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PREFACE /1 /2

RATLPLAN South Dakota, Volume Tl contains several areas worth explaining
at th€onset to eliminate contfusion and misinterpretation later.

RAILPLAN South Dakota, Volume Il was prepared for South Dakota by a
consulting firm to determine viability on tWEﬁT?TTTVE-TEET_TTEBt density branch
lines. The 1mportance of each line as documented under Ttems 12 and 13 for

“each line assessment 1s based on viability and cost of discontinued service.
“The State of South Dakota nsed viability as only ppe of several criteria for
ioritizing rail lines. The final line priority is documented in Chapter VII
of Volume 1. '

The rehabilitation calculations are rough es s, in that physical

{%3EgEE1gE_Qﬂ_Lhﬁsn_llnes_mas_nnz_pngprméaf The consqlggn;_used—the approach
upgrading the line by being heavy on tie replacement and ballast and avoided

ail relay. Most lines in South Dakota have light Tail, therefor® this
type of rehabilitation will not (in most cases) be sufficient to handle the
“Targe jumbo hopper cars, The State will have the tendency to put strong
Lemphasis on rehabilitation projects of a magnitude to handle the 263,000 1b
loads at a speed of approximately 25 mph.

The work "potential” in this text is potential for all modes of
transportatlon in the glven study area. Traffic on some lin n actually
exceed i line which were
missed in the analysis or if the estimated share of the market is greater than
cﬂlsulaned-1 Thq_pnLent;a4—£o;_xaLl_anfflc_on—s&*—ma}az_slt1es in South Dakota
were not is analys e data collection
activiity. These cities included Sioux Falls, Rapld City, Aberdeen, Watertown,
Huron and Mitchell. T —_—

—— T

The traffic in the following line analysis dges not include bridge traffic

on the lines as this information was not available.

!ighiliL¥_cQu1d_be_impxgzgg_gg_aaxgggl_gf7the lines if they were segmented.
it was d i t the utilization of segmentation in this
first RAILPLAN and to study this choice in more detail during the continuing
planning process.

The following are comments on specific lines as documented:

L. Line MW24 . Elk-Petnmt—te-Mitchell, Traffic shown on this line does not
include overhead traffic or Mitchell traffic. Abandonment of the Burlington

Northern line from Yankton to Sioux Falls would add several hundred carloads
annually to this segment. Also what happens on the Napa to Platte line could
have a definite impact on this line.

/1 Federal Directive 8§ 266.15 (c)(4)(i) through (viii)

/2 Federal Directive § 266.15 (c)(4)(xi)




2. Line MW26-Madison to the Minnesota border. The segment from

ison to E ignated as j 2 while the part
~from Egan to the Minnesota border has been designated as in ICC Category 1.

—-.-"-‘J

3. Line CN17-Canby, Minnesota to Gary, South Dakota. The costs and
anwtysis—£orthis line includes only one wry)- It is
10 miles to Canby, the closest station with traffic. When calculating using
10 miles instead of 1 mile, this line would show a loss.

4. line MW23-Sioux Falls to Sioux Falls Jct. The non-revenue traffic

on this line amounts to abeut-4.000 cars per year to the Milwaukee Road for
ballast for i e ! erati ense should be assigned

to this traffic relieving revenue traffic of the fill burden of supporting
this line.

5. Line CN15-Redfield to_Frankfort. This is a one shipper.lipe which
also has elevators in other areas including Redfield. To date we have not

received any shipper response or support on this line.

6. Line ICOl-C i 11s, South Dakota. Shippers using
this line also include a meat-packing-plant at Luverne, Minnesota which used

the line for piggyback trailer loads and also there were numerous miscellaneous
freight receivers in Sioux Falls who used the backhaul of what would otherwise

be empty trailers. Since this time the piggyback operation has ceased and trucks
are used to operate all the way to market, reducing Sioux Falls traffic
substantially.

ij




The twenty-five (25) rail lines studied in Volume II were classified by the
owning railroads as in Categories 1, 2 or 3. /1 Twelve (12) of the lines
gurrently have the same classification as when studied whereas thirteen (13)
Iines have changed catregorics simce first—Srmited—These lines and their
original and current classifications are as follows:

ORIGINAL CURRENT

ID (a) LINE DESCRIPTION CLASSIFICATION CLASSIFICATION
MW04 Milbank to Sisseton 2 2
MW05S Bristol to Garden City 1 ég;
MWO06 Andover to Brampton 2

MWO8 Roscoe to Linton 2 E§?
MW09, 10 Moreau Jct to Isabel 2 1
MW11l Trail City to Faith 1 C§>
MW15 Canton to Mitchell 2

MW18 Aberdeen to Edgeley 2 D
MW19 Marion Jct to Menno 1

MW20 Woonsocket to Wessington Springs 1 Egg
MW21 Mitchell to Rapid City 2 2
MW23 Sioux Falls to Sioux Falls Jct 2 2
MW24 Elk Point to Mitchell 2 2
MW25 Napa to Platte 1 1
MW26 Jackson to Madison {b)

MW27 Madison to Bryant 1 CE)
CN10 Sioux Falls to Mitchell 2 2
CN11 Wren to Iroquois 3 &%%;
CN13 Watertown to Clark 3 d
CN15 Redfield to Frankfort 1 1
CN17 Canby to Gary 2 2
BNO4 Sioux Falls to Yankton 1 1
BNOS Siocux Falls to Hayti 1 1
SLO2 Wishek to Pollock 2 2
ICO1 Cherokee to Sioux Falls 1 3D

Category 1 - Will file for abandonment within 3 years
Category 2 - Potentially subject to abandonment and under further study.
Category 3 - Abandonment application pending before the ICC.

(a) MW = Milwaukee Road SL = Soo Line
CN = Chicago § North Western IC = Illinois Central Gulf
BN = Burlington Northern

(b) Jackson to Egan changed from Category 1 to 3 and Egan to Madison remained
in Category 2.

(¢} This line has been approved for abandonment, but the ICC ruled that the
or&g?‘WUqu-ﬂﬁt be effective until July 5, 1978 because of acquisition
negotiations on a part_of this line.

(d) The ICC denied abandonment, but the C § NW has indicated that they would
designate this as Category 1 and re-file for abandonment.

iii




GLOSSARY OF TERMS

Accelerated Maintenance - to perform maintenance on a line in a magnitude
that represents accumulated deferred maintenance.

e

Bridge Traffic - Traffic which does not originate or terminate on the line
being studied but passes over the line.

BN - Burlington Northern Inc.

CMSP § P - Chicago, Milwaukee, St. Paul and Pacific Railroad Co. commonly

referred to as Miluaukgg_ﬂggg.

CNW - Chicago & North Western Transportation Co.
FRA - Federal Railroad Administation

FRA Track Class - Classifications which set the maximum allowable operating
speed _for safety according to condition of track. Speeds for

freight trains are as follows:

FRA Class 1 10 MPH
FRA Class 2 25 MPH
FRA Class 3 a0 MPH
~FRA Class 4 60 MPH

ICC - Interstate Commerce Commission
ICG - Illinois Central Gulf Railroad Co.
MILW - Milwaukee Road (same as CMSP § P)

Originating Traffic - Rail traffic which originates on the rail line being
studied.

Rail Banking -~ This involves placing a rail line which has been approved for
e N . . .
abandonment in '"'moth balls" until such time when it becomes feasible,
because of increased agriculture production or natural resource
development, to put the line back into rail service.

Ratio of PV - This ratio is obtained by .dividing the present value of discontinuing
se;gisggby the present value of continuing rail seérvice.

Segmentation - The process of dividing a rail line and continue service on only
part of the line.

SL - Sgo_Line Railroad Co.

Terminating Traffic - Rail traffic which has its destination on a particular line
under study.

4-R Act - Railroad Revitalization and Regulatory Reform Act of 1976.

803 Program - A gection of the 4-R Act which establishes the national program of
Federal financial assistance for light density rail service and directs
the states to develop statewide rail plans.

§ 266.15 (c){(4)(i) - These are references to Federal Guidelines (4-R Act) for

contents necessary for state rail plans.
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Line MW04 Millbank — Sisseton

ROBERTS

S60

gire City &
&

Rosholt
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Sisseton

F L4

Line MW04, Milbank to Sisseton, operated by
the CMSP&P is 37.1 miles long, connecting at
Millbank with the CMSPgP line from Montevideo,
MN. to Aberdeen. Line MW0O4 is in ICC category
2, (potentially subject to abandonment and
under further study by the railroad).

LEGEND

Millbank — Sisseton

Anticipated Filing of Abandonment
Within 3 Years

Potentially Subject to Abandonment
and Under Further Study

Abandonment Application Pending
Before the ICC

All Other Lines

Local Impact Area




BRANCHLINE ANALYSIS
Line MWO4 Millbank - Sisseton (MILW)

1. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS

Carloads Tonsl/

1974 1975 1974 1975

Originating 987 1,040 78,856 83,090
Terminating 134 143 6,606 7,050
Total 1,121 1,183 85,462 90,140

Shippers located on or near this Tine include 6 grain elevators
with a total capacity of 1,077,180 bushels, 8 fertilizer dealers,
4 dealers of farm machinery and several other businesses shipping
such commodities as lumber and petroleum products.

1/ Estimated.

2. REVENUES AND COSTS OF RAIL SERVICE (PROJECTED 1977-1978)

Maintenance of Way & Structures $ 207,000
Maintenance of Equipment 47,443
Traffic and Transportation 47,241
Taxes 3,338
Administration 6,920
Miscellaneous 0
Return on Value 9,443
Off Branch Costs 297,524

Total Avoidable Cost 618,909

Revenue 031

Profit 73,122

3. CONDITION OF PLANT, EQUIPMENT AND FACILITIES

No track inspection has yet been performed on this Tine; however,
the following rehabilitation cost estimates have been made based on-
the general condition of CMSP&P properties in the region and existing
rail weight (60 1b/yard) and FRA Track Class (II).

Rehabilitation to Class II &J $1,409,800
Rehabilitation to Class III 4% wi 1,780,800
Accelerated Maintenance 563,920

Note: These estimates should be viewed as gross approximations and
are used for the purpose of preliminary planning only.




4. FUTURE FREIGHT SERVICE NEEDS

A survey of major products shipped and received in the impact
area indicated that virtually all rail suitable traffic is presently
meving by rvail. _Smati—growth in rail traffic might be expected with
effective promotion of confinued rail service. In addition, improved
farming methods, such as_the ipcreased use of irrigation may lead to
further increases in farm shipments from this line in the near future.
(For economic analysis of future rail operations see Part 11.)

5. EFFECTS OF ABANDONMENT ON STATE TRANSPORTATION NEEDS

Products shipped on this line account for 1.0 percent of all
traffic originating and terminating in South Dakota in 1974. Although
the overall effect on the state transportation requirement is estimated
to be small, local impact may be more significant (see Part 6).

6. IMPACTS OF SUBSTITUTING ALTERNATE RAIL OR OTHER MODE

Two alter mode strategies were investigated: trucking for the
entire length of the existing rail movement (Case A) and trucking to

the nearest team track (Case B). Alternate rail service is not con-

sidere Sible on this Tine. Impacts of these alternatives are as
follows:
Case A Case B

First Year Four Year First Year Four Year

/77 - 6/18  7/77 - o/8Y 7777 - 6/78 7JI7 - 6/81
Economic:
Personal Income Loss $ 16,870 $ 33,863 16,870 $ 33,863
Sales Loss 10,773 21,628 10,773 21,628
Unemployment Payments NA NA NA NA
Tax Loss 1,105 2,219 1,105 2,219
Transport Cost Inc. 357,102 1,387,704 58,990 231,180

{Annual) 1/
Transport Cost Inc.- 0 0 224,936 899,744
{Capital)

Total Economic Impact $ 385,850 $1,445,414 $ 312,674 $1,188,634
Environmental & Energy
Truck-trips/day 18 18 71 71
Truck-mi/day 3,492 3,492 9,097 9,097
Truck-hrs/day 63 " 83 9 9
Additional Gal. of Fuel 132,622 530,488 9,097 36,388
Other Impacts
Primary Jobs Lost 5 5 5 5
Secondary Jobs Lost 3 3 3 3
Local Qutmigration 23 23 23 23

1/ Case B includes amortized construction cost for new grain elevators
where needed on alternate branchlines.




7. METHODS OF ACHIEVING ECONOMIES IN LINE OPERATIONS

This line is presently served 52 times annually {on a scheduled
basis) by 1 locomotive and a crew of 4 operating from Millbank. The
line is presently classified as FRA Class II with a timetable speed of
25 mph.

A reduced service frequency will not satisfy existing demand. A
change to Track Class III is not economically productive. A-change to Track
Class I, although resulting in somewhat higher operating costs, may be
justified By Sigaificantly reduced capital requirements.

Consolidation, pooling or joint use are not feasible for this line.

8. EFFECTSONORBY PROFITABLE CARRIERS

No effect on any profitable carrier is anticipated either from
abandonment or subsidization of service on this line.

9. POTENTIAL FOR RAIL BANKING

No rail banking is anticipated for this line.

10. FUTURE OF THE LINE SUBSEQUENT TO FEDERAL ASSISTANCE PROGRAM

Should rehabilitation or accelerated maintenance be accomplished

(either to Class I or II standards), this line should operate profit-
-ably. No further support, either State or Federal, will be required to

operate this line.

11. DESCRIPTION OF ALTERNATIVES EVALUATES: RESULTS

Two abandonment alternatives were analyzed as well as several
"scenarios" for continued operation. The resulting cost benefit
estimates are given in Table 1.
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12. OVERALL BRANCHLINE ASSESSMENT

A.  Based upon "typical" traffic and DOT cost computations, this line

ho rn_a moderate profit (approximately $18,010 per quarter)
to the CMSP&P. - s—this return decreases

to approxjmately $12,700 in the final quarter of the four-year

program period. If the track were rehabilitate he return should
i i 0,700 (Class 2)

per_quarter. The return over the full program period would then

range from $401,000_(with accelerated _maintenance)} to $474,000 (rehab-
ilitation to Class 2 standards). These estimates do not include
capital investment and assume zero traffic growth.

B. Unless the actual costs captured in the CMSP&P. branchline accounting
system prove to be substantially greater than the cost estimates
developed by the Department, no ic_basis exists for line
abandonment (unless track conditions_have deteriorated to the point
where the CMSP&P feels it can no longer physically provide rail
service). Whether the CMSP&P will seek abandonment is unknown. If
sought, the Department will oppose the application through the ICC
abandonment process in order to establish the true profitability of
the line.

o C. The main need is to improve the track structure sufficient]y to
it efficient, s - eneration. Accelerated main-

tepance costs have been estimated at up to $563,900. Rehabil-

MWW%?MMOMOO
for Class 2. ese costs appreciably exceed the anticipated return
{over Tour years) by 41 to 197 percent. The Department is awaiting
the receipt of a more "detailed" engineering cost estimate from the
CMSP&P for accelerated maintenance or rehabilitation to Class

2 conditions. (In many cases, these estimates may be less than
those used for branchline assessment purposes.) Thus the real

issue is obtaining required capital funding -- from federal, state,
_or local governments, shipper< or the owning railroad. The preferable
sgl%gyyljﬂuﬂJijLfn rehabilitate the track yather than simply to
seek funds for accelerated maintepance. Such_upgrading would
eliminate major maintenance expenditures for ten years or more and
mmmwmﬁamn

e
lass 2 standards wo i inuation or slight improve-

or over the long term. A number
of possibilities will be explored for acc g the required

rehabilitatign, including the possibility of a long-term "negotiated"
solution between government, shippers, and the owning railroad

(e.g., the owning railroad guarantees the long-term operation of

the line in return for a loan or grant to upgrade the line).




12. {Continued)

D. Thus, present intent is to keep this line in operation, preferably
through arrangements outside of the ICC abandonment/Section 803
process. Line retention depends to a large extent upon the
amount_of_interest that can be generated locally in agreeing to
and participating in a_long-term solution for this line, including
shipper commitment to use rail service. o

Note: A1l costs are given in terms of "present value" which
represents costs at time zero (6/77). In this way a time
stream of costs can be represented by a single sum, and
different alternatives can be compared-on a single common
basis.

13. RELATIONSHIP OF DECISION TO EVALUATION CRITERIA

The decision to oppose abandonment of service from Millbank to
Sissetofi is_based on the following criteria as established by Railplan
South Dakota - Planning Work Statement.

o _There is potential for viable operation.

e__The social and economic impacts of abandonment are large.

P
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Line MWO05 Bristol — Garden City

CLARK  willow Lake
e @

Croser

1
I

Line MWO0S, Bristol to Garden City, operated
by the CMSPEP is 29.0 miles long, connecting
at Bristol with the CMSP&P line from
Montevideo, MN. to Aberdeen. Line MW0OS is in
ICC category 1 with anticipated filing of
abandonment within 3 years.

LEGEND

Bristol — Garden City

Anticipated Filing of Abandonment
Within 3 Years

Potentially Subject to Abandonment
and Under Further Study

Abandonment Application Pending
Before the ICC

All Other Lines

Local impact Area




BRANCHLINE ANALYSIS

Line MWO5 Bristol - Garden City (MILW)

1. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS
1/

Carloads Tons—
1974 1975 1974 1975

Originating 232 138 26,440 15,727
Terminating 6 4 360 240
Total 238 142 26,800 15,967

Shippers located on or near this line include 3 grain elevators
with a total capacity of 428,000 bushels, 4 fertilizer dealers,

1 dealer of farm machinery, and several other businesses shipping
such commodities as petroleum and scrap materials.

1/ Estimated.

2. REVENUES AND COSTS OF RAIL SERVICE (PROJECTED 1977-1978)

Maintenance of Way & Structure $ 150,000
Maintenance of Equipment 11,927
Traffic and Transportation 24,375
Taxes 2,840
Administration 1,758
Miscellaneous 0
Return on Value 7,635
0ff Branch Costs 64,198

Total Avoidable Cost 262,733

Revenue 1 ag

(Deficit) { 86,934

3. CONDITION OF PLANT, EQUIPMENT AND FACILITIES

No track inspection has yet been performed on this 1ine; however,
the following rehabilitation cost estimates have been made based on
the general condition of CMSP&P properties in the region and existing
rail weight (56 and 75 1b/yard} and FRA Track Class (II).

Rehabilitation to Class 1II $ 1,102,000
Rehabilitation to Class III 1,392,000
Accelerated Maintenance 440,800

Note: These estimates should be viewed as gross approximations and
are used for the purpose of preliminary planning only.




4. FUTURE FREIGHT SERVICE NEEDS

A survey of major products shipped and received in the impact
area indicated _that approximately 40 percent of raijl suitable traffic
+s—presently moving hy rail. Moderate growth—#n—rail traffic might
b i i i itinued rail service. In
addition, improved farming methods, such as the increased use of
irrigation may lead to further increases in farm shipments from this
line in the near future. (For economic analysis of future rail
operations see Part 11.)

5. EFFECTS OF ABANDONMENT ON STATE TRANSPORTATION NEEDS

Products shipped on this 1ine account for 0.2 percent of all
traffic originating and terminating in South Dakota in 1974. Although
the overall effect on the state transportation requirement is estimated
to be small, lacal impact may be more significant (see Part 6).

6. IMPACTS OF SUBSTITUTING ALTERNATE RAIL OR OTHER MODE

Two alternate mode strategies were investigated: trucking for the
entire Jength of the existing rail movement (Case A) and trucking to
the nearest team track (Case B). Alternate rail service may be feasible
on this line. See Part 12D for details. Impacts of these alternatives
are as follows:

Case A Case B
First Year Four Year First Year Four Year
7/77 - /78 1717 - 6/81 7777 - &/78 T777 - 6/81

Economic

Personal Income Loss $ 10,542 $ 21,164 $ 10,542 $ 21,164

Sales Loss 1,555 3,126 1,555 3,126

Unemployment Payments NA NA NA NA

Tax Loss 482 971 482 9N

Transport Cost Inc. 83,189 326,021 7,919 31,045
{Annual) 1/

Transpert Cost Inc.— 0 0 86,900 347,608
{Capital)

Total Economic Impact 95,768 351,282 107,398 403,914

Environmental & Energy

Truck-trips/day 4 4 17 17
Truck-mi/day 910 910 78 78
Truck-hrs/day 17 17 2 2
Additional Gal. of Fuel 35,841 143,364 1,950 7,800

Other Impacts

Primary Jobs Lost 3 3 3 3
Secondary Jobs Lost 2 2 2 2
Local Qutmigration 13 13 13 13

1/ Case B includes amortized construction cost for new grain elevators
where needad on alternate branchlines.

=-10-




7. METHODS OF ACHIEVING ECONOMIES IN LINE OPERATIONS'
basis) by 2 locomotives and a crew of 4 operating from Bristol. The

e,

<

Jdcally productive.
somewhat higher operatifig Costs may

. This line is presently served 52 times annually (on a scheduled

line is presently classified as FRA_ClassI] with a timetable speed of

20 mph.
r : i1l _reduce
- : : ss I1I.ds not econom-

A change to Track Class I, although results in
7y be justified by significantly reducing

gapital requirements.

Consolidation, pooling or joint use are not feasible for this line.

8. EFFECTS ONORBY PROFITABLE CARRIERS

No effect on any.profitable carrier is anticipated either from
abandonment or subsidization of service on this line.

9. POTENTIAL FOR RAIL BANKING

No rail banking is anticipated for this line.

10. FUTURE OF LINE SUBSEQUENT TO FEDERAL ASSISTANCE PROGRAM

It is anticipated that operation of this line will still-require
subsid end of the four year program. If operation is funded
under_the 803 program and subsidy requirements are reduced, consider-
ationwill be given to continuing service. Oth € ce will be
discontinued.

11. DESCRIPTION OF ALTERNATIVES EVALUATES: RESULTS

Two abandonment alternatives were analyzed as well as several
"scenarios" for continued operation. The resulting cost benefit

estimates are given in Table 1.
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12. OVERALL BRANCHLINE ASSESSMENT

A. Based upon "typical" traffic and DOT cost computations, this
line incurs a moderate loss (approximately $21,400 per quarter)
to the CMSP&P. This Toss decreases depending upon the
amount of accelerated maintenance or rehabilitation performed.
\  The loss over the full program period would be_$225,000 with
«. accelerated maintenance. These estimates do not include capital
investment and assume zero traffic growth. This line would still
not be profitable were traffic to increase by ten percent per year
.Or were traffic to INCrease IO ITS aximum potential (as estimated
. by the University of South Dakota). T

B. Since the line incurs a net cost, the Department anticipates that
an _abandonment appTication will be fiTed by the CMSP&P. If the
Jine 1s indeed unprofitable, the Department will not oppose” 'such an
app11cat1on

C. Thg_SQsI_Lpresent_ualue—ior the first four years) of discontinuing
rail service has been estimated at $311,000 (trucking for the
entire distance) and $358,000 (trucking to the nearest rail line).
Assuming that the former alternative would be chosen by shippers,

' .the "ratio” of the cost of discontinuing rail service te—centinuing

rail service under accelerated maintenance would be 1.38 or 0.48

depending upon whether accelerated maintenance costs are incTuded

or not. Since the ratios fall above and below 1.00, a case can be

made for continuing rail-service-under the Section 803 program, “but
not for substantial improvements to present track structure through
accelerated maintenance. —

D. Partitioning of this line so that service might be supplied more
efficiently is an option which should be considered to reduce
capital and/or operating costs.

Note: A1l costs are given in terms of "present value" which
represents costs at time zero (6/77). In this way a time
stream of costs can be represented by a single sum, and

different alternatives can be compared on a single common
basis.




13. RELATIONSHIP OF DECISION TO EVALUATION CRITERIA
The decision not to oppose abandonment of service from Bristol to

Garden City is based on the following criteria as established by Rail-
plan South Dakota - Planning Work Statement.

o Shipper support and interest is not present.
o There is little or no_potential for viable operation.

o The social and economic impacts of abandonment are small.

o Through traffic is not served_by this route.

-14-




Line MWOG6 Andover — Brampton, ND

“Newark

0‘\ Brittan

Amhaerst Spain

Pierpont

Andover &
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Line MW06, Andover to Brampton, ND, operated
by the CMSPEP with 42.9 miles of line
located in South Dakota. It connects at
Andover with the CMSP&P line from
Montevideo, MN to Aberdeen. Line MW06 is

in ICC Category 2, (potentially subject to
abandonment and under further study by the
railroad}.

LEGEND

Andover — Brampton, ND

Anticipated Filing of Abandonment 3
Within 3 Years

Potentially Subject to Abandonment

and Under Further Study :{'_‘1_/_ ~ 11l
l

Abandonment Application Pending &Eﬁﬁ
Before the ICC

All Other Lines

Local Impact Area
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BRANCHLINE ANALYSIS
Line MWO6 Andover - Brampton, ND (MILW)

1. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS

Carloads Tonsl/

1974 1975 1974 1975

Originating 919 724 73,293 57,741
Terminating 184 177 19,625 18,878
Total 1,103 901 92,918 76,619

Shippers located on or near this line include 3 grain elevators
with a total capacity of 977,600 bushels, 6 fertilizer dealers,
2 dealers of farm machinery and several other businesses shipping
such commodities as lumber and farm products. (Note: because of the
proximity of Brampton, ND to the South Dakota border, the entire line
is analyzed herein.)

1/ Estimated.

2. REVENUES AND COSTS OF RAIL SERVICE (PROJECTED 1977-1978).

Maintenance of Way & Structures $ 201,940
Maintenance of Equipment 42,129
Traffic and Transportation 53,753
Taxes 3,030
Administration 7,928
Miscellaneous 0
Return on Value 10,919
0ff Branch Costs 241,925

Total Avoidable Cost 561,629

Revenue 792.8
Profit

3. CONDITION OF PLANT, EQUIPMENT AND FACILITIES

No track inspection has yet been performed on this line; however,
the following rehabilitation cost estimates have been made based on
the general condition of CMSP&P properties in the region and existing
rail weight (56 1b/yard) and FRA Track Class (II).

Rehabilitation to Class II $1,630,200
Rehabilitation to Class III 2,059,200
Accelerated Maintenance 652,080

Note: These estimates should be viewed as gross approximations and
are used for the purpose of preliminary planning only.
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4. FUTURE FREIGHT SERVICE NEEDS

A survey of major products shipped and received in the impact
area_indjcated that approximately 80 perqggg_gf_r%il_suixablg_Lraffic
is presently moving by rail. Small growth in rail traffic might
be_expected with effaective promotion of continued rail service. In
addition, improved farming methods, such as the increased use of
irrigation may lead to further increases in farm shipments from this

Tne in the near future. (For economic analysis of future rail
operations see Part 11.)

5. EFFECTS OF ABANDONMENT ON STATE TRANSPORTATION NEEDS

Products shipped on this 1line account for 0.9 percent of all
traffic originating and terminating in South Dakota in 1974. Aithough
the overall effect on the state transportation requirement is estimated
to be small, Tocal impact may be more significant (see Part 6).

6. IMPACTS OF SUBSTITUTING ALTERNATE RAIL OR OTHER MODE

Two alternate mode strategies were investigated: trucking for the
entire length of the existing rail movement (Case A) and trucking to
the nearest team track (Case B). Alternate rail service is not con-
sidered feasible on this line. Impacts of these alternatives are as
follows:

Case A Case B

First Year Four Year First Year Four Year
7/77 - 6778 /77T - 6/81 T/77 - 6/78 7/77T - 6/81

Econocmic

Personal Income Loss 0 0 0 0

Sales Loss 20,399 40,947 20,399 40,947

Unemployment Payments NA NA NA NA

Tax Loss 815 1,638 815 1,638

Transport Cost Inc. 375,908 1,476,335 66,095 259,019
{Annual) ]

Transport Cost Inc./ 0 0 254,588 1,018,352
(Capital)

Total Economic Impact ~§$397,122 $1,518,920 $341,897 $1,319,956

Environmental & Energy

Truck-trips/day 17 17 66 66
Truck-mi/day 4,325 4,325 322 322
Truck-hrs/day 79 79 8 8
Additional Gal. of Fuel 75,818 303,272 8,063 32,252

Qther Impacts

Primary Jobs Lost 0 0 - 0 0
Secondary Jobs Lost 0 0 0 0
Local Outmigration 0 0 0 0

1/ Case B includes amortized construction cost for new grain elevators
where needed on alternate branchlines.




7. METHODS OF ACHIEVING ECONOMIES IN LINE OPERATIONS -

This line is presently served 52 times annually (on a scheduled
basis) by 2 locomotives and a crew of 4 operating from Andover. The
line is presently classified as FRA Class IIwith a timetable speed of

20 mph.
A_reduced. service frequency will not satisfy existing demand. A
i A change to

change to Track Class III is not economically productive.
Track Class I, although resulting in somewhat higher operating costs,

may be_gustified by significantly reduced capital requirements. (See
Table 1

Consolidation, pooling or joint use are not feasible for this line.

8. EFFECTSONORBY PROFITABLE CARRIERS

No effect on any profitable carrier is anticipated either from
abandonment or subsidization of service on this line.

9. POTENTIAL FOR RAIL BANKING

No rail banking is anticipated for this line.

10. FUTURE OF LINE SUBSEQUENT TO FEDERAL ASSISTANCE PROGRAM

Should rehabjlitation or accelerated maintenance be accomplished
(either to Class I or II standards), this Iim& should operate profit-
ahly. No further support, either State or Federatl; will be required to

operate this line.

11. DESCRIPTION OF ALTERNATIVES EVALUATES: RESULTS

Two abandonment alternatives were analyzed as well as several
"scenarios" for continued operation. The resulting cost benefit

estimates are given in Table 1.
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12.

OVERALL BRANCHLINE ASSESSMENT

Based upon "typical” traffic and DOT cost computations, this 1line
shQu¥¢=netunn_a_moderate-i0\lgr9ﬁ_Qrgfltﬁiannngz15@3512_§gﬁ ,900 per
quartey ) tothe-CMSR&P. Despite-accelerated maintenapce, this
neIurn_ﬂQuld_decrease_to_app:oximately—$36,200_in_1he_f1na1 quarter
of _the four-year program perigd. If the track were rehabilitated,
the return should decrease to approximately $55,500 (Class 1) or
increase to $57,800 {Class 2} per quarter. _The return over the
full program period ange from $887,000 (with acceler-
ated_maigiaﬁagzélzzaggg%gjﬁggnfﬁehab111tat1on to Class 2 standards).
These estimates do not include capital investment and assume zero
traffic growth.

Unless the actual costs captured in the CMSP&P branchline accounting
system prove to be substantially greater than the cost estimates
developed by the Department, no_economic basis exists for line
abandonment {(unless_track conditions have deteriorated to the point
where the CMSP&P feels it can no longer physically provide rail
service}. ﬂEgEﬂgg;jjg;iﬂiSE&B-w¢ll-seek abandonment_is unknown. If
sought, the Department will oppose the application through the ICC
abandonment process in order to establish the true profitability of
the Tine.

[he main need is to jmprave the track structure sufficiently to
permit efficient, safe, long-term operation. Accelerated main-
tenance costs have been estimated at gg_;6_$652,080. Rehabil-
itation has heéh esfimated-at up to § 1.630.000 for Class 2.
capital costs for accelerated majntenance can_be recovered through

) nnpna+1nn profits within the four-yvear program period, and Class 2

‘rehabilitation costs recovered within an additional four-year period.

Note:

e

Present intent is to keep this line in operation outside of the
ICC abandonment/Section 803 process. Because of the high profitability
6T the Tine, there is no justification discontinuing service.

ursue a negotiated solution whereby the
railroad woqu be furnished with short-term loan for rehabilitation.

A1l costs are given in terms of "present value" which
represents costs at time zero (6/77)}. 1In this way a time
stream of costs can be represented by a single sum, and
different alternatives can be compared on a single common
basis.




13. RELATIONSHIP OF DECISION TO EVALUATION CRITERIA

The decision to oppose abandonment of service from Andover to
Brampton, ND is based on the following criteria as established by
Railplan South Dakota - Planning Work Statement.

e Shipper support and interest is present.

+ —

o _There is potential for viable operation.

® The social and economic_impacts of abandonment are large.
TTee—
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Line MWO0O8 Roscoe — Linton, ND

MEPHERSON

Herreid

CAMPBELL

N

EDMUND

Line MW08, Roscoe to Linton, ND, operated
by the CMSPEP with 40.3 miles of line
located in South Dakota. It connects at
Roscoe with the CMSP§P line from Aberdeen
to Mobridge. Line MW08 is in ICC Category 2
(potentially subject to abandonment and
under further study by the railroad).

LEGEND

e Roscoe — Linton, ND

eeseeee Anticipated Filing of Abandonment
Within 3 Years

mmmmm  Potentially Subject to Abandonment
and Under Further Study

Ay ;
:::fz_T_f' —n |
rosrrrr Abandonment Application Pending l T\i'-\,[;[L)&Ez
Before the ICC

—t——ea—  All.Other Lines

- . Local Impact Area
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BRANCHLINE ANALYSIS
Line MWO8 Roscoe - Linton, ND (MILW)

1. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS

Carloads Tonsl/

1974 1975 1974 1975

Originating 400 332 31,920 26,494
Terminating 98 54 5,559 3,063
Connecting 1 0 70 0

Total 499 386 37,549 29,557

Shippers located on or near this Tine include 5 grain elevators
with a total capacity of 1,037,850 bushels, 3 fertilizer dealers,
4 dealers of farm machinery and several other businesses shipping
such commodities as coal.

1/ Estimated.

2. REVENUES AND COSTS OF RAIL SERVICE (PROJECTED 1977-1978)

Maintenance of Way & Structures $ 204,500
Maintenance of Equipment 20,923
Traffic and Transportation 26,902
Taxes 2,557
Administration 4,222
Miscellaneous 0
Return on Value 10,257
0ff Branch Costs 138,262

Total Avoidable Cost 407,623

Revenue Cffifégﬁ»’
Profit

3. CONDITION OF PLANT, EQUIPMENT AND FACILITIES

No track inspection has yet been performed on this 1ine; however,
the following rehabilitation cost estimates have been made based on
the general condition of CMSP&P properties in the region and existing
rail weight (56 and 65 1b/yard) and FRA Track Class (II).

Rehabilitation to Class II $ 1,531,400
Rehabilitation to Class III 1,934,400
Accelerated Maintenance 612,560

Note: These estimates should be viewed as gross approximations and
are used for the purpose of preliminary planning only.
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4. FUTURE FREIGHT SERVICE NEEDS

A survey of major products shipped and received in the impact
area indicated that approximately 60 percent of rail suitable traffic
is. presently moving by rail. Moderate growth in rail traffic might
be expected with effective promotion of continued rail service. In
addition, improved farming méthods, Such as the increased use of
irrigation may lead to further increases in farm shipments from this
Tine tn the near future. (For economic analysis of future rail
operations see Part 11.)

5. EFFECTS OF ABANDONMENT ON STATE TRANSPORTATION NEEDS

Products shipped on this line account for 0.4 percent of all
traffic originating and terminating in South Dakota in 1974. Although
the overall effect on the state transportation requirement is estimated
to be small, local impact may be more significant (see Part 6).

6. IMPACTS OF SUBSTITUTING ALTERNATE RAIL OR OTHER MODE

Two alternate mode strategies were investigated: trucking for the
entire length of the existing rail movement (Case A) and trucking to
the nearest team track {Case B). Alternate rail service is not con-
sidered feasible on this line. Impacts of these alternatives are as
follows:

Case A Case B

First Year Four Year First Year Four Year
7h 6/78 7777 6/81 7/77  6/78 7777 6/81

Economic

Personal Income Loss % 115,991 $ 232,812 $ 115,991 $ 232,812

Sales Loss 33,890 68,024 33,890 68,024

Unemployment Payments NA NA NA NA

Tax Loss 5,993 12,033 5,993 - 12,033

Transport Cost Inc, 172,239 674,99 22,874 89,646
{Annual) 1/ .

Transport Cost Inc.— 0 0 194,408 177,632
{Capital)

Total Economic Impact  § 328,113 $ 987,860 $ 373,156  $1,180,147

Environmental & Energy

Truck-trips/day 9 9 33 33
Truck-mi/day 2,851 2,851 182 182
Truck-hrs/day 52 52 5 5
Additional Gal. of Fuel 106,812 427,248 4,617 18, 468

Other Impacts

Primary Jobs Lost 35 35 35 35
Secondary Jobs Lost 20 20 20 20
Local Outmigration 141 141 141 141

1/ Case B includes amortized construction cost for new grain elevators
where needed on alternate branchlines.
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7. METHODS OF ACHIEVING ECONOMIES IN.LINE OPERATIONS

This 1ine is presently served 52 times annually {on an "as needed"
basis) by 1 locomotive and a crew of 4 operating from Roscoe. The line

is presently classified as FRA Class II with a timetable speed of 25
mph.

A reduced service frequency will not satisfy existing demand. A
change to Track Class III is not economically productive. A change to
Track Class I, although resulting in somewhat higher operating costs,
may be justified by significantly reduced capital requirements.

Consolidation, pooling or joint use are not feasible for this line.

8. EFFECTSONORBY PROFITABLE CARRIERS

No effect on any profitable carrier is anticipated either from
abandonment or subsidization of service on this line.

9. POTENTIAL FOR RAIL BANKING

No rail banking is anticipated for this line.

10. FUTURE OF LINE SUBSEQUENT TO FEDERAL ASSISTANCE PROGRAM

Should rehabilitatienbe—accamplished, this line shou]@ operate
profitably. No further support, either State or Federal, will be
required to operate this line.

11. DESCRIPTION OF ALTERNATIVES EVALUATES: RESULTS

Two abandonment alternatives were analyzed as well as several
“scenarios" for continued operation. The resulting cost benefit
estimates are given in Table 1.
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12.

OVERALL BRANCHLINE ASSESSMENT

Based upon "typical" traffic and DOT cost computations, this line

should return a small profit (approximately $3 arter to
the—€MSRAR._ With-accelerated-maintenan is line would lose

appneﬁ+matel¥—$37000—4n-the—f1na+'quarter of the four-year program
perdod. 1f the track were—rehabilitated, the return should further
increase to approximately $16,600 (Class 2)

per guarter. The return over the full program period would then

range from $155,000 (with accelerated maintenance) to $234,000 {rehab-
ilitation to Class 2 standards). These estimates do not include
capital investment and assume zero traffic growth.

Unless the actual costs captured in the CMSP&P branchline accounting
system prove to be substantially greater than the cost estimates
developed by the Department, g9fgg;;g:;g_ggglg_g§l§£§,fan line
abandonment (unless track conditi € deteriorated to the point
where the CMSP&P feels it can no longer physically prov1de rail

service). Whether the CMSP&P will seek abandonment is unknown. If
sought, the Department will oppose the a:g]ication through the ICC

profitability of
the line.
Jhe _main _nead—is—todimprove the track structure sufficiently to
permitefficients—safe;—long-term—generation._Acceler

ated main-
tenance costs-have-been—estimated—at—up—to—$652;680- Rehabil-
i tattom—has_bean estinated at up_to_approxinately $1.630.200

for Class 2, JIhese costs a atad-rea
- The Department is awaiting

the receipt of a more “deta11ed" eng1neer1ng cost estimate from the
CMSP&P for accelerated maintenance or rehabilitation to Class 2
conditions. (In many cases, these estimates may be less than
those used for branch]1ne assessment purposes.) Thus the real

issue is required capital funding -- from eral, state,

or _local governments, shippers, or the owning railroad. The
preferable solutwn wouTd mmw € track rather than

simp 0 nd 0 ed_maintenance. Such upgrading
would e11m1nate major ma1ntenance expend1tures for ten years or
more and represents a more efficient use of capital monies.
Rehabilitation to Class 2 standards would permit the continuation
or slight improvement of present operating speeds for over the long
term. A number of possibilities will be explored for accomplishing
the required rehabilitation, including the possibility of a long-
term "negotiated” solution between government, shippers, and the
owning railroad (e.g., the owning railroad guarantees the long-term
oper3t1on of the line in return for a loan or grant to upgrade the
line
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12. {Continued)

D. Thus4_present_1nLgn;_lg*;g_gggg_zhlsﬂl+ne in operation, preferably
ide of the ICC abandonment/Section 803
processf——k1ne retention depends to a large extent upon the
amount of interest that can be generated locally in agreeing to
and participating in a long-term solution for this line, including
shipper commitment to use rail service.

Note: A1l costs are given in terms of "present value" which
represents costs at time zero (6/77). In this way a time
stream of costs can be represented by a single sum, and

different alternatives can be compared on a single common
basis.

13. RELATIONSHIP OF DECISION TO EVALUATION CRITERIA
The decision to oppose abandonment of service from Roscoe to
Linton is based on the following criteria as established by Railplan
South Dakota - Planning Work Statement.
e Thereds poteptial for viable operation.

o The social and economic impacts of abandonment are large.

I

— e




Line MW09-MW10 Moreau Jct. — Isabel

Waiker

MCintosh

Maple Leaf
MCLaughlin

Mahto

: Firegteel
jﬂbe' " imber Lake

Glencross

Promise

La Plont

) Mkﬂ.jﬁkﬁAﬂ\ 3“'1‘

Line MW0S9-10, Moreau Jct. to Isabel, operated
by the CMSP&P is 54.9 miles long, connecting
at Moreau Jct. with the CMSP&P line from
Mobridge .to Marmarth, ND. Line MW9-10 is in
ICC category 2, (potentially subject to
abandonment and under further study by the
railroad).

LEGEND

wemesssw  Moreau Jct. — Isabel

eeseesee Anticipated Filing of Abandonment
Within 3 Years I

mmmmm  Potentially Subject to Abandonment I

and Under Further Study ;—r“’ - [ 111
l

vo#+s#~+ Abandonment Application Pending F\SNEEE‘&Q
Before the ICC

—e——— Al Other Lines

' Local Impact Area
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BRANCHLINE ANALYSIS
Line MW9-10 Moreau Jct. - Isabel (MILW)

1. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS

Carloads Tonsl/
1974 1975 1974 1975
Originating 236 m 18,833 8,859
Terminating 94 61 4,300 3,180
Total 330 172 23,733 12,038

Shippers located on or near this line include 4 grain elevators
with a total capacity of 454,620 bushels, 1 fertilizer dealer,
and 2 dealers of farm machinery.

1/ Estimated.

2. REVENUES AND COSTS OF RAIL SERVICE (PROJECTED 1977-1978)

Maintenance of Way & Structures $ 289,500
Maintenance of Equipment 15,539
Traffic and Transportation 22,072
Taxes ' : 3,101
Administration 2,874
Miscellaneous 0
Return on Value . 13,973
Off Branch Costs 87,847
Total Avoidable Cost 434,906
Revenue 287,418
(Deficit) [’ (147,488)

3. CONDITION OF PLANT, EQUIPMENT AND FACILITIES

No track inspection has yet been performed on this line; however,
the following rehabilitation cost estimates have been made based on
the general condition of CMSP&P properties in the region and existing
rail weight (65 1b/yard) and FRA Track Class (II).

Rehabilitation to Class 1II $ 2,086,200
Rehabilitation to Class III 2,635,200
Accelerated Maintenance 834,480

Note: These estimates should be viewed as grbss approximations and
are used for the purpose of preliminary planning only.




4. FUTURE FREIGHT SERVICE NEEDS

A survey of major products shipped and received in the impact
area indicated that approximately 80 percent—of rail suitable traffic
is present] i rail. Moderate growth in rail traffic might
be expected with effective promotion of continued rail service. In
addition, improved farming methods, such as the increased use of

“irrigation may lead to further increases in farm shipments from this
line in the near future. (For economic analysis of future rail
operations see Part 11.)

5. EFFECTS OF ABANDONMENT ON STATE TRANSPORTATION NEEDS

Products shipped on this line account for 0.3 percent of all
traffic originating and terminating in South Dakota in 1974. Although
the overall effect on the state transportation requirement is estimated
to be small, local impact may be more significant (see Part 6).

6. IMPACTS OF SUBSTITUTING ALTERNATE RAIL OR OTHER MODE

Two alternate mode strategies were investigated: trucking for the
entire Tength of the existing rail movement (Case A) and trucking to
the nearest team track (Case B). Alternate rail service is not con-
sidered feasible on this line. Impacts of these alternatives are as
follows:

Case A Case B
First Year Four Year First Year Four Year
7777 - 6/78 7777 - /81 T/77 - 6/78 TJi7T - 6/81

Economic

Personal Income Loss $ 16,870 $ 33,863 $ 16,870 $ 33,863

Sales Loss 4,024 8,080 4,024 8,080

Unemployment Payments NA NA NA - NA

Tax Loss 834 1,677 834 1,677

Transport Cost Inc. 114,782 449,829 35,282 138,274
{Annual) i,

Transport Cost Inc. 0 ] 106,284 425,140
{Capital)

Total Economic Impact $136,510 $493,449 $163,294 $607,034

Environmental & Energy

Truck-trips/day 3 3 N 1

Truck-mi/day 2,366 2,366 332 332

Truck-hrs/day 43 43 8 8

Additional Gal. of Fuel 88,663 354,652 8,299 33,19

Other Impacts

Primary Jobs Lost 5 5 5 5
Secondary Jobs Lost 3 3 3 3
Local Outmigration 23 23 23 23

1/ Case B includes amortized construction cost for new grain elevators
where needed on alternate branchlines.
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7. METHODS OF ACHIEVING ECONOMIES IN LINE OPERATIONS

This line is presently served 26 times annually (on an "as needed"
basis) by 1 locomotive and a crew of 4 operating from Mobridge. The
line is presently classified as FRA Class II with a timetable speed of
25 mph.

A reduced service frequency will not satisfy existing demand. A
change to Track Class III is not economically productive. A change to
Track Class I, although resulting in somewhat higher operating costs,
may be justified by significantly reduced capital requirements.

Consolidation, pooling or joint use are not feasible for this line.

8. EFFECTS ON ORBY PROFITABLE CARRIERS

No effect on any profitable carrier is anticipated either from
abandonment or subsidization of service on this line.

9. POTENTIAL FORRAIL BANKING

Rail Banking is recommended for this line.

10. FUTURE OF LINE SUBSEQUENT TO FEDERAL ASSISTANCE PROGRAM

This line will require a sm e idy-even after
rehabilitation it trarric demand does not increase. During the subsidy

périod, effort will be made to stimulate increases in traffic. Should
this, together with some cost cutting measures, result in profitable
operation, service would be continued at no further cost to the state.
If profitable operation is not achieved, consideration will be given
to discontinuing service.

11. DESCRIPTION OF ALTERNATIVES EVALUATES: RESULTS

Two abandonment alternatives were analyzed as well as several
"scenarios" for continued operation. The resulting cost benefit
estimates are given in Table 1.
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12.
A.

Note:

OVERALL BRANCHLINE ASSESSMENT

Based upon “"typical" traffic and DOT cost computations, this line
derat approximately $36,300 per quarter) to

could incur a moderate loss
thg_gﬂ§£§3;__,lrh_accelera1eg_mg%gggggnge,_thas~iess\shou]d decrease
to approximately $34,841 in the Tinal quarter of the four-year
program_period. If the track were rehabilitated, the loss should
further deerease—to approximately-$85200 (Class 2) per quarter.

The loss over the ful period would then range from $352,000
( $244,000 (rehabilitation to

Class 2 standards). These estimates do not include capital invest-
ment and assume zero traffic growth. On the other hand, if traffic
could be increased by ten percent per year, then the line would

earn a profit of $3,700 per quarter after rehabilitation to Class 2
standards.

This line must be classified as marginal. If the actual costs
captured 1n the CMSPEP branchline account1ng system prove to be
significantly less than the cost estimates developed by the Depart-
ment, then the Tine is likely to be profitable with no economic
basis for abandonment. If the actual costs are greater than or
approximately equal to the estimated costs, then the Department
anticipates that an abandonment application will be filed by the
CMSP&P. If filed, the Department may oppose the application
through the ICC abandonment process in order to establish the true
extent of the unprofitability of all reasonable operating config-
urations and to provide a sound basis for any forthcoming offer of
financial assistance.

The_cost (present value for the first four years) of discontinuing
rail service has been estimated at $438,000 (trucking for the
entire distance) and $538,000 {trucking to the nearest rail line).
Assuming that the former alternative would be chosen by sh1ppers,
the "ratio" of the cost of discontinuin i
rail service under accelar
ing upon whether accelerated maintenance costs are included
or not. Since the ratics fall above and below 1.00, a case can

e for cor conf“nu1ng ra11 service under the Section 803 program,
but not for subs rack structure

thmg_h accelerated matmtemance: —

A1l costs are given in terms of "present value" which
represents costs at time zero (6/77). In this way a time
stream of costs can be represented by a single sum, and
different alternatives can be compared on a single common
basis.




13. RELATIONSHIP OF DECISION TO EVALUATION CRITERIA
The_decisionnot to oppose abandonment-of seryice from Moreau Jct.

to Isabel is-based on the following criteria as established by Railplan
South Dakota - Planning Work Statement.

e Shipper support and interest is not present.
t'.'_"——-_.,________‘

o The social and economic impacts of abandonment are small.
——

e Through traffic is not served by this route.
—
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Line MW11 Trail City — Faith

ZIEBACH

Glencross

Timber Lake

Py rysrs

Line MW1l, Trail City to Faith, operated by
the CMSPEP is 106.1 miles long, connecting
at Trail City with the CMSP&P line from
Moreau Jct. to Isabel. Line MWil is in ICC
category 1 with anticipated filing of
abandonment within 3 years.

LEGEND

Trail City — Faith

Anticipated Filing of Abandonment ) |
Withiin 3 Years

Potentially Subject to Abandonment
and Under Further Study

Abandonment Application Pending
Before the ICC

All Other Lines

Local Impact Area
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BRANCHLINE ANALYSIS

Line MW11 Trail City-Faith (MILW)

1. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS

Carloads Tonsl/
1974 1975 1974 1975
Originating 216 54 11,640 2,910
Terminating 94 4] 5,065 2,209
Total 310 95 16,705 5,119

Shippers located on or near this line include 7 grain elevators
with a total capacity of 1,038,840 bushels, 5 fertilizer dealers,
and several other businesses shipping such commodities as dairy products,
cement, and coal.

1/ Estimated.

2. REVENUES AND COSTS OF RAIL SERVICE (PROJECTED 1977-1978)

Maintenance of Way & Structures $ 541,000
Maintenance of Equipment 18,625
Traffic and Transportation 34,732
Taxes 7,011
Administration 2,825
Miscellaneous 0
Return on Value 27,005
Off Branch Costs 97,703
Total Avoidable Cost 748,901
Revenue 282,489
{Deficit) C (\466,411))

T

3. CONDITION OF PLANT, EQUIPMENT AND FACILITIES

No track inspection has yet been performed on this line; however,
the following rehabilitation cost estimates have been made based on
the general condition of CMSP&P properties in the region and existing
rail weight (65 1b/yard) and FRA Track Class (II).

Rehabilitation to Class II $ 4,031,800
Rehabilitation to Class III 5,092,800
chelerated Maintenance 1,612,720

Note:

These estimates should be viewed as gross approximations and
are used for the purpose of preliminary planning only.




4. FUTURE FREIGHT SERVICE NEEDS

A survey of major products shipped and received in the impact

area indicated that approximately 20 percent of rail suitable traffic
is presentlymowing by rail. Conside owth Tn rail traffic might
be expected with effective promotion of continued rail service. In

addition, improved farming methods, such as the increased use of
irrigation may lead to further increases in farm shipments from this
line in the near future. (For economic analysis of future rail
operations see Part 11.)

5. EFFECTS OF ABANDONMENT ON STATE TRANSPORTATION NEEDS

Products shipped on this line account for 0.3 percent of all
traffic originating and terminating in South Dakota in 1974. Although
the overall effect on the state transportation requirement is estimated
to be small, local impact may be more significant (see Part 6).

6. IMPACTS OF SUBSTITUTING ALTERNATE RAIL OR OTHER MODE

Two alternate mode strategies were investigated: trucking for the
entire length of the existing rail movement (Case A) and trucking to
the nearest team track (Case B). Alternate rail service is not con-
sidered feasible on this Tine. Impacts of these alternatives are as
follows:

Case A Case B
First Year Four Year First Year Four Year

7777 - 6/78 7777 - 6/81 7777 - 618 7]77 - 6/81

Economic

Personal Income Loss $ 6,324 $ 12,698 $ 6,324 $ 12,698

Sales Loss 1,956 4,341 1,956 4,341

Unemployment Payments NA NA NA NA

Tax Loss 165 334 165 34

Transport Cost Inc. 121,233 475,110 . 47,129 184,699
(Annual) 3

Transport Cost Inc.—/ 0 0 200,948 803,792
(Capital)

Total Economic Impact $129,678 $492,483 $256,522 $1,005,864

Environmental & Energy

Truck-trips/day 6 6 21 21

Truck-mi/day 2,754 2,754 496 496

Truck-hrs/day 50 50 12 12

Additional Gal. of Fuel 66,979 267,916 12,53 50,124

Qther Impacts

Primary Jobs Lost 2 2 2 2

Secondary Jobs Lost 1 1 1 1

Local Qutmigration 10 10 10 10

1/ Case B includes amortized construction cost for new grain elevators
where needed on alternate branchiines.




7. METHODS OF ACHIEVING ECONOMIES IN LINE OPERATIONS

This line is presently served 26 times annually (on an "as needed"
basis) by 2 locomotives and a crew of 4 operating from Trail City. The
line is presently classified as FRA Class II with a timetable speed of
25 mph.

A reduced service frequency will not satisfy existing demand. A
change to Track Class IIl is not economically productive. A change to
Track Class I, although resulting in somewhat higher operating costs,
may be %ustified by significantly reduced capital requirements. (See
Table 1

Consolidation, pooling or joint use are not feasible for this line.

8. EFFECTS ON ORBY PROFITABLE CARRIERS

No effect on any prof{table carrier is anticipated either from
abandonment or subsidization of service on this line.

9. POTENTIAL FORRAIL BANKING
Rail Banking is recommended for this line..~”

—

10. FUTURE OF LINE SUBSEQUENT TO FEDERAL ASSISTANCE PROGRAM

It is anticipated that i 5 i1l require sub-
i the end of the four year program. Abandonment
will_not be opposed. Nl

11. DESCRIPTION OF ALTERNATIVES EVALUATES: RESULTS

Two abandonment alternatives were analyzed as well as several
"scenarios” for continued operation. The resulting cost benefit
estimates are given in Table 1.
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12.
A.

Note:

OVERALL BRANCHLINE ASSESSMENT

Based upon "typical"” traffic and DOT cost computations, this line
ss (approximately $110,000 per quarter) to the
CMSP&P. This loss decreases depending upon the amount of accel-
erated maintenance or rehabilitation performed. The loss over the
full program period would range from $1,297,000 (with accelerated
maintenance) to $1,089,522 (rehabilitation to Class 2 standards).
These estimates do not include capital investment and assume zero
traffic growth. This line would still not be profitable were
traffic to_increase by ten percent per year or were traffic to

increase to its maximum-potential (as estimated by the University
of South Dakota).

Since the line incurs a net cost, the Department anticipates that
an abandonment application will be filed by the CMSP&P. _If the

1ine_is _indeed unprofitable, the Department will not oppose such an
application,

The cost (present value for the first four years) of discontinuing
rail service has been estimated at $436,000 (trucking for the
entire distance) and $889,000 (trucking to the nearest rail line).
Assuming that the former alternative would be chosen by shippers,
the "ratio’ of the cost of discontinuing rajl service-to continuing
rail service under accelerated maintenance would be Q.34 or 0.15,

depending upon whether accelerated maintenance costs are included
or not. Singe_hQLh_tg%ios are less than 1.00, a case cannot be
made for coftinuing—+rail service and accomplishing accelerated
maintenance under the Section 803 program.

A1l costs are given in terms of "present value" which
represents costs at time zero {6/77). In this way a time
stream of costs can be represented by a single sum, and
different alternatives can be compared on a single common
basis.

13. RELATIONSHIP OF DECISION TO EVALUATION CRITERIA

The_decision not to oppose abandonment of service from Trail City

to Faith is based on the folTowing criteria as established by Railplan
South Dakota - Planning Work Statement.

Shipper_support and interest is not present.

o There is little or no potential for viable operation.

e The social and economic impacts of abandonment are small.
e Through traffic is not served by this route.
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BRANCHLINE ANALYSIS

Line MW15 Canton - Mitchell (MILW)

1. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS

Carloads Tonsl/

1974 1975 1974 1975

Originating 820 390 65,163 30,992
Terminating 327 310 18,023 17,086
Connecting 53 40 3,710 2,800

Total 1,200 740 86,896 50,878

Shippers located on or near this line include 11 grain elevators
with a total capacity of 1,248,910 bushels, 11 fertilizer dealers,
5 dealers of farm machinery, and several other businesses shipping
such commodities as lumber.

1/ Estimated.

2. REVENUES AND COSTS OF RAIL SERVICE (PROJECTED 1977-1978)

Maintenance of Way & Structures $ 411,000
Maintenance of Equipment 72,392
Traffic and Transportation 88,856
Taxes 13,805
Administration 5,822
Miscellaneous 0
Return on Value 20,158
Off Branch Costs 226,718
Total Avoidable Cost - 838,751
Revenue ' 593,537
(Deficit) (245,214)
v

3. CONDITION OF PLANT, EQUIPMENT AND FACILITIES

No track inspection has yet been performed on this line; however,
the following rehabilitation cost estimates have been made based on
the general condition of CMSP&P properties in the region and existing
rail weight (75 and 90 1b/yard) and FRA Track Class (II).

Rehabilitation to Class II $ 3,009,600
Rehabilitation to Class III 3,801,600
Accelerated Maintenance . 1,203,840

Note: These estimates should be viewed as gross approximations and
are used for the purpose of preliminary planning only.




4. FUTURE FREIGHT SERVICE NEEDS

A survey of major products shipped and received in the impact

area indicated that approximately 40 percent of rail suitable traffic
is presently moving by rail. Modé?ETEjﬁTﬁﬂﬁrﬁﬁriai1 traffic might
be expected with effective promotion of continued rail service. In

addition, improved farming methods, such as the increased use of
irrigation may lead to further increases in farm shipments from this
1ine in the near future. (For economic analysis of future rail
operations see Part 11.)

5. EFFECTS OF ABANDONMENT ON STATE TRANSPORTATION NEEDS

Products shipped on this 1ine account for 1.0 percent of all
traffic originating and terminating in South Dakota in 1974. Although
the overall effect on the state transportation requirement is estimated
to be small, local impact may be more significant (see Part 6).

6. IMPACTS OF SUBSTITUTING ALTERNATE RAIL OR OTHER MODE

Two alternate mode strategies were investigated: trucking for the
entire length of the existing rail movement (Case A) and trucking to
the nearest team track (Case B). Alternate rail service is not con-
sidered feasible on this line. Impacts of these alternatives are as

follows:
Case A } Case B

First Year Four Year First Year Four Year

7/77 - 6/78 T777 - 6/81 7777 - 6/78 TJ77 - /8
Economic
Personal Income Loss $ 312,124 $ 626,477 $ 312,124 $ 626,477
Sales Loss 71,247 143,003 71,247 143,003
Unemployment Payments NA NA NA NA
Tax Loss 15,333 30,779 15,333 30,779
Transport Cost Inc. 314,607 1,232,926 99,090 388,335

(Annual) 1/
Transport Cost Inc.—~ 0 0 344,660 1,378,649
(Capital)

Total Economic Impact $ 713,311 $2,033,185 $ 842,454 42,567,243
Environmental & Energy
Truck-trips/day 12 12 46 46
Truck-mi/day 1,227 1,227 157 157
Truck-hrs/day 22 22 4 q
Additional Gal. of Fuel 30,670 122,680 5,966 23,864
Other Impacts
Primary Jobs Lost 94 94 94 94
Secondary Jobs Lost 54 b4 54 54
Local Qutmigration 381 381 381 381

i1/ Case B inciudes amortized construction cost for new grain elevators
where needed on alternate branchlines.
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7. METHODS OF ACHIEVING ECONOMIES IN LINE OPERATIONS

This line is presently served 104 times annually (on an "as needed"
basis) by 1 locomotive and a crew of 4 operating from Mitchell. The
line is presently classified as FRA Class II with a timetable speed of

25 mph.

& _reduced service frequency—should be considered on this line as
a E@gn§_E%T[gﬂgg%ﬁg%g[é}iﬂEL£Q§ISA__B,ehange to Track Class III is not
ec ically productive. A change to Track Class I, although resulting
inoggﬁéﬁﬁif"ﬁgﬁﬁéF‘operating costs, may be justified by significantly
reduced capital requirements.

Consolidation, pooling or joint use are not feasible for this™ line.

8. EFFECTS ONORBY PROFITABLE CARRIERS

No effect on any profitable carrier is anticipated either from
abandonment or subsidization of service on this line.

9. POTENTIAL FOR RAIL BANKING

~_No rail banking is anticipated for this line.

10. FUTURE OF LINE SUBSEQUENT TO FEDERAL ASSISTANCE PROGRAM

It is anticipated that operation of this line will still require
subsidy by the end of the four year program. If operation is funded
under the 803 program and subsidy requirements are veduced, consider-
ation will be given to continuing service. Otherwise service will be
discontinued.

S —1

11. DESCRIPTION OF ALTERNATIVES EVALUATES: RESULTS

Two abandonment alternatives were analyzed as well as several
"scenarios" for continued operation. The resulting cost benefit
estimates are given in Table 1.
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12.

OVERALL BRANCHLINE ASSESSMENT

Based upon "typical" traffic and DOT cost computations, this line
ineurs—a—large—toss—~(approximately $60,400 per quarter) to the CMSP&P.
This loss decreases dependinag upon the amount of accelerated mainten-
ance or rehabilitation performed. The loss over the full program
period would range from $640,000 (with accelerated maintenance) to
$485,000 (rehabilitation to Class 2 standards). These estimates do
not include capital investment and assume zero traffic growth. This
LDu1JﬂnLUiﬁujllﬁnnt_hQ_QrﬂiiLgglg_ﬂérg_éraffic to increase by ten
percent per year—er—were traffic to incréase to its maximum potential

(as estimated by the University of South Dakota).

Since the line incurs a net cost, the Department anticipates that
an abandonment application will be filed by the CMSP&P. If the
line is indeed unprofitable, the Department.will-not oppose such an
appiication. -

N
The cost (present value for the first four years) of discontinuing
rail service has been estimated at $1,822,000 (trucking for the
entire distance) and $2,293,000 (trucking to the nearest rail
Tine). Assuming that the former alternative would be chosen by
shippers, the "ratio" of the cost of discontinuing rail service to
continuing rail service under accelerated maintenance would be
2.75 oF 1561, depending upon whether accelerated maintenance costs
are included or not. Since these ratios are greater than 1.00, a
strong _case can—be-made—for continuing rail service and accomplishing
accelerated maintenance under the Section 803 program.

—_— T

A.concurrent need is to improve the track structure sufficiently to
prevent Turther deterioration of present-track conditions. Acceler-
ated maintenance costs have been estimated at up to $1,203,840. The

Department is awaiting a more detailed "engineering" cost estimate
from the CMSP&P. If sufficient funds are available (after meeting
higher priority needs), the Department will utilize Section 803
funding to carry out accelerated maintenance.

Thus, present intent is to keep this line in operation using
Section 803 fundipng if required and available. Line retention
depends to a large extent upon the amount of interest that can
be generated locally to participate in the Section 803 program
and jn shipper commitments to increase present usage of rail
service.
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12.

Note:

(Continued)

An issue of some importance to the future of this line is the
existénce of competitive rail services between Mitchell and
Sioux City. Presently the CMSP&P _offers two routes, one via
Yankfon (MW24) and one via Canton {MW15-MW22). Because of this

situation it appears that the future of these_segments may be

igterconnected. The CMSP&P may desire to preserve one route
for the purpotes of system connectivity and service to Omzha

and points east. Any rail service continuation decision made

by the state, however, will depend primarily on the existence

of local traffic on these lines, since connecting traffic appears
to be minimal.

A1l costs are given in terms of "present value" which
represents costs at time zero (6/77). In this way a time
stream of costs can be represented by a single sum, and
different alternatives can be compared on a single common
basis.

13. RELATIONSHIP OF DECISION TO EVALUATION CRITERIA

Mit

The decision to pursue Section 803 support for service from
helT Ec T - I he Followi

criteria as established by

Railplan South Dakota - Planning Work Statement.

e The-social and economic impacts of abandonment are large.




Line MW18 Aberdeen — Edgeley, ND

rederick

Houghton
Barnard &

Aberdee

o000 0GOS
ST T 1
PP LD
———————

]

——

Line MW18, Aberdeen to Edgeley, ND, operated
by the CMSP&P is 31,6 miles long, connecting
at Aberdeen with the CMSP&P line from
Montevideo, MN. to Mobridge. Line MW18 is in
ICC category 2 (potentially subject to aband-
onment and under further study by the
railroad).
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BRANCHLINE ANALYSIS
Line MW18 Aberdeen - Edgeley, ND {MILW)

1. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS

Carloads Tonsl/

1974 1975 1974 1975

Originating 180 138 14,364 11,012
Terminating 56 17 2,982 905
Total 236 155 17,346 11,917

Shippers located on or near this line include 5 grain elevators
with a total capacity of 352,580 bushels, and 3 fertilizer dealers.

1/ Estimated.

2. REVENUES AND COSTS OF RAIL SERVICE (PROJECTED 1977-1978)

Maintenance of Way & Structures $ 166,500
Maintenance of Equipment 9,842
Traffic and Transportation 17,864
Taxes 2,707
Administration 1,445
Miscellaneous 0
Return on Value 8,043
0ff Branch Costs 53,980
Total Avoidable Cost 260,381
Revenue - 144,534
(Deficit) ((115,847)
5 7

3. CONDITION OF PLANT, EQUIPMENT AND FACILITIES

No track inspection has yet been performed on this line; however,
the following rehabilitation cost estimates have been made based on
the general condition of CMSP&P properties in the region and existing
rail weight (56 and 60 1b/yard) and FRA Track Class (II).

Rehabilitation to Class 11l $ 1,200,800
Rehabilitation to Class III 1,516,800
Accelerated Maintenance 480,320

Note: These estimates should be viewed as gross approximations and
are used for the purpose of preliminary planning only.
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4. FUTURE FREIGHT SERVICE NEEDS

A survey of major products shipped and received in the impact

area indicated that approximately 30-percent of rail suitable traffic
is presently moving by rail. Considerable growth in rail traffic might

be expected with-effective promotion of continued rail service. In
addition, improved farming methods, such as the increased use of
irrigation may lead to further increases in farm shipments from this
line in the near future. (For economic analysis of future rail
operations see Part 11.)

5. EFFECTS OF ABANDONMENT ON STATE TRANSPORTATION NEEDS

Products shipped on this 1ine account for 0.2 percent of all
traffic originating and terminating in South Dakota in 1974. Although
the overall effect on the state transportation requirement is estimated
to be small, local impact may be more significant (see Part 6).

6. IMPACTS OF SUBSTITUTING ALTERNATE RAIL OR OTHER MODE

Two alternate mode strategies were investigated: trucking for the
entire length of the existing rail movement (Case A) and trucking to
the nearest team track (Case B). Alternate rail service is not con-
sidered feasible on this line. Impacts of these alternatives are as
follows:

Case A Case B

First Year Four Year First Year Four Year
T/77 -6/718 T/7TT -6/8\ 7777 - 6/78 TFfI7 - 6/81

Economic

Personal Income Loss $ 0 $ 0 $ 0 $ 0

Sales Loss 1,501 3,018 1,501 3,018

Unemployment Payments NA NA NA HA

Tax Loss 58 120 58 120

Transport Cost Inc. 82,760 324,334 18,093 70,916
{Annual) 1

Transport Cost Inc.—/ 0 0 104,444 417,788
(Capital)

Total Economic Impact $ 84,319 $327.,472 $ 124,096 $491,842

Environmental & Energy

Truck-trips/day 2 2 8 8

Truck-mi/day 681 681 99 99

Truck-hrs/day 12 12 2 2

Additional Gal. of Fuel 51,091 204,364 4,778 19,112

Other Impacts

Primary Jobs Lost 0 0 0 0

Secondary Jobs Lost 0 0 0 0

Local Quimigration 0 0 D 0

1/ Case B includes amortized construction cost for new grain elevators
where needed on alternate branchlines.
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7. METHODS OF ACHIEVING ECONOMIES IN LINE OPERATIONS

This 1ine is presently served 52 times annually {on a scheduled
basis) by 1 locomotive and a crew of 4 operating from Aberdeen. The
line is presently classified as FRA Class II with a timetable speed of
25 mph.

A reduced service frequency will not satisfy existing demand. A
change to Track Class III is not economically productive. A change to
Track Class I, although resulting in somewhat higher operating costs,
may be justified by significantly reduced capital requirements.

Consolidation, pooling or joint use are not feasible for this line.

8. EFFECTS ON OR BY PROFITABLE CARRIERS

No effect on any profitable carrier is anticipated either from
abandonment or subsidization of service on this line.

9. POTENTIAL FOR RAIL BANKING

No rail banking is anticipated for this line.

10. FUTURE OF LINE SUBSEQUENT TO FEDERAL ASSISTANCE PROGRAM

It %s_anticipated that operation of this 1line will require sub-
stanti ubsidies by the end of the four year program. If operation
is Tunded under the 803 program and subsidy requirements are reduced,
consideration will be given to continuing service. Otherwise service
will be discontinued,

11. DESCRIPTION OF ALTERNATIVES EVALUATES: RESULTS

Two abandonment alternatives were analyzed as well as several
"scenarios" for continued operation. The resulting cost benefit
estimates are given in Table 1.
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12.

Note:

OVERALL BRANCHLINE ASSESSMENT

Based upon "typical" traffic and DOT cost computations, this line

i imately $29,000 per quarter} to the
CMSP&P. This loss decreases dependifig upon the amount of acceler-

ated maintenancé.or refatilitation performed. The loss over the
full program period would range from $312,000 (with accelerated
maintenance) to $250,000 (rehabilitation to Class 2 standards).
These estimates do not include capital investment and assume zero
traffic growth. Thi i i be profitable were
traffic to—increase by ten percent per year or were traffic to

1ncrea%g_in_iis_maximgm potential (as estimated by the University
of South Dakota).

Since the line incurs a net cost, the Department anticipates that
an abandonment application will be filed by the CMSP&P. If the
Tine is indeed unprofitable, the-QgEEEETEEE_Eill,"Ot oppose such an
application. -

The cost (present value for the first four years) of discontinuing
rail service has been estimated at $290,000 {trucking for the
entire distance) and $435,000 (trucking to the nearest rail line).
Assuming that the former alternative would be chosen by shippers,
the "ratio" of the cost of discontinuing rail service to continuing
rajl service_under accelerated—maintenance—would-be 0.93 or 0.38,
depending-upon whether accelerated maintenance costs are included
or not. Since both ratios are less than 1.00, a case cannot be
made for continuing rai] service and—aecemplishing accelerated
maintenance under the Section 803 program.

———y

This line segment extends out of state into North Dakota; a
detailed analysis was done for the South Dakota portion only.
Although this demonstrated that service was unprofitable, the
traffic at the three North Dakota stations appears to be sub-
stantial and may generate enough profits to cover any losses sus-
tained on the remainder of the Tine. For_this reason, the analysis
offered_here is tentative and any decision made should be subject

to cooperative arrangements be;gggn,the—tun_gggzgiﬁgnd the CMSP&P.

A1l costs are given in terms of "present value" which
represents costs at time zero (6/77). In this way a time
stream of costs can be represented by a single sum, and

different alternatives can be compared on a single common
basis.
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13. RELATIONSHIP OF DECISION TO EVALUATION CRITERIA

The_decision not to oppose abandonment of service from Aberdeen
to Edgeley is basedon_the fgljowing criteria as established by Railplan
South Dakota - Planning Work Statement.

e Shipper support and interest is not present.

e There is little or no potential for viable operation.

¢ The social and economic impacts of abandonment are small.
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Line MW19, Marion Jct. to Menno, operated by
the CMSP&P is 21.3 miles long, connecting

at Marion with the CMSP&P line from Canton
to Mitchell. Line MW19 is in ICC category

1 with anticipated filing of abandonment
within 3 years.
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BRANCHLINE ANALYSIS

Line MW19 Marion Jct. - Menno (MILW)

1. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS

Carloads Tons--
1974 1975 1974 1975

Originating 309 200 18,377 11,895
Terminating 120 102 7,137 6,066
Total 429 302 25,514 17,961

Shippers located on or near this line include 4 grain elevators
with a total capacity of 422,000 bushels, 8 fertilizer dealers,
5 dealers of farm machinery, and several other businesses shipping
such commodities as lumber and cement.

1/ Estimated.

2. REVENUES AND COSTS OF RAIL SERVICE (PROJECTED 1977-1978)

Maintenance of Way & Structures $ 97,980
Maintenance of Equipment 18,874
Traffic and Transportation 30,364
Taxes 1,880
Administration 2,032
Miscellaneous 0
Return on Value 5,421
Off Branch Costs 97,792
Total Avoidable Cost 254,343
Revenue 203,152
(Deficit) / ( 51,191)3

/

3. CONDITION OF PLANT, EQUIPMENT AND FACILITIES

No track inspection has yet been performed on this line; however,
the following rehabilitation cost estimates have been made based on
the general condition of CMSP&P properties in the region and existing
rail weight (60 1b/yard) and FRA Track Class (I). '

Rehabilitation to Class I $ 639,000
Rehabilitation to Class 1I 1,065,000
Rehabilitation to Class I1II 1,278,000
Accelerated Maintenance 255,600

Note: These estimates should be viewed as gross approximations and
are used for the purpose of preliminary planning only.




4., FUTURE FREIGHT SERVICE NEEDS

A survey of major products shipped and received in the impact
area indicated that approximately 30_percent of rail suitable traffic
is presently moving by rail. Considerable growth in rail traffic might
be expected with effective promotion of continued rail service. In
addition, improved farming methods, such as the increased use of
irrigation may lead to further increases in farm shipments from this
line in the near future. (For economic analysis of future rail
operations see Part 11.)

5. EFFECTS OF ABANDONMENT ON STATE TRANSPORTATION NEEDS

Products shipped on this line account for 0.4 percent of all
traffic originating and terminating in South Dakota in 1974. Although
the overall effect on the state transportation requirement is estimated
to be small, local impact may be more significant (see Part 6).

6. IMPACTS OF SUBSTITUTING ALTERNATE RAIL OR OTHER MODE

Two alternate mode strategies were investigated: trucking for the
entire length of the existing rail movement (Case A) and trucking to
the nearest team track (Case B).  Alternate rail service is not con-
sidered feasible on this line. Impacts of these alternatives are as
follows:

Case A Case B
First Year Four Year First Year Four Year

7777 - 6/78 T]77 - 6/81 7J77 - 6/78 TJIT - 6/81

Econainic

Personal Income Loss $ 16,870 $ 33,863 $ 16,870 $ 33,863

Sales Loss 17,187 34,500 17,187 34,500

Unemployment Payments NA NA NA NA

Tax Loss 1,360 2,734 1,360 2,734

Transport Cost Inc. 145,381 569,743 21,822 85,526
{Annual) ]

Transport Cost Inc.l/ 0 0 141,720 566,880
{Capital)

Total Economic Impact $180,798 $640,840 $198,959 3,503

Environmental & Energy

Truck-trips/day 7 7 26 26
Truck-mi/day 686 686 145 145
Truck-hrs/day 13 13 4 4
Additional Gal. of Fuel 23,87 95,484 3,594 14,376

Other Impacts

Primary Jobs Lost 5 5 5 5
Secondary Jobs Lost 3 3 3 3
Local Qutmigration 23 23 23 23

1/ Case B includes amortized construction cost for new grain elevators
where needed on alternate branchlines.




7. METHODS OF ACHIEVING ECONOMIES IN LINE OPERATIONS

This line is presently served 26 times annually {on a scheduled
basis) by 1 locomotive and a crew of 4 operating from Marion. The iine
is presently classified as FRA Class I with a timetable speed of 10 wph.

A reduced service frequency will not satisfy existing demand. A
change to Track Class II or III is not economically productive. Rehabil-
itation to Track Class I, although resulting in somewhat higher oper-
ating costs, may be justified by significantly reduced capital require-
ments. (See Table 1)

Consolidation, pooling or joint use are not feasible for this line.

8. EFFECTS ONORBY PROFITABLE CARRIERS

No effect on any profitable carrier is anticipated either from
abandonment or subsidization of service on this line.

9. POTENTIAL FOR RAIL BANKING

No _rail_banking is anticipated for this line.

10. FUTURE OF LINE SUBSEQUENT TO FEDERAL ASSISTANCE PROGRAM

It is anticipated that operation of this line will still require
subgidy by the end of the four year program. If operation is funded
under the 803 program and subsidy requirements are reduced, consider-
ation will be given to continuing service. Otherwise service will be
discontinued.

11. DESCRIPTION OF ALTERNATIVES EVALUATES: RESULTS

Two abandonment alternatives were analyzed as well as several
"scenarios" for continued operation. The resulting cost benefit
estimates are given in Table 1.
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12. OVERALL BRANCHLINE ASSESSMENT

A. Based upon "“typical" traffic and DOT cost computations, this line
incurs—a—smalldoss (approximately $12,600 per quarter) to the
CMSP&P. This loss decreases depending upon the amount of accel-
erated maintenance or rehabilitation performed. (For example, the
line incurs an operating loss of approximately $3,900 with rehab-
ilitation to Class 1 standards.) The loss over the full program
period would range from $136,000 (with accelerated maintenance) to
$90,000 (rehabilitation to Class 2 standards). These estimates do
not include capital investment and assume zero traffic growth
This line would still not he profitable were traffic to increase by
ten percent per-year or were traffic to increase to its maximum
potential (as estimated by the University of South Dakota).

B. Since the line incurs a net cost, the Department anticipates that
an abandonment application will be filed by the CMSP&P. If the
line is indeed unprofitable, the Department will not oppose such an
app]ication.

C. The ¢ (present value for the first four years) of discontinuing
ail service has been estimated at $569,000 (trucking for the
entire distance) and $641,000 (trucking to the nearest rail line).
Assuming that the former a]ternat1ve would be chosen by shippers,
the "ratio" of the cost of discontinuing rail service to continuing
rail service under accelerated maintenance would be 4.17 or 1.50,
depending upon whether accelerated maintenance costs are 1nc1uded

or ratios are substantially greater than 1.00, a
_Strong _case can be made for continUihg rail service and accomp11sh1ng
,_éQS2l2rg;ed_malntengﬂEE_Eﬂﬂff‘Fhe Section 803 program.

D. he_fuIuL__gi;Ihas_llnngé_ggggnggnL1on that of the Mitchell-Canton
{MW15) segment of the (‘HQE&E_j (Potentially subject to abandonment
and under study). Without service between Mitchell and Canton,
there_is no access to fﬁé:fﬁTT‘network. Continuation of service
on the Tine segment between Marion Jct. and Parker would allow
access to the CNW system, however.

E. A concurrent need is to improve the track structure sufficiently to
prevent further deterioration of present track conditions. Accel-
erated maintenance costs have been estimated at up to $255,600. The
Department is awaiting a more detailed "engineering" cost estimate
from the CMSP&P. If sufficient funds are available (after meeting

higher priority needsT?‘the*ﬁgggvtment will utilize Section 803
funding To carry out accelerated maintenance.

e,
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12. (Continued)

F.  Thus, present intent is to keep this 1ine in operation using
Section 803 funding if required and-avajlable. Line retention
depends to a large extent upon the amount of interest that can
be generated locally to participate in the Section 803 program
and in shipper commitments to increase present usage of rail
service.

Note: A1l costs are given in terms of "present value" which
represents costs at time zero (6/77). In this way a time
stream of costs can be represented by a single sum, and
different alternatives can be compared on a single common
basis.

13. RELATIONSHIP OF DECISION TO EVALUATION CRITERIA

The decision to pursue Section 803 support for service from
Marion Jct. to Menno is based on the following criteria as established
by Railplan South Dakota - Planning Work Statement.

¢ The social and economic impacts of abandonment are large.
= .

e ————————




Line MW20 Woonsocket — Wessington Springs
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°I Woonsocket

|. Cuthbert

Laicher

Line MW20, Woonsocket to Wessington Springs,

operated by the CMSP&P is 15.1 miles long,

connecting at Woonsocket with the CMSP&P

line from Mitchell to Wolsey. Line MW20

is in ICC Category ! with anticipated filing
. of abandonment within 3 years.

LEGEND

m———  Woonsocket — Wessington Springs

eeeeeese Anticipated Filing of Abandonment )
Within 3 Years .

wmmmm Potentially Subject to Abandonment
and Under Further Study

ro# s srr Abandonment Application Pending I !
Before the ICC

—es——e—  All Other Lines

L] Ltocal Impact Area




BRANCHLINE ANALYSIS

Line MW20 Woonsocket - Wessington Springs (MILW)

1. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS

Carloads Tonsl/
1974 1975 1974 1975
Originating 262 126 21,887 10,526
Terminating 52 37 4,041 2,875
Total 314 163 25,928- 13,401

Shippers located on or near this Tine include 6 grain elevators
with a total capacity of 592,000 bushels, 3 fertilizer dealers,
1 dealer of farm machinery, and several other businesses shipping
such commodities as feed, salt and wood products.

1/ Estimated.

2. REVENUES AND COSTS OF RAIL SERVICE (PROJECTED 1977-1978)

Maintenance of Way & Structures
Maintenance of Equipment
Traffic and Transportation
Taxes
Administration
Miscellaneous
Return on Value
Off Branch Costs
Total Avoidable Cost
Revenue
Profit

§ 69,460
12,007
12,267

2,103
1,941

0

3,843
72,092
173,713
94,136
(]20,423)

3. CONDITION OF PLANT, EQUIPMENT AND FACILITIES

No track inspection has yet been performed on this line; however,
the following rehabilitation cost estimates have been made based on
the general condition of CMSP&P properties in the region and existing
rail weight (60 1b/yard) and FRA Track Class (II).

Rehabilitation to Class Il
Rehabilitation to Class III
Accelerated Maintenance

Note:

$ 573,800
724,800
229,520

These estimates should be viewed as gross approximations and

are used for the purpose of preliminary planning only.




4. FUTURE FREIGHT SERVICE NEEDS

A survey of maJor products sh1pped and received in the impact area
ble traffic_is presently moving
. Small growth in rail traffic might be expected with effective
promotion of continued rail service. In addition, improved farming
methods, such as the increased use of irrigation may lead to further
increases in farm shipments from this line in the near future. (For
economic analysis of future rail operations see Part 11.)

5. EFFECTS OF ABANDONMENT ON STATE TRANSPORTATION NEEDS |-

Products shipped on this line account for 0.3 percent of all
traffic originating and terminating in South Dakota in 1974. Although
the overall effect on the state transportation requirement is estimated
to be small, local impact may be more significant (see Part 6).

6. IMPACTS OF SUBSTITUTING ALTERNATE RAIL OR OTHER MODE

Two alternate mode strategies were investigated: trucking for the
entire length of the existing rail movement (Case A) and trucking to
the nearest team track (Case B). Alternate rail service is not con-
sidered feasible on this line. Impacts of these alternatives are as
follows:

Case A {ase B
First Year Four Year First Year Four Year
- 8 T/7T -&/81 TITT -6/78 TITT = 6/81

Economic

Personal Income Loss $ 33,742 $ 67,727 $ 33,742 $ 67,727

Sales Loss 3,717 7,464 3,n7 7,464

Unemployment Payments 0 0 0 0

Tax Loss 1,497 3,007 1,497 3,007

Transport Cost Inc. 109,191 427,922 23,799 93,238
{Annual) 1

Transport Cost Inc.—j 0 0 167,776 671,112
(Capital) :

Total Economic Impact $ 148,147 $ 506,120  § 230,531 $ 842,578

Environmental & Energy

Truck-trips/day 5 5 20 . 20
Truck-mi/day 1,018 1,018 157 157
Truck-hrs/day 19 19 4 4
Additional Gal. of Fuel 38,078 152,312 3,713 14,852
Other Impacts

Primary Jobs Lost 10 10 10 10
Secondary Jobs Lost 6 6 6 6
Local Qutmigration 42 42 42 42

1/ Case B includes amortized construction cost for new grain elevators
where needed on alternate branchlines.
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7. METHODS OF ACHIEVING ECONOMIES IN LINE OPERATIONS

This line is presently served 26 times annually (on an "as needed"
basis) by 2 locomotives and a crew of 4 operating from Mitchell. The
line is presently classified as FRA Class II with a timetable speed of
20 mph.

A reduced service frequency will not satisfy existing demand. A
change to Track Class III is not economically productive. A change to
Track Class I, although resulting in somewhat higher operating costs,
may be justified by significantly reduced capital requirements.

Consolidation, pooling or joint use are not feasible for this Tine.

8. EFFECTS ONORBY PROFITABLE CARRIERS

No effect on any profitable carrier is anticipated either from
abandonment or subsidization of service on this line.

9. POTENTIAL FOR RAIL BANKING

NQ_Eail bangjng is anticipated for this Tline.

10. FUTURE OF LINE SUBSEQUENT TO FEDERAL ASSISTANCE PROGRAM

Should rehabilitation be accomplished, this line should operate
profitably. No further support, either State or Federal, will be

__required to operate TtWis ime:
—

11. DESCRIPTION OF ALTERNATIVES EVALUATES: RESULTS

Two abandonment alternatives were analyzed as well as several
“scenarios" for continued operation. The resulting cost benefit
estimates are given in Table 1.




MW20

o (4140ud _%3°1)S4S03 FATLIVOEN HIIM SIATLIVNYILAY 3UVIIONL (wewess)SHSIY¥ILSY 13L0N
' SLSUY Ivildyd F0NTIND SASIHINIMYL NI SuIGWNN 1IL0N

) o 11 ssv1y
: 01 31viltaviidy *¥via

(0.1 ) ' {90€gT (€40 (2995 (0E0¢~ ¥3d %%  $3$YIwII0 Jiddvil

EEESER . €4 Zy2401- . 2y9¢= 006~ ) .= 331A¥3S  Q3NNTANOD Y

I1 SsY1)
) . - L o 04 viiQvrdd fuv3a_
B 1A% 2 B 1 A0 B TaTe {Oveoye (goge1=""") (0E06< " 1 Ju3d %01 sISyauIND J1d4vHl
EREERR SRR dHy | : tycogl= L1124 0c0g- = 331A¥3S QINNIANDD °f

T T . T T U AMNIUNLYET T T
031vy313)3y IvILNIL0d
les*i {9959 (62546 ) (929¢~ ) (0E05” ! 01 $35Sv3ayINI J1d4VHl

SNk LI 1T ] T ggeBe T T TTTTTTTTT T T Eenbtl= T T Gz9e= T T T T 0606 T TTTT e 39)A¥3s  QINNTANUY I

‘ 11 SSvid 0L
TTELV1IV18YHAY fAVILNILDG T
{e8°1 )} (o7 ) tzgozt (EQ248E {ag01t® ) {0g0g=- 04 S3SVIYINI 21d44Wud
It Rt 64901~ BL4061 2901t 0€0g~ = 33IA%35 OQ3INNILINUD ‘M

FINYNTUINI YW 03LvyIT3J0V
fiets ) (o%te tosee {gs0421 {Dey~ . {0E0g~ fHimO®¥D J14dvdl O
TakehEE T ddEkeed | TTURGE9ET T T T Regdee Debs 0EQS- ‘b ETY3AWIS T AINNTLNGY TS

1 $SY1Y O JiviITIevHIY
S -4 M h £ T 4 LTy TTTTTR 602 T T T RL T )T T {0808 TT) T fHLIMOYD JT4d4VHL O
Y T sLEEZl~ 698L" 0£0%~ ) = 330A¥3S Q3INNILNDD %4

. ITEESYT) O J4vIIT19YdI
{te*l ¥y tel'0 (¢1€02 t2e20L¢ ) (2Ll ) {ogog= ) ‘HindY0 3144vEL ON
KEoReR ssnad _ 9gege. LBLLTT= . ) 0g06~ ~ = 337A¥3S_ O3INNIANOI %3

-67-

IT SSy70 Ol 34viINI8vHIY
ety ) ot (916t (Lzgoiy tergr- ) {ocog= ) fHiMON9 S144vHL DN
T ok T ogoLes §SRE2T= —rRLeL=TTTTTTT TR0 E &°g31A¥3S OINNTANBI 0

il

NI
Tlvy LSIBYIN OL Xonyy
F¥R-I7 EEI0% : TTETIEIWNDONYEY Y8

. . 3INVLISIO
e et e b L1 1S PR YERR P I BeTa} P S
8RLeYY Loge? 06Ee” = LI:IWNDONYEY *V

. M A
8 Ly 11V (9v101 ¥v3IA Wn0d) (ViDL wvda ynodd  (WIiwvnd TVNI4) (¥ILWYNE LSdld " T o
Ad 40 Ad 40 4503 Afvdlwvnd $1509 40 $4502 40, $1503 40 IATLYNYELIY
Drivy Olive WYOJ4INA LNIYALNDI .m.:._<> 4H3IS3Yd INIyA IN3STud  ANTvA IN3ISIud

SNOILJO NOILLY.LNIWI1dW! SALLYVNYILTY 40 NOILVNIVAS | 378VL




12. OVERALL BRANCHLINE ASSESSMENT

A.

Based upon "typical" traffic and DOT cost computations, this line
should return a small profit (approximately $5,000 per quarter) to
the CMSP&P . —With accelerated maintenance, this return decreases
to approximately $400 in the final quarter of the four-year program
period. If the track were rehabilitated, the return should
increase to approximately $8,000 (Class 2 per quarter. The return
over the full program period would then range from $92,800 (with
accelerated maintenance)} to $124,000 (rehabilitation to Class 2
standards). These estimates do not include capital investment and
assume zero traffic growth.

Unless the actual costs captured in the CMSP&P branchline accounting
system prove to be substantially greater than the cost estimates
developed by the Department, no economic basis exists for line
abandonment (unless track conditions have deteriorated to the point
where the CMSP&P feels it can no longer physically provide rail
service). Whether the CMSPP will seek abandonment is unknown. If
sought, the Department will oppose the application t ICC

aQgg?g;gsgf_f??EEEE‘Tﬁ‘ﬁvaer to establish the true profitability of
the Times )

The-main need is to improve the track structure sufficiently to
permit efficient, safe, long-term operation. Accelerated main-
tenance costs have been estimated at up to $229,520. Rehabil-
jtation has been estimated at up to $573,800 for Class 2. These
costs appreciably exceed the anticipated return (over four years)
by 107 to 362 percent. The Department is awaiting the receipt of

a more “dEtai]eaﬁ_Eﬁﬁineering cost estimate from the CMSP&P for
accelerated maintenance or rehabilitation to Class 2 conditions.
(In many cases, these estimates may be less than those used for
branchline assessment purposes). Thus the real issue is

obtaining required capital funding ---- from federal, state,

or local governments, shippers, or the owning railroad. The
preferable solution would be to rehabilitate the track rather than
simply to seek funds for accelerated maintenance. Such upgrading
would eliminate major maintenance expenditures for ten years or
more and represents a more efficient use of capital monies. Rehab-
ilitation to Class 2 standards would permit the continuation or
slight improvement of present operating speeds for over the long
term. A number of possibilities will be explored for accomplishing
the required rehabilitation, including the possibility of a long-
term "negotiated" solution between government, shippers, and the
owning railroad (e.g., the owning railroad guarantees the long-term
oper?tion of the line in return for a loan or grant to upgrade the
line}.
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12.
D.

Note:

{Continued)
ThgEl_%Egi$;;g;;Eg%}ijngl_EggE_Lhis-line-in operation, preferably
throug ents outside of the ICC abandonment/Section 803
E$§EE%g;;;Ej;g;;EEEEE%QQ_ggggﬂds to a 1arge extent upon the amount
of 1n can be generated locally in agreeing to and
partitipating—ima—tong=term solution for this line, including

shipper commitment to use rail service. To date there has been a
great deal -of shipper interest generated on this line.

A1l costs are given in terms of “present value" which
represents costs at time zero (6/77). In this way a time
stream of costs can be represented by a single sum, and
different alternatives can be compared on a single common
basis.

13. RELATIONSHiIP OF DECISION TO EVALUATION CRITERIA

The dec1s1on to oppose abandonment of service from Woonsocket

to Ness1ngton Springs 15 based on the following criteria as established
by Railplan South Dakota - Planning Work Statement.

e Shipper support and interest is present.

e There is potential for viable operation.
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Line MW 21 Mitchell — Rapid City

vy

T
...l

Line MW21, Mitchell to Rapid City, operated

by the CMSP&P is 286.3 miles long, connecting
at Rapid City with the CNW line from Chadron,
NB to Rapid City and at Mitchell with the
CMSPEP line from Mitchell to Wolsey. Line
MW21 is in ICC Category 2, (potentially sub-
ject to abandonment and under further study

by the railroad).

LEGEND

Mitchell — Rapid City

Anticipated Filing of Abandonment
Within 3 Years T

Potentially Subject to Abandonment
and Under Further Study

Abandonment Application Pending
Before the ICC

All Other Lines

Local Impact Area -70-




]

BRANCHLINE ANALYSIS
Line MW21 Mitchell - Rapid City (MILW)

1. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS

Carloads Tonslj
1974 1975 1974 1975
Originating 5,486 3,899 354,739 252,119
Terminating 2,841 2,064 146,330 106,309
Connecting 127 2h 7.644 1,505
Total 8,454 5,988 508,713 359,933

Shippers located on or near this line include 21 grain elevators
with a total capacity of 4,043,200 bushels, 21 fertilizer dealers,
6 dealers of farm machinery, and several other businesses shipping such
commodities as beverages, forest products, petro]eum products and cement
and other mined commod1t1es

1/  Estimated.

2. REVENUES AND COSTS OF RAIL SERVICE (PROJECTED 1977-1978)

Maintenance of Way & Structures $ 1,465,500
Maintenance of Equipment 416,683
Traffic and Transportation 567,696
Taxes 41,073
Administration 55,995
Miscellaneous 0
Return on Value 72,793
0ff Branch Costs 2,393,035
Total Avoidable Cost 5,012,775
Revenue 5,642,478
Profit (629,703 )

3. CONDITION OF PLANT, EQUIPMENT AND FACILITIES

No track inspection has yet been performed on this 1ine; however,
the following rehabilitation cost estimates have been made based on
the general condition of CMSP&P properties in the region and existing
rail weight (65, 75 and 85 1bs/yard) and FRA Track Class (III).

Rehabilitation to Class III $ ]0,306;800
Accelerated Maintenance . 4,122,720

Note: These estimates should be viewed as gross approximations and
are used for the purpose of preliminary planning only.




4. FUTURE FREIGHT SERVICE NEEDS

A survey of major products shipped and received in the impact

area indicated that virtually @1lvggiltgg;¥ggle_tna££4e~is presently
moving by yail.” Small growth in atfic might. be expected with
effective promotion of continued rail service. In addition, improved
farming methods, such as the increased use of irrigation may lead to
further increases in farm shipments from this line in the near future.

(For economic analysis of future rail operations see Part 11.)

5. EFFECTS OF ABANDONMENT ON STATE TRANSPORTATION NEEDS

Products shipped on this line account for 7.0 percent of all
traffic originating and terminating in South Dakota in 1974. Although
the overall effect on the state transportation requirement is estimated
to be small, local impact may be more significant (see Part 6).

6. IMPACTS OF SUBSTITUTING ALTERNATE RAIL OR OTHER MODE

Two alternate mode strategies were investigated: trucking for the
entire length of the existing rail movement (Case A) and trucking to
the nearest team track (Case B). Alternate rail service may be feasible
on this Tine. See Part 12D for details. Impacts of these alternatives
are as follows:

Case A Case B
First Year Four Year First Year Four Year
7/77 - 6778 T/T7 - 6/81 T/7TT - 6/78 7777 - 6/81

Economic

Personal Income Loss $ 18,979 $ 38,096 $ 18,979 $ 38,09

Sales Loss 58,511 117,442 58,511 117,442

Unempioyment Payments NA NA NA NA

Tax Loss 3,098 6,221 3,098 6,221

Transport Cost Inc. 2,917,927 11,435,120 1,262,017 4,945,743
(Annual) !

Transport Cost Inc./ 0 0o 1,515,940 6,063,760
{Capital)

Total Economic Impact $2,998,515 $11,596,879 $2,858,545 $11,171,262

Environmental & Energy

Truck-trips/day 73 73 288 288
Truck-mi/day 64,240 64,240 12,982 12,982
Truck-hrs/day 1,168 - 1,168 325 325
Additional Gal. of Fuel 493,150 1,972,600 27,813 111,252

Other Impacts

Primary Jobs Lost 6 6:
Secondary Jobs Lost 3 3
Local Qutmigration 5 5

W h
N h

i/ Case B includes amortized construction cost for new grain elevators
where needed on alternate branchtines.
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7. METHODS OF ACHIEVING ECONOMIES IN LINE OPERATIONS

This 1ine is presently served 156 times annually (on a scheduled
basis) by 3 lTocomotives and a crew of & operating from Mitchell. The

line is presently classified as FRA Class III with a timetable speed of
30 mph. '

A reduced service frequency will not satisfy existing demand.
Changing to Track Class I or II , although resulting in somewhat higher

operating costs, may be justified by significantly reduced capital
requirements.

Consolidation, pooling or joint use are not feasible for this 1ine.

8. EFFECTSONORBY PROFITABLE CARRIERS

No effecf on any profitable carrier is anticipated either from
abandonment or subsidization of service on this line.

9. POTENTIAL FOR RAIL BANKING

No rail banking is anticipated for this line.

10. FUTURE OF:LINE SUBSEQUENT TO FEDERAL ASSISTANCE PROGRAM

Should rehabilitation or accelerated maintenance be accomplished,

this line should operate profitably. No further support, either Federal,
or State , will be required to operate this line.

11. DESCRIPTION OF ALTERNATIVES EVALUATES: RESULTS

Two abandonment alternatives were analyzed as well as several

"scenarios" for continued operation. The resulting cost benefit
estimates are given in Table 1.
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12.

OVERALL BRANCHLINE ASSESSMENT
Based upon "typical" traffic and DOT cost computations, thjs, line

" sheutd—return—a—targe profit (approximately $155,000 per quarter) to

the CMSP&P . With only accelerated maintenance, this return should
decrease to approximately $60,000 in the final quarter of the four-
year program period. If the track were rehabilitated, the return
should increase to approximately $ 222,000

(Class 3) per quarter. The return over the full program period
would then range from $2,785,000 (with accelerated maintenance) to
$3,537,000 (rehabilitation to Class 3 standards). These estimates
do not include capital investment and assume zero traffic growth.

Unless the actual costs captured in the CMSP&P branchline accounting
system prove to be substantially greater than the cost estimates
developed by the Department, no economic basis exists for line
abandonment {unless track conditions have deteriorated to the point
where the CMSP&P feels it can no longer physically provide rail
service). Whether the CMSP&P will seek abandonment is unknown. If
sought, the Dggg;Lm2ﬂL_ﬂiJJ-4uuunua-the—applinaLigﬂ_Eggough the ICC
abandonment process in order to establish the true profitability of

the Tine.

The main need is to improve the track structure sufficiently to
permit efficient, safe, long-term operation. Accelerated main-
tenance costs have been estimated at up to $4,123,000. Rehab-
ilitation has been estimated at up to $10,306,800 for Class 3.
These costs exceed the anticipated return{over four years) for
Class 3. Lowering to Class 1 or 2 would cause operating costs

to increase somewhat, but the Tine would still earn a profit of
($151,000 per quarter in the final quarter of the four-year period).
The Department is awaiting the receipt of a more "detailed" engin-
eering cost estimate from the CMSP&P for accelerated maintenance or
rehabilitation to Class 3 conditions. ( In many cases

these estimates may be less than those used for branchline assess-
ment purposes.) Thus the real issue is obtaining required capital
funding -- from federal, state, or local governments, shippers, or
the owning railroad. The preferable solution would be to rehabil-
itate the track rather than simply to seek funds for accelerated
maintenance. Such upgrading would eliminate major maintenance .
expenditures for ten years or more and represents a more efficient
use of capital monies. A number of possibilities will be
explored for accomplishing the required rehabilitation, inciuding
the possibility of a long-term "negotiated" solution between
government, shippers, and the owning railroad (e.g., the owning
railroad guarantees the long-term operation of the line in return
for a loan or grant to upgrade the line).




12.  (Continued)

D. Oyer half {4,560 carloads, 54_Eg;ggn;l_gj_ﬁﬁg_;rafflc.generated

hy this 1ine originates gr ferminates in Rapid City. Approximately
14 percent'—? the Tine's traff1c 1s genérated at Chamberlain, and

there is signi dded _tr this locat1on.

15ee—4¢_4s-under_§gggx4g;,a_s4%e-£on_a_ceal_flned_elecir1§\%ener-
?Llng_nlipt The segment between Reliance and Kodoka generates

arge amounits of grain and is responsible for some 26 percent of
the line's traffic.

E. Thus,—present intent is to keep this line in operation, preferably

through arrangeuL__ﬁ_nu151de_Qi_Lhe ICC abandonment/Section 803 -
process. There—are two major options:

® The entire line at Class 1 (10 mph) track standards

anly.- The_reduced Speed-wouTd cause higher operating

cos 1though the line would still earn substantial
profits. In this way, any capital cost requirements

could be covered by profits.

e Partitioning of this line sothat service m1ght be

retained on only the most—profitable segments is an
option which should be considered to reduce capital and/
or operating costs. The segment from Mitchell to Murdo
(a crew change point) might continue to be served by the
CMSP&P. This 139-mile segment generates 3,280 carloads
and should earn a profit if maintenance and service
levels are adjusted accordingly. At the same time, Rapid
City traffic might be picked up by the CNW (a]though the
feasibility of this depends on the exact location of :
shippers, sidings and track connections). This strategy
would retain up to 7,840 carloads or 93 percent of the
traffic on this line.

Note: A1l costs are given in terms of "present value" which
represents costs at time zero (6/77). In this way a time
stream of costs can be represented by a single sum, and
different alternatives can be compared on a single common
basis.

13. RELATIONSHIP OF DECISION TO EVALUATION CRITERIA

The decigiggspo oppose abandonment of service from Mitchell
to Rapid City is based on the following criteria as established by
Railplan South Dakota - Planning Work Statement.

¢ Shipper support and interest is present.
—-——'——'—-’._.--
o There is potential for viable operation.
e

e The social and economic impacts of abandonment are large.

-

——
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Line MW23 Sioux Falls — Sioux Falls Jct.
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Line MW23, Sioux Falls to Sioux Falls Jct.,
operated by the CMSPEP is 32.3 miles long,
connecting with several lines at Sioux Falls.
Line MW23 is in ICC Category 2, (potentially
subject to abandonment and under further
study by the railroad).
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BRANCHLINE ANALYSIS
Line MW23 Sioux Falls - Sioux Fa]]s Jet. (MILW)

1. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS
1/

Carloads Tons—
1974 1975 1974 1975

Originating 2,884 2/ 211,616 -
Terminating 110 2/ 5,064 -
Total 2,994 2,252 216,680 162,380

Shippers located on or near this line include 4 grain elevators
with a total capacity of 1,059,700 bushels, 10 fertilizer dealers,
1 dealer of farm machinery, and several other businesses shipping such
commodities as scrap materials.

1/ Estimated.
2/ Information not reported by railroad.

2. REVENUES AND COSTS OF RAIL SERVICE (PROJECTED 1977-1978)

Maintenance of Way & Structures $ 171,500
Maintenance of Equipment 56,225
Traffic and Transportation ' 125,933
Taxes 7,373
Administration 7,914
Miscellaneous - 0
Return on Value 8,221
O0ff Branch Costs 622,887
Total Avoidable Cost 1,000,053
Revenue 791,437
(Deficit) [ 208,616)
~ -/

3. CONDITION OF PLANT, EQUIPMENT AND FACILITIES

No track inspection has yet been performed on this Tine; however,
the following rehabilitation cost estimates have been made based on
the general condition of CMSP&P properties in the region and existing
rail weight (65 1b/yard) and FRA Track Class (II).

Rehabilitation to Class 1II - $1 227,400
Rehabilitation to Class III 1,550, ,400
Accelerated Maintenance 490,960

Note: These estimates should be viewed as gross approximations and
are used for the purpose of preliminary planning only.
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4, FUTURE FREIGHT SERVICE NEEDS

A survey of major products shipped and received in the impact
area indicated that approximately 70 percent of rail suitable traffic
is presently moving by rail. Moderate growth in rail traffic might
be expected with effective promotion of continued rail service. In
addition, improved farming methods, such as the increased use of
jrrigation may lead to further increases in farm shipments from this
line in the near future. (For economic analysis of future rail
operations see Part 11.)

5. EFFECTS OF ABANDONMENT ON STATE TRANSPORTATION NEEDS

Products shipped on this line account for 1.2 percent of all
traffic originating and terminating in South Dakota in 1974. Although
_the overall effect on the state transportation requirement is estimated
to be small, local impact may be more significant (see Part 6).

6. IMPACTS OF SUBSTITUTING ALTERNATE RAIL OR OTHER MODE

Two alternate mode strategies were investigated: trucking for the
entire length of the existing rail movement (Case A} and trucking to
the nearest team track (Case B). Alternate rail service is not con-
sidered feasible on this line. Impacts of these alternatives are as

follows:
Case A Case B

First Year Four Year First Year Four Year

7777 - 6778 T/77T - 6/81 7777 - 6/78 T/77 - 6/81
Economic
Personal Income Loss $ 86,466 $ 173,550 $ 86,466 $ 173,550
Sales Loss 173,729 348,700 173,729 348,700
Unemployment Payments NA NA NA NA
Tax loss 10,406 20,890 10,406 20,890
Transport Cost Inc. 1,048,987 4,110,895 865,849 3,393,195

{Annual) 1/
Transport Cost Inc.~ 0 0 297,232 1,188,935
(Capital)

Total Economic Impact $1,319,588 $4,654,035  $1,433,682 $5,125,270
Environment§1 & Energy
Truck-trips/day 1 n 42 42
Truck-mi/day 1,047 1,047 277 277
Truck-hrs/day 19 19 7 7
Additional Gal. of Fuel 39,245 156,980 6,937 27,748
Other Impacts
Primary Jobs Lost 26 26 26 26
Secondary Jobs Lost 15 15 15 15
Local Qutmigration 106 106 106 106

1/ Case B includes amortized construction cost for new grain elevators

where needed on alternate branchlines.
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7. METHODS OF ACHIEVING ECONOMIES IN LINE OPERATIONS

This line is presently served 260 times annually (on an "as needed"
basis) by 1 Tlocomotive and a crew of 4 operating from Sioux Falls. The
line is presently classified as FRA Class II with a timetable speed of
25 mph.

A_reduced seryice frequency should be investigated as a means to
reduce operating costs on_this line. A change to Track Class III
is not economically productive. A change to Track Class I, although
resulting in somewhat higher operating costs, may be justified by
significantly reduced capital requirements.

Consolidation, pooling or joint use are not feasible for this line.

8. EFFECTS ON ORBY PROFITABLE CARRIERS

No effect on any profitable carrier is anticipated either from
abandonment or subsidization of service on this line.

9. POTENTIAL FOR RAIL BANKING

No rail banking is anticipated for this line.

—

10. FUTURE OF LINE SUBSEQUENT TO FEDERAL ASSISTANCE PROGRAM

It is anticipated that operation of this line will require sub-
stantial subsidies by the end of the four year program. If operation
is funded under the 803 program and subsidy requirements are reduced,
consideration will be given to continuing service. Otherwise service
will be discontinued. '

11. DESCRIPTION OF ALTERNATIVES EVALUATES: RESULTS

Two abandonment alternatives were analyzed as well as several
"scenarios" for continued operation. The resulting cost benefit
estimates are given in Table 1.
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A.

12. OVERALL BRANCHLINE ASSESSMENT

Based upon "typical" traffic and DOT cost computations, thlsf11ne
te to large loss (approximately $51,400 per quarter)

- ta_the CMSP&P.__ This loss decreases depending upon the amount of

accelerated-maintenance or rehabilitation performed. The loss
over the full program period would range from $635,000 (with
accelerated maintenance} to $550,000 (rehabilitation to Class 3
standards). These estimates do not include capital investment and
assume zero traffic growth. This—line would-stiH—net be
profitable-were-traffic to—increase by ten percent per year or
were tpaffie-to increase to its maximum potential (as estimated

by the University of South Dakota).

Since the line incurs a net cost, the Department anticipates that
an abandonment application will be filed by the CMSP&P. If the
line is indeed unprofitable, the Department will not oppose such an
application.

The cost (present value for the first four years) of discontinuing
rail service has been estimated at $4,131,000 (trucking for the
entire distance) and $4,546,000 (truck1ng to the nearest rail

line}. Assuming that the former alternative would be chosen by
shippers, the "ratio” of the cost of discontinuing rail service to
continuing rail service under accelerated maintenance would be 6.51
or 3.75, depending upon whether accelerated maintenance costs are
included or not. Since these ratios are substantially greater than
1.Q0._a strong case can be made for continuing rail service and
accomp11sh1ng accelerated maintenance under fﬁE'Sect1o_ﬂ§9§#program.

A concurrent need is to improve the track structure sufficiently

to prevent further deterioration of present track conditions.
Accelerated maintenance costs have been estimated at up to $490,960.
The Department is awaiting a more detailed "engineering” cost
estimate from the CMSP&P. If sufficient funds are available, (after
meeting higher priority needs), the Department will utilize Section
803 funding to carry out accelerated maintenance.

Ihe_prlmgrz_prob1em in the operation of this 1193_1§_QQETED%_ggantity
2

of traffic, which is substanTial, but the fact that nearly 62 percent
of TRis traffic 1S cement, sand, ores and minerals, which are
apparently shipped for short distances and results in very Tow
Zg%EﬁU§§‘T6?‘thE‘tMarar {(about $270 per car). Jf a means can be
feund for_increasing revenues per carload (e.g., a surcharge to the
Shipper, the profitability picture on this line could become more

. favorable.




12. (Continued)

F. The_major shipper on this line has indicated interest in rail
seryice continuation on this Tineé and is considering acquisition
if abandonment is approved.

G. Thus, present intent is to keep this_line in operation using
Section 803 funding if required and available. Line retention
depends to a large extent upon the amount of interest that can
be generated locally to participate in the Section 803 program
and in shipper commitments to increase present usage of rail
service.

Note: All costs are given in terms of "present value" which
represents costs at time zero (6/77). In this way a time
stream of costs can be represented by a single sum, and
different alternatives can be compared on a single common
basis.

13. RELATIONSHIP OF DECISION TO EVALUATION CRITERIA

The decision to pursue Section 803 support for service from
Sioux Falls to Sioux Falls Jct. is based on the following criteria
as established by Railplan South Dakota - Planning Work Statement.

e Shipper support and interest is present.

¢ There is potential for viable operation.

° Thqﬁggglglrand economic impacts of abandonment are large.




Line MW24 Elk Point — Mitchell

Line MW24, Elk Point to Mitchell, operated

by the CMSP&P is 116.7 miles long, connecting
at Elk Point with the CMSP&P line from Elk
Point to Sioux City, IA. Line MW24 is in

ICC Category 2, (potentially subject to
abandonment and under further study by the
railroad).

LEGEND
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BRANCHLINE ANALYSIS
Line MW24 Elk Point - Mitchell (MILW)

1. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS

Carloads Tonsl/
1974 1975 1974 1975
Originating 1,377 704 91,403 46,730
Terminating 576 531 51,225 47,223
Connecting 2 1 136 68
Total 1,955 1,236 142,764 94,021

Shippers located on or near this line include 17 grain elevators
with a total capacity of 2,150,776 bushels, 27 fertilizer dealers,
6 dealers of farm machinery, and several other business shipping such
commodities as farm products, cement, and lumber.

1/ Estimated.

2. REVENUES AND COSTS OF RAIL SERVICE (PROJECTED 1977-1978)

Maintenance of Way & Structures $ 662,580
Maintenance of Equipment 87,625
Traffic and Transportation 196,318
Taxes 23,063
Administration 11,281
Miscellaneous 0
Return on Value 29,702
Off Branch Costs 610,959
Total Avoidable Cost 1,621,528
Revenue 1,129,18
(Deficit) f( 492,34%)
L 7

3. CONDITION OF PLANT, EQUIPMENT AND FACILITIES

No track inspection has yet been performed on this line; however,
the following rehabilitation cost estimates have been made based on
the general condition of CMSP&P properties in the region and existing
rail weight (85 and 90 1b/yard) and FRA Track Class (III).

Rehabilitation to Class III $ 4,201,200
Accelerated Maintenance 1,680,480

Note: These estimates should be viewed as gross approximations and
are used for the purpose of preliminary planning only.
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4. FUTURE FREIGHT SERVICE NEEDS

A survey of major products shipped and received in the impact
area indicated that_uinLugll%_glLJzﬂj_jgijahlg_ngffic is presently
moving-by rail. Small growth in rail traffic might be expected with
effective promotion of continued rail service. In addition, improved
farming methods, such as the increased use of irrigation may lead to

further increases in farm shipments from this line in the near future.
(For economic analysis of future rail operations see Part 11.)

5. EFFECTS OF ABANDONMENT ON STATE TRANSPORTATION NEEDS

Products shipped on this line account for 1.8 percent of all
traffic originating and terminating in South Dakota in 1974. Although
the overall effect on the state transportation requirement is estimated
to be small, local impact may be more significant (see Part 6).

6. IMPACTS OF SUBSTITUTING ALTERNATE RAIL OR OTHER MODE

Two alternate mode strategies were investigated: trucking for the
entire length of the existing rail movement (Case A) and trucking to
the nearest team track (Case B). Alternate rail service is not con-
sidered feasible on this 1line. Impacts of these alternatives are as
follows:

Case A Case B
First Year Four Year First Year Four Year
/77 - 6/78 7/77 - &/81 7/77 - 6/718 1/7] - 6/81

Economic
Personal Income Lass $ 63,266 $ 126,988 $ 63,266 $ 126,988
Sales Loss 17,578 35,284 17,578 35,284
Unemployment Payments NA NA NA NA
Tax Loss 3,233 6,491 3,233 6,491
Transport Cost Inc. 1,421,092 5,569,146 376,681 1,476,188
{Annual) 1/
Transport Cost Inc,~ 0 0 615,736 2,462,945
' (Capital)

Total Economic Impact $1,505,169 $5,737,%09 $1,076,494 $4,107,896

Environmental & Energy

Truck-trips/day 69 69 269 269
Truck-mi/day 5,346 5,346 3,201 3,201
Truck-hrs/day 97 97 80 80
Additional Gal. of Fuel 79,849 319,396 200,088 800,352

Other Impacts

Primary Jobs Lost 19 19 19 19
Secondary Jobs Lost 11 11 1 1
Local Qutmigration 77 77 77 77

1/ Case B includes amortized construction cost for new grain elevators
where needed on alternate branchlines.




7. METHODS OF ACHIEVING ECONOMIES IN LINE OPERATIONS

This 1ine 1is presently served 156 times annually {on a scheduled
basis) by 2 locomotives and a crew of 5. The line is presently class-

ified as FRA Class III wi imetable speed of 40 mph.

Service originates three times a week, oné-way, from Sioux City
and Mitchell.

ﬁfduced service frequency should-be considered on this line as a

wa s. A change in Track Class to Class II

or I will not reduce operating costs but may be justified by significantly
reduced capital requirements.

Consolidation, pooling or joint use are not feasible for this line.

8. EFFECTS ON OR BY PROFITABLE CARRIERS

No effect on any profitable carrier is anticipated either from
abandonment or subsidization of service on this line.

9. POTENTIAL FOR RAIL BANKING

No rail banking is anticipated for this Tline.

=

10. FUTURE OF LINE SUBSEQUENT TO FEDERAL ASSISTANCE PROGRAM

I t—is—anticipated that operation of this lime~Will require sub-
stantja] subsidies by the end of the four year program. If operation

is funded under the 803 program and subsidy requirements are reduced,
consideration wi e given to continuing service. OQOtherwise service

will be discontinued.

11. DESCRIPTION OF ALTERNATIVES EVALUATES: RESULTS

Two abandonment alternatives were analyzed as well as several
"scenarios” for continued operation. The resulting cost benefit
estimates are given in Table 1.
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A.

12. OVERALL BRANCHLINE ASSESSMENT

Based upon "typical" traffic and DOT cost computations, this line
incurs a large loss (approximately $121,000 per quarter) to the
CMSP&P., This loss decreases depending upon the amount of acceler-
ated maintenance or rehabilitation performed. The loss over the
full program period would range from $1,345,000 (with accelerated
maintenance) to $1,095,000 (rehabilitation to Class 3 standards).
These estimates do not include capital investment and assume zero

traffic growth. T21s line would still not be profitable were
i were traffic to

increase to its maximum potential (as est1mated by the University
of South Dakota).

Since the line incurs a net cost, the Department anticipates that
an abandonment application will be filed by the CMSP&P. If the
line is indeed unprofitable, the Department will not oppose such an

-apnplication.

The cost (present value for the first four years) of discontinuing
rail service has been estimated at $5,078,000 (trucking for the
entire distance) and $3,635,000 (trucking to the nearest rail
line}. Assuming that the latter alternative would be chosen by
shippers, the "ratio" of the cost of discontinuing rail service to
continuing rail service under accelerated maintenance would be

2.70 or 1.24, , depending upon whether accelerated maintenance costs
are included or not. Since these ratios are substantially greater
than 1.00, a strong case_can.be pade for continuing rail service
and accgmgljshing accelerated maintenance under the Section 803

progeam.

A concurrent need is to improve the track structure sufficiently to
prevent further deterioration of present track conditions. Acceler-
ated maintenance costs have been estimated at up to $1,680,480. The
Department is awaiting a more detailed "engineering" cost estimate
from the CMSP&P. If sufficient funds are available (after meeting
higher priority needs), the Department will utilize Section 803
funding to carry out accelerated maintenance.

This line is located in a high grain _producing region. Much
he_grain produced is apparently already being transported
by truck directTy t0 grain terminals. The future of this Tine

dgpgnds to a large degree on improving the competitive position

of rail service with respect to other transport modes.

-~




12.

Note:

(Continued)

An issue ine is the

existence of co itive rai itchell and

Sioux City. Presently the CMSP&P offers—two” routes, one via
VanKtom—HW24) and one via Canton (MW15-M22). Because of this
situation it appears that the future of these segments may be
interconnected. The CMSP&P may desire to preserve one route

for the purposes of system connectivity and service to Omaha

and points east. Any rail service continuation decision made

by the state, however, will depend primarily on the existence

of local traffic on these lines, since connecting traffic appears
to be minimal.

Some shipper interest.-is-being generated in the Yankton area.
Continued shipper interest and support may be crucial to
conti Sérvice on this line.

Thus, present intent is to keep this line in operation using
Séction 803 funding if required and available. Line retention
depends To a large eXtent upon the amount of interest that can
be generated locally to participate in the Section 803 program
and in shipper commitments to increase present usage of rail
service.

A1l costs are given in terms of "present value" which
represents costs at time zero (6/77). In this way a time
stream of costs can be represented by a single sum, and
different alternatives can be compared on a single common
basis.

13. RELATIONSHIP OF DECISION TO EVALUATION CRITERIA

The decision to pursue Section 803 support for service from

Elk Point to Mitchell is based on the following criteria as established
by Railplan South Dakota - Planning Work Statement.

e Shipper support and interest is present.
e e

e The social_and economic impacts of abandonment are large.
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Line MW25 Napa — Platte

. BON HOMME

agnar
me& sterville

Hica

Nopo
ol

Yankto

Line MW25, Napa to Platte, operated by the
CMSP&P is 82.4 miles long, connecting at
Napa with the CMSP&P line from Elk Point
to Mitchell. Line MW25 is in ICC Category
1 with anticipated filing of abandonment
within 3 years.

LEGEND

mmmme—s Napa — Platte

eeeseee Anticipated Filing of Abandonment )
Within 3 Years

mmmmm Potentially Subject to Abandonment
and Under Further Study

r#«#«+  Abandonment Application Pending
Before the ICC

T

—e———e—  All Other Lines

" +  Local Impact Area
-01-




BRANCHLINE ANALYSIS
Line MW25 Napa - Platte (MILW)

1. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHiPPERS

Carloads Tonsl/

1974 1975 1974 1975

Originating 818 696 61,456 52,291
Terminating 317 208 23,816 15,627
Total 1,135 904 85,272 67,918

Shippers located on or near this line include 13 grain elevators
with a total capacity of 1,227,980 bushels, 15 fertilizer dealers,
9 dealers of farm machinery and several other businesses shipping such
commodities as farm products, cement, and chemicals.

-1/ Estimated.

2. REVENUES AND COSTS OF RAIL SERVICE (PROJECTED 1977-1978)

Maintenance of Way & Structures $ 413,500
Maintenance of Equipment 48,798
Traffic and Transportation 56,668
Taxes 10,670
Administration 5,288
Miscellaneous 0
Return on Value 20,972
Off Branch Costs 205,014
Total Avoidable Cost 760,910
Revenue 528,846
(Deficit) [/ ‘232,064)

¥ 7

3. CONDITION OF PLANT, EQUIPMENT AND FACILITIES

No track inspection has yet been performed on this line; however,
the following rehabilitation cost estimates have been made based on
the general condition of CMSP&P properties in the region and existing
rail weight (60 and 75 1b/yard) and FRA Track Class (II).

Rehabilitation to Class 1II $ 3,131,200
Rehabilitation to Class IIl 3,955,200
Accelerated Maintenance 1,252,480

Note: These estimates should be viewed as gross approximations and
are used for the purpose of preliminary planning only.
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4. FUTURE FREIGHT SERVICE NEEDS

A survey of major products shipped and received in the impact
area indicated that approxj ercent of rail suitable traffic
is presently moving by rail. Considerable growth in rail traffic might
be expected with effective promotion of continued rail service. In
addition, improved farming methods, such as the increased use of
irrigation may lead to further increases in farm shipments from this
line in the near future. (For economic analysis of future rail
operations see Part 11.)

5. EFFECTS OF ABANDONMENT ON STATE TRANSPORTATION NEEDS

Products shipped on this line account for 1.0 percent of all
traffic originating and terminating in South Dakota in 1974. Although
the overall effect on the state transportation requirement is estimated
to be small, local impact may be more significant (see Part 6).

6. IMPACTS OF SUBSTITUTING ALTERNATE RAIL OR OTHER MODE

Two alternate mode strategies were investigated: trucking for the
entire length of the existing rail movement (Case A) and trucking to
the nearest team track (Case B). Alternate rail service is not con-
sidered feasible on this line. Impacts of these alternatives are as
follows:

Case A Case B
First Year Four Year First Year Four Year
TI77 - 6e/718 7717 - 6/81 T/IT - 6/78 T[i7 - 6/81

Economic

Personal Income Loss $ 90,683 $ 182,006 $ 90,683 $ 182,016

Sales Loss 25,652 51,492 25,652 51,492

Unemployment Payments NA NA NA NA

Tax Loss 4,650 9,339 4,650 9,339

Transport Cost Inc. 393,680 1,542,800 158,130 619,707
{Annual) Y

Transport Cost Inc.— 0 0 353,248 1,412,992
(Capital)

Total Economic Impact § 514,665 $1,785,647 § 632,363 $2,275,546

Environmental & Energy

Truck-trips/day 73 73 19 19
Truck-mi/day 1,520 1,520 2,313 2,313
Truck-hrs/day 28 28 58 58
Additional Gal. of Fuel 115,637 462,548 46,723 186,892

Other Impacts

Primary Jobs Lost 27 27 27 27
Secondary Jobs Lost 16 16 16 16
Local Qutmigration EREY 19 10 110

1/ Case B includes amortized construction cost for new grain elevators
where needed on alternate branchlines.
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7. METHODS OF ACHIEVING ECONOMIES IN LINE OPERATIONS

This line is presently served 52 times annually (on an "as needed"
basis) by 1 locomotive and a crew of 4 operating from Sioux City. The
Tine is presently classified as FRA Class II with a timetable speed of

25 mph.

A reduced service frequency will not satisfy existing demand. A
change to Track Class III is not economically productive. A change to
Track Class I, although resulting in somewhat higher operating costs,
may be justified by significantly reduced capital requirements.

Consolidation, pooling or joint use are not feasible for this line.

8. EFFECTSONORBY PROFITABLE CARRIERS

No effect on any profitable carrier is anticipated either from
abandonment or subsidization of service on this line.

9. POTENTIAL FORRAIL BANKING

No rail banking is anticipated for this line.
e

10. FUTURE OF LINE SUBSEQUENT TO FEDERAL ASSISTANCE PROGRAM

J4;4s—ant4eipa1ed_Lngz_gEE;:;lg;rgf_E;is line will still require
i end of the four gram. If operation is funded

under the 803 program and subsidy requirements are reduced, consider-
ation will be given to continuing service. Qtherwise service will be

discontinued.

11. DESCRIPTION OF ALTERNATIVES EVALUATES: RESULTS

Two abandonment alternatives were analyzed as well as several
"scenarios" for continued operation. The resulting cost benefit

estimates are given in Table 1.
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12.

Note:

OVERALL BRANCHLINE ASSESSMENT

Based upon "typical" traffic and DOT cost computations, this line
1ﬂsurs_a_mgggggz%ﬁgg_lﬁﬁge_loss (approximately $57,200 per quarter)
to the CMSP&P is loss decreases depending upon the amount of
accelerated maintenance or rehabilitation performed. The loss
over the full program period would range from $620,000 (with
accelerated maintenance) to $458,000 (rehabilitation to Class 2
standards). These estimates do not include capital investment and
assume zero traffic growth. This Tine would still not be

traffic to increase t per year or

were traffic to incr 7ts maximum potential (as estimated
by the~University of South Dakota).

Since the line incurs a net cost, the Department anticipates than
an abandonment application will be filed by the CMSP&P. If the

Tine is indeed unprofitable, the Department will ose_such an

application.

The cost (present value for the first four years) of discontinuing
rail service has been estimated at $1,586,000 (trucking for the
entire distance) and $2,018,000 (trucking to the nearest rail
line). Assuming that the former alternative would be chosen by
shippers, the "ratio" of the cost of discontinuing rail service to
continuing rail service under accelerated maintenance would be 2.56
or 0.88, depending upon whether accelerated maintenance costs are
included or not. §1n££_Lh§_£gEi$§T;E;;F3bove and below 1.00, a
case_can be made for continuing ice under the Section 803
P r sub rovements to present track
structure through acce]erated maintenance.

Th is line is inevitably tied to that of the CMSP&P

1gnehbggyggg_ﬂi%%bg_ﬁaéF_gn on - ETk Point (MW24}. This line,

which is presently U tudy by the railroad as a potential

candidate for—sbandonment (ICC Category 2),-is_the connection by

which access to the4rg%igggé_rgil_g$§ygrk_i§,gained. Should MW24

be_abandoned, service from Napa - Platte would surely be abandoned
T T

as well.

[l

A1l costs are given in terms of "present value" which
represents costs at time zero (6/77). In this way a time
stream of costs can be represented by a single sum, and
different alternatives can be compared on a single common
basis.
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13. RELATIONSHIP OF DECISION TO EVALUATION CRITERIA

The decision to pursue Section 803 support for service from
Napa_to_Platte—is based on the following criteria as established by
Railplan South Dakota - Planning Work Statement.

¢ Shipper support and interest is present.

¢ The social and economic impacts of abandonment are large.
e




Line MW26 Jackson, MN — Madison

Line MW26, Jackson, MN to Madison,operated
by the CMSP&P is 38,2 miles long, connecting
at Madison with the CMSP&P line from Madison
to Bryant. Line MW26 is in ICC Category 2,
(potentially subject to abandonment and
under further study by the railroad).

LEGEND

e Jackson, MN — Madison

esee00e Anticipated Filing of Abandonment )
Within 3 Years -
mmmmm Potentially Subject to Abandonment [
and Under Further Study —
srsrrsrr Abandonment Application Pending I {

Before the ICC

—e&———s—  All Other Lines

: Local Impact Area
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BRANCHLINE ANALYSIS

Line MW26 Jackson, MN - Madison (MILW)

1. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS

Carloads Tonsl/
1976 1976
Originating 405 30,669
Terminating 491 29,585
Total 896 60,254

Shippers located on or near this line include 8 grain elevators
with a total capacity of 2,537,150 bushels, 18 fertilizer dealers,
5 dealers of farm machinery, and several businesses shipping such
commodities as farm products, lumber and mineral products.

1/ Estimated.

2. REVENUES AND COSTS OF RAIL SERVICE (PROJECTED 1977-1978)

Maintenance of Way & Structures $ 199,500
Maintenance of Equipment 35,115
Traffic and Transportation 50,876
Taxes 6,632
Administration 5,427
Miscellaneous 0
Return on Value 9,723
Off Branch Costs 208,430
Total Avoidable Cost 515,703
Revenue 42,738
Profit 27,035.)

3. CONDITION OF PLANT, EQUIPMENT AND FACILITIES

No track inspection has yet been performed on this line; however,
the following rehabilitation cost estimates have been made based on
the general condition of CMSP&P properties in the region and existing
rail weight (65 1b/yard) and FRA Track Class (II).

Rehabilitation to Class II $ 1,451,600
Rehabilitation to Class III 1,833,600
Accelerated Maintenance 580,640

Note: These estimates should be viewed as gross approximations and
are used for the purpose of preliminary planning only.




4. FUTURE FREIGHT SERVICE NEEDS

A survey of major products shipped and received in the impact
area indicated that approximately 60 percent of rail suitable traffic
is presently moving by raiY. —Mouerate growth in rail traffic might
be expected with effective promotion of continued rail service. In
addition, improved farming methods, such as the increased use of
irrigation may lead to further increases in farm shipments from this
line in the near future. (For economic analysis of future rail
operations see Part 11.)

5. EFFECTS OF ABANDONMENT ON STATE TRANSPORTATION NEEDS

Products shipped on this line account for 0.4 percent of all
traffic originating and terminating in South Dakota in 1974. Although
the overall effect on the state transportation requirement is estimated
to be small, Tocal impact may be more significant {see Part 6).

6. IMPACTS OF SUBSTITUTING ALTERNATE RAIL OR OTHER MODE

Two alternate mode strategies were investigated: trucking for the
entire length of the existing rail movement (Case A) and trucking to
the nearest team track (Case B). Alternate rail service may be feasible
on this 1ine. See Part 12D for details. Impacts of these alternatives
are as follows:

Case A Case B
First Year Four Year First Year Four Year
7/77 - 6/78 T/77 - 6/81 TJi7 - 6/78 T7i7 - 6/81

Economic

Personal Income Loss $ 0 $ 0 $ 0 $ 0

Sales Loss 31,212 62,649 3,212 62,649

Unemployment Payments NA NA NA NA

Tax Loss 1,247 2,505 1,247 2,505

Transport Cost Inc. 302,47 1,185,151 61,720 241,878
(Annual) 1/

Transport Cost Inc.~ 0 0 470,128 1,880,512
{Capital)

Total Economic Impact $334,876 $1,250,305 $564,307 $2,187,544

Environmental & Energy

Truck-trips/day 14 14 54 54
Truck-mi/day 3,227 3,227 229 229
Truck-hrs/day 59 59 7 7
Additional Gal. of Fuel 121,139 484,556 7,483 29,932

{ther Impacts

Primary Jobs Lost
Secondary Jobs Lost

0
0
Local Qutmigration 0

coo
coo
coo

1/ Case B includes amortized construction cost for new grain elevators
. where needed on alternate branchlines.
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7. METHODS OF ACHIEVING ECONOMIES IN LINE OPERATIONS

This line is presently served 78 times annually (on an "as needed"
basis) by 2 locomotives and a crew of 4 operating from Jackson. The
Tine is presently classified as FRA Class II with a timetable speed of
25 mph.

A reduced service frequency should be investigated as a means to
reduce operating costs on this line, A change to Track Class III is not
economically productive. A change to Track Class I, although resulting
in somewhat higher operating costs, may be justified by significantly
reduced capital requirements.

Consolidation, pooling or joint use are not feasible for this line.

8. EFFECTSONORBY PROFITABLE CARRIERS

No effect on any profitable carrier is anticipated either from
abandonment or subsidization of service on this 1ine.

9. POTENTIAL FOR RAILBANKING

No rail banking is anticipated for this line.

10. FUTURE OF LINE SUBSEQUENT TO FEDERAL ASSISTANCE PROGRAM

S rehabilj i ished, this line should

operate profitably. No further support, either State or Federal,
will be required to operate this line.

11. DESCRIPTION OF ALTERNATIVES EVALUATES: RESULTS

Two abandonment alternatives were analyzed as well as several
"scenarios" for continued operation. The resulting cost benefit est-
imates are given in Table 1.
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12.

OVERALL BRANCHLINE ASSESSMENT

Based upon "typical” traffic and DOT cost computations, this line

1 derate profit (approximately $6,700 per
quarter) tothe CMSP&P. With accelerated maintenance, this return
would decrease to approximately $900 in the final quarter of the
four-year program period. If the track were rehabilitated, the
return should increase to approximately $19,500
{Class 2) per quarter. The return over the full program period
would then range from $208,000 (with accelerated maintenance) to
$283,000 (rehabilitation to Class 2 standards). These estimates do
not include capital investment and assume zero traffic growth.

Unless the actual costs captured in the CMSP&P branchline accounting
system prove to be substantially greater than the cost estimates
developed by the Department, no economic basis exists for line
abandonment (unless track conditions have deteriorated to the point
where the CMSP&P feels it can no longer physically provide rail
service). Whether the CMSP&P will seek abandonment is unknown. If
sought, the Department will oppose the application through the ICC
aﬁan?nnment_grocess in order to establish the true profitability of
the line.

The main need is to improve the track structure sufficiently to
permit efficient, safe, long-term generation. Accelerated main-
tenance costs have been estimated at up to $580.640. Rehabil-
itation has been estimated at up to approximately $1,451,600

for Class 2. These costs appreciably exceed the anticipated return
(over four years) by 179 to 413 percent. The Department is awaiting
the receipt of a more "detailed" engineering cost estimate from the
CMSP&P for accelerated maintenance or rehabilitation to Class

2 conditions. (In many cases, these estimates may be less than
those used for branchline assessment purposes.) Thus the real

issue is obtaining required capital funding -- from federal, state,
or local governments, shippers, or the owning railroad. The prefer-
able solution would be to rehabilitate the track rather than simply
to seek funds for accelerated maintenance. Such upgrading would
eliminate major maintenance expenditures for ten years or more and
represents a more efficient use of capital monies. Rehabilitation
to Class 2 standards would permit the continuation or stight improve-
ment of present operating speeds for over the long term. A number
of possibilities will be explored for accomplishing the required
rehabilitation, including the possibility of a long-term "negotiated"
solution between government, shippers, and the owning railroad
(e.g., the owning railroad guarantees the long-term operation of

the line in return for a loan or grant to upgrade the line).




12.  (Continued)

dg_ﬁ1t1on1ng of this line so_that service might be retained
n GBIy The WOsT prafitable segments is an option which should be
c ns1dered to reduce capital and/or operating costs.

The segment from Madison to Egan (853 carloads - 96 percent of
the total for this Tine) should be profitable and would be
efficiently and inexpensively served by the BN or CMSP&P.

E. The centinuation of service on this linre, particularly on the

segment between Madison and Wentworth, may have some effect on
he continued viabiTity of the CMSP&P line between Madison and
B (MWZ7 ) Ahandomert=0 rMadison-Wentworth segment would
e11m1nate the direct connection into the CMSP&P system for
Madison-Bryant traffic and would probably pave the way for eventual
abandonment or transfer of the latter.

\

F. Thg§4_g__5gn1_133223_1§_§985222_th5 line in operation, preferably
through arrangements outside of the ICC abandonment/Section 803
precess. Line retention depends to a large extent upon the
amount of interest that can be generated locally in agreeing to

and participating in a long-term solution for this line, including
shipper commitment to use rail service.

Note: A1l costs are given in terms of "present value" which
represents costs at time zero (6/77). In this way a time
stream of costs can be represented by a single sum, and
different alternatives can be compared on a single common
basis.

13. RELATIONSHIP OF DECISION TO EVALUATION CRITERIA

The decision to oppose abandonment of service from Madison
to Jackson, MN is based on the following criteria as established by
Railplan South Dakota - Planning Work Statement.
o Shipper support and interest is present.

¢ There is potential for viable operation.

e The social and economic impacts of abandonment are large.
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BRANCHLINE ANALYSIS

Line MW27 Madison - Bryant (MILW)

1. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS
. .

Carloads Tons—
1974 1975 1974 1975

Originating 465 255 37,107 20,349
Terminating 34 15 2,394 1,056
Connecting 2 2 150 150

Total 501 272 39,651 21,555

Shippers located on or near this line include 4 grain elevators
with a total capacity of 624,100 bushels, 5 fertilizer dealers,
and 1 deater of farm machinery.

1/ Estimated.

2. REVENUES AND COSTS OF RAIL SERVICE (PROJECTED 1977-1978)

Maintenance of Way & Structures $ 242,000
Maintenance of Equipment 53,481
Traffic and Transportation 43,666
Taxes 7,819
Administration 2,454
Miscellaneous 0
Return on Value 12,090
Off Branch Costs 95,454
Total Avoidable Cost 456,963
Revenue 245,548

(Deficit) [ (211,414))

A 7

3. CONDITION OF PLANT, EQUIPMENT AND FACILITIES

No track inspection has yet been performed on this line; however,
the following rehabilitation cost estimates have been made based on
the general condition of CMSP&P properties in the region and existing
rail weight (65 and 56 1b/yard) and FRA Track Class (II).

Rehabilitation to Class 1II $ 1,805,000
Rehabilitation to Class III 2,280,000
Accelerated Maintenance 722,000

Note: These estimates should be viewed as gross approximations and
are used for the purpose of preliminary planning only.
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4. FUTURE FREIGHT SERVICE NEEDS

A survey of major products shipped and received in the impact

area jndicated that approximately 60 percent of rail suitable traffic
is pr oving by rgﬁig“‘ﬂvdﬁrﬁfé‘§F6Wfﬁ'1n rail traffic might
be expected with effective promotion of continued rail service. In

addition, improved farming methods, such as the increased use of
irrigation may lead to further increases in farm shipments from this
line in the near future. (For economic analysis of future rail
operations see Part 11.)

5. EFFECTS OF ABANDONMENT ON STATE TRANSPORTATION NEEDS

Products shipped on this line account for 0.4 percent of all
traffic originating and terminating in South Dakota in 1974. Although
the overall effect on the state transportation requirement is estimated
to be small, local impact may be more significant (see Part 6).

6. IMPACTS OF SUBSTITUTING ALTERNATE RAIL OR OTHER MODE

Two alternate mode strategies were investigated: trucking for the
entire length of the existing rail movement (Case A) and trucking to
the nearest team track (Case B). Alternate rail service may be feasible
on this Tine. See Part 12D for details. Impacts of these alternatives
are as follows:

Case A Case B
First Year Four Year First Year Four Year

7777 - 6778 7777 < 6/81 7777 - 6/718 7777 - &/81

Economic

Personal Income Loss $ 4,216 $ 8,465 $ 4,216 $ 8,465

Sales Loss 2,810 5,282 2,810 5,282

Unemployment Payments NA NA NA NA

Tax Loss 272 549 272 549

Transport Cost Inc. 175,438 687,538 21,87 85,718
(Annual) \/

Transport Cost Inc.~ ¢ 0 140,088 560,352
(Capital)

Total Economic Impact $182,736 $701,834 $169,257 $660,366

Environmental & Enerqgy

Truck-trips/day 9 9 35 35
Truck-mi/day 1,449 1,449 206 206
Truck-hrs/day 27 27 6 6
Additional Gal. of Fuel 50,985 203,940 5,082 20,328

Other Impacts

Primary Jobs Lost 1 1 1 1
Secondary Jobs Lest 1 1 1 1
Local Qutmigration 7 7 7 7

1/ Case B includes amortized construction cost for new grain elevators

where needed on alternate branchlines.
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7. METHODS OF ACHIEVING ECONOMIES IN LINE OPERATIONS

This Tine is presently served 52 times annually (on a scheduled
basis) by 2 locomotives and a crew of 4 operating from Madison. The
line is presently classified as FRA Class Il with a timetable speed of
25 mph.

A reduced service frequency should be investigated to reduce
operating costs. A change to Track Class III is not economically
productive. A change to Track Class I , although resulting in somewhat
higher operating costs, would reduce capital requirements.

Consolidation, pooling or joint use are not feasible for this Tline.

8. EFFECTS ONORBY PROFITABLE CARRIERS

No effect on any profitable carrier is anticipated either from
abandonment or subsidization of service on this line.

9. POTENTIAL FOR RAIL BANKING

Rail Banking is recommended:from Madison to_lake JPreston.

10. FUTURE OF LINE SUBSEQUENT TO FEDERAL ASSISTANCE PROGRAM
It is anticipated that operation of this line will require sub-
staﬂLig1_5gg§igig§_Q1_Eng_ggg_gfaggss;ggraxggg,program. If operation
is funded under the 803 program Sidy requirements are reduced,
consideration will be given to continuing service. Otherwise service
will be discontinued.

11. DESCRIPTION OF ALTERNATIVES EVALUATES: RESULTS

Two abandonment alternatives were analyzed as well as several
“scenarios" for continued operation. The resulting cost benefit
estimates are given in Table 1.
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12. OVERALL BRANCHLINE ASSESSMENT

A. Based upon "typical" traffic and DOT cost computations, this
line incurs a moderate to large loss (approximately $52,100 per
quartér) to the CMSP&P. This loss decreases depending upon the
amount of accelerated maintenance or rehabilitation performed.
The loss over the full program period would range from $622,000
(with accelerated maintenance) to $529.000 (rehabilitation to
Class 2 standards). These estimates do not include capital
investment and assume zero traffic growth. This_lirewould still

not be profitable were traffic to 1ncrease-te~lt&4quimum potential
~(as estimated by the University of South Dakota).

B. Since the Tine incurs a net cost, the Department anticipates that
an abandonment application will be filed by the CMSP&P. If the
line is indeed unprofitable, the Department will not oppose such an

application.

C. The cost (present value for the first four years) of discontinuing
rail service has been estimated at $621,000 (trucking for the
entire distance) and $584,000 (trucking to the nearest rail line).
Assuming that the latter alternative would be chosen by shippers,
the "ratio” of the cost of discontinuing rail service to continuing
rail service under accelerated maintenance would be 0.94 or 0.45,
depending upon whether accelerated maintenance costs are included
or not. Since both ratios are less than 1.00, a-ease—carmot be

inui i rvice and accomplishing accelerated

—made—far continuing rail se
-maintenance under the Section 803 program.

D. PRartitigning of this line so that service might be supplied more
efficiently is an option which Shoutd betomstdered to reduce

capital_and/or operating costs.
~ The segment from Lake Preston to Bryant (17.2 mi, 242 carloads -
48 percent o ) or this Tine) would be more efficiently

and_inexpensively served by the CNW. .

Ség44ar4y7—trans£en-o£_1he_connectinq station traffic at Lake
Préston (CNW) may be possible {although the feasibility of this
depends on the exact Tocation of shippers, sidings and track

connections). Thus up to 35 carloads (7 percent) might be retained
with little or no operating or capital cost.
. i

Note: A1l costs are given in terms of "“present value" which
represents costs at time zero (6/77). In this way a time
stream of costs can be represented by a single sum, and
different alternatives can be compared on a single common
basis.
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13. RELATIONSHIP OF DECISION TO EVALUATION CRITERIA

The gegjsjon(no£2to oppose abandonment of service~from-Madison
to Bryant is based on ing criteria tablished by Railplan

South Dakota - Planning Work Statement.

o Shipper support and interest is not present.

e There is little or no potential for viable operation.

@ The social and economic impacts of abandonment are small.

¢ Through traffic is not served by this route.
oL ser
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BRANCHLINE ANALYSIS

Line CN10 Sioux Falls - Mitchell (CNW)

1. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS

1/

Tons—
1974 1975

81,856 54,373
28,419 29,383

Carloads
1974 1975
Originating 1,102 732
Terminating 443 396
Total 1,645 1,128

110,275 83,756

Shippers located on or near this line include 10 grain elevators

with a total capacity of 990,800 bushels,
and 1 dealer of farm machinery.

1/ Estimated.

11 fertilizer dealers,

2. REVENUES AND COSTS OF RAIL SERVICE (PROJECTED 1977-1978)

Maintenance of Way & Structures
Maintenance of Equipment
Traffic and Transportation
Taxes
Administration
Miscellaneous
Return on Value
Off Branch Costs
Total Avoidable Cost
Revenue
{(Deficit)

$ 311,420
49,118
162,065
5,989
6,713

0

16,595
265,385
817,285

3. CONDITION OF PLANT, EQUIPMENT AND FACILITIES

No track inspection has yet been performed on this line; however,
the following rehabilitation cost estimates have been made based on
the general condition of CNW properties in the region and existing

FRA Track Class (I).

Rehabilitation to Class 1II
Rehabjlitation to Class III
Accelerated Maintenance

Note:

$ 3,260,000
3,912,000
782,900

These estimates should be viewed as gross approximations and

are used for the purpose of preliminary planning only.
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4. FUTURE FREIGHT SERVICE NEEDS

A survey of major products shipped and received in the impact
area indicated that approximq;glx_gg_gggggg%ﬁgj_rgil,suitab]e traffic
is presently moving by rail. Moderate growth in rail traffic might
be expected with effective promotion of continued rail service. In
addition, improved farming methods, such as the increased use of
irrigation may lead to further increases in farm shipments from this

line in the near future. (For economic analysis of future rafl
operations see Part 11.)

5. EFFECTS OF ABANDONMENT ON STATE TRANSPORTATION NEEDS

Products shipped on this 1ine account for 1.3 percent of all
traffic originating and terminating in South Dakota in 1974. Although
the overall effect on the state transportation requirement is estimated
to be small, local impact may be more significant (see Part 6).

6. IMPACTS OF SUBSTITUTING ALTERNATE RAIL OR OTHER MODE

Two alternate mode strategies were investigated: trucking for the
entire Tength of the existing rail movement (Case A) and trucking to
the nearest team track (Case B). Alternate rail service is not con-
sidered feasible on this 1ine. Impacts of these alternatives are as
follows:

Case A Case B
First Year Four Year First Year Four Year

7/77 - 6/78 7/77 - 6/81 TJ77 - 6/718 7]77 - 6/81

Economic

Personal Income Loss $ 48,505 $ 97,357 $ 48,509 $ 97,357
Sales loss 10,975 22,03 10,975 22,03)
Unemployment Payments NA NA NA NA
Tax Loss 2,377 4,775 2,377 4,775
Transport Cost Inc. 505,137 1,979,596 260,254 1,019,925
~ (Annual) 1/

Transport Cost Inc.~ 0 0 295,072 1,180,288

(Capital)

Total Economic Impact $566,994 $2,103,759 $617,183 $2,324,376

Environmental & Energy

Truck-trips/day 19 19 76 76
Truck-mi/day 2,312 2,312 382 382
Truck-hrs/day 42 42 10 10
Additicnal Gal. of Fuel 60,926 243,704 7,21 28,844

Other Impacts

Primary Jobs Lost 14 14 14 14
Secondary Jobs Lost 9 9 9 9
Local Qutmigration 61 61 61 61

1/ Case B includes amortized construction cost for new grain elevators
where needed on alternate branchlines.
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7. METHODS OF ACHIEVING ECONOMIES IN LINE OPERATIONS

This line is presently served 104 times annually {on a scheduled
bas1s) by 1 locomotive and a crew of 4 operating from Sioux Falls. The
line is presently classified as FRA Class I with a timetable speed of
10 mph.

A reduced service frequency will not satisfy existing demand. A

change to Track Classes 2 or 3 result in reduced operating costs but at
considerable capital expense.

Consolidation, pooling or joint use are not feasible for this line.

8. EFFECTSONORBY PROFITABLE CARRIERS

No effect on any profitable carrier is anticipated either from
abandonment or subsidization of service on this line.

9. POTENTIAL FOR RAIL BANKING

Rail Banking is recommended for this line.

10. FUTURE OF LINE SUBSEQUENT TO FEDERAL ASSISTANCE PROGRAM

[t-4s—anticipatedthat operation of this line will still require
subsidy—by the end of the four year program. If operation is funded
under the 803 program and subsidy requirements are reduced, consider-
ation will be given to continuing service. Otherwise service will be
discontinued.

11. DESCRIPTION OF ALTERNATIVES EVALUATES: RESULTS

Two abandonment alternatives were analyzed as well as several
“scenarios" for continued operation. The resulting cost benefit
estimates are given in Table 1.
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12. OVERALL BRANCHLINE ASSESSMENT

A. Based upon "typical" traffic and DOT cost computations, this line
inﬁyns—ahquerate loss (approximately $36,000 per guarter) to the
CNW. This loss decreases depending upon the amount of accelerated
maintenance or rehabilitation performed. The loss over the full
program period would range from $350,000 (with accelerated
maintenance) to $148,000 {rehabilitation to Class 2 standards).
These estimates do not include capital investment and assume zero
traffic growth. This_line would still not be profitahle were
Araffic to increase by ten percent”DEY year Or werg traffic to
jacrease to its maxamum potential (as estimated by the University
of South Dakota).

B. Since_the line incurs a net cost, the Department anticipates that
an abandonment application will be filed by the CNW. If the line
is indeed unprofitable, the Department will not oppose such an
application. — -

—_——

C. The cost (present value for the first four years).of discontinuing

rail service has been estimated at $1,863,000 (trucking for the
“entire distance) and $2,058,000 (trucking to the nearest rail
line). Assuming that the former alternative would be chosen by
shippers, the “ratio“ of the cost of discontinuing rail service to

_continuing rail service under accg1g;;::gegiggiﬁggggg:ﬁégld_gg?5.32

“ar_1.71, depending upon whether acc fmteénance costs are
included or not. Since these ratios are substantially greater than

1.00, a s case ca or _continuing rail service and
aceomplishing accelerated maintenance under the SESE122—§D3 program.

D. A concurrent need is to improve the track structure sufficiently to
prevent further deterioration of present track conditions. Acceler-
ated maintenance costs have been estimated at up to $782,400. The
Department is awaiting a more detailed "engineering" cost estimate
from the CNW. If sufficient funds are avajlable (after meeting
higher priority needs), the Department will utilize Section 803

_ funding to carry out accelerated majEEEggnce.

E.  This lipe is lacated i hial . e ion. Much of
the grain produced_is apparently already being transported-by truck
divectly to grain terminals. The future of this line depends to a
large-degreeon_improving the competitive position of rail service
with respect to other transport modes.

F. Thys, present intent is to keep this line in operation using
“Seetdon 803 Tunding if required and availabJe. Line retention

depends to a large extent upon the amount of interest that can
be generated locally to participate in the Section 803 program
and in shipper commitments to increase present usage of rail
service.
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12.  (Continued)

Note: A1l costs are given in terms of "present value" which
represents costs at time zero (6/77). In this way a time
stream of costs can be represented by a single sum, and

different alternatives can be compared on a single common
basis.

13. RELATIONSHIP OF DECISION TO EVALUATION CRITERIA

The decision to pursue Section 803 support for service from
Sioux Falls to Mitchell is based on the following criteria as estab-
lished by Railplan South Dakota - Planning Work Statement.

0 The social and economic impacts of abandonment are large.
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Line CN11 Iroquois — Wren, IA

FFEyrsyy

"
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T CHINGON ) TURNER

Line CN11, Iroquois to Wren, IA, operated
by the CNW with 125.3 miles of line located
in South Dakota. It connects at Wren with
the CNW line from Wren, TA to Sioux City,
IA. Line CN11 is in ICC Category 3 with an
abandonment application pending before the
ICC.

LEGEND

Iroquois — Wren, |A

Anticipated Filing of Abandonment Y
Within 3 Years

Potentially Subject to Abandonment
and Under Further Study

RU4

Abandonment Application Pending
Before the ICC

All Other Lines

Local Impact Area
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BRANCHLINE ANALYSIS

Line CN11 Iroquois - Wren, IA (CNW)
Line CN11 (Part) Salem - Hawarden (CNW)

1. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS

Carloads Tonsl/
1974 1975 1974 1975
Originating 2,220 765 129,904 39,169
Terminating 204 188 37,085 13,081
Total 2,424 953 161,989 52,250

Shippers located on or near these lines include 20 grain elevators
with a total capacity of 3,053,267 bushels, 34 fertilizer dealers,
6 dealers of farm machinery, and numerous other businesses shipping
such commodities as petroleum products, scrap iron, rock and gravel,
cement and wood products.

1/ Estimated.

2. REVENUES AND COSTS OF RAIL SERVICE (PROJECTED 1977-1978)

CN11 CN11 (Part)
Maintenance of Way & Structures §$ 576,380 $ 423,147
Maintenance of Equipment 18,888 65,199
Traffic and Transportation 232,363 103, 351
Taxes 16,620 14,061
Administration 13,082 11,233
Miscellaneous 44,410 37,572
Return on Value 31,891 19,945
Off Branch Costs 479,002 361,774
Total Avoidable Cost 1,412,636 1,036,283
Revenue ,073,741 1,073,741
(Neficit) Profit 104,386} 37,458

L

3. CONDITION OF PLANT, EQUIPMENT AND FACILITIES

The following rehabilitation cost estimates are composite figures
derived from cost estimates developed by the CNW and Trans-Action
Associates and based on inspections made on the line. The line is
presently classed as FRA Track Class III with rail weights of 80, 90

and 110 1bs/yard. CN11 CN11 (Part)
Rehabititation to Class III 4,510,800 1,982,000
Accelerated Maintenance 1,804,320 793,000

Note: These estimates should be viewed as gross approximations and
are used for the purpose of preliminary planning only.

-120-




4. FUTURE FREIGHT SERVICE NEEDS

A survey of major products shipped and received in the impact
area indicated that approximately 50 percent of rail suitable traffic
is presently moving by rail. Moderate growth in rail traffic might
be expected with effective promotion of continued rail service. In
addition, improved farming methods, such as the increased use of
irrigation may lead to further increases in farm shipments from this
line in the near future. {For economic analysis of future rail
operations see Part 11.)

5. EFFECTS OF ABANDONMENT ON STATE TRANSPORTATION NEEDS

Products shipped on this line account for 2.0 percent of all
traffic originating and terminating in South Dakota in 1974. Although
the overall effect on the state transportation requirement is estimated
to be small, local impact may be more significant (see Part 6).

6. IMPACTS OF SUBSTITUTING ALTERNATE RAIL OR OTHER MODE

Two alternate mode strategies were investigated: trucking for the
entire length of the existing rail movement (Case A} and trucking to
the nearest team track {Case B). Alternate rail service may be feasible
on this line. See Part 12E for details. Impacts of these alternatives
are as follows:

Case A Case B .

First Year  Four Year  First Year  Four Year

7777 - 6/78 7777 - 6/81 TJ77 - 6/78 T7]77 - 6/81
Economic
Personal Income lLoss $ 149,735 $ 300,539 $ 149,735 $ 300,539
Sales lLoss 215,079 476,990 215,079 476,990
Unemployment Payments NA NA NA NA
Tax Loss 15,493 31,100 15,493 31,100
Transport Cost Inc. 778,665 3,051,528 170,262 667,255

(Annual) 7 ‘
Transport Cost Inc. 0 0 449,012 1,796,050
(Capital)

Total Economic Impact  $1,158,972 $3,860,157 $ 999,581  $3,271,934
Environmental & Energy
Truck-trips/day 30 30 117 117
Truck-mi/day 2,87 2,871 983 983
Truck-hrs/day 52 52 25 25
Additional Gat. of Fuel 139,930 559,720 33,762 135,048
Other Impacts
Primary Jobs Lost 85 a5 45 45
Secondary Jobs Lost 26 26 26 26
Local Qutmigration 183 183 183 183

1/ Case B includes amortized construction cost for new grain elevators
where needed on alternate branchlines.
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7. METHODS OF ACHIEVING ECONOMIES IN LINE OPERATIONS

This line is presently served 104 times annually (on a scheduled
basis) by 2 locomotives and a crew of 4 operating from Iroquois. The

;Bne is presently classified as FRA Class III with a timetable speed of
mph.

A reduced service frequency will not satisfy existing demand. A
change to Track Class I or II, although resulting in somewhat higher
operating costs, may be justified by significantly reduced capital
requirements.

Consolidation, pooling or joint use are not feasible for this line.

8. EFFECTS ONORBY PROFITABLE CARRIERS

No effect on any profitable carrier is anticipated either from
abandonment or subsidization of service on this line.

9. POTENTIAL FOR RAIL BANKING

No rail banking is anticipated for this line,

10. FUTURE OF LINE SUBSEQUENT TO FEDERAL ASSISTANCE PROGRAM
See Part 12.

11. DESCRIPTION OF ALTERNATIVES EVALUATES: RESULTS

Two abandonment alternatives were analyzed as well as several
"scenarios" for continued operation. The resulting cost-benefit
estimates are given in Table 1.

12. OVERALL BRANCHLINE ASSESSMENT

A. The Department considers it inevitable that the segment from
Salem to Iroquois will be abandoned, since it presently has no
at;fjﬁﬂfﬁﬂig_znaific or revenue- Shippers and interested persons
have organized and formed a corporation which may make an offer
to purchase the segment from Salem to Hawarden, IA. For this
reason the analysis is done in two parts, one for the entire

}1ne §§N11) and a second for the Salem-Hawarden segment (CN11
Part)).
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12.

{Continued)

Based upon "typical" traffic and DOT cost computations, Line CNI1
incurs a large loss (approximately $72,500 per quarter) to the
CNW. This loss decreases depending upon the amount of accelerated
maintenance or rehabilitation performed. (For example, the line
incurs an operating loss of approximately $98,900 with accelerated
maintenance). The loss over the full program period would range
from $960,000 (with accelerated maintenance) to $634,000
rehabilitation to Class 3 standards). These estimates do not
include capital investment and assume zero traffic growth. This
line would still not be nrofitable were traffic to increase by

ten percent per year or were traffic to increase to its maximum
potential (as estimated by the University of South Dakota).

Based upon "typical" traffic and DOT cost computations, Line CN11
(Part) should return a small profit (approximately $7,000 per quarter)
to the railroad. With accelerated maintenance only, this Tine would
lose approximately $3,900 in the final quarter of the four-year
program period. The return over the full nrogram period would

then range from $364,000 (with accelerated maintenance) to

$558,000 (rehabilitation to Class 2 standards). These estimates

do not include capital investment and assume zero traffic growth.

Unless the actual costs prove to be substantially greater than
the cost estimates developed by the Department, no-—ecGriomic basis

nment of segment CN11 (Part) (unless track
conditions have deteriorated to the point where service can no
longer be physically provided).

On_the other hand, the Salem-Iroguois segment of CN11 is obv10us1y
unprofitable and service should be discontinued.

The main need on CN11 (Part) is to improve the track structure
sufficiently to permit efficient, safe, long-term operation.
Accelerated maintenance costs to Class 2 have been estimated at
up to $792,729. Rehabilitation has been estimated at up to
$1,431,316 for Class 2. The capital costs for Class 2 operation
considerably exceed the four-year return. The real issue is
obtaining required capital funding -- from Federal, state or
local governments, shippers, or the owning railroad. The
preferable solution would be to rehabilitate the track rather
than simply to seek funds for accelerated maintenance. Such
upgrading would eliminate major maintenance expenditures for

ten years or more and represents a more efficient use of capital
monies. Rehabilitation to Class 2 standards would permit the
continuation or slight improvement of present overating speeds
for over the long term. A number of nossibilities will be
explored for accomplishing the required rehabilitation, including




12.  (Continued)

the possibility of a Tong-term, "negotiated" solution between
government, shippers, and the owning railroad (e.g., the owning
railroad guarantees the long-term operation of the line in return
for a loan or grant to upgrade the line}.

F.  Line CN11 has already been approved for abandonment by the ICC.
The present intent is to keep Line CN11 (Part) in operation, preferably
through arrangements outside of the ICC abandonment/Section 803
process Sa1though recent events indicate that this may not be
possible). Line retention depends to a large extent upon the amount
of interest that can be generated locally in agreeing to, and
participating in a long-term solution for this line, including
shipper commitment to use rajl service.

Note: A1l costs are given in terms of "present value" which
represents costs at time zero (6/77). In this way a time
stream of costs can be represented by a single sum, and
different alternatives can be compared on a single common
basis.

13. RELATIONSHIP OF DECISION TO EVALUATION CRITERIA

The decision to oppose abandonment of service from Salem to
Hawarden, IA is based on the following criteria as established by Railplan
South Dakota - Planning Work Statement.

¢ Shipper support and interest is present.

¢ There is potential for viable operation.

e The social and economic impacts of abandonment are large.
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Line CN13 Watertown — Clark

[ Fé?&E?EN South Shore
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Line CN13, Watertown to Clark, operated
by the CNW is 28.6 miles long, connecting
at Watertown with the CNW line from Sioux
Valley Jct. to Yatertown line CN13 was

filed for abandonment but the ICC denied
this request in 1977.

LEGEND

Watertown — Clark

Anticipated Filing of Abandonment
Within 3 Years

Potentially Subject to Abandonment
and Under Further Study

Abandonment Application Pending [Lt
Before the ICC

All Other Lines

Local Impact Area




BRANCHLINE ANALYSIS

Line CN13 Watertown - Clark (CNW)

1. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS

Carloads Tons
1974 1975 1974 1975

Originating 330 286 18,376 2,408
Terminating 79 51 3,436 15,804
Total 409 337 21,812 18,212

Shippers located on or near this Tine include 12 grain elevators
with a total capacity of 969,100 bushels, 8 fertilizer dealers,
3 dealers of farm machinery, and several other businesses shipping
such commodities as scrap iron, coal, Tumber, and potato products.

2. REVENUES AND COSTS OF RAIL SERVICE (PROJECTED 1977-1 978)

Maintenance of Way & Structures $ 89,019
Maintenance of Equipment 2,802
Traffic and Transportation 20,791
Taxes 6,217
Administration ' 2,394
Miscellaneous 7,852
Return on Value 7,279
Qff Branch Costs 99,011
Total Avoidable Cost 235,365
Revenue 39,425
Profit 64 ,osol

o

3. CONDITION OF PLANT, EQUIPMENT AND FACILITIES

The following rehabilitation cost estimates are derived from
estimates prepared by the CNW and Trans-Action Associates, Inc. and
are based on the condition of the 1ine at the existing FRA Track
Class (I} and rail weight (72 1b/yard).

Rehabilitate to Class II $ 365,398
Rehabilitate to Class III (1) 3,125,743
Accelerated Maintenance 97,000

(1) Includes repiacing all rail.

Note: These estimates should be viewed as approximations and
are used for the purpose of preliminary planning only.
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4, FUTURE FREIGHT SERVICE NEEDS

A survey of major products shipped and received in the impact
area indicated thai_apgrQzlmg;glx_gngggguu;quIg1] suitable traffic
is pr ail. Considerable growth in rail traffic might
be expected with effective promotion of continued rail service. In
addition, improved farming methods, such as the increased use of
1rr1gat1on may lead to further increases in farm shipments from this
line in the near future. (For economic analysis of future rail
operations see Part 11.)

5. EFFECTS OF ABANDONMENT ON STATE TRANSPORTATION NEEDS

Products shipped on this line account for 0.3 percent of all
traffic originating and terminating in South Dakota in 1974. Although
the overall effect on the state transportation requirement is estimated
to be small, local impact may be more significant (see Part 6).

6. IMPACTS OF SUBSTITUTING ALTERNATE RAIL OR OTHER MODE

Two alternate mode strategies were investigated: trucking for the
entire length of the existing rajl movement (Case A) and trucking to
the nearest team track {Case B). Alternate rail service is not con-
sidered feasible on this line. Impacts of these alternatives are as
follows:

Case A Case B

First Year Four Year First Year = Four Year
1T - 6/78  T/77 - 6/81Y 1/77 - 6/78  7]77 - 6781

Economic

Persanal Income Loss $ 200,350 $ 402,130 $ 200,350 $ 402,130

Sales Loss 123,459 247,800 123,459 247,800

Unemployment Payments NA NA NA NA

Tax Loss 12,951 25,997 12,951 25,997

Transport Cost Inc. 186,147 729,495 20,026 78,489
{Annual) ]

Transport Cost Inc./ 0 0 148,353 791,220
{(Capital)

Total Economic Impact $ 522,907 $1,405,422 $ 505,139 $1,545,636

Environmental & Energy

Truck-trips/day 4 4 15 15
Truck-mi/day 906 906 106 106
Truck-hrs/day 16 16 3 3
Additional Gal. of Fuel 33,963 135,852 2,644 10,576

Other Impacts

Primary Jobs Lost 60 60 60 60
Secondary Jobs Lost 35 35 35 35
Local Qutmigration 244 244 244 244

1/ Case B includes amortized construction cost for new grain elevators
where needed on alternate branchlines.
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7. METHODS OF ACHIEVING ECONOMIES IN LINE OPERATIONS

This 1ine is presently served 52 times annually (on a scheduled
basis) by 1 locomotive and a crew of 4 operating from Watertown. The
line is presently classified as FRA Class I with a timetable speed of
10 mph.

A reduced service frequency should be investigated as a means to
reduce operating costs on this Tine. A change to Track Class II or

IIT is not economically productive. Maintaining Track Class I
would result in somewhat higher operating costs, but may be
justified by significantly reduced capital requirements.

Consolidation, pooling or joint use are not feasible for this line.

8. EFFECTS ONORBY PROFITABLE CARRIERS

No effect on any profitable carrier is anticipated either from
abandonment or subsidization of service on this line.

9. POTENTIAL FOR RAIL BANKING

No rail banking is anticipated for this line.

10. FUTURE OF'LINE SUBSEQUENT TO FEDERAL ASSISTANCE PROGRAM

This line will require a smal] continuing subsidy -even after
rehabilitation if traffic demand does not increase. During the subsidy
periody—effort—will be made To stimulate increases in traffic. Should
this, together with some cost cutting measures, result in profitable
operation, service would be continued at no further cost to the state.
If profitable operation is not achieved, consideration will be given to
discontinuing service.

11. DESCRIPTION OF ALTERNATIVES EVALUATES: RESULTS

Two abandonment alternatives were analyzed as well as several
"scenarios" for continued operation. The resulting cost benefit
estimates are given in Table 1.
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12. OVERALL BRANCHLINE ASSESSMENT

A. Based upon "typical" traffic and DOT cost computations, this line
shoyld return a small profit (approximately $1,000 per quarter) to
the CNW. . With accelerated maintenance, this 1line loses approx-
imately $12,500 in the final quarter of the four-year program
period. If the track were rehabilitated, the return is approx-
imately $600 (Class 2) per quarter. The return over the full
program period would then range from a loss of $36,200 {with accel-
erated maintenance) to a profit of $16,622 (rehabilitation to Class 2
standards). These estimates do not include capital investment and
assume zero traffic growth.

B. Unless the actual costs captured in the CNW branchline accounting
system prove to be substantially greatgr than the cost estimates

developed by the Department, qn_ecnnnmlc_hasii_SEié%E_er_line
abandonment (unless track conditions have deteriorated to the point

where the CNW feels it can no longer physically provide rail service).
Whether the CNW will seek abandonment is unknown. If sought, the
Department will -oppose-the-applicatjon through the ICC abandonment
process in order to establish the true profitability of the line.

C. The cost (present value for the first four years) of discontinuing
rail service has been estimated at $1,263,000 (trucking for the
entire distance) and $1,387,000 (trucking to the nearest rail line}.
Assuming that the former alternative would be chosen by shippers,
the "ratio" of the cost of discontinuing rail service to continuing
rail service under accelerated maintenance would be 21.5 or 8.4
depending upon whether accelerated maintenance costs were included
or not. Since these ratios are substantially greater than 1.00,
a«stropg case can be made for continuipg rail service angd accomp-
lishing accelerated maintenance under the Section 803 program.

__‘_______/

D. The main need is to improve the track structure sufficiently to
permit efficient, safe, long-term operation. Accelerated main-
tenance costs have been estimated at up to $96,700. Rehabilitation
has been estimated at up to $365,398 for Class 2. These costs
appreciably exceed the anticipated return {over four years. Thus,
the real issue is obtaining required capital funding -- from
federal, state, or local governments, shippers, or the owning
railroad. The preferable solution would be to rehabilitate the
track rather than simply to seek funds for accelerated maintenance.
Such upgrading would eliminate major maintenance expenditures for
ten years or more and represents a more efficient use of capital
monies. Rehabilitation to Class 2 standards would permit the
continuation or slight improvement of present operating speeds for
over the long term. A number of possibilities will be explored for
accomplishing the required rehabilitation, including the possib-
ility of a long-term "negotiated" solution between government,
shippers, and the owning railroad (e.g., the owning railroad guarantees
the Tong-term operation of the line in return for a loan or grant
to upgrade the line).




2. {(Continued)

E. Permission to abandon this 1ine was denied by the ICC in 1976.
However, it is Tikely that angther abandonment application will
be submitfed by the CNW sometime in the fufuge Service on this
Tine remains in jeopardy, therefore. In response to this situation,
i } irganized and may be in a position
to tender an offer for purchase of the lipe, if necessary, in the

future.
F.  Thus, present intent is to k is line 3 ation using
Section 803 runding if required and avajjable. Line retention

depends to a large extent upon the amount of interest that can be
generated locally to participate in the Section 803 program and in
shipper commitments to increase present usage of rail service.

Note: A1l costs are given in terms of "present value" which
represents costs at time zero (6/77). In this way a time
stream of costs can be represented by a single sum, and
different alternatives can be compared on a single common
basis.

13. RELATIONSHIP OF DECISION TO EVALUATION CRITERIA

The decision aband of service from Watertown
to Clark is based on the following criteria as established by Railplan
South Dakota - Planning Work Statement.

o Shipper support and interest is present.

P

e There is potential for viable operation.
2

e The social and economic impacts of abandonment are large.

——
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Line CN15, Redfield to Frankfort, operated
by the CNW is 9.7 miles long, connecting
at Redfield with the CNW line from James
Valley Jct. to Aberdeen. Line CN15 is in
ICC Category 1 with anticipated filing of
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BRANCHLINE ANALYSIS
Line CN15 Redfield-Frankfort (CNW)

1. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS
1/

Carloads Tons—
1974 1975 1974 1975

Originating 281 207 21,272 15,645
Terminating 8 4 570 302
Total 289 211 21,842 15,947

Shippers located on or near this line include 1 grain elevator with
a total capacity of 498,000 bushels, and 1 fertilizer dealer.

1/ Estimated.

2. REVENUES AND COSTS OF RAIL SERVICE (PROJECTED 1977-1978)

Maintenance of Way & Structures $ 44,620
Maintenance of Equipment 8,819
Traffic and Transportation 14,420
Taxes 1,546
Administration 1,374
Miscellaneous 0
Return on Value 2,469
0ff Branch Costs 82,640
Total Avoidable Cost 155,888
Revenue 137,378

(Deficit) - ( 18,510»

d

3. CONDITION OF PLANT, EQUIPMENT AND FACILITIES

No track inspection has yet been performed on this line; however,
the following rehabilitation cost estimates have been made based on
the general condition of CNW properties in the region and existing
rail weights (72 and 90 1b./yard) and FRA Track Class (I).

Rehabilitation to Class II $ 485,000
Rehabilitation to Class III 582,000
Accelerated Maintenance 116,400

Note: These estimates should be viewed as gross approximations and
are used for the purpose of preliminary planning only.




4. FUTURE FREIGHT SERVICE NEEDS

A survey of major products shipped and received in the impact
area indicated that approximatelﬁ 80 percent of rail suitable traffic
is presently moving by rail. Moderate growth in rail traffic might
be expected with effective promotion of continued rail service. In
addition, improved farming methods, such as the increased use of
jrrigation may lead to further increases in farm shipments from this

line in the near future. (For economic analysis of future rail
operations see Part 11.)

5. EFFECTS OF ABANDONMENT ON STATE TRANSPORTATION NEEDS

Products shipped on this line account for 0.2 percent of all
traffic originating and terminating in South Dakota in 1974. Although
the overall effect on the state transportation requirement is estimated
to be small, local impact may be more significant (see Part 6).

6. IMPACTS OF SUBSTITUTING ALTERNATE RAIL OR OTHER MODE

Two alternate mode strategies were investigated: trucking for the
entire length of the existing rail movement {Case A) and trucking to
the nearest team track (Case B). Alternate rail service is not con-
sidered feasible on this line. Impacts of these alternatives are as
follows:

Case A Case B
First Year Four Year First Year Four Year

7/77 - 6718 7777 - 6/81 T[77 - 6/18 T/77 - 6/81

Economic

Personal Income Loss 0 0 0 0

Sales Loss 1,444 2,300 1,444 2,900

Unemployment Payments NA NA NA NA

Tax Loss 55 115 55 115

Transport Cost Inc. 99,563 390,181 11,828 46,360
(Annual) 1/

Transport Cost Inc.— 0 0 194,964 779,856
(Capital)

Total Economic Impact $101,062 $393,19 $208,291 $829,231

Environmental & Energy

Truck-trips/day 5 5 20 20
Truck-mi/day 1,160 1,160 nz na
Truck-hrs/day 21 21 3 3
Additional Gal. of Fuel 47,215 188,760 2,720 10,880

Other Impacts

Primary Jobs Lost 0
Secondary Jobs Lost 0
Local Qutmigration 0

OO
(=R Y}
ooo

1/ Case B includes amortized construction cost for new grain elevators
where needed on alternate branchlines.

~136-




7. METHODS OF ACHIEVING ECONOMIES IN LINE OPERATIONS

This line is presently served 52 times annually {on an "as needed"
basis) by 1 Tocomotive and a crew of 4 operating out of Redfield. The

line is presently classified as FRA Class [ with a timetable speed of
10 mph.

Although this line is served on an "as needed" basis, effort should
be made to reduce service frequency, as this will reduce operating
costs significantly. Rehabilitation to Class II will reduce operating

costs but not by nearly enough to justify the additional capital expend-
iture.

Consolidation, pooling or joint use are not feasible to this line.

8. EFFECTSONORBY PROFITABLE CARRIERS

No effect on any profitable carrier is anticipated either from
abandonment or subsidization of service on this Tine.

9. POTENTIAL FOR RAIL BANKING

No rail banking is anticipated for this line.

-

10. FUTURE OF LINE SUBSEQUENT TO FEDERAL ASSISTANCE PROGRAM

Thisline will require a small continuing subsidy even after
rehabilitation if traffic demand does not increase. During the subsidy
period, effort will be made to stimuTate increases in traffic. Should
this, together with some cost cutting measures, result in profitable
operation, service would be continued at no further cost to the state.
If profitable operation is not achieved, consideration will be given
to discontinuing service.

11. DESCRIPTION OF ALTERNATIVES EVALUATES: RESULTS

Two abandonment alternatives were analyzed as well as several
"scenarios" for continued operation. The resulting cost benefit
estimates are given in Table 1.
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12.

OVERALL BRANCHLINE ASSESSMENT

Based upon "typical" traffic and DOT cost computations, this line
cogtd-i loss (approximately $4,600 per quarter) to the
CNW. With accelerated maintenance, this Toss should increase to
approximately $5,100 in the final quarter of the four-year program
period. If the track were rehabilitated, the loss should decrease
to approximately $800 (Class 2) per quarter. The loss over the
full program period would then range from $45,100 (with accelerated .
maintenance) to $24,600 (rehabilitation to Class 2 standards).
These estimates do not include capital investment and assume zero
traffic growth. On the other hand, if traffic could be Tncrgased
by ten percent per year, then the line would earn a profit of
$100 per quarter at Class 1 standards.-

This line must be classified as marginal. If the actual costs
captured in the CNW branchTine accounting system prove to be signif-
icantly less than the cost estimates developed by the Department,
then the line is Tikely to be profitable with no economic basis for
abandonment. If the actual costs are greater than or approximately
equal to the estimated costs, then the Department anticipates that
an abandonment application will be filed by the CNW. [Lf-FiTed, the
Qepartment fayyoppose the application—through the ICC abandonment
process in order to establish the true extent of the unprofitability
of all reasonable operating configurations and to provide a sound
basis for any forthcoming offer of financial assistance.

The cost (present vatue for the first four years) of discontinuing
rail service has been estimated at $348,000 (trucking for the

entire distance) and $733,000 (trucking to the nearest rail line).
Assuming that the former alternative would be chosen by shippers,

the "ratio" of the cost of discontinuing rail service to continuing
rail service under accelerated maintenance would be 7.71 or 2.23,
depending upon whether accelerated maintenance costs were included

or not. Since these ratios are substantially greater than 1.00, a
sirong case can be made for continuing rail service and accomplishing
accelerated maintenance under the Section—-863 program.

A concurrent need is to improve the track structure sufficiently to
prevent further deterioration of present track conditions. Acceler-
ated maintenance costs have been estimated at up to $116,400 and
rehabilitation to Class 2 at $485,000. The Department is awaiting

a more detailed "engineering" cost estimate from the CNW. If -
sufficient funds are available, the Department will utilize Section
803 funding to carry out accelerated maintenance or rehabilitation
to Class 2 standards (the latter is preferred, the former may be a
practical necessity with the funds available to the state).




E. Thus, pﬁggeni_jgggnt is to keep this 1ine in operation using
Segiing5§g§_f#gging 1T required and available. Line retention
depends to a Targe extent upon the amount of interest that can
be generated locally to participate in the Section 803 program

and in shipper commitments to increase present usage of rail
service.

Note: A1l costs are given in terms of "present value" which
represents costs at time zero (6/77). In this way a time
stream of costs can be represented by a single sum, and
different alternatives can be compared on a single common
basis.

13. RELATIONSHIP OF DECISION TO EVALUATION CRITERIA
The decision to support continued service from Redfield to
Frandfort is based on the following criteria as established by Railplan
South Dakota - Planning Work Statement.
¢ There is potential for viable operation.

o The social and economic impacts of abandonment are large.
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Line CN17, Canby, MN to Gary, operated by
the CNW with 1.0 miles of line located in
South Dakota. It connects at Tracy with
the CNW line from Tracy, MN to Huron. Line
CN17 is in ICC Category 2, (potentially
subject to abandonment and under further
study by the railroad).
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BRANCHLINE ANALYSIS
Line CN17 Canby, MN - Gary (CNW)

1. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS

Carloads Tonsl/

1974 1975 1974 1975

Originating 110 102 8,327 7,721
Terminating 29 33 1,539 1,751
Total 139 135 9,866 9,472

Shippers located on or near this line include 1 grain elevator
with a total capacity of 81,800 bushels, and 1 fertilizer dealer.

1/ Estimated.

2. REVENUES AND COSTS OF RAIL SERVICE (PROJECTED 1977-1978)

Maintenance of Way & Structures $ 4,600
Maintenance of Equipment 3,835
Traffic and Transportation 4,627
Taxes 207
Administration 650
Miscellaneous 0
Return on Yalue 254
0ff Branch Costs 23,400
Total Avoidable Cost 37,573
Revenue 65,032
Profit { 27,460 )

3. CONDITION OF PLANT, EQUIPMENT AND FACILITIES

No track inspection has yet been performed on this line; however,
the following rehabilitation cost estimates have been made based on
the general condition of CNW properties in the region and existing FRA
Track Class (I).

Rehabilitation to Class 1II $ 50,000
Rehabilitation to Class III 60,000
Accelerated Maintenance 12,000

Note: These estimates should be viewed as gross approximations and
are used for the purpose of preliminary planning only.
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4. FUTURE FREIGHT SERVICE NEEDS

A survey of major products shipped and received in the impact
area indicated that approximately 30 percent of rail suitable traffic
is presently moving by rail. Considerable growth in rail traffic might
be expected with effective promotion of continued rail service. In
addition, improved farming methods, such as the increased use of
irrigation may lead to further increases in farm shipments from this
Tine in the near future. (For economic analysis of future rail
operations see Part 11.)

5. EFFECTS OF ABANDONMENT ON STATE TRANSPORTATION NEEDS

Products shipped on this line account for 0.1 percent of all
traffic originating and terminating in South Dakota in 1974. Although
the overall effect on the state transportation requirement is estimated
to be small, local impact may be more significant (see Part 6).

6. IMPACTS OF SUBSTITUTING ALTERNATE RAIL OR OTHER MODE

Two alternate mode strategies were investigated: trucking for the
entire length of the existing rail movement (Case A) and trucking to
the nearest team track (Case B). Alternate rail service is not con-
sidered feasible on this 1ine. Impacts of these alternatives are as
follows:

Case A Case B

First Year Four Year First Year Four Year
/77 - 6/78  7/77 - &/81 ¥/77 - 6/78 1/17 - 6/8]

Economic

Personal Income Loss $ 9,488 $ 19,048 $ 9,488 $ 19,048

Sales Loss 943 1,899 943 1,899

Unemployment Payments NA NA NA NA

Tax Loss 416 838 416 838

Transport Cost Inc. 48,285 189,228 10,570 41,437
{Annual) 1/

Transport Cost Inc.- 0 0 19,388 77,552
{Capital)

Total Economic Impact $ 59,132 $211,013 $ 40,805 $ 140,774

Environmental & Energy

Truck-trips/day 2 2 10 10
Truck-mi/day 450 450 104 104
Truck-hrs/day 8 8 3 3
Additional Gail. of Fuel 421,605 1,686,420 2,609 10,436

Qther Tmpacts

Primary Jobs Lost 3 3 3 3
Secandary Jobs Lost 2 2 2 2
Local Qutmigration 13 13 13 13

1/ Case B includes amortized construction cost for new grain elevators
where needed on alternate branchlines.




7. METHODS OF ACHIEVING ECONOMIES IN LINE OPERATIONS

This line is presently served 52 times annually (on a scheduled
basis) by 1 locomotive and a crew of 4 operating from Tracy, MN. The
Tine is presently classified as FRA Class I with a timetable speed of 5
mph.

A reduced service frequency will not satisfy existing demand. A
change to Track Class II or III is not economically productive. Re-
maining at Track Class I, although resulting in somewhat higher operating
costs, may be justified by significantly reduced capital requirements.

Consolidation, pooling or joint use are not feasible for this line.

8. EFFECTS ONORBY PROFITABLE CARRIERS

No effect on any profitable carrier is anticipated either from
abandonment or subsidization of service on this line.

9. POTENTIAL FOR RAIL BANKING

No rail banking is anticipated for this line.

10. FUTURE OF LINE SUBSEQUENT TO FEDERAL ASSISTANCE PROGRAM

Because this line is located almost completely in Minnesota,_its
futwree-will-be—determined primarily by the viability of the Minnesota

portion and decisions made by Minnespta. No continui subsidy woutd
be necessary for the South Dakota line segment since it operates

Erofitab]y.

11. DESCRIPTION OF ALTERNATIVES EVALUATES: RESULTS

Two abandonment alternatives were analyzed as well as several
"scenarios" for continued operation. The resulting cost benefit
estimates are given in Table 1.
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12. OVERALL BRANCHLINE ASSESSMENT

A.

Note:

Because this line is located almgst in its entirety (10 out

of 11 miles total) in Minmesota, the Department is not qualified
to make any judgment of the long term viability of the entire
line. The analysis done relates only to the 1 mile "stub end"
and the—single—Fraight station (Gary) located in South Dakota.

Based on analysis of the one-mile segment in South Dakota, the
line returns a profit (approximately $6,800 per quarter) to the
CNW. This figure may be misleading, however., Since the line
"stub ends” in South Dakota, traffic_from Gary must move~some
llmiles to Canby, MN. Transport of the Gary traffic only, over

this distance is clearly uneconomical. (Preliminary estimates

indicate a Toss of $6,000 per quarter).

The cost (present value for the first four years) of discontinuing
rail service has been estimated at $187,000 (trucking for the
entire distance) and $125,000 {(trucking to the nearest rail line).

A decision concerning the use of Section 803 funds to support
continued operation of this line will be based on cooperative
arrangements between The two states and the railroad involved.
Any decision made by South Dakota will depend on the extent to
which Minnesota supports operation and/or rehabilitation on the
segment between Canby and the state line. Should this segment
continue in operation, South Dakota will oppose abandonment of
the segment between Gary and the state line.

A1l costs are given in terms of "present value" which
represents costs at time zero (6/77). In this way a time
stream of costs can be represented by a single sum, and
different alternatives can be compared on a single common
basis.
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and Under Further Study
{

vro# ##~rr Abandonment Application Pending
Before the ICC

—es——+— All Other Lines

"
L .4

Local Impact Area
P -147-




BRANCHLINE ANALYSIS
Line BNO4  Sioux Falls - Yankton (BN)

1. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS

Carloads Tons
1974 1975 1974 1975

Origjnated 1,043 655 57,317 33,391
Terminated 382 269 16,230 12,016
Total 1,425 924 73,547 45,407

Shippers located on or near this line include 12 grain
elevators with a total capacity of 1,424,945 bushels, 27
fertilizer dealers, and 6 dealers of farm machinery.

2. REVENUES AND COSTS OF RAIL SERVICE (PROJECTED 1977-1978)

Maintenance of Way & Structures $ 396,000
Maintenance of Equipment 47,948
Traffic and Transportation 59,513
Taxes 12,098
Administration 8,753
Miscellaneous 0
Return on Value 16,060
0ff Branch Costs 319,279
Total Avoidable Cost 859,651
Revenue 875,324
Profit (15,673

3. CONDITION OF PLANT, EQUIPMENT AND FACILITIES

No track inspection has yet been performed on this line; however,
the following rehabilitation cost estimates have been made based on
the general condition of BN properties in the region and existing
FRA Track Class (II).

Rehabilitation to Class 1II $ 2,397,800
Rehabilitation to Class III 3,028,800
Accelerated Maintenance 959,120

Note: These estimates should be viewed as gross approximations and
are used for the purpose of preliminary planning only.




4. FUTURE FREIGHT SERVICE NEEDS

A survey of major products shipped and received in the impact
area indicated that approximately 60-pertent of rail suitable traffic
is presently moving by rail. Moderate growth in rail traffic might
be expected with effective promotion of continued rail service. In
addition, improved farming methods, such as the increased use of
irrigation may lead to further increases in farm shipments from this
Tine in the near future. (For economic analysis of future rail
operations see Part 11.)

5. EFFECTS OF ABANDONMENT ON STATE TRANSPORTATION NEEDS

Products shipped on this line account for 1.2 percent of all
traffic originating and terminating in South Dakota in 1974. Although
the overall effect on the state transportation reguirement is estimated
to be small, local impact may be more significant (see Part 6).

6. IMPACTS OF SUBSTITUTING ALTERNATE RAIL OR OTHER MODE

Two alternate mode strategies were investigated: trucking for the
entire length of the existing rail movement (Case A) and trucking to
the nearest team track {Case B). Alternate rail service may be feasible
on this line. See Part 12E for details. Impacts of these alternatives
are as follows:

Case A Case B

First Year Four Year First Year Four Year

7/77 - 6/78 7777 - 6/81 7777 - 6/718 7]77 - 6/81
Economic
Personal Income Loss $ 54,87 $ 110,056 $ 54,83 $ 110,056
Sales Loss 20,898 41,949 20,898 41,949
Unemploynient Payments NA NA NA NA
Tax Loss 3,027 6,079 3,027 6,079
Transport Cost Inc. 595,930 2,335,403 93,211 365,295

(Annual) 1
Transport Cost Inc.1/ 0 0 212,864 851,468
(Capital)

Tota) Economic Impact $674,686 $2,493,487 § 384,831 $1,374,847
Environmental & Energy
Truck-trips/day 26 26 100 100
Truck-mi/day 1,809 1,809 470 470
Truck-hrs/day 33 33 12 12
Additional Gal. of Fuel 67,809 271,236 11,651 46,604
Other Impacts
Primary Jobs Lost 16 16 16 16
Secondary Jobs Lost 10 10 10 10
Local Qutmigration 68 68 68 68

1}/ Case B includes amortized construction cost for new grain elevators
where needed on alternate branchlines.
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7. METHODS OF ACHIEVING ECONOMIES IN LINE OPERATIONS

This 1ine is presently served 52 times annually (on a scheduled
basis) by 1 locomotive and a crew of 4 operating out of Sioux
Falls. The 1ine is presently classified as FRA Class II with a
timetable speed of 25 mph.

A reduced service frequency will not satisfy existing demand. A
change to Track Class III is not economically productive. A change to
Track Class I, although resulting in somewhat higher operating costs,
may be justified by significantly reduced capital requirements.

Consolidation, pooling or joint use are not feasible to this line.

8. EFFECTSONORBY PROFITABLE CARRIERS

No effect on any profitable carrier is anticipated either from
abandonment or subsidization of service on this line.

9. POTENTIAL FOR RAIL BANKING

Rail Banking is recommended from Yankton to C § NW Xing.

10. FUTURE OF'LINE SUBSEQUENT TO FEDERAL ASSISTANCE PROGRAM

Ihis line should operate profitably at either Class 1-0r' 2
standards. Ho further support, either State or Federal, will be

required to operate this line.

11. DESCRIPTION OF ALTERNATIVES EVALUATES: RESULTS

Two abandonment alternatives were analyzed as well as several
"scenarios" for continued operation. The resulting cost benefit
estimates are given in Table 1.




BNO4

(4130Wd *3°1)S1800 IATLVOIN HLIM SIATLVYNUILAY ivIlaNI (ewasax)SHSIYILSY 1310M
SLS0Y vlldyd 3UNTIIND SISIHINIYYL NI SyIgwnd 1IL0ON

LT

ST
014V

-
e . e . 1T SSv30
T T T o o T 0L 31v.iIV18vi-3y "Wvia
{99'C ) (o02'1 {96049 H {00glyat ) {goegz® ) {oc9Bg= ) 4d3d N%  S3ISvIWIIAC D44Vl
st ST oty el LELOE= (A A 202927 . 098€E= . o= 33]A¥3S _ Q3INNTLHLD M
. IT $sv1)
, N ol i e e - Ol 3 virtevi:ay fyvia
Toa® 077y teg't ) {gveoe ) {02054941 ) {ecael ) {098E= ) QJu3d %0t $3ASY3uINI JI1d4VYy
L e LT S 9Ecog- 060LZ8~ CEQCL® 098¢~ = 331A¥3S Q3INNILwQD °f
T . o A FIYNILNIYE
Q3ivH313Iov fIviINIL0d
ter's ) tog*'st _lge886 Yy _(21ge€T )  (2g0%5=_ )} {099¢e=__ ) § _ DL S3ISVIMINI 21ddvyy
EFT L PP BEGHGS 9EOLL~ Z809¢* 098e= | = 321A%3S O0aANNIINGIY )
R ) _ e ML sSYIY 0L
dLviIIayHay *IvIANILOd
{g88°0 3 (09'Y ) {9sv1¢ ) (Loplgel ) (ETL%E" ) {o9pe~ ) L SISYIuONT 2I44vy4L
_ dkemdk dpkxkw § 942E9~ . SHInel= glles* CYBE™ _*= 331A¥35  Q3INNILNDI *H
. FINYNILNI YL Q3LveITI3oay
lve%2 ) lz2v*e 1) (eBESE ) {ev0005 ) __tgosg~ ). {o98¢= Y B _fHIMDE9_J1d4499L _ON__
LA L ELE N T 12 bb062% 66€0T Y= ‘ £0&6™ 09ge~ = 331A¥3S QINNIINDD °9
o o . I __§SYT) D4 3AVviLNIGVMIY
togtZ Uy tpEty T Y T lokEew ) TO9LEYS ) (égales % {oFge~" ") fHimbido 314d4v¥i o
TP T2 T Z956¢- 906206~ 6G2LE™ 098E~ = 331A¥3S QINNILNLY °d
T - T T . LIT7SSYY) 01 3aviThievHiy
{eg"0 ) (»5'0 ) {c02¢g ) (29066€2 ) (109€" ) {09g¢~ ) fMlN0Y¥9 J144VHL ON
SRR L .. 0289¢-  0e09lge  bl0BE*  098E= . = 331A¥3S Q3INNTLNGY *3
11 §Sv13 01 3LviIMIBVHIG
lgero ) (uz't ) (0e69¢ ) o deorEwst ) leggee ) (o9eg~ ) B ¥nlMOw9 J144vSL ON
TR RNRE T baekes TTTU26LLE- 600bgG~ YEGGE" OvBE~ = 331A®3S O3NNTLINUI *Q
ER N
e e o . . CdIvd LSIuvaN 0L %INdL
#0€98 ’ tygelel #1059 g6Ze1t « LNIWNDONYGY °8
3JINVLISIQ
_ vy FYILINT ¥Od ¥INuL
L2961 €260022 Teyoll 699661 = 1l FWNOGNYYY v
'y oLy (Ivi0l ¥vdA ¥n04) (IVEDL ¥YHA dnO4)  (Y3Laynd VNI {uaLiwvne Lsyid )
Ad 40 Ad 40 1502 ATYILavid S1$07 40 sls07 40 51503 40 IALLYNYILIY
~ olivy HY0d 1NN ANTIVALNDS INIvA LnNIS3ud INTvA LN3ISIud  ANIVA IN3ISIud |

SNOILJO NOILYANIWIdWI SAILYNHILTY 40 NOLLVYATVAT L 378Vl

-151-




12.

OVERALL BRANCHLINE ASSESSMENT

Based upon "typical" traffic and DOT cost computations, this line
shauld return a small profit (approximately $3,900 per quarter to
the BN. With accelerated maintenance, this return should increase
to approximately $8,900 in the final quarter of the four-year
program period. The return should further increase to approx-
imately $37,000 (Class 1) or $29,000 (Class 2) per quarter. The
return over the full program period would then range from $410,000
(with accelerated maintenance) to $534,000 (Class 2 standards).
These estimates do not include capital investment and assume zero
traffic growth.

Unless the actual costs captured in the BN branchline accounting
system prove to be substantially greater than the cost estimates
developed by the Department, no economic basis exists for line
abandonment (unless track conditions have deteriorated to the point
where the BN feels it can no longer physically provide rail service).
Whether the BN will seek abandonment is unknown. If sought, the
Department—will oppose the application through the ICC abandonment
process in order to establish the true profitability of the Tine.

The main need is to improve the track structure sufficiently to
nermit efficient, safe, Tong-term operation. Accelerated main-
tenance costs have been estimated at up to $959,120. Rehabil-
itation and accelerated maintenance appreciably exceed the
anticipated return {over four years). The Department is awaiting
the receipt of a more "detailed" engineering cost estimate from
the BN for accelerated maintenance or rehabilitation. (In many
cases, these estimates may be Tess than those used for branchline
assessment purposes).” Thus the real issue is obtaining required
capital funding --from federal, state, or local governments,
shippers, or the owning vrailroad. The preferable

solution would be to rehabilitate the track rather than simply to
seek funds for accelerated maintenance. Such upgrading would
eliminate major maintenance expenditures for ten years or more and
represents a more efficient use of capital monies. Rehabilitation

to Class 2 standards would permit the continuation or slight improve-
ment of present operating speeds for over the Tong term. A number

of possibilities will be explored for accomplishing the required
rehabilitation, including the possibility of a long-term "negotiated"
solution between government, shippers, and the owning railroad

(e.g., the owning railroad guarantees the long-term operation of

the line in return for a loan or grant to upgrade the line).
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12.

Note:

(Continued)

This_line is located in.a high grain producing region. Much

of the grain produced is apparently already being transported
by truck directly to grain terminals. The future of this line
depends to a_large degree on improving the competitive position
of rail service with respect to other transport modes.

Partitioning of this line sgo that service might be supplied more
efficientTy is an option which should be considered to reduce
capital and/or operating costs.

The segment from Yankton to Viborg (29.5 wmi, 1061 carloads -

74 percent of the total for this Tine) shauld-be—prefitable and
would _be_more_ efficiently and inexpensively served by the CMSP&P or
Chir—

The segment from north of Viborg to-tennox (16 mi, 225 carloads -
16 percent of the total for this line) a]so should be profitable

and_would be more_efficiently and 1nexpens1ve1y served by the

CMSP&P_or CNW.

Similarly, transfer of fhe connecting station_traffic at Lennox
(CMSP&P), Sioux Falls (CNW, CHSP&P), Yankton (CMSP&PY; may be
possible (although the feasibility of this depends on the exact
location of shippers, sidings and track connections). Thus up to
526 _carloads (37_percent) might be retained with 11§Elg_pr no
operating or capfttal cost?

M‘—“—-—-—-\

Thus, present intent is to keep this line in operation, preferably
throuqh arrangements outside of the ICT abandonment/Section 803
process. Line retention depends to a large extent upon the

amount of interest that can be generated locally in agreeing to
and-participating in_a long-term solution for this Tine, including
shipper_commitment to use rail service.

A1l costs are given in terms of "present value"” which
represents costs at time zero (6/77). In this way a time
stream of costs can be represented by a single sum, and
different alternatives can be compared on a single common
basis.

13. RELATIONSHIP OF DECISION TO EVALUATION CRITERIA

The decisjicn to oppose abandonment of service from Sioux Falls
to Yankton is based on the ng criteria as established by Railplan
South Dakota - Planning Work Statement.

e There_is potential for viable operation.

o The social and economic impacts of abandonment are large.
_—\\-__
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BRANCHLINE ANALYSIS

Line BNO5 Sioux Falls - Hayti (BN)

1. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS

Carloads Tons
1974 1975 1974 1975
Originating 1;262 681 60,797 34,401
Terminating 122 132 6,962 8,003
Total 1,384 813 67,759 42,404

Shippers located on or near'this line include 12 grain
elevators with a total capacity of 1,712,800 bushels, 11
fertilizer dealers, and 1 dealer of farm machinery.

2. REVENUES AND COSTS OF RAIL SERVICE (PROJECTED 1977-1978)

Maintenance of Way & Structures $ 483,000
Maintenance of Equipment 50,013
Traffic and Transportation 40,393
Taxes 9,657
Administration: 7,281
Miscellaneous 0
Return on Value 24,587
Off Branch Costs 295,097
Total Avoidable Cost 810,028
Revenue 728,130

(Deficit) /.(]81,898) )

\ /

3. CONDITION OF PLANT, EQUIPMENT AND FACILITIES

No track inspection has yet been performed on this line; however,
the following rehabilitation cost estimates have been made based on

the general condition of BN
Track Class (II).

Rehabilitation to Class 1II
Rehabilitation to Class III
Accelerated Maintenance

Note:

&

> 3,252,800
4,108,800
1,301,120

are used for the purpose of preliminary planning only.

properties in the region and existing FRA

These estimates should be viewed as gross approximations and
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4. FUTURE FREIGHT SERVICE NEEDS

A survey of major products shipped and received in the impact

area 1ndicqﬁed-that_gggggi}T3E;l%_§g_ggrggg;_gf_zg;lfiilgggle traffic
is presently moving by rail. —Moderate growth inm vai ic might
be expected with effective promotion of continued rail service. In
addition, improved farming methods, such as the increased use of
irrigation may lead to further increases in farm shipments from this

line in the near future. (For economic analysis of future rail
operations see Part 11.)

5. EFFECTS OF ABANDONMENT ON STATE TRANSPORTATION NEEDS

Products shipped on this line account for 1.2 percent of all
traffic originating and terminating in South Dakota in 1974. Although
the overall effect on the state transportation requirement is estimated
to be small, local impact may be more significant (see Part 6).

6. IMPACTS OF SUBSTITUTING ALTERNATE RAIL OR OTHER MODE

Two alternate mode strategies were investigated: trucking for the
entire length of the existing rail movement (Case A) and trucking to
the nearest team track (Case B). Alternate rail service may be feasible
on this line. See Part 120 for details. Impacts of these altern-
atives are as follows:

Case A Case B
First Year Four Year First Year Four Year
7/77 - 6/78 Tf11 - 6/81 T/77 - 6/78 7/77 - 6/81

Economic

Personal Income Loss $ 21,087 $ 42,329 $ 21,087 $ 42,329

Sales Loss 13,784 27,669 13,784 27,669

Unemployment Payments NA NA NA NA

Tax Loss 1,393 2,799 1,393 2,799

Transport Cost Inc. 482,649 1,891,465 54,324 212,900
{Annual) 1

Transport Cost Inc./ 0o - 0 405,700 1,622,800
(Capital)

Totat Economic Impact $518,913 $1.,964,262 $496,288 $1,908,497

Environmental & Energy

Truck-trips/day 12 12 47 47
Truck-mi/day 1,754 1,754 273 273
Truck-hrs/day 32 32 7 7
Additional Gal. of Fuel 131,338 525,352 13,47 53,884

Other Impacts

Primary Jobs Lost 6 6 6 6
Secondary Jobs Lost 4 4 4 4
Local Outmigration 26 26 26 26

¥/ Case B includes amortized construction cost for new grain elevators
where needed on alternate branchlines.
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7. METHODS OF ACHIEVING ECONOMIES IN LINE OPERATIONS

This line is presently served 52 times annually (on a scheduled
basis) by 1 locomotive and a crew of 4 operating out of Sioux Falls.
The line is presently classified as FRA Class II with a timetable speed
of 25 mph.

A reduced service frequency will not satisfy existing demand. A
change to Track Class III is not economically productive. A change to
Track Class I, although resulting in somewhat higher operating costs, may
be justified by significantly reduced capital requirements.

Consolidation, pooling or joint use are not feasible to this line.

8. EFFECTS ONORBY PROFITABLE CARRIERS

No effect on any profitable carrier is anticipated either from
abandonment or subsidization of service on this line.

9. POTENTIAL FOR RAIL BANKING

No rail banking is anticipated for this line.

10. FUTURE OF LINE SUBSEQUENT TO FEDERAL ASSISTANCE PROGRAM

Should rehabilitation be accomplished and traffic increased
by 10%, this tine could earn & profit ang require no further

suppexet

11. DESCRIPTION OF ALTERNATIVES EVALUATES: RESULTS

Two abandonment alternatives were analyzed as well as several
"scenarios" for continued operation. The resulting cost benefit
estimates are given in Table 1.
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12. OVERALL BRANCHLINE ASSESSMENT

A.

Based upon "typical®" traffic and DOT cost computations, this [line
cauld_incur a moderate 10ss (approximately $45,500 per quarter) to
the BN. With accelerated maintenance, this loss should decrease -
to approximately $39,000 in the final quarter of the four-year
program period. The loss over the full program period would

range from $299,000 (with accelerated maintenance) to $131,000 (rehab-
ilitation to Class 2 standards). These estimates do not include
capital investment and assume zero traffic growth. On_the pther

hand,_4i_1na££4c_could“he_1nnreas£mLigLien_percenI_pg;nggr then
<the_line would earn a profit of $29,200 per quarter after rehabil-
itation_to Class 2 standards.

This line must be classified-as margjnal. If the actual costs
captured in the BN branchline accounting system prove to be signif-
icantly less than the cost estimates developed by the Department,
then the line is likely to be profitable with no economic basis for
abandonment. If the actual costs are greater than or approximately
equal to the estimated costs, then the Department anticipates that
an abandonment application will be filed by the BN. If filed, the
Deparimgg}ﬂﬁéﬁ;nngggg#the application through the ICC abandonment
process 1n order to establish the true extent of the unprofitability

of all reasonable operating confiqgurations and to provide a sound
basis for any forthcoming offer of financial assistance.

The cost (present value for the first four years) of discontinuing
rail service has been estimated at $1,738,000 (trucking for the
entire distance) and $1,688,000 (trucking to the nearest rail.
Tine}. Assuming that the latter alternative would be chosen by
shippers, the "ratio" of the cost of discontinuing rail service to
continuing rail service under accelerated maintenance would be 5.65
or 1.10, depending upon whether accelerated maintenance costs were
included or not. Since these ratios are substantially greater than

1.00, a strong case can be mqQg.fﬂr.cnn;iggigg_rgil{ggrvice and
accomplishing accelerated maintenance under the Section 803 program.
Partitioning of this line so that service might be retained on only

the most profitable segments is an option which should be considered
to reduce capital and/or operating costs.

The_segment from Arlingten—te—Hayti (21.3 mi, 536 carloads -
39 percent of the total for this line) should be profitable
and would be more efficiently and inexpensively served by the CNW.

——————
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12.  (Continued)

Similarly, transfer of the connecting station traffic at Arlington
_(CNW), and Wentworth (MILW),may be possible (although the feasibility
of this depends on the exact Tocation of shippers, sidings and

track connections}. Thus_up to 92 cartoads (7 percent) might be
retained with Tittle or no operating or capital cost.

E. A concurrent need is to improve the track structure sufficiently to
prevent further deterioration of present track conditions. Acceler-
ated maintenance costs have been estimated at up to $1,301,120 and
rehabilitation to Class 3 at $4,108,800. The Department is awaiting
a more detailed "engineering" cost estimate from the BN, If
sufficient funds are available, the Department will utilize Section
803 funding to carry out accelerated maintenance or rehabilitation
to Class 1 standards (the latter is preferred, the former may be a
practical necessity with the funds available to the state).

F. Thus, present intent is to keep this line in operation using
. 803 funding if required and available. Line retention
depends to a large extent upon the amount of interest that can
be generated locally to participate in the Section 803 program
and in shipper commitments to increase present usage of rail
service.

Note: A1l costs are given in terms of "present value" which
represents costs at time zero (6/77). In this way a time
stream of costs can be represented by a single sum, and
different alternatives can be compared on a single common
basis.

13. RELATIONSHIP OF DECISION TO EVALUATION CRITERIA
The decision to support continued service from Sioux Falls to
Hayti is based on the following criteria as established by Railplan
South Dakota - Planning Work Statement.
e There is little or no potential for viable operation.

e The social and economic impacts of abandonment are large.
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Line SLO2 Wishek, ND — Pollock

Herreid

 Sunition CAMPBELL |

FFEFFyrss

Line SLO2, Wishek, ND to Pollock, operated
by the Soo Line with 32.8 miles of line
located in South Dakota. It connects at
Wishek with the SL line from Wishek, ND

to Monango Crossing. Line SLO2 is in ICC
Category 2, (potentially subject to

abandonment and under further study by the
railroad).

LEGEND

Wishek, ND — Pollock

Anticipated Filing of Abandonment
Within 3 Years — I

Potentially Subject to Abandonment
and Under Further Study ?_Y:
Abandonment Application Pending

Before the ICC

All Other Lines

Local Impact Area
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BRANCHLINE ANALYSIS . . - .
‘Line SLOZ Wishek, ND - Pollock (S00)

1. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS

Carloads Tons
1974 1975 1974 1975

Originating 1/ 1/ - -
Terminating 1/ 1/ - -
Total 223 233 13,931 16,849

Shippers located on or near this line include 3 grain elevators
with a total capacity of 989,160 bushels, 3 fertilizer dealers,
2 dealers of farm machinery, and several businesses shipping such
commodities as coal and petroleum products.

1/ Information not reported by railroad.

2. REVENUES AND COSTS OF RAIL SERVICE (PROJECTED 1977-1978)

Maintenance of Way & Structures $ 150,880
Maintenance of Equipment 10,044
Traffic and Transportation 29,975
Taxes _ 1,183 '
Administration 2,445
Miscellaneous 0
Return on Value 8,348
Off Branch Costs . . : 76,864
Total Avoidable Cost - 279,739
" Revenue 228,162 -
(Deficit) ~ (( 51,577) \

7

3. CONDITION OF PLANT, EQUIPMENT AND FACILITIES

No track inspection has yet been performed on this 1ine; however,
the following rehabilitation cost estimates have been made based on
the general condition of SL properties in the region and existing
FRA Track Class (2). \ . .- :

b
)

Rehabilitation to Class® II T ‘S 1,246,400
Rehabilitation to Class III 1,574,400
Acce]erated Maintenance 498 560

2 P

Note: These estimates shou]d be viewed as gross approx1mat1ons and
<! are used for the purpose of preliminary planning only. "“-¢
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4. FUTURE FREIGHT SERVICE NEEDS

A survey of major products shipped' and received in the impact
area indicated that approximately 40 percent of rail- suitable traffic
is presently moving by rail. Moderate growth in rail traffic might
be expected with effective promotion of continued rail service. In
addition, improved farming methods, such as the increased use of
irrigation may lead to further increases in farm shipments from this
line in the near future. (For economic analysis of future rail
operations see Part 11.) : :

o

5. EFFECTS OF ABANDONMENT ON STATE TRANSPORTATION NEEDS

Products shipped on this line account for 0.2 percent of all
traffic originating and terminating in South Dakota in 1974. Although
the overall effect on the state transportation requirement is estimated
to be small, local impact may be more significant (see Part 6).

6. IMPACTS OF SUBSTITUTING ALTERNATE RAIL OR OTHER MODE

Two alternate mode strategies were investigated: trucking for the
entire length of the existing rail movement (Case A) and trucking to
the nearest team track (Case B). Alternate rail service may be feasible
on this line. See Part 12D for details. Impacts of these alternatives
are as follows:

Case A Case B
First Year Four Year First Year Four Year
1T - /18 7/77 - /81 F777 - 6/78 T]/T7 - 6781

Economic

Personal Income Loss $ 6,324 ° ¢ 12,698 ° $ 6,324 ¢ 12,698

Sales Loss 4,582 ‘ 9,200 4,582 9,200

Unemployment Payments NA NA NA NA

Tax Loss 434 876 . 434 a76

Transport Cost Inc. 76,977 301,673 18,833 73,814
{Annual) 1/ )

Transport Cost Inc.— g 0 284,380 1,137,531
(Capital) ,

Total Economic Impact $ 88,317 - § 324,447 $314,553  $1,234,119

Environmental & Enéﬁgy

Truck-trips/day 4 4 13 13

Truck-mi/day 1,513 1,513 159 159
Truck-hrs/day 28 28 4 4

Additional Gal. of Fuel 56,766 _?27,064'. - 4,386: ... 17,544
Other- imgﬁcfs - - o . . |
Prirnarg-/ J-obs Lost 2 2 2 2

Secondary Jobs Lost B Y B, L T,
Local Outmigration. - ... 0. - :. - 10 -, . 1o e 10

77 1/° “Case™B includés amortized construction cost for new grain elevators
where needed on alternate branchlines.
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7. METHODS OF ACHIEVING ECONOMIES IN LINE OPERATIONS

This line is presently served 52 times annually (on a scheduled
basis) by 1 locomotive and a crew of 4 operating from Wishek. The line
is presently classified as FRA Class II with a timetable speed of 20
mph.

A reduced service frequency should be investigated as a means to
‘reduce operating costs on this line. A change to Track Class III is not
economically productive. A change to Track Class I, although resulting
in somewhat higher operating costs, may be justified by significantly
reduced capital requirements.

Consolidation, pooling or joint use are not feasible for this line.

8. EFFECTS ON ORBY PROFITABLE CARRIERS

No effect on any profitable carrier is anticipated either from
abandonment or subsidization of service on this line,

9. POTENTIAL FOR RAIL BANKING

No rail banking is anticipated for this line.

10. FUTURE OF LINE SUBSEQUENT TO FEDERAL ASSISTANCE PROGRAM

This_line will require a small continuing subsidy even after
rehabilitation if traffic demand does not inerease. During the subsidy
Tods ¥E will be made to stimulate increases in traffic. Should
this, together with some cost cutting measures, result in profitable
operation, service would be continued at no further cost to the state.
If profitable operation is not achieved, consideration will be given to
discontinuing service.

11. DESCRIPTION OF ALTERNATIVES EVALUATES: RESULTS

Two abandonment alternatives were analyzed as well as several
"scenarios" for continued operation. The resulting cost benefit
estimates are given in Table 1.
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12. OVERALL BRANCHLINE ASSESSMENT

A.

Based upon "typical" traffic and DOT cost computations, this line
could i erate loss (approximately $12,700 per quarter) to
the Soo Line. With acceTerated maintenance, this loss should
increase to approximately $18,000 in the final quarter of the
four-year program period. If the track were rehabilitated, the
loss should decrease to approximately $1,500

(Class 2) per quarter. The loss over the full program period would
then range from $137,000 (with accelerated maintenance) to $65,700
(rehabilitation to Class 2 standards). These estimates do not
include capital investment and assume zero traffic growth. On the
other hand, if traffic could be increased by ten percent per year,
then the Tine would earn a profit of $6,700 per quarter after
rehabilitation to Class 2 standards.

This Jine must be classified as marginal. If the actual costs
captured 1n the Soo Line branchline attounting system prove to be
significantly less than the cost estimates developed by the Depart-
ment, then the line is Tikely to be profitable with no economic
basis for abandonment. If the actual costs are greater than or
approximately equal to the estimated costs, then the Department
anticipates that an abandonment application will be filed by the
Soo Line. If filed, the Department éai:nggose the application
through the ICC abandonment process in order to establish the true
extent of the unprofitability of all reasonable operating config-
urations and to provide a sound basis for any forthcoming offer of
financial assistance.

The cost (present value for the first four years) of discontinuing
rail service has been estimated at $287,000 (trucking for the
entire distance) and $1,091,000 (trucking to the nearest rail
line). Assuming that the former alternative would be chosen by
shippers, the "ratio" of the cost of discontinuing rail service to
continuing rail service under accelerated maintenance would be 2.09
or 0.47, depending upon whether accelerated maintenance costs are
included or not. Since the ratios fall above and below 1.00, a
case—can—be_made_IQE_EEEE%EE%QETrgjl_ggrv1ce under the Section 803
program, but not for substantial improvements to present track

structure through acceTerated maintenance.
e

Partitioning of this line so that service might be supplied more
efficiently is an option which should be considered to reduce
capital and/or operating costs.

The—segment_from Pollock to Madra (220 carloads - 100 percent of

the total for this Tine) should rofitable and would be more
efficiently and inexpensively served by the &P.

- 16_6-_4{ -




12. (Continued)

E. This.line extends out of state into North Dakota; detailed
analysis was done for the South Dakota portion only, Although
this_demonstrated that service was unprofitable, the traffic on
the North Dakota segment appears to be substantial and may gen-
erate sufficient profjts to cover any Josses sustained on
remaginder of the 1ine. For this reason, the analysis offered
here is tentative and any decision made should be subject to

cooperative arrangements hetween the two states and the-Soo
Line— ,

Note: All costs are given in terms of "present value" which
represents costs at time zero (6/77). In this way a time
stream of costs can be represented by a single sum, and
different alternatives can be compared on a single common
basis. .

* 13. RELATIONSHIP OF DECISION TO EVALUATION CRITERIA

The decision ﬁEE;EQ_nppnse_gggﬂggQgggt of service from Wishek, ND
to Pollock is based on the following criteria as established by Railplan
South Dakota - Planning Work Statement.

. Shibpér support and intefesj,js'not present,
(] The,social_and_ecnnomie—%mpﬂEts of abandonment are small.
¢ Through—traffic—is net-sérved by this route.




Line 1CO1 Cherokee, |A — Sioux Falls

.

v
Dell Rapids I
&
Sherman

Baltic
Garretson

Line IC01, Cherokee, IA to Sioux Falls,
operated by the ICG with 15.0 miles of line
located in South Dakota. It connects at
Cherokee with the ICG line from Sioux City,
IA to Fort Dodge, IA. Line ICO1l is in ICC
Category 1 with anticipated filing of
abandonment within 3 years.

LEGEND
messssmm  Cherokee, |A — Sioux Falls )
seeeeee Anticipated Filing of Abandonment f 1
Within 3 Years

mmmmm Potentially Subject to Abandonment ~
and Under Further Study !

rssr~srsr Abandonment Application Pending
Before the ICC

—eos——e—  All Other Lines

‘ . Local Impact Area
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BRANCHLINE ANALYSIS
Line ICO1 Cherokee, IA (ICG) - Sioux Falls

1. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS

Carloads Tonsl/

1974 1975 1974 1975

Originating 3,626 2,316 77,553 46,122
Terminating 2,563 1,897 49,979 34,410
Total 6,188 4,213 127,532 80,532

Shippers located on or near this line include 1 grain elevator
with a total capacity of 30,000 bushels.

1/ Estimated.

2. REVENUES AND COSTS OF RAIL SERVICE (PROJECTED 1977-1978)

Maintenance of Way & Structures $ 114,480
Maintenance of Equipment 72,771
Traffic and Transportation 187,918
Taxes 2,099
Administration 32,288
Miscellaneous 0
Return on Value 5,387
0ff Branch Costs 1,336,174
Total Avoidable Cost 1,751,117
Revenue 3,228,76
Profit 1,477,64;)

3. CONDITION OF PLANT, EQUIPMENT AND FACILITIES

No track inspection has yet been performed on this line; however,
the following rehabilitation cost estimates have been made based on
the general condition of ICG properties in the region and existing FRA
Track Class (III).

Rehabilitation to Class III $ 540,000
Accelerated Maintenance 216,000

Note: These estimates should be viewed as gross approximations and
are used for the purpose of preliminary planning only.
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4. FUTURE FREIGHT SERVICE NEEDS

A survey of major products shipped and received in the impact
area indicated that approximately 60 percent of rail suitable traffic
is presently moving by Fg?%?Q‘HBHEFETE'ﬁ?BWtH‘Tﬁ’FET] traffic might
be expected with effective promotion of continued rail service. In
addition, improved farming methods, such as the increased use of
irrigation may lead to further increases in farm shipments from this

1ine in the near future. (For economic analysis of future rail
operations see Part 11.)

5. EFFECTS OF ABANDONMENT ON STATE TRANSPORTATION NEEDS

Products shipped on this 1ine account for 5.2 percent of all
traffic originating and terminating in South Dakota in 1974. The
overall effect on the state transportation requirement is significant,
as is local impact (see Part 6).

6. IMPACTS OF SUBSTITUTING ALTERNATE RAIL OR OTHER MODE

Two alternate mode strategies were investigated: trucking for the
entire length of the existing rail movement (Case A) and trucking to
the nearest team track (Case B). Alternate rail service is not con-
sidered feasible on this line. Impacts of these alternatives are as
follows:

Case A Case B

First Year Four Year First Year Four Year
- 6/78 T/77T -6/81 TJiT - 6/78 7777 = 6/81

Econgmic
Personal Income Loss 0 0 -0 0]
Sales Loss 192 389 ‘ 192 389
Unemployment Payments NA NA NA NA
Tax Loss 6 0 6 )]
Transport Cost Inc. 22,480 88,110 . 1,703 6,659
{Annual) 1/
Transport Cost Inc. 0 1] 45,980 - 187,920
{Capital) ‘ _
Total Economic Impact $22,678 - $88,499 $48,881 $194,968
Environmental & Energy
Truck-trips/day 2 2 5 5
Truck-mi /day 108 108 18 18
Truck-hrs/day 2 2 1 1
Additional Gal. of Fuel 2,692 10,768 687 2,748
Other Impacts
Primary Jobs lLost 0 0 0 0
Secondary Jobs Lost 0 0 0 0
Local Qutmigration 0 0 0 0

1/ Case B includes amortized construction cost for new grain elevators
where needed on aiternate branchlines.
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7. METHODS OF ACHIEVING ECONOMIES IN LINE OPERATIONS

This line is present1y served 260 t1mes annua]]y (on a schedu]ed
basis) by 2 locomotives and a crew of 5 operating from Cherokee, IA..

The line is presently c]ass1f1ed as FRA CTass IIT with a timetable speed
of 40 mph.

) . o . Sy i ' H
A reduced service frequency will not satisfy_existing demand. A
change to Track Class II or I, although resulting in somewhat higher

operating costs, may be Just1f1ed by s1gn1f1cant1y reduced cap1ta1
requirements.

Consolidation, ‘pooling or joint use are not feasible for this line.

8. EFFECTSONORBY PROFiTABLE CARRIERS .

No effect on any profitable carrier is anticipated either from
abandonment or subsidization of service on this line.

9. POTENTIAL FOR RAIL BANKING

No rail banking is anticipated for this line.

—— e

10.FUTURECWlJNESUBSEQUENTTOFEDERALASSBTANCEPROGRAM

Thl§_lj¥ELﬁh0U1d operate prof1tab1y under any classification w1th

exis trattic volumé. Ro furtheér sUpport, either State or Federal,
wil be requive te this line.

11. DESCRIPTION OF ALTERNATIVES EVALUATES: 'RE-SULTS

Two abandonment alternatives were analyzed as well as several

"scenarios" for continued operation. The resulting cost benefit -
estimates are given .in Table.1.. , : '

-
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12. OVERALL BRANCHLINE ASSESSMENT

A.

Based upon "typical" traffic and DOT cost computations, this line
segment_should return a large profit (approximately $351,000 per
quarter) to the ICG, With only accelerated maintenance, this

return would decrease to approximately $285,000 in the final

quarter of the four-year program period. If the track were rehab-
ilitated, the return should decrease to approximately $293,000

(Class 3) or $291,000 (Class 2) per quarter. The return over the

full program period would then range from $5,156,000 (with acceler-
ated maintenance) to $5,188,000 (rehabilitation to Class 3 standards).

These estimates do not include capital investment and assume zero
traffic growth.

This_line extends in_its majority (82 out of 96 miles total} out of
state into Minnesota.and lowa.. On the other hand, neacly 86 psecent
of_its carloads (6.188 out of 7,203) in 1974 originated or terminated
in the South Dakota portion of the line, mainly in Sjoux-Falls.

DOT cost computations indicate that the S Dakota segment earns
a large profit. Preliminary calcylations show that the out-of-state
segment_accrues a small loss (in the neighborhood of $20,000 per

quarter). Theﬁmwws a large profit
despite the ]Ong qp(}menf which is marg'ina'l v _orofitable.

Unless the actual costs captured in the ICG branchline accounting
system prove to be substantially greater than the cost estimates
developed by the Department, no_economic basis exists for lipe
abandonment (unless track conditions have deterjorated to the point
where the ICG feels it can no longer physically provide rail
service). Whether the ICG will seek abandonment is unknown. If
sought, the Department-will -oppese—the—application through the ICC
abandonment process in order to establish the true profitability of
the Tine.

The main need is to improve the track structure sufficiently to
permit efficient, safe, long-term operation. Accelerated main-
tenance costs have been estimated at up to $216,000. Rehabil-
itation has been estimated at up to $540,000 for Class 3.

These costs are easily covered by the anticipated return {over
four years). Rehabilitation costs have been estimated by the
State of Iowa at $4,631,098 for the 70-mile segment within that
state. These costs as well could be absorbed by the anticinated
return over a four-year period. The Department is awaiting the
receipt of a more "detailed” engineering cost estimate

from the ICG for accelerated maintenance or rehabilitation
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to Class 2 or 3 conditions. (In many cases, these estimates may be
less than those used for branchline assessment purposes.) Thus the

“real issue is obtaining required capital funding -- from federal,

state, or local governments, shippers, or the owning railroad. The
preferable solution would be to rehabilitate the track rather than
simply to seek funds for accelerated -maintenance. Such upgrading
would eliminate major maintenance expenditures for ten years or
more and represents a more efficient use of capital monies. Rehab-
ilitation to Class 3 standards would permit the continuation or
s1ight improvement of present operating speeds for over the long
term. A number of possibilities will be explored for accomplishing
the required rehabilitation, including the possibility of a long-
term "negotiated" solution between government, shippers, and the
owning railroad (e.g., the owning railroad guarantees the long-term
?perﬁtion of the 1ine in return for a loan or grant to upgrade the
ine).

The_majar sources of traffic on this line are in_the Sjoux Falls
area. This traffic consists primarily of dressed meat-which is

piggybacked to Chi . Fast, reliable service to Chicago is a

necessity for shippers of this traffic.

Thus,_present intent is to keep this line in operation through
arrangements outside of the ICC abandonment/Section 803 process.
There are three major aptions:

e Since the line as a whole seems to earn a profit and
can support rehabilitation to at Teast Class 2 out of

profifs. ICG can simply continug service on.the line

as is. This will require full cooperation between

the states involved to assure shipper and govern-
ment commi tmen of continue il service.

This is the_preferable option.

o Partitioning of this line so that service-might be
retained on only the most profitable se ts is an
option which should be considered to reduce capital
and/or operating costs. The segment from Sioux Falls
to the—state line (15 mi, 6,188 carloads - 100 percent
of the total for this line) is profitable and could be
seryed by another railroad out ¢F Sioux Falls, (It

could not continue to be served by the ICG since

abandonment of the remainder of the line would isolate

the segment from the ICG system). Since there is a

requirement for fast service to Chicago, the

CMSP&P_and the CNW would probably be the most 1likely

candidates to assume service of this line.
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[ , the connecting station traffic at Sioux
F CMS e_possi hough
the feasibility of this depends on the exact location
of shippers, sidings and track connections). Thus,

6,125 i be retained

withﬁli}t]e or no operating or capital cost.

Note: A1l costs are given in terms of "present value" which
represents costs at time zero (6/77). In this way a time
stream of costs can be represented by a single sum, and
different alternatives can be compared on a single common
basis.

13. RELATIONSHIP OF DECISION TO EVALUATION CRITERIA

The decision to_oppose abandonment of service from Sioux Falls
to Cherokee, IA is based on the following criteria as established by
Railptan South Dakota - Planning Work Statement.

e Shipper support and interest is present.

® There is potential for viable operation.

e The social and economic impacts of abandonment are large.

\
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