Plating Company operate
metals facilities in the state. More than 1,300 metalworking and machinery manufacturing companies are located in
the state.

Wood Products

Production of lumber, plywood, veneers, wood containers, wood flooring wood trusses, and manufactured homes
should increase as a result of the improvements in the housing construction industry.

In West Virginia, 343 wood products industries employ nearly 16,000 people. National companies including
Weyerhaeuser, Armstrong Hardwood Flooring, Appalachian Log Structure, and Allegheny Wood Products have
facilities in the state. West Virginia has developed a Wood Technology Center in Elkins to provide workforce train-
ing in computerized equipment and advanced wood manufacturing technologies. The state has 12 million acres of
forestland, and, according to forestry management professionals, more than 75 billion board feet of timber inventory
is in the state. West Virginia ranks third in the nation in term of the total percentage of forested lands within the
state.

Manufacturing and Exports

Nearly 9 percent of the workforce in West Virginia is employed in manufacturing. The 2013 Global Manufacturing
Competitiveness Index recently released by Deloitte and the Council on Competitiveness identified ten key drivers
of global competitiveness. Six of those drivers relate directly to West Virginia’s targeted industries and freight rail
services:

= Cost and availability of labor and materials;

= Supplier networks;

7 “Long-term Metals Forecast’, Defense Contract Management Agency, U.S.DOD 2013
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= Talent-driven innovation;

= Physical infrastructure;

= Economic, trade, financial, and tax systems; and

= Government investments in manufacturing and innovation.

International executives who participated in this study in 2013 ranked supplier networks as the fourth most
important driver of manufacturing competitiveness; in 2010, supplier networks only ranked eighth. The increase in
international business operations, expanding exports, and efforts to locate new production near emerging consumer
markets play a crucial role in increased manufacturing production.

West Virginia’s economy is intrinsically linked to its ability to move people, materials, components, and finished
goods within the state and to national and international destinations. Manufactured goods account for 56 percent of
West Virginia’s exports and support more than 24,000 trade-related jobs in the state. ® Businesses in West Virginia
exported $3.6 billion of manufactured goods, and the total value of state exports exceeded $8 billion in 2010 in
goods and services.” The state’s largest export markets include Canada, Japan, China, Belgium, and Netherlands.
Primary exports include chemical manufacturing, primary metals, fabricated metal products, transportation
equipment, plastic and rubber products, automotive, petroleum and coal, nonmetallic mineral products, and food
and beverage and tobacco products. Small businesses make up 75 percent of West Virginia exporters.

Tourism Development

More than $4.27 billion in tourism spending was generated in West Virginia according to the state’s 2010 economic
impact study for travel.'” Tourism spending has increased by 5.6 percent per year since 2000, and visitors who
overnight in the state generated about one-third of all travel spending. Tourism spending supports more than 44,000
jobs in the state and $988 million in annual wages. West Virginia’s tourist railroads play an important role in the
state’s plan for tourism in the future. These trains offer a unique visitor experience both in terms of the rail travel and
the destinations they access. The growing interest in adventure, historic, and eco-tourism provides new opportuni-
ties to expand the role of these railroads in the state’s tourism destinations.

2.2.2 Rail Freight Demand and Growth

Total West Virginia rail freight tonnage fell 28 percent from 160.2 to 115.1 million tons between 2001 and 2010. The
18.2 million ton decline in inbound rail freight reflects a 55 percent decrease over the 10 years, while the 27.0 million
ton decline in outbound freight reflects a 21 percent decrease. Historical tonnage data is shown in Table 2-23 and
charted in Figure 2-11.

8 Data from Bureau of Economic Analysis, Bureau of Labor Statistics, and USITC
9 U.S. Department of Commerce, International Trade Administration, Office of Trade and Industry Information, February 2013 Report, and West Virginia Department of Commerce
10 “Economic Impact of Travel on West Virginia: 2000-2010 Detailed State and County Estimates’, West Virginia Division of Tourism
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Table 2-23: Historical Rail Tonnage in West Virginia (2001-2010)

Inbound Outbound
Tons Annual Tons Annual
Change Change
2001 32,953,476 -1 127,283,023 - | 160,236,499 =
2002 37,221,424 13.0% | 119,227,237 -6.3% | 156,448,661 -2.4%
2003 35,906,786 -3.5% | 114,274,486 -4.2% | 150,181,272 -4.0%
2004 33,114,874 -7.8% | 119,378,612 4.5% | 152,493,486 1.5%
2005 30,527,120 -7.8% | 119,317,981 -0.1% | 149,845,101 -1.7%
2006 35,148,295 15.1% | 119,317,981 0.0% | 154,466,276 3.1%
2007 28,810,000 -18.0% | 116,930,000 -2.0% | 145,740,000 -5.6%
2008 22,474,865 -22.0% | 114,536,370 -2.0% | 137,011,235 -6.0%
2009 18,224,000 -18.9% | 99,736,000 -12.9% | 117,960,000 -13.9%
2010 14,798,000 -18.8% | 100,262,000 0.5% | 115,060,000 -2.5%
Tons -18,155,476 -27,021,023 45,176,499
Percent -55% -21% -28%

Source: BTS from AAR. Year 2007 data is not provided, number shown represents midpoint between years 2006 and 2008

Figure 2-11: Historical Rail Tonnage in West Virginia (2001-2010)
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Source: BTS data compiled by the AAR; http://www.bts.gov/publications/state_transportation_statistics/
Note that intrastate movements are included in both Inbound and Outbound movements

The decline in West Virginia rail freight tonnage primarily reflects the changing market of Appalachian coal reserves
relative to other U.S. regions.

Total rail freight flows are forecast to fall slightly (2.7 percent) from 117.2 million tons in 2010 to 114.0 million tons
by 2040." Notable inbound freight movement growth outpaces stagnant outbound growth and declining intrastate
growth. Specifically:

11 Note that the 2010 FAF tonnage volumes shown represent an interpolated estimate between the year 2007 Survey and the year 2011 FAF estimate.
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= Inbound flows are forecast to grow 18.0 percent from 8.3 million tons in 2010 to 9.8 million tons in 2040, an
average annual growth rate (AAGR) of 0.57 percent;

= Outbound freight movements are forecast to fall slightly (-1.5 percent total, 0.05 percent AAGR) from 96.6
million tons in 2010 to 95.1 million tons in 2040; and

= Intrastate movements are forecast to decline notably (-26.0 percent, -1.03 percent AAGR) over the next 30

years.

These inbound, outbound, and intrastate movements are summarized for years 2010 and 2040 below:

Table 2-24: Forecast Rail Freight Tonnage by Direction

L. 2010 2040 % Change
Direction . .
Tons (mil) Share Tons (mil) Share Total AAPG
Inbound 8,308,604 7% 9,800,321 9% 18.0% 0.57%
Outbound 96,593,337 85% 95,107,411 83% -1.5% -0.05%
Intrastate 12,306,922 11% 9,110,236 8% -26.0% -1.03%
Through na na na na na na
Total 117,208,862 103% | 114,017,968 100% -2.7% -0.10%

Source: Prepared by CDM Smith based on FHWA's 2010 Freight Analysis Framework version 3 (FAF3)

These directional rail tonnage forecasts are expressed in terms of specific commodities in Table 2-25 below.

Table 2-25: Forecast Rail Freight Tonnage by Commodity (2010-2040)

Growth
Description AN
Tonnage 40)

2010 2020 2030 2040 Total AAPG
15 Coal 106,853,992 102,526,358 | 100,020,718 | 101,053,851 -5% -0.2%
19 Coal-N.E.C. 3,182,568 3,964,581 3,541,036 3,263,565 3% 0.1%
20 Basic Chemicals 2,678,774 3,036,541 3,383,070 3,657,591 37% 1.0%
22 Fertilizers 1,265,943 1,023,105 868,054 671,769 -47% -2.1%
24 Plastics/Rubber 1,170,960 1,200,471 1,393,745 1,643,612 40% 1.1%
32 Base Metals 512,072 647,151 673,885 610,275 19% 0.6%
11 Natural Sands 278,944 359,145 416,569 503,273 80% 2.0%
41 Waste/Scrap 256,654 314,725 466,689 615,950 140% 3.0%
27 Newsprint/Paper 219,866 245,132 291,484 352,967 61% 1.6%
13 Nonmetallic Min. 129,311 193,838 263,525 320,934 148% 3.1%
23 Chemical Prods. 126,362 168,925 252,127 377,097 198% 3.7%
Other 533,416 681,341 810,294 947,085 78% 1.9%
Total 117,208,862 | 114,361,312 | 112,381,197 | 114,017,968 -3% -0.1%

Source: FAF3 Includes Inbound, Outbound, and Intrastate. Excludes through tonnage.
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These estimates suggest little change in Coal and Petroleum/Coal movements. Despite falling overall West Virginia
coal production (as well as in greater Appalachia), coal railed to other domestic and especially international markets
may well hold relatively constant through the year 2040. Conversely, many other product tonnage movements will
increase substantially.

2.2.3 Passenger Travel Demand and Growth

As earlier noted, West Virginia travelers are heavily dependent on highway travel, due to its limited rail and air pas-
senger services. Private vehicle travel on West Virginia's highways increased by 23 percent from 1990 to 2011, while
the state’s population grew by only 3 percent during the same period. The projections provided below underscore
the need for significant service expansion to intercity and commuter rail services to increase rail’s share of passenger
travel.

The forecasts of existing Amtrak and MARC services, and potential new services, are based on available public data
and conservative analysis methodologies to arrive at the future ridership estimates.

2.2.3.1 Amtrak Ridership Forecast

There are 10 intercity stations in West Virginia. The Cardinal stops at eight of them, as shown in Table 2-26. The
Capitol Limited stops at the remaining two stations. The table shows 2012 boardings and alightings at the stations,
as well as a forecast of same in 20 years. Also appearing below is a forecast assuming a change in Cardinal from a
tri-weekly train to a daily train.

The basis for the forecasts of existing Amtrak services was twofold: (1) the 2010 population within 10- and 30-mile
radii of existing stations, and (2) population growth rates predicted by the West Virginia University for each of the
10 station areas. Specifically 2010 U.S. Census block data for the areas within 10- and 30-mile radii of the stations
were summed and then grown per the predicted growth rates. Small differences in the growth rates between radii for
individual stations were smoothed by averaging them. The resulting blended growth rates over the 20-year period
(2010 to 2030) were then applied to the 2012 ridership to produce the 2032 forecast.

With only three exceptions, populations around West Virginia rail stations are predicted to decrease over the next 20
years. Accordingly, ridership at stations, assuming no changes in the existing services, will decrease at these stations.
The exceptions are Martinsburg and Harpers Ferry — which are in the vicinity of the growing Washington, DC
metroplex - and White Sulphur Springs, the location of The Greenbrier resort.

The 2032 intercity ridership estimates based on the analytical approach are provided in Table 2-26:

2-48 West Virginia Department of Transportation



STATE RAIL PLAN

Table 2-26: Intercity Ridership forecast for West Virginia

2032 with
Station Service Daily
Cardinal

Alderson Cardinal 603 593 1,157
Charleston Cardinal 9,799 9,489 18,503
Harpers Ferry Capitol Limited 5,483 6,790 6,790
Hinton Cardinal 8,742 8,500 16,575
Huntington Cardinal 11,743 11,504 22,433
Martinsburg Capitol Limited 8,641 11,811 11,811
Montgomery Cardinal 580 551 1,075
Prince Cardinal 3,125 3,044 5,936
Thurmond Cardinal 264 252 491
White Sulphur Springs Cardinal 5,985 6,102 11,899
Total Intercity Ridership 54,965 58,637 96,671

Note: 2012 ridership reported by Amtrak.

Overall, intercity rail ridership in West Virginia is forecasted to increase slightly over the 20-year period, rising 7
percent from about 55,000 per year in 2012 to about 59,000 per year in 2032.

A much greater change is forecast assuming implementation of a daily Cardinal train (one round trip per day). In its
2010 PRIIA Section 210 Report, Cardinal Performance Improvement Plan, Amtrak predicted a 95 percent increase of
ridership with the implementation of daily Cardinal service. Accordingly, ridership at stations served by the Cardinal
is estimated to nearly double to reflect this service improvement. Overall, West Virginia intercity ridership would
swell over the 20-year period, rising 75 percent from about 55,000 per year in 2012 to about 97,000 per year 2032.

2.2.3.2 MARC Ridership Forecast

The current three MARC round trips generate 489 boardings and alightings daily at the Martinsburg, Duffields, and
Harpers Ferry Stations, as shown in Table 2-27. Thus, each MARC train averages approximately 80 West Virginia-
based riders daily.

For the purpose of forecast expanded service, one later morning eastbound trip and one early afternoon westbound
trip between Washington, DC and Martinsburg were assumed (i.e., a fourth round trip) on commute weekdays.
Ridership generated by the additional round trip at the three stations would be less than the average for the three
existing round trips as the trains would be arriving and departing Washington, DC outside of the traditional com-
mute period. Accordingly, each train is assumed here to generate an additional 60 riders (75 percent of the commute
period average).

Table 2-27 presents the year 2032 forecasts for weekday MARC train ridership for the three West Virginia stations
assuming three round trips and four round trips. The 2012 figures were assumed to grow at just under 2 percent per
year, a figure representing the average annual growth of Brunswick Line ridership between 2005 and 2012.
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Table 2-27: MARC Commuter Rail Ridership Forecast for West Virginia

Station 2012 2032
3 Round Trips 4 Round Trips 3 Round Trips 4 Round Trips
Martinsburg 208 262 305 383
Duffields 164 201 240 294
Harpers Ferry 117 146 171 214
Total 489 609 716 891

Note: Figures for 2012 were a 12-month rolling average for period ending in January 2012; rolling average was reported by MARC.

To estimate future ridership on weekend service, two round trips on Saturdays, Sundays, and holidays were assumed.
Each such train in West Virginia predictably would generate fewer riders than the commute-period trains (80), and
probably less than the fourth round trip trains operating outside of commuter hours (60). Accordingly, 50 riders
were assumed for each Saturday, Sunday, and holiday train at West Virginia stations, for a total of about 200 riders
for the two round trips. Assuming the same growth rate incorporated in Table 2-27, 2032 ridership at West Virginia
MARC stations would total about 282 for the two round trips.

2.2.4 Fuel Cost Trends

Trends in fuel costs (crude oil and regular gasoline) over the last 10 years are shown in Figure 2-12. Costs for fuel
rose steadily until the 2008 recession and have recovered somewhat although they have not attained their pre-
recessionary highs. Average retail gas price trends, which are shown for both Charleston and the U.S., track each
other closely over the period.

Figure 2-12: 10-Year Fuel Price Trends
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2.2.5 Rail Congestion Trends

West Virginia's rail network was built to accommodate frequent and heavy movements of coal. Therefore, its
mainline network was constructed with an above average amount of double track infrastructure and heavy weight
rail. Recent improvements to a number of main lines through the state to accommodate intermodal movements have
also contributed to the quality of the main line network. The recent decline in coal traffic has freed up a substantial
amount of capacity to the point where concerns are more directed to having an excess of infrastructure. A more
detailed discussion of the state’s rail freight capacity is provided in Chapter 4.

The 2007 National Rail Freight Infrastructure Capacity and Investment Study, sponsored by the AAR, found no
primary freight corridors within West Virginia which would likely operate at or above capacity by 2035.

2.2.6 Highway and Airport Trends

In addition to the demographic and economic forecasts and their relationship on future rail freight and passenger
levels, other transportation-related trends may have an impact on future reliance for any transportation mode.
Factors such as high fuel prices or increased vehicle miles of travel (VMT) and congestion negatively impact
highway travel and make the rail mode more attractive. The following is a general discussion of these transportation
modes.

2.2.6.1 Highways

West Virginia has 55 counties and is home to approximately 3,100 cities, towns, villages, and small communities.

To link them (and to provide an important part of the transport of the state’s abundant natural resources) to major
population and manufacturing centers within the U.S., there are more than 36,000 miles of various types of highways
in the state. Approximately 89 percent of the total miles are owned by the WVDOT Division of Highways (DOH), 9
percent are owned by various municipalities, and the remaining 2 percent are owned by various federal agencies and
other entities.

Every highway in the state is classified as one of the following National Highway Functional Classifications (NHFC):
= Urban/Rural Local Road
= Rural Minor Collector
= Rural Major Collector/Urban Collector
= Minor Arterial
= Principal Arterial
= Freeway/Interstate

Local roads provide access to individual pieces of property. Arterial roads are intended to satisfy the need for mobil-
ity by providing high speed roadways over longer distances. The Freeway/Interstate class of roads, which provides
the highest level of service, is actually a sub-class of Arterial roadways. Bridging the gap between Local roads and
Arterials are the Collector Roads, which possess elements of both.

Most traffic counts are reported in terms of annual average daily traffic (AADT) and represent an estimate of the
number of vehicles traveling along a given point on a highway on an average day in the year. VMT estimates, while
based on AADT estimates, include the distance traveled element and thus provide a measure of highway vehicle
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travel usage over a geographic area, such as a county, state, or highway system. VMT is routinely used to calculate
important statistics including traffic fatalities, fuel efficiency, and air quality.

Table 2-28 provides a breakdown of the mileage and traffic carrying characteristics of each highway functional class
in West Virginia. The data indicate that the highway network in West Virginia currently handles 19.7 billion VMT
each year. VMT has increased steadily in West Virginia from 2.5 billion in 1940 to 19.0 billion in 2000, an average
increase of roughly 3.5 percent per year. VMT is projected to continue increasing in the future but at a slower rate
(roughly 1.5 percent per year), which corresponds to the average yearly growth in VMT that has occurred from 1990
to 2007. Even at the lower rate of growth, annual VMT in the state would reach 23.9 billion by 2020.

Table 2-28: Highway Mileage by Functional Classification in West Virginia
Functional % of Total Annual VMT % of Total

Classification Miles (millions) VMT

Urban/Rural Local Road 23,700 65.3 1,192 6.0
Rural Minor Collector 2,244 6.2 370 1.9
Rural Major Collector/Urban Collector 6,537 18 3,556 18.0
Minor Arterial 1,894 52 3,850 19.5
Principal Arterial 1,373 3.8 4,667 23.6
Freeway/Interstate 564 1.6 6,106 30.9
Total 36,312 100 19,741 100

Source: West Virginia Statewide Transportation Improvement Program fiscal years 2009-2014

While Freeway/Interstate roads make up only 1.6 percent of the state’s highway mileage, they carry more than 30
percent of all highway traffic. Conversely, Local roads account for more than 65 percent of the state’s total highway
mileage, but carry only slightly more than 6 percent of the highway traffic.

The rail system’s interaction and coordination with the highway mode has been limited due to the fact that most
freight-related coordination between the modes involves intermodal container or trailer transfers, where rail carriers
generally carry out the long-haul portion of the trip with trucks responsible for the movements between the origin/
destination and the truck/rail transfer facilities. To-date no truck/rail intermodal facilities have been operating
within the state; therefore, the two modes have in some cases competed for traffic which can be accommodated by
either mode. The establishment of the new Prichard intermodal facility will be an important test case to determine
the potential for additional rail/highway intermodal arrangements in the future.

2.2.6.2 Primary Airports

As shown in Table 2-29, West Virginia is currently served by five primary airports, which are publicly owned
airports that receive scheduled passenger service and have more than 10,000 passenger boardings (enplanements)
each year.
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Table 2-29: Primary West Virginia Airports

Airport Enplanements (2010)

Charleston Yeager Airport 264,818
Clarksburg North Central West Virginia Airport 10,694
Huntington Tri-State Airport 115,263
Lewisburg Greenbrier Valley Airport 12,293
Morgantown Municipal Airport 11,249
Total 414,317

The state’s limited air transportation network, with just over 400,000 enplanements at its primary airports, and
no interconnections between existing rail and services, contributes only limited intercity travel opportunity and
competition to the state’s other passenger modes.

In contrast to the highway and air modes, however, the interaction between rail and port facilities in West Virginia
has been long established and successful. All river port districts (Jackson County, Buffalo-Putnam, Kanawha Valley,
Cabell/Wayne, and Weirton), as well as the inland port district in the Eastern Panhandle, are served by at least one
Class I railroad. The combination of rail and the intercoastal and intracoastal waterways provide a cost-effective,
intermodal means of moving the bulk commodities which comprise a major portion of the state’s economy.

With little population or economic growth forecast for the state, it is important that the state protect its existing
transportation network and be prepared to accommodate any potential economic development opportunities which
arise in the future. Improvements to both the rail freight and passenger networks, and to intermodal connections
and coordination, is a key emphasis area for rail planning and development in the future.

2.2.7 Land Use Trends

Land uses in West Virginia have been relatively stable over time. Statewide land uses are represented in Figure 2-13.
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Figure 2-13: West Virginia Land Uses
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Much of the state is rural and mountainous with development limited to river valleys and along its national roadway
system. The state’s physical and topographical constraints affect growth as slopes more than 20 percent are extremely

difficult to build on.

Local planning agencies have recognized these constraints and the importance of transportation accessibility to land
development. Strategies developed to address existing land use constraints and to maximize existing development

infrastructure center on the following:

= Redevelopment at a higher level at

= Growth in undeveloped areas near existing development which are already served by existing infrastructure

West Virginia Generalized Land Use

existing development sites as opposed to growth at undeveloped areas;

and allow urban areas to expand in a contiguous pattern; and

= Limited greenfield development to minimize sprawl and preserve open space.
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2.3 Key Rail Service Needs and Opportunities

The purpose of this section is to identify the needs and opportunities for freight and passenger rail service in West
Virginia. This will include identification of service gaps, improvement needs, and the potential financial needs and
deficits associated with these issues. The discussion will include the railroad industry’s planned improvements to
address identified issues, as well as those actions which could be undertaken by the public sector to assist in these
efforts and to increase potential public benefits through rail-related economic development improvements.

2.3.1 Rail Freight Services

West Virginia railroads’ reliance on domestic coal demand has raised concerns in the recent past as production has
decreased, due to the low price of natural gas and the resulting shift by utilities from coal to natural gas due to both
the lower cost and federal initiatives. This has led railroads in the region to seek new industries to serve and com-
modities to move, and the railroads, especially CSXT and NS, have implemented plans to that end.

CSXT and NS have emphasized three areas of potential growth in West Virginia and the region. These are interna-
tional container (intermodal) movements, export coal, and oil and gas production services. The success in serving
these and other growth markets is reliant on the carriers having adequate capacity over West Virginias rail lines
where needed. The following will provides a brief review of the state’s rail mainline capacity.

2.3.1.1 West Virginia Mainline Capacity Analysis

Available mainline capacity in the state was reviewed from the perspectives of both publicly available data and
independent analysis.

The rail industry has worked together to identify rail lines and line segments, which they estimate will see the
greatest increase in volume and where existing and projected capacity constraints will affect the fluidity and reli-
ability required for the rail network to remain competitive. To determine rail mainline system capacity needs for
the country, the “National Rail Freight Infrastructure Capacity and Investment Study;” published by the AAR in
September 2007, was developed.

Class I railroads were evaluated on the basis of both current rail volumes compared to current capacity and future
(2035) volumes compared to current capacity. From this, current and future LOS from Level A to Level F, similar
to that used for the highway system, were assigned to each of the corridors. The results of this analysis showed that
all designated rail freight corridors in West Virginia were rated with LOS Grades A, B, or C, signifying that future
(2035) rail volumes are generally forecast to be below current capacity, with train flows ranging from low to moder-
ate levels and with capacity to accommodate maintenance and recover from accidents.

As an independent analysis, both the estimated line capacity and the estimated number of daily trains were devel-
oped from tonnage data. Tonnage figures by line segment were divided by the calculated average tonnage per train
to develop an estimate of average daily trains by line segment. These estimated trains per day were compared to the
estimated line capacity in terms of trains per day.

This independent analysis showed that only traffic on CSXT’s Bridgeport/Mountain and Metropolitan/Cumberland
subdivision were approaching estimated line capacity levels.

These mainline capacity constraint findings are consistent with CSX plans for capital improvements in West Virginia.
Among CSXT’s planned mainline investments are:
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= Cumberland Subdivision (Weverton, Maryland to Cumberland, Maryland) - The addition of tracks at
Martinsburg, along the north leg of the Winchester & Western Railroad interchange, to accommodate business
growth and increase network efficiency;

= Bridgeport Subdivision (Grafton to Clarksburg) — Rehabilitation of Tracks 1 and 2 to accommodate new
business and to increase network efficiency;

= Coal River (St. Albans to Sharples) and Logan subdivisions (Barboursville to Gilbert) - Installation of radio
controlled switches to increase train movement efficiency;

= Ohio River Subdivision (Wheeling to Guyandotte) - Improved siding capacity (to 130 cars) near Point Pleasant
and installation of new signals; and

= Mountain Subdivision (Cumberland, Maryland to Grafton) - Create a yard bypass at Cumberland Yard.

These, and additional capital investment plans by both CSXT and NS, are directly related to the potential rail growth
areas noted above and described in more detail below.

2.3.1.2. Potential Rail Freight Growth Areas

International Intermodal Traffic

The on-going Panama Canal expansion project is expected to result in new shipping patterns and new opportunities
for a number of East Coast and Gulf Coast ports, as well as the railroads connecting to them.

With the anticipation of increased international intermodal traffic due to the expansion of the Panama Canal, which
will be completed in 2015, East Coast ports have been deepening harbors and constructing or expanding on-dock
rail facilities to accommodate the larger intermodal ships and to unload and transport the international containers
from the ports to inland intermodal facilities for local distribution. Relevant to West Virginia, the ports of Baltimore
and Norfolk are addressing the expected increased traffic in containers, many of which would be moved westward
over CSXT and NS rail lines through West Virginia. Having foreseen this increase in intermodal traffic between the
East Coast ports and Midwest destinations, CSXT and NS have sought major efficiency and productivity improve-
ments to ensure that their primary intermodal routes can accommodate double-stack container trains. Several of
the major rail intermodal corridors pass through West Virginia, and the improvements completed and planned are
described in Figure 2-14.
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Figure 2-14: Intermodal Corridors through West Virginia
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CSXT National Gateway - This infrastructure project, scheduled for completion in 2015, will improve the flow
of rail freight between the Mid-Atlantic (including the ports of Wilmington, North Carolina; Hampton Roads,
Virginia; and Baltimore, Maryland) and the Midwest (including Chicago, St. Louis, and Mempbhis) by increasing
vertical clearances at 61 locations to provide clearance for double-stack intermodal movements.

This major corridor passes through West Virginia’s Eastern Panhandle (Cumberland/Mountain Subdivisions)
through Harpers Ferry, Martinsburg, and Green Spring. Tunnel clearance projects in West Virginia will be com-
pleted at Hansrote and Paw Paw.

The estimated cost of this project, which has received considerable state and federal funding, is $842 million.

NS Heartland Corridor - NS opened its Heartland Corridor in 2010, allowing double-stack trains to move between
Norfolk and Chicago. The core of the new railroad corridor is the NS Pocahontas Division, an east-west rail corridor,
which passes through Bluefield, Laeger, Matewan, Williamson, Kermit, Fort Gay, Prichard, and Kenova. The project
was a public-private partnership of NS, the federal government, the Commonwealth of Virginia, and the states of
West Virginia and Ohio; it involved improving the vertical clearance of 28 tunnels and eliminating 24 other obstruc-
tions, such as bridges.

The Prichard intermodal yard, currently under construction, will be an important beneficiary of the NS Heartland
Corridor and will be an important asset to movement of goods in the West Virginia. The Prichard project is intended
to provide a long-term and stable economic stimulus through the construction and operation of an intermodal facil-
ity in conjunction with the Heartland Corridor. The objective of the project is to stimulate and support economic
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development within the region and provide and maintain connections to key regional and national transportation
corridors.

NS Crescent Corridor - This corridor, a $25 billion, 9-state, 2,500-mile network designed principally for intermodal
traffic between New Orleans, Louisiana and Newark, New Jersey, is now operational. The Crescent Corridor passes
through the Eastern Panhandle of West Virginia at Martinsburg.

Upon completion, these three major corridors will have expanded freight movement capacity, as well as intermodal
double-stack capability, to better link major markets and important shipping origins and destinations. Their
importance to West Virginia relates to the growth of rail movement of goods in containers. West Virginia will host
portions of all three major rail corridor improvements, and this augurs well for West Virginia economic develop-
ment. Construction of the NS Prichard Terminal in Wayne County will directly benefit West Virginia through
improved transportation options for shippers in the region and from the economic development potential which can
be realized in the proximity of major transportation distribution facilities.

Oil and Gas Production

Recent growth of the process called hydraulic fracturing (fracking) to recover natural gas and crude oil from shale
reservoirs represents a potential opportunity for West Virginia railroads. The Marcellus Shale is comprised of a shale
rock formation which is being developed into one of the world’s largest natural gas fields. This shale is located below
the earth’s surface and when fractured, can produce a large amount of natural gas.

Recent attention has also been focused on the Utica Shale which is a rock formation located a few thousand feet
below the Marcellus shale. It also has the potential to become an enormous natural gas resource which extends over
an even greater area than the Marcellus shale.

These deposits of shale oil and gas extend over much of Appalachia, including West Virginia (see Figure 2-15).

Figure 2-15: Marcellus and Utica Shale Regions
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West Virginia is the only net exporter of natural gas east of the Mississippi River. The West Virginia Geological and
Economic Survey has identified about 7,500 wells producing 1.9 billion barrels of oil and about 40,500 wells produc-
ing 191.6 billion cubic feet of natural gas. Natural gas is produced in 49 of West Virginia’s 55 counties.

New wells drilled for oil or natural gas can represent a significant amount of rail traffic. Each new wellpad can
require more than 50 carloads of drill-related equipment including sand, pipe, barites (barium sulfate), and
miscellaneous chemicals. In some locations, up to 300 railcar equivalents of water is also required. Well outputs can
also require 25 carloads of drill cuttings and 40 carloads of brine water. In many locations with limited access to
pipelines, oil or gas may also be transported by rail.

The rail benefits associated with oil and gas drilling and production apply to Class I and short line railroads. Rail
access to drill sites can be in the form of direct rail access or through the establishment of transload facilities.

Rail carriers in West Virginia are in the process of developing projects specifically to address these needs. CSXT
plans to rehabilitate two tracks at Clarksburg (Bridgeport Subdivision) and to expand the Brooklyn Junction Yard in
New Martinsville for new business associated with hydraulic fracturing in West Virginia.

Export Coal

The Class I railroads in West Virginia are developing projects to add capacity for the expected increase in export
coal. Most of these projects currently entail the reconfiguration and expansion of rail yards to accommodate unit
trains destined to port coal export facilities.

CSXT currently has plans to expand yards at Grafton, Keyser, and Benwood for these purposes. A yard bypass at
Cumberland to increase the efficiency of export coal movements is also planned.

2.3.1.3 Rail Freight Service Needs

The limited rail capacity needs and planned improvements by CSXT and NS to accommodate growing market
demands will likely address the major rail freight infrastructure and service needs on Class I rail lines for the state

in the near term. However, if these new market demands extend to the short line railroads operating in the state,
they may require financial assistance to address the associated infrastructure needs. The short line railroads and
local economic development agencies have identified the need for public financial assistance to build or extend rail
spurs to development areas. Increased rail traffic originating from oil and gas production or expanded production of
export coal on or in the proximity of short line railroads may require additional rail spurs or transload facilities to
meet the new demand. In addition, increased rail car storage capacity and more efficient interchange operations with
Class I railroads may also be required to accommodate significantly higher traffic levels.

2.3.2 Intercity Passenger Rail Service
Issues and system needs with regard to intercity passenger rail service within West Virginia are discussed next.

2.3.2.1 Intercity Passenger Network Gaps

Despite the highway improvements undertaken in the last six decades, such as the Interstate Highway System, the
West Virginia Turnpike, and the Appalachian Development Highway System, many West Virginians remain isolated.
West Virginians who are transit-dependents, the elderly, youth, the disabled, those with limited means, or families
with only one auto, are isolated by a lack of available intercity public transportation.

Market forces and the rise of discount airlines have combined to reduce the once extensive, multi-frequency network
of rail passenger and intercity bus routes. This combined rail and bus network once linked the Northeast with the
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Midwest and the Midwest with the Southeast. Passing through West Virginia, these routes linked West Virginia cities
to the rest of the nation while providing local service between West Virginia cities several times daily.

What remains are: two Amtrak routes, the Capitol Limited and Cardinal; two Greyhound Lines routes, a Megabus
route serving Morgantown, a Mountain Line route from Clarksburg to Pittsburgh; MARC commuter service
(Monday-Friday) between Martinsburg and Washington, DC; and parent club sponsored charters from West
Virginia University to cities in the Northeast. While these surface transportation services link some West Virginia
cities to adjacent states, they offer limited frequencies and do not constitute a network.

Similarly, airline routes that were linear with several stops in West Virginia allowing intrastate travel (i.e., Charleston
to Pittsburgh with stops in Elkins, Morgantown, and Wheeling) have shifted to non-stop routes serving airline hubs.
The airline network is now designed for the long-distance traveler. While the airline network provides the state with
excellent service to distant cities in the U.S. and around the world, flying between cities in West Virginia or cities in
adjacent states can be expensive, circuitous, and time consuming and involve a connection. A recent USDOT study
projected higher fares and reduced frequencies for small communities and in short-distance markets.

Efforts of West Virginia's Division of Public Transit utilizing funding through the Federal Transit Administration’s
Section 5307 funding for transit in urban areas - Section 5310 funding for specialized transit for elderly and
disabled, and Section 5311 funding for transit in rural areas (areas with population less than 50,000) - have offset
some of the decline at the county and regional level. However, for intrastate intercity travel and travel between West
Virginia cities and cities in adjacent states, West Virginians are almost totally auto-dependent.

The changes in the past several decades in the rail passenger, regularly scheduled motor coach and the airline
industries have dramatically reshaped the intercity passenger network. The West Virginia Multimodal Statewide
Transportation Plan found that existing transit programs meet about 27 percent of estimated demand. Much of the
service funded and demand met is for local regional trips. Intrastate intercity travel within West Virginia, as well as
to nearby cities in adjacent states, is now almost totally reliant on the personal automobile.

2.3.2.2 Intercity Passenger Rail Opportunities and Challenges

West Virginias existing rail routes and passenger rail improvements being made in neighboring states offer both
opportunities and challenges. Current service can provide a focal point for incremental improvements in service
and coverage and an opportunity for the state to begin rebuilding its intercity transportation network. While West
Virginia’s population density is lower than neighboring states, the state lies within easy reach of several major
urban areas. Foremost among these is the Washington, DC/Baltimore area and the northeast corridor. Pittsburgh,
Cincinnati, Richmond, and the Virginia Tidewater area are also potential intercity rail markets. The large economic
activity in these neighboring areas gives West Virginia leverage to develop enhanced passenger rail service and also
use connecting thruway bus service to connect to routes outside of the state.

Another opportunity is using passenger rail service as a development tool to promote economic growth with tour-
ism and transit-oriented development (TOD), which is development of residential and commercial areas, centered
around transit stations and designed to maximize walkability and the use of public transit. Finally, West Virginia’s
long-term intercity rail passenger opportunity could be the continuation of its historical role in providing a potential
high-speed rail system connection between existing East Coast and the Midwest high speed rail networks.

Foremost among the challenges is the preservation of existing service. Preservation and improvement of existing
services will require a viable funding strategy and strong partnerships with surrounding states.
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Rail passenger routes with the most potential are routes with strong bi-state or multi-state partnerships. Capital
investments required to improve service, from West Virginia’s perspective, may be necessary in another state. An
additional challenge is West Virginia’s low-population density and rugged mountain terrain which present revenue
risks and construction cost issues. Finally, with two of the three West Virginia freight main lines improved (the

NS Heartland Corridor between Norfolk, Virginia and Columbus, Ohio and the CSXT National Gateway between
Baltimore, Maryland and New Baltimore, Ohio) to handle growing intermodal freight traffic, new or expanded
passenger rail service may require substantial capital investment to ensure the safety of increased shared freight
and passenger services as well as protect the rail owners from potential liability. Capital investments could entail
additional sidings, curve realignments, and improved signal systems.

With Amtrak focused on capital improvements to make its stations accessible, especially pathways and platforms, it
is important that West Virginia focus on the station structures to facilitate state of good repair, improvements, and
adaptive use. In addition to funding capital improvements, the state can also aid cities and private owners in prepar-
ing grant requests, engineering and design, and best practices.

Improved Cost Recovery

An important near-term action is the improvement in the cost recovery ratio (revenues divided by operating

costs) of existing rail passenger routes. As part of that effort and as required by the PRIIA, Amtrak undertook an
analysis of the Cardinal (New York - Chicago via Charleston), and Capitol Limited (Washington, DC - Chicago

via Martinsburg) routes. The improvements outlined in these reports can increase these routes” cost recovery ratio.
While both trains are Amtrak long-distance basic system trains (trains with route lengths longer than 750 miles that
were part of Amtrak’s original network and are defined by the 2008 PRIIA Act as still being the financial responsibil-
ity of Amtrak), West Virginia will need to take the lead to ensure the success of these routes, especially the Cardinal.

State Partnerships

An important step in preserving and improving existing passenger rail service is West Virginia’s leadership in
demonstrating that it is a partner with adjacent states by supporting their efforts to expand service.

Thruway bus service connections to the Pennsylvanian at Pittsburgh and to Lynchburg or Roanoke, Virginia would
assist those states’ proposed service additions and provide additional intercity passenger mobility to West Virginians.
Partnership with Virginia in facilitating daily operation of the Cardinal would also be beneficial to both states. Not
only would West Virginia’s transportation network be enhanced, but transportation options for the rural Virginia
communities of Staunton and Clifton Forge would be improved. At Charlottesville and Northern Virginia stations, a
daily Cardinal would also expand schedule options on Virginia's growing route through Charlottesville.

Rail Freight Capacity

Changes in the patterns of rail freight traffic could negatively impact the financial performance of existing intercity
passenger services. The energy market is currently undergoing substantial change. Rail lines built to haul coal

are seeing 12 percent to 15 percent declines in coal traffic. Two rail corridors through West Virginia, CSXT’s line
through Martinsburg (Capitol Corridor route) and NS’s line through Williamson, have been rebuilt to serve the
double-stack intermodal market. These corridor improvements allow fast-growing intermodal traffic to replace
declining coal traffic. The rail industry will look to industrial traffic to offset the decline in coal traffic. Alternatively,
if freight traffic continues to decline, the railroads could downsize the fixed plant or reduce maintenance to

match traffic on corridors with passenger service, such as the Cardinal route. For instance, the Cardinal uses the
Buckingham Branch Railroad (BB), located in Virginia, which is a short line railroad that the CSXT uses as an
alternate route for empty coal trains due to capacity constraints on its James River Line. A reduction in coal traffic
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could reduce revenue needed to maintain the rail line. Coordination between West Virginia, Virginia, and CSXT will
be necessary to maintain the BB in a state of good repair.

2.3.2.3 Potential Cardinal Initiatives

Daily service on the Cardinal route is the action that would yield the greatest near-term benefit for West Virginia’s
intercity transportation network. This was a key recommendation in the PRIIA mandated FY10 Performance
Improvement Plan for the Cardinal. The report found that daily service would substantially improve the train’s utility
and marketability, greatly enhancing the train’s role in linking rural communities with major Eastern and Midwest
cities. In addition, the train would be more attractive for short-distance local trips.

Based on its financial performance (a cost recovery ratio of 27 percent) the Cardinal is at risk of discontinuance
unless improvements are made. As no other state has as much to lose from the discontinuance of the Cardinal, West
Virginia likely must lead the effort to preserve and enhance this service.

Promotion

Promotion of existing rail service is the first step in building awareness and usage of the rail mode. Discussions were
held with both the West Virginia Division of Tourism and the BSA with regard to initiatives which could contribute
to improved intercity passenger rail services.

The West Virginia Tourism Website has a comprehensive listing for Amtrak’s Cardinal and Capitol Limited with a
link to Amtrak’s website. The Greenbrier Resort is a featured Amtrak Vacation destination, and there is an advertise-
ment for the resort in Amtrak’s national timetable. A recent U.S. Census Bureau analysis found double-digit popula-
tion growth in the downtown areas of many cities. Four of the fastest growing downtown population cities are on the
route of the Cardinal - Chicago; Washington, DC; Philadelphia; and New York. The West Virginia tourism industry
could explore developing a strategy to cater to these potential leisure travelers who are not as auto-focused as current
tourists. Other states have had success with this market by developing a “Car Free” travel program. With the “Car
Free” program, tourism partners work together to provide detailed information on how to visit and enjoy cities and
attractions without an automobile.

Summit Bechtel Reserve

A major new destination attraction and source of ridership, the SBR, is coming to the route of the Cardinal in 2014.
The BSA is establishing its fourth high adventure camp adjacent to the New River Gorge National River Area and
Glen Jean, West Virginia near Beckley. The site is also the permanent home of the National Scout Jamboree.

Up to this point the BSA focus has been on the National Jamboree. With the Jamboree’s completion efforts are
underway to begin the next phase of SBR (i.e., its permanent role as a High Adventure Base). In future years, two
other major activities are planned for the site: the National Scout Summer Camp and the Center for Leadership and
Excellence, a training facility and program for adult scout leaders. This new major activity center on the Cardinal’s
route is of long-term importance to the train, where the ridership levels could be similar to those on the Southwest
Chief. At Raton, NM, summer treks, spring and fall leadership conferences, and staff ridership from Philmont Scout
Ranch generate significant ridership 6 months of the year for the train. In similar fashion the diverse activities at
SBR should have the potential to generate a steady flow of traffic, spring through fall, on a daily Cardinal. In its
permanent role, SBR is expected to attract about the same level of activity as Philmont Scout Ranch, about 20,000 to
25,000 participants yearly, in addition to the National Scout Jamboree which is held every 4 years.

The Cardinal’s route and schedule position the rail service to conveniently serve SBR participants and staff. SBR is
located at about mid-point on the Cardinal’s route, offering a morning arrival from Chicago and mid-day departure
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from SBR to Chicago and cities in the Midwest. The current schedule also offers daylight service to/from cities in the
Northeast Corridor. Participants from Northeast Corridor cities will have to arrive the day before day one of their
treks, but this is similar to the situation at Philmont for West Coast participants and is accommodated by Philmont.
SBR’s current information for the 2014 roll-out of the High Adventure Base mentions Amtrak service to Prince as

an option and notes that scout crews will need to arrange their own transportation, as is the case with the Philmont
Scout Ranch.

However, the current tri-weekly service will at best serve 40 percent of the potential market. In addition, the days of
train operation may not correspond to trek beginning or end dates. With tri-weekly service, scout crews, especially
from Northeast Corridor cities, will be forced to add an extra 2 or 3 days to their trip, further reducing potential
ridership. Thus, daily service on the Cardinal is the key to tapping this potential market. In addition, WVDOT’s
DOH plans to replace the highway bridge over the New River accessing the Prince Amtrak station. These plans need
to move forward to enable shuttle vehicles to SBR to safely travel to the station.

Special Trains

West Virginia’s scenic beauty and recreational opportunities have always drawn additional rail service. This
enhanced rail service can take the form of separate trains, premium service on the Cardinal, or the movement of
luxury chartered private rail cars on the Cardinal.

The separate trains can be oriented toward scenery (outlined in more detail in the Tourist Train section of this
report) or can be complete luxury trains usually with a stopover at The Greenbrier Resort. The American Orient
Express was such an operation which traveled through West Virginia on some of its itineraries. Currently efforts are
underway to develop a regularly scheduled luxury rail service between Washington, DC and White Sulphur Springs
starting as special cars coupled to the Cardinal and eventually growing to a separate train. Premium service, using
private rail cars, is offered seasonally from West Virginia to Northeast cities.

Support in the marketing of these trains by the SRA and West Virginia Division of Tourism would facilitate these
efforts.

2.3.2.4 Potential Capitol Limited Initiatives

The key recommendations in the FY10 Performance Improvement Plan for the Capitol Limited (serving Martinsburg
and Harpers Ferry) were estimated to result in a 9 percent increase in revenue and a 4-point improvement in the
cost recovery ratio. The major recommendation is the establishment of through service between Chicago/Toledo/
Cleveland and Philadelphia/New York. Through coaches and sleeping cars from the Pennsylvanian would be added
to the Capitol Limited in Pittsburgh. This improvement would eliminate the need to change trains at Pittsburgh at
late night or early morning hours and significantly increase ridership, revenue, and customer satisfaction. Market
research has found that changing trains, especially at unattractive hours, is a detriment to ridership (by about 40
percent). The improvement plan also recommended food service changes (a more appropriate menu and full dining
and lounge cars), station improvements (cleanliness, security, signage and disabled access), and the installation of
bicycle racks in coach/baggage cars. It is estimated that these proposed changes would result in an additional 20,400
riders per year. Due to equipment issues these improvements are not being implemented at this time.

Feeder Bus Service

A potential area for West Virginia to pursue is thruway (feeder) bus service to enhance passenger rail ridership and
revenues while also addressing the mobility shortfall for many West Virginians. Thruway service offers one-stop
transportation shopping, coordinated schedules and fares, and guaranteed connections at Amtrak stations. Feeder
bus networks provide four main functions:
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= Increasing ridership on the trains by adding a significant number of additional cities to the rail system;

= Increasing the number of frequencies on corridor routes by adding parallel schedules during off-peak times of
the day;

= Providing vital service to transit dependent residents in rural areas; and

= Enhancing the value of the rail program to taxpayers by serving many more state residents.
Potential types of thruway bus services include:

= Dedicated charter motor coaches operated exclusively for rail passengers;

= Motor coaches operating regular intercity schedules which carry both rail passengers and bus passengers; the
schedules and operations of these routes are coordinated with the train schedules; and

= Interline services where schedules may or may not be coordinated with the rail service; this service is most
successful when the connecting bus route has a high number of daily frequencies, minimizing the negative
impact of any missed connection.

These services would require SRA and Division of Public Transit support and assistance to coordinate between local
transit agencies, West Virginia motor coach operators, and Greyhound Lines on a strategy to increase mobility for
West Virginians and provide expanded connecting service to airports, rail passenger service, and intercity motor
coach service.

2.3.3 Commuter Rail Service
Issues with regard to commuter rail service within West Virginia are discussed below.

2.3.3.1 Opportunities and Challenges

As West Virginia develops and upgrades its intercity passenger and freight rail network, there may be markets where
commuter rail service can be initiated. There are both opportunities and challenges in this regard. The key oppor-
tunity is that while West Virginia's population density is lower than most regions served by commuter rail, it lies on
the outer edge of major urban areas. Foremost among these is the Washington, DC /Baltimore area. A second area is
the Pittsburgh metropolitan region. Its proximity to these major markets allows West Virginia to leverage the large
economic activity in these neighboring areas into a viable commuter rail service by extending the larger region’s
commuter network. Also, West Virginia has always benefited from being the connecting bridge between the East
Coast and the Midwest. Any level of rail passenger upgrade between the East Coast to Cincinnati or from Pittsburgh
to Columbus could also accommodate commuter rail service. Using commuter rail service as a development tool to
promote economic growth with residential-commercial mixed use TOD and tourism presents another opportunity.

Foremost among the challenges is funding. Unless West Virginia can develop a viable funding strategy, not only is it
unlikely that any new commuter rail service can be built, but it puts the current service at risk. Other challenges are
that the routes with the most potential are interstate routes where a strong bi-state partnership is required and that
the most important capital investments to improve service from West Virginia’s perspective may be in another state.
Even if the funding issue can be overcome, West Virginia’s low-population density and rugged mountain terrain
present revenue risks and construction cost issues. Finally, as with intercity passenger service, the freight railroads
may be reluctant to support new or expanded commuter rail service without substantial capital investment.
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2.3.3.2 Maintaining and Expanding Existing MARC Rail Service

Maryland’s goals related to the MARC Brunswick Line include increased peak service, increased off-peak service,
late evening service, weekend service, and improved reliability. These goals are driven by the fact that the MARC
network has reached its practical capacity and must be expanded to handle baseline growth resulting from highway
congestion, gasoline price increases, and regional growth. Also, most of the moderate-cost capacity improvements
have already been made. MARC’s Growth and Investment Plan, published in 2007, stepped beyond the minimum
and outlined the investments needed to go beyond baseline growth. The plan is multifaceted because all segments of
the network - track, parking, stations, number of seats, and train storage and maintenance facilities — are at capacity.
Investment is also planned to make the network more reliable to increase the OTP from the mid-1980s to 9 percent.
The document emphasizes that the programmed investments are designed to handle present growth (5 percent to 6
percent yearly) and to position commuter rail to offer a quality product that would divert automobile drivers to rail
service.

2.3.3.3 MARC Riders Advisory Council Recommendations

West Virginia MARC Riders Advisory Council members recommend expanding service to four round-trip frequen-
cies a day. MARC members from both West Virginia and Maryland have also recommended that MARC consider
weekend service. This would allow West Virginians to travel to Northeast corridor cities by train for weekend trips.
More importantly, it would aid the West Virginia tourism industry by allowing travelers from Northeast cities to
make weekend trips to Harpers Ferry and Martinsburg.

Members have also suggested extending MARC service approximately 2 to 2.5 miles west of Martinsburg and
establishing a new combined layover and station facility that could easily be expanded to support long Penn Line
trains and/or additional frequencies. The location identified is at the junction of WV 9 and I-81. Property is available
for a layover facility and a large parking lot for passenger autos. This location also has additional property available
for a system-wide maintenance base.

Since this project would bring jobs and spending to West Virginia, it could be viewed as an industrial development
opportunity. It is also an opportunity for West Virginia to contribute capital to the MARC system while improving
service for West Virginians. Transferring the layover facility west of Martinsburg was initially suggested in the 2010
West Virginia Multimodal Statewide Transportation Plan. The convenient access to I-81 would also expand the
service area for MARC service.

Riders have also suggested a replacement for the Duffields station, an isolated station east of Martinsburg. The City
of Ranson, working with the developers of “Northport” (a mixed use community), has annexed property up to WV 9
and has requested a new stop. This proposed stop would also serve Charles Town.

2.3.3.4 Impact of New Commuter Rail Service on West Virginia’s Rail Network

The expansion of MARC service would be on the Baltimore to northwest Ohio segment of CSXT’s National Gateway
corridor through West Virginia. The National Gateway is designed to create a highly efficient freight transportation
link between the Mid-Atlantic ports and the Midwest, improving the flow of goods between the eastern and western
rail networks. An anticipated change in freight flow patterns, in part because of the expansion of the Panama

Canal and the potential of all-water container traffic between Asia and Mid-Atlantic ports, as well as the growth of
domestic intermodal traffic, are the key drivers in this project. Vertical clearances and terminals are being improved
to facilitate double-stack container shipments on the routes.
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Adding new commuter rail services could tax the capacity of the route. Capacity improvements, such as new or
expanded passing sidings and/or longer double track sections, to accommodate new commuter train volumes,
would be needed. It will be necessary for such capacity enhancements for commuter rail to be borne by the agencies
seeking increased access to the line.

Considering existing and new proposals, existing studies and reports, potential future commuter rail corridors and
funding, it is reccommended that the most feasible and most viable proposals regarding commuter rail service relate
to improvements on the existing MARC Brunswick Line rather than the pursuit of new routes at this time.

The feasibility of and priority attached to further improvements would be greatly enhanced by West Virginia funding
support of operations as well as capital.

Recent legislation gives the SRA the authority to negotiate with MARC for the continued operation of the commuter
rail operations between Maryland; the Washington, DC metropolitan area; and West Virginia. The legislation also
creates a West Virginia Commuter Rail Access Fund that shall be administered by the director of the SRA. The
negotiated agreement may provide for the payment of track access fees attributed to commuter rail operation within
West Virginia. Any payment of track access fees pursuant to the agreement shall be paid from the special fund
created when appropriations are provided to this fund by the Legislature.

2.3.4 Tourist Railroad Service

West Virginia’s tourist train industry helps to chronicle the state’s transition to the industrial age, an age when
railroad technology enabled the development of the states vast coal, timber, and oil resources. West Virginia’s four
tourist train operations also serve to preserve artifacts; skills; the experience of living in industrial America; and
the craftsmen, industrialists, and workers that built them. These railroads also demonstrate the hard work that was
needed to build today’s West Virginia.

In addition to their role in preservation and education, West Virginia’s tourist railroads also attract vacation travelers
to the state. These travelers, many of whom spend several nights in the state, create a multiplier effect not only
generating income for the tourist railroads but income for restaurants, hotels, motels, and other visitor service
establishments. It is estimated that visitors to West Virginia’s tourist railroads generate $6 to $7 million in direct
non-rail spending (lodging, meals, gasoline, shopping, etc.) each year.

In today’s competitive travel marketplace, tourist railroads must be creative to survive and prosper. Some properties
are oriented toward scenery, others toward historic preservation while some vary the theme by train departure.
Value added services (theme trains, dinner trains, entertainment, etc.) are not only important as revenue generators
but they are important in maintaining a repeat customer base.

2.3.4.1 Current Tourist Railroad Issues
West Virginia’s tourist railroads are trying to rise to the challenges that exist in today’s economic environment.

NRT’s goals are to continue its current operations, fall foliage trains, and yearly trips using its private cars to
Washington, DC and New York City and perhaps to Midwest cities. Of concern to the NRT is CSXT maintaining its
current policy to allow it to continue to operate over the route under Amtrak’s insurance umbrella, without which
the railroad would require $500 million of liability insurance. Also of concern is the continuation of the Cardinal,
the ability to lease Amtrak cars and locomotives, and Amtrak maintaining the crew base at Huntington - all of
which facilitate NRT operations. The final concern is the older age of the railroad’s membership and volunteers and
the related ability to maintain car maintenance and rebuilding skills.
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While DGVR’s target demographic - rail enthusiasts and those who had worked or ridden trains in their youth -
had served it well in the 2008-2012 growth period, DGVR has realized the need to expand its demographic base

to continue to maintain and grow its traffic in the future. In 2011 DGVR introduced the Polar Express™ event to

its calendar to attract young families with children to the franchise. This new market has the potential for repeat
business on heritage and scenic routes. The Polar Express™ and other event trains also lengthen the season, improv-
ing the railroad’s income and keep professional employees working longer, thus maintaining a trained, reliable
workforce.

The PESR’s major concerns near term are high gasoline prices and the negative impact that may have on consumer
discretionary spending and the frequency of auto vacation trips needed to attract increased ridership and revenue to
its tourist train operation.

CSR’s mission remains to be a historical park recreating, as authentically as possible, the life and technology as it
existed in an early 20" century logging and steam railroad town.

While CSR has added some special and event trains, the goal is that these remain “in context” and not stray from
their presentation of life in another time. It will not try to attract visitors by adding more contemporary entertain-
ment or amusements. Near-term challenges impacting the CSR include the stagnant economy and high gasoline
prices which could reduce visitations and maintaining critical state funding for state-of-good-repair projects.
Perhaps more critical is attracting visitors to a genuine living historic site in an environment where consumers have
so many travel alternatives.

While these railroads have been able to sustain their operations, maintaining that momentum into the future could
be challenging. The demographics of America are changing, costs are increasing, and the equipment continues to
age. Unlike a typical business, a heritage railroad by its nature is unlikely to see major productivity improvements,
and competition from other recreational activities may also erode the tourist train market.

There are favorable trends, including rising population and income, the universal appeal of trains, increased partner-
ships with other attractions and theme departures, and more fuel-efficient automobiles to offset rising gasoline costs.
Also, the heritage rail community is becoming more professional, experimenting with new ideas and sharing these
ideas to make the visitor’s experience more personally meaningful.

To position themselves for the future, West Virginia’s tourist railroads must increase interpersonal connections
with their visitors and seek strategies to attract a more diverse visitor base. The railroads must continue to seek
opportunities for partnerships and off-season theme trains to build revenues and retain and replace critical skill
sets necessary to run the railroads. More efficient marketing is also needed, including the use of travel trade shows
and presentations to group motor coach operators. Finally, the international market has great potential if it can be
reached in a cost-effective manner.

2.3.5 Rail Financial Needs

The development by West Virginia of a funding strategy to support rail transportation — whether commuter rail,
intercity rail, or freight rail - is the lynchpin for maintaining and expanding existing service and initiating new
service. This funding strategy can take many forms as demonstrated by the experience in other states. The most
consistent is a flow of funds for both operating and capital support from a guaranteed source (sales tax on fuel or a
general sales tax for example). West Virginia currently depends on annual general fund appropriations to finance
rail improvements and these investments have been limited to state-owned freight railroads and commuter station
improvements. In general, West Virginia’s rail infrastructure shows no major deficiencies. This allows any dedicated
sources of public investment in rail to be directed toward rail-related economic development opportunities (such
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as access to new customers or markets) and to improving the level of service, and - as opportunities arise - the
expansion and reach of its rail passenger network. A dedicated fund, with the flexibility to direct grants or loans to
strategic rail projects on a statewide basis, would provide the state the means and opportunity to address many of the
issues noted above over a reasonable period of time.
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3.0 Introduction

The purpose of this chapter is to describe the improvements and investments that could address the passenger rail
needs of West Virginia.

Leadership and funding are critical issues for West Virginia to maintain and expand its passenger rail service. The
expansion to daily service for the Amtrak Cardinal intercity passenger service and additional financial investment
(capital or operating) in MARC commuter rail service are the critical near-term issues.

Proposed improvements to all aspects of West Virginia’s rail passenger network are discussed in detail below.

3.1 Implementation of Daily Cardinal Service

The concept of daily Cardinal intercity passenger service was explored by Amtrak in 2010. Section 210 of the PRIIA
required Amtrak to undertake a comprehensive program to improve its long-distance service. Amtrak chose to
begin with planning improvements of its five worst performing routes, which included the Cardinal. PRIIA Section
210 Report, Cardinal Performance Improvement Plan, produced by Amtrak in September 2010, identified the
improvements required to improve the ridership and financial viability of the route.

The Amtrak study found that the current tri-weekly service is a major driver of inefficiency in the current Cardinal
service. The inefficiencies include equipment and/or crews having a 1- to 2-day turnaround delay, during which
employees receive held-away pay and equipment sits idle without generating any ticket revenue. Amtrak proposes
to deal with these issues including converting the Cardinal to a daily service running on the same schedule as today,
enhancing food service, and offering checked baggage service.

With daily Cardinal Service, Amtrak anticipated the following improvements:
= A forecasted doubling of annual ridership, from 140,200 in FY 2010 to 275,100,
= An 8-point improvement in its cost recovery, or fare box ratio, from 27 percent to 35 percent;
= A 31 percent improvement in loss per passenger mile, from $0.42 in the study year to $0.29; and

= A 15 percent improvement in the Cardinal’s passenger load factor, measured by an increase in PMTM from
109.1 in FY 2010 to 125.5.

The study, however, did point out that the federal operating subsidy required would increase by $2.1 million per year
with daily service.

Equipment needs would be met by various means. The Hoosier State, which was implemented to run on the same
route and schedule between Chicago and Indianapolis the remaining 4 days a week, would be replaced by daily
Cardinal service and its rolling stock could be assigned to the Cardinal. Remaining equipment needs would include a
baggage car, a sleeping car, a diner/lounge car, and a coach car. This equipment could be provided either through the
equipment acquisitions, delivery of which is expected in 2013, a temporary reassignment of existing equipment, and/
or assignment of refurbished cars funded by the ARRA of 2009.

The plan also noted that Amtrak would explore a temporary reroute of the Cardinal into and out of Chicago as
a measure to improve OTP. Improvements related to the Chicago Region Environmental and Transportation
Efficiency Project (CREATE) for rail infrastructure in Chicago are expected to improve the Cardinal’s schedule
adherence in the future.

In summary, the Cardinal improvement plan included the following highlights:
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= Daily service between New York and Chicago;

= Continued service via Charlottesville, Charleston, Cincinnati, and Indianapolis;
= Checked baggage service;

= Initiatives to improve station signage and cleanliness;

= Improvements to equipment maintenance practices;

= Improved equipment utilization by eliminating long layovers;

= Continued daylight operation through the most scenic areas;

= Daily connections to all transcontinental trains;

= Regional menu selections; and

= A dome lounge car during appropriate seasons.

To-date, only selected aspects of Amtrak’s plan for the Cardinal have been implemented. Checked baggage service at
staffed stations began in the spring of 2010, and the station initiatives and menu changes began to be phased in the
spring of 2010. In the fall of 2013 a dome lounge car is scheduled to operate on selected trips. Amtrak and CSXT (the
chief host railroad) have also focused on OTP improvement. These improvements are expected to deliver bottom
line operating cost savings for Amtrak.

Aside from the improvements noted above, however, Amtrak has not taken steps toward making the Cardinal a
daily train. This situation poses significant risks to West Virginia and other states’ passengers who are reliant on the
Cardinal.

Given the Cardinal’s poor operating and financial performance, and its poor customer satisfaction rating, the route’s
continued viability must be questioned. Amtrak currently ranks the Cardinal in the bottom third of its long distance
trains based on these performance measures.

As the Cardinal is a long distance route which travels through a number of states, other states and Amtrak routes are
also affected by changes to the Cardinal. Due to provisions in PRIIA that require states to subsidize operating losses
on regional corridor routes, as of October 2013, the Hoosier State may cease operation on the western portion of the
route if the State of Indiana does not subsidize that service. In addition to benefiting West Virginia, the daily opera-
tion of the Cardinal would be beneficial to Virginia through enhanced transportation options for the rural Virginia
communities of Staunton and Clifton Forge. At Charlottesville and Northern Virginia stations, a daily Cardinal
would also expand schedule options on Virginias growing route through Charlottesville.

3.1.1 Proposed Cardinal Action Plan

Amtrak believes that service, revenue, and ridership gains would justify daily Cardinal service, tapping the latent
demand for enhanced mobility between central Virginia communities and the Northeast Corridor, between
Cincinnati and Chicago, and most importantly for West Virginians. For this reason, the states along the Cardinal
route have an interest in exploring Cardinal improvement options.

Raising the priority of daily Cardinal service in Amtrak’s near-term implementation plans will likely depend on
focused multi-state action to promote daily Cardinal service. Conceptually, West Virginia could join with Virginia,
Ohio, and Indiana to aggressively support the service improvement, as riders in these states would be the biggest
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beneficiaries. In addition to reaching consensus on the goal of a daily Cardinal, the states could explore actions

to improve the train’s reliability, running time, service quality, and capacity. A model for multi-state action is the
consortium of southern states, which has been advocating for passenger train improvements, including restoration
of the Sunset Limited east of New Orleans.

West Virginia, with its limited intercity passenger rail and scheduled motor coach service options, has the most to
lose from the continuation of existing poor service and a potential loss of service. Given the pattern of the trains
ridership (little through traffic with most ridership to/from intermediate stations), West Virginia has much to gain
from the doubling of ridership, ability to use the train for trips every day of the week, and improvement of the train’s
finances. Because of this, the state has the incentive to champion a coordinated, multi-state effort to implement daily
service and related amenities even though, as a long-distance train, Amtrak is 100 percent responsible for its opera-
tion and funding.

3.2 Other Intercity Passenger Service Improvements
The following are additional initiatives which should be considered to improve the level of intercity rail service.

3.2.1 Promotion of Rail Passenger Service

Currently, the CPH, located in Huntington, provides narration on historical and geographic highlights on-board

the Cardinal between Charleston and Clifton Forge. An expanded role for this volunteer program on trains and at
stations — providing personalized service and information - would enhance the improvement in Amtrak passenger
service that would result from daily service on the Cardinal. Insurance for the volunteers is covered by Amtrak. CPH
organizes and manages the volunteer effort.

Both the North Carolina Department of Transportation’s Rail Division and California Department of
Transportation’s (Caltrans) Division of Rail have developed a corps of interested volunteers to provide this enhance-
ment to their services. North Carolina has more than 100 volunteers in its Train and Station Host Association.
Riding the Piedmont and the Carolinian, these train hosts serve as North Carolina goodwill ambassadors and add

a welcoming dimension to the service. On board the train and in stations, the hosts assist passengers and provide
information about passenger services, the train route, ground transportation, and area attractions. In California, on
the Capitol Corridor and San Joaquin routes, volunteer station hosts assist passengers in locating the correct train or
connecting motor coach, local transportation, and information.

Promotion of rail service is an ongoing investment in the continuing effort to build awareness and usage of the rail
mode. Amtrak, its travel partners, and the State of West Virginia must seek every opportunity to develop low-cost
promotions. The link to Amtrak’s website from the West Virginia Tourism Website needs to be maintained. Efforts
should also be undertaken to promote Amtrak rail service on other West Virginia travel websites, such as the Visit
Southern West Virginia website/publication and The Greenbrier website.

3.2.2 Ridership and Revenue Opportunities

A new destination attraction and source of ridership now located on the route of the Cardinal is the SBR. The BSA
has established a major outdoor adventure center with four major activities: the National Jamboree (every 3 years),
a High Adventure Base (beginning in 2014), and in the future, the National Scout Summer Camp and the Center for
Leadership and Excellence (adult leader training). Overall SBR’s High Adventure Base activity is expected to draw
the largest number of yearly visitors to West Virginia (more than 20,000 each year). The Cardinal’s route and sched-
ule position it to conveniently serve SBR participants and staff. SBR is located about mid-point on the Cardinal’s
route.
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An entrance to SBR is located about 7 miles from an Amtrak station. With its mid-route location and convenient
schedule from the Northeast and Midwest, SBR traffic will likely be very productive from the load factor/yield
perspective. Even though the High Adventure Base program will operate Sunday through Saturday, Saturday arrivals
from the NEC and Sunday departures westbound - combined with other crews making pre-and post-trek touring -
would allow detraining scouts to be replaced immediately by boarding scouts. The camping director at the Philmont,
New Mexico Scout Ranch estimates that about 20 to 25 percent of participants and staff travel to and from the scout
ranch by train. Based on this guidance and assuming daily service on the Cardinal and a similar mode share to the
Southwest Chief at Raton, it is estimated that SBR could generate an additional 8,000 to 9,000 riders and $550,000 to
$600,000 in yearly revenues for the Cardinal.

SBR’s current information for the 2014 roll-out of the High Adventure Base mentions Amtrak service to Prince as
an option and notes the scout crews will need to arrange their own transportation, similar to the arrangement at the
Philmont Scout Ranch.

However, whether it is the National High Adventure Base, the National Jamboree, the future adult training, or
National Summer Camp, the current tri-weekly service serves at best 40 percent of this market. Thus daily service is
the key to tapping all of this potential market. Finally, local stakeholders report that the highway bridge over the New
River accessing the Prince Amtrak station is life expired, has a broken structural member, and is weight-restricted

by the DOH. The DOH has active plans to replace the bridge. Replacement would enable shuttle vehicles to SBR to
safely travel to the station.

3.2.3 Thruway Connecting Bus Service

Thruway bus services involve the creation of a network of bus routes to connect rail passenger service to off-line
cities. Thruway bus service enhances passenger rail ridership and revenues while also creating new intercity trans-
portation alternatives for West Virginians. Thruway bus service does not necessarily require full-size motor coaches.
For example, there are Thruway services that use 14-passenger vans, taxis, etc. Other connections are provided by
public transit agencies.

The Intelligent Transit route between Huntington and Charleston is an example of an initiative service that improves
intercity mobility. Two early initiatives are recommended: the extension of the existing PanTran connecting buses

to Hedgesville (and eventually Berkeley Springs) — connecting to additional MARC frequencies - and initiating

a Thruway ticketing agreement between Amtrak and Mountain Line, of which Route 29 connects with Amtrak’s
Capitol Limited to/from the west in Pittsburgh. West Virginia should also encourage Virginia to institute Thruway
bus service between Clifton Forge and Roanoke. While the route is in Virginia, any effort to boost Cardinal revenues
is critical for Virginia and West Virginia.

The SRA should support and assist efforts of the Division of Public Transit to coordinate, develop strategies, and
conduct route analysis with the goal to increase intercity mobility for West Virginians. New and expanded routes
could provide connecting service to airports such as Charleston, Huntington, Morgantown, Clarksburg, Pittsburgh,
or Washington-Dulles; to major passenger rail stations; and to intercity motor coach service. Connecting bus routes
would reduce the isolation of transit dependent intercity travelers and improve the revenues of intercity passenger
carriers.

3.2.4 Station Improvements

Passenger stations are the gateways to intercity and commuter rail services. Stations that are safe and in a state
of good repair not only make rail passenger service more attractive and efficient, they are also required to meet
standards making them accessible to everyone.
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Amtrak’s A Report on Accessibility and Compliance with the Americans with Disabilities Act of 1990, produced

in 2009, notes that eight of West Virginia’s in-service stations which are not flag stops are required to be ADA-
compliant. The same report cited preliminary cost estimates for improvements ensuring ADA compliance and a
state of good repair for station structures, platforms, and pathways. The total of these estimated costs was about
$9.6 million. The individual projects are included in the state’s rail program of projects. When completed, they will
improve access for the elderly, the disabled, and those with luggage.

With Amtrak focused on capital improvements to make its stations accessible, especially pathways and platforms,
the focus for West Virginia should be on the station structures facilitating state of good repair, improvements, and
adaptive use. The state can work with cities and private owners in preparing grant requests, engineering and design,
and best practices.

3.2.5 Special Trains

West Virginia’s scenic beauty results in interest and operations by special train operators. The SRA should continue
to work with the freight railroads and private train operators to ensure that sufficient rail capacity is retained and
that existing facilities required by these operations are kept in a state of good repair. In addition, the state can work
with stakeholders to identify required capital investments to expand these operations and to identify potential public
and private funding sources.

3.3 Summary of Proposed Intercity Rail Passenger Improvements

The following matrix in Table 3-1 outlines the issues involved with the improvements needed for current services.
These improvements are taken from existing studies and reports or are examples of service initiatives undertaken
in other states. The three actions listed in Table 3-1 represent near-term initiatives that require prioritization, a
champion, critical partnerships, and an incremental funding plan. The factors in the left hand column of the matrix
represent issues that relate to the feasibility of intercity rail service.
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