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CHAPTER I

INTRODUCTION
[266.15(d)(1)]

This document is the official rail plan for the State of South Dakota. It was
prepared by the South Dakota Department of Transportation, Division of Railroads,
the designated state agency responsible for rail planning and project implementa-
tion. The purpose and objective of this plan is largely four (4) fold:

1. Establish and make known State rail policies, objectives and goals. The
' annual updating procedure is intended to provide an opportunity for the
public to review policies, objectives, goals and their implementation.
Further, the annual review and public hearings provide a forum for the
public to pass judgment on these policies, objectives and goals.

2. Inform the public as to the State planning process, proposed projects and

other areas of involvement. A need exists to accurately document the
current rail posture in South Dakota, to review status ot abandonments,
rail restructuring, to discuss purchases and operations by the State, and
increase general awareness of the statewide transportation problems.

"3. Qualify the State of South Dakota for federal funds to_ support projects.
Limited federal funds are available to states for assistance programs
provided they meet certain criteria and provided that the State has a
current (approved) rail plan. The federal government also provides funds
to support the rail planning process, including the development ot this
plan.

4., Establish priorities for the expenditure of federa)l and state funds. The
State has identified and prioritized capital needs (both on the State
owned system and lines in the private sector) for rail facilities im-
provements. These expenditures address the improvement of rail
facilities for safety and operating efficiemcy. Priorities are necessary
because the needs are greater than available funding.

This plan is intended to meet the federal requirements to update RAILPLAN SOUTH
DAKQTA 1980 and addendums. Railplan updates are required on an annual basis; the
1980 plan expires on September 24, 1981.

This 1981 plan describes the steps that the State is taking to assure its citizens
of continued rail service accessibility. The recommended program of projects in-
cluded in this and prior reports provide an affirmativz response to the rail
problems which face South Dakota. The numbers and letters in brackets [ ] found
throughout this report are references to the applicable Section of the Code of
Federal Regulations which sets requirements for state rail planning. )

Response to FRA Comments - [266.15(d)(2)(1)]

RAILPLAN SOUTH DAKOTA 1981 also addresses concerns of the Federal Railroad
Administration (FRA) regarding RAILPLAN SOUTH DAKOTA 1980. Specifically, the FRA
approval letter, dated September 24, 1980, contained two comments:

I'l




1. "The methodology calculates lost property tax revenues from elevators .
that shut down and add these to the benefits. Since taxes are a transfer
payment, they are neither benefits nor costs. If such elevator .
structures are not usable for any other purpose, then the value of the
structure itself (less salvage) can be considered a benefit. The proper-
ty taxes are, however, just a transfer.” '

2. "Job gains are considered permanent while job losses are temporary in the
South Dakota methodology. Since employee income is only a surrogate
measure for the economic benefits of labor production, benefits from job
gains should be coinsidered permanent only if it results in a permanent
reduction in the unemployment rate. This would.be the exception rather
than the rule and should be specially documented in each case."

-, - oy = g

The State agrees with the above comments and has since modified its methodology so
as to reflect these changes.
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CHAPTER 1II

RATL PLANNING PROCESS
[266.15(c)(10)]

The railroad planning process in South Dakota has developed in response to a
variety of issues and events that have drastically changed the character of rail
service within the State., This chapter reviews the past efforts of the State to
address rail-related issues in order to provide a better understanding of the cur-
rent planning process. It also highlights the public participation process as—
sociated with the planning process and presents the major rail-related issues af-
fecting South Dakota. These issues form the basis for the policies, objectives,
and goals which have guided the development of this RAILPLAN.

PAST ACTIVITIES

The State of South Dakota became actively involved in railroad planning in
response to a growing number of line abandomments and the general deterioration of
the statewide rail network and service. For years, the State's involvement in
railroad matters was limited to the activities of the State Public Utilities
Commission, which was responsible for rate regulation and which held limited legal
powers related to abandonment proceedings. Recognition of the continuing decline
of the Statewide rail network finally resulted in a Railroad Seminar being held in
Sioux Falls in September 1973. This seminar attracted representatives from State
agencies, railroads, farm organizations, shippers, and citizen groups and permit-
ted the exchange of views concerning rail issues affecting South Dakota. One of
the results of this seminar was the appointment of a Railroad Policy Task Force to
study rail-related problems and issues. :

The Task Force consisted of 19 members with diversified backgrounds, each of whom
was interested in and concerned about South Dakota's railroad service. The Task
Force was instrumental in initiating studies to explore the effects of rail aban-
donment on the State and its communities. It also was instrumental in increasing
public awareness of the rail problems in South Dakota and set the initial direc-
tion for the development of South Dakota's flrst railplan, RAILPLAN SOUTH DAKOTA
1978.

The Task Force suggested legislation that was adopted in 1975 which created the
Division of Railroads within the South Dakota Department of Transportation, The

Division was established July 1, 1975, with the Task Force serving in an advisory

capacity. On July 1, 1977, the Task Force was replaced by a five-member Railroad
Advisory Commission with members appointed by the Governor. They are responsible
for providing guidance and assistance to the Division, including 1nput to the rail
planning process.

The Division conducts research on basic railroad problems, plans and assists the
development of rail transportation, maintains the State/Federal relatlonshlp on
programs relating to rail transportation, and assists the Department of
Transportation or any public and private agency in coordinating railroad services
with those of other transportation modes. The Governor, under the Railroad
Revitalization and Regulatory Reform Act of 1976 (4-R Act) l has designated the
Division as the State agency responsible for managing the rail planning process
and assistance program.

lpyblic Law 94-210, 94th Congress, 5.2718, February 5, 1976.
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The 4-R Act provides a method and a means for unified nationwide rail planning.

It provides for direct loans to railroad companies for line upgrading, purchasing
new facilities/equipment, or repairing existing facilities/equipment. The Act
also contains the local rail service assistance program, which provides matching
funds to states for rail planning and for rail service assistance. Each state is
allocated a specific amount of funds annually under a formula which considers the
number of miles in the state which have been approved for abandonment and the num-
ber of miles potentially subject to abandonment. The assistance funds may be used
either to foster continued rail service or to aid in substitute service arrange-
ments after rail service discontinuation. The Federal share of approved projects
for rail service assistance is currently a maximum of 70% of total project costs,
the balance being provided by user, railroad, and/or state.

The first major charge for the Division under the 4-R Act was the development of
RATLPLAN SOUTH DAKOTA, approved by the Federal Railroad Administration (FRA) in
March 1978. This RAILPLAN not only addressed major rail-related issues atfecting
South Dakota, but also reflected South Dakota's frustration that rail lines were
not eligible to receive federal assistance under the 4-R Act unless they had been
approved for abandonment.

Since the 1978 RATLPLAN submittal, additional rail assistance legislation impor-
tant to South Dakota was passed by Congress. The Local Rail Service Assistance
Act of 1978 (LRSA Act) 2 extends the use of federal (Section 803) funds to
rehabilitation or new facility construction on operational light density lines of
less than 3 million gross tons annual traffic density (up to 5 million gross toms
with discretionary approval by the FRA Administrator).

South Dakota's initial application for project funding under the LRSA Act came in
a 1979 addendum to RAILPLAN SOUTH DAKOTA. The addendum provided a benefit/cost
analysis in support for a $2.3 million rehabilitation project proposed on the
Milwaukee Road line between Jonathan, Minnesota, and Miles City, Montana. This
line serves local agricultural shippers as well as the power plant at Big Stone
City. The project consisted of replacing ties and adding ballast to the most
deteriorated portions of the line using federal (Section 803) funds from the al-
locations of South Dakota, North Dakota and Minnesota combined with 20 percent
user matching funds. The project was approved by the FRA im July 1979 and com-
pleted in early November 1979.

A second addendum to the 1978 RAILPLAN was prepared by the Division and submitted
to the FRA on September 29, 1979. The proposed project was a $3,574,175 rail
rehabilitation of the Blunt to Onida portion of the Chicago & North Western's

(C&NW) Blunt to Gettysburg branch line. The cost of the project was to be shared

by the State (using 803 funds), shippers, and the railroad. This project was ap-
proved by the FRA, but the shippers were unablie to obtain financing for their
required share.

Legislative action at the state level has provided significant opportunities for
coping with the railrcad problems affecting South Dakota. The 1978 South Dakota
Legislature passed important and timely pieces of legislation to aid railroads.
Legislation patterned after the '"Iowa Plan" set up a mechanism whereby the state,
shippers, and the railroad could enter into a cooperative rehabilitation program,
each of the three parties incurring part of the cost. Additional legislation

2public Law 95-607, 95th Congress, $.2981, January 19, 1978.
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provided the mechanism through which local units of government can form Regional .
Railroad Authorities with necessary powers to enter into projects for the
retention of rail service or the provision of substitute servic%.

The 1979 State Legislature increased the staffing and budget allocation for the
Division of Railroads. Further, the Legislature transferred certain railroad
regulatory functions involving the statutory authority to intervene in railroad
abandonments from the Public Utilities Commission to the Department of )
Transportation,

.In 1979, a detailed analysis was performed called the South Dakota Rail Line

Inventory Study. This study evaluated each rail line in South Dakota according to
the following criteria: current traffic level and composition, future traffic
potential, network connectivity, rehabilitation costs, added shipper costs, and
added highway costs. Each line was prioritized according to these criteria to
determine which lines offered the greatest justification for service. Waybill
data and railroad-supplied data provided the basis for this amalysis. "The results
of this study helped to identify which lines are important to the future viability
of South Dakota's rail service and economic development potential.

In order to preserve vital rail lines that would be lost as a result of the
Milwaukee Road bankruptcy or other separate abandonments, the 1980 Legislature
created the South Dakota Railroad Authority, which has the power to plan, estab-
lish, acquire, develop, construct, purchase, enlarge, maintain, equip, and protect
railroad facilities deemed necessary to the State. Separate legislation es-
tablished the eligibility of rail lines that the Authority could purchase within a
spending limit of $25 million. The 1980 Legislature also created the South Dakota
State Railroad Board as a policy board for the Division of Railroads to assist in
managing the rail property.

A third addendum to the 1978 RAILPLAN was submitted to the FRA on August I, 1980.
This presented a benefit/cost assessment of a $2.,5 million rail line rehabilita-
tion project on a segment of the Milwaukee Road main line from Gascoyne, North
Dakota to Miles City, Montana. North Dakota, Montana, and South Dakota shared
their federal funds for the project, and the Milwaukee Road provided matching
funds. In addition, the Milwaukee Road expended approximately $1.5 million ot its
own funds on the line east of Gascoyne, North Dakota. The entire project was com-
pleted during the 1980 construction season.

During 1980, several additional planning efforts were undertaken. Most of the
rail network in South Dakota, and the Milwaukee Road line from Jonathan,
Minnesota, to Miles City, Montana, were inspected and estimates made of the net
salvage value, normalized maintenance of way costs, and rehabilitation costs for
several conditions of track. Another planming effort assessed the viability of-
the Jonathan, Minnesota, to Miles City, Montana line under several operating and
rehabilitation alternatives. A third effort involved investigation of the costs
for relocation of grain elevators from rail lines threatened by abandonment to
rail lines that continue in service.

RAILPLAN SOUTH DAKOTA 1980 analyzed fourteen potential projects using a
benefit/cost analysis. Of these, seven were recommended for funding, based on the
analysis and other pertinent factors. Since the estimated cost of these projects
greatly exceeded the funding available, a prioritization process ranked four
projects within the 1980 funding limit. The previously mentioned Gascoyne to
Miles City project received top priority.

I1.3




The second priority project addressed tie and ballast inadequacies, a transfer
track, and some new rail for the Huron to Pierre rail segment. The Chicago and
North Western Transportation Company, owner of this trackage, is presently analyz-
ing terms for a potential project with the State of South Dakota.

A rehabilitation of Burlington Northern's Sioux Falls to Madison branch line was
placed third on the priority list, This project is currently being conducted
through the funding concept known as the "Iowa Plan". Costs are being shared by
the railroad, the State, and the Lake-Minnehaha County Regional Railroad
Authority. When the project is completed later in 1981, unit trains of 100-ton
hopper cars will be shipped from the line.

The final project to be initially funded was a substitute service arrangement that
addressed the Milbank to Sisseton branch line of the Milwaukee Road, a line
presently filed for abandonment. Due to the volume of shipping originating on the
line, a method was sought to preserve rail service for shippers. A facility

relocation project was proposed whereby grain elevators would be relocated to the

Milwaukee Road main line a short distance away. Due to filing for abandonment of
this line and the indecision of shippers for the acceptance of this project, fund-
ing has been deferred until a better assessment can be made by all potential
participants. A

The deferral of this project allowed the funding of the next priority project, the
rehabilitation of the former Milwaukee Road branch line from Britton north to the
junction with a Burlington Northern line, a distance of 4.8 miles., This segment,
which is owned by the State of South Dakota, will be operated by the Burlington
Northern, and the project matching funds will be provided by the Marshall County
Regional Railroad Authority.

In addition to railroad-related activities on the state level, Congress enacted
legislation in 1980 that may have far-reaching effects on the rail industry at
large. The Staggers Rail Act of 1980 significantly eased the regulatory burden
imposed on the railroads, altered the method of formulating freight rates, and
minimized the delays associated with uncontested abandonments and mergers. A
detailed description of the Act, including an abandonment timetable, is further
discussed in Appendix B, Basic Provisions of the Staggers Rail Act of 1980.

A summary of important occurrences that have had an impact on the rail system
serving South Dakota over the past four years is summarized in Appendix C,
Significant Events Relating to South Dakota Railroads.

CURRENT PLANNING PROCESS [266.15(c)(1)] and [266.15(c)(11)]

Rail planning for the State of South Dakota is the responsibility of the Division
of Railroads, within the South Dakota Department of Transportation, Figure II-1
shows the organization of the South Dakota DOT, in which the Division of Railroads
is one of four divisions. Figure II-2 is the organizationmal chart for the South
Dakota Division of Railroads. The Railroad Advisory Commission provides input to
the planning process, The Railroad Authority is a public financing mechanism for
the acquistion and improvement of railroad facilities., The Railroad Board,
provides policy for the Division in matters relating to the management of
State-owned railroad properties.

IL.4
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The Division is responsible for performing planning and analysis functions to
maintain an up-to-date State rail plan. This includes the collection, analysis,
and evaluation of data pertaining to rail lines and services in South Dakota.
Typically such activities include:

monitor rail traffic flows by railroad, station, and line;

- monitor commodity flow data for the State, particularly agricultural
products;

- perform detailed line analysis for lines threatened by abandoment;

- monitor changes in the status, condition, and service of rail lines serving
South Dakota;

- continuously evaluate the importance of rail facilities to the State, in
light of the current situation and expected developments;

~ analysis of State Core operations.

In addition, the Division provides technical support to assist railroads and rail
users.

OVERALL PLANNING PROCESS [266.15(c)(11)}

One of the South Dakota Department of Transportation's (SD DOT) goals is to 'es-

tablish, construct and maintain a viable state transportation system, including
both the public and private sectors, which provides a sufficient level of service
for the movement of products and people in a safe, economical, timely and effi-
cient manner based upon available resources". An accompanying goal is "to active-
ly work for transportation betterment in the identification and interpretation ot
transportation needs and to strive for public and legislative support to meet
those needs". A major objective of the SD DOT is "to integrate the various modes
of transportation in order that they might safely, efficiently and economically
supplement and complement each other in the movement of persons and goods".,

The SD DOT, through its Division of Railroads, serves as the designated state
agency for both rail planning and project implementation pursuant to Section 5,
Department of Transportation Act, as amended by the Railroad Revitalization and
Regulatory Reform Act of 1976 and the Local Rail Service Assistance Act of 1978.
The SD DOT is also the state agency that has the statutory authority to intervene
in abandonment cases and other legal proceedings with railroad companies and the
1CC,

All planning for rail projects utilizing Federal 803 funds and state financing ad-
dresses the highway impact of each project plus the highway impact of all iden-
tified alternatives related to each project. The proposed projects are coor-—
dinated with the other Divisions within the DOT and are presented to the State
Transportation Commission for their consideration.

II.5
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The policies, goals, and objectives that follow guide the planning process to
ensure that plams and projects are developed which are compatible with all modes
and that the potential for significant modal shifts of freight movement are
analyzed. Transportation planning, plan development, project selection, and im-

Plementation must be on a multi-modal level because decisions in one area or mode
can, and in most cases will, affect other modes.

The existing South Dakota Railplan addresses rail planning and the highway impact
of rail projects. This plan, together with the Highway and Aeronautics Plans,
provides the South Dakota Transportation Commission with comprehensive plans for
all modes of tramsportation with which it is currently involved. The Commission
must act upon all transportation projects regardless of mode and is the final ap-
proving agency for the expenditure of transportation funds.

PUBLIC PARTICIPATION PROCESS [266.15(c)(10)]

Rail planning in South Dakota grew out of public awareness of the rail crisis
facing the State and the public's desire to solve the resulting transportation
problems. Public participation in the State's rail planning process began in 1973
during the activities of the 19-member Railroad Policy Task Force. Their actions
initiated rail planning and coordinated numerous public meetings throughout the
State acquainting local citizens with rail issues.

The Railroad Advisory Commission, successor in 1977 to the Task Force, provides
public input to the Division. Additional input is provided through six Plamning
and Development Districts. Each of these districts is responsive to the citizens
of each multi-county area.

Various State departments and agencies also provide input into the rail planning
process. These include the following:

. Transportation Commission ~ has final authority over all expenditures of
the Department of Tramsportation, including the Division of Railroads;

. The Division of Administration of the DOT - as coordinator ot multi-modal
transportation planning, is involved in the rail planning process as it re-
lates to the state highway network;

. State Department of Agriculture - is involved in the State's largest in-
dustry and largest user of rail service;

. State Department of Water and Natural Resources — provides input and coor-
dination related to the development of natural resources in the State; and

. State Planning Bureau - provides input through the A-95 review process of
plan updates.

Direct public participation in the rail planning process is generated through the
issuance of news releases, agency mailings, meetings, and seminars. Division of
Railroads staff regularly meets with numerous shipper groups and makes appearances
throughout the State to inform the public and solicit input to the planning
process,

11.8
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The Division staff also contacts shippers and receivers on rail lines selected for
intensive study to conduct surveys. These surveys have provided information on
shipper attitudes toward rail service, shipping patterns by mode and commodity,
and the effects of changes in rail service. The survey process provides shippers
with an opportunity to participate directly in the State's rail planning process.
The shipper survey form is located in Appendix A of this document.

The Division maintains close contact with the rail planning staffs of neighboring
states. Coordination between states focuses on planning activities, program
development, and project implementation.

Public hearings are conducted whenever a RAILPLAN update, revision, or addendum is
issued. These hearings provide the State with the opportunity to describe the
study rationale and findings and solicit public comment regarding the recommenda-
tions contained therein. Public hearings also provide both the Division staff and
local citizens the opportunity to exchange ideas and to discuss current issues.

Public participation is essential to meaningful rail planning truly responsive to
the needs and concerns of local rail users. Rail assistance projects in par-
ticular require the active involvement and committment of those affected by the
project(s). Therefore, public participation will continue to be a major component
of the rail planning process for South Dakota.

RATL SERVICE ISSUES

The rail network in South Dakota is primarily light density branch lines. The
light density nature of these lines prevents the use of modern jumbo hopper cars,
which are more efficient and cost-effective for grain and fertilizer movements
than the smaller outmoded boxcar. Because of this inability to etficiently serve
rail users, many of these lines have lost significant volumes of traffic to the
motor carriers.

The loss of traffic to the motor carriers has severely reduced the revenue produc-
tion potential of many of South Dakota's branch lines. As a result ot revenue
losses, railroads have found it necessary to defer maintenance. This has led to
further service declines which, in turn, has resulted in further diversion to
cther transportation modes.

This continuing cycle of track deterioration and traffic diversion, along with the
financial difficulties of the Milwaukee Road, led to the abandonment of over 50%
of South Dakota's operating rail system mileage during the past five years. These
abandonments, along with the threat of additional abandonments, impact the State's
agricultural, industrial, and natural resources development., Nearly all of South
Dakota's rail freight consists of bulk commodities including grain, coal, fer-
tilizer, gravel, cement, bentonite, stone, and pulpwood. When long distances are
involved, these commodities can be moved more economically by railroad than by
truck. As will be discussed later, several of the recent abandonments are part of
an essential rail network that is necessary to provide access to the national rail
network and without which South Dakota's existing industries will be irreparably
damaged and future growth severely limited.

One of the root causes of rail decline in South Dakota has been a fluctuating

demand for rail service. Drought-related agricultural production shifts have
resulted in inadequate traffic levels during certain years. However, as

I1.9




irrigation becomes more prevalent in South Dakota and farmers increase their
on-farm storage, the transportation demand should be stablized. A stable demand
will significantly improve the viability of remaining rail lines in the State.

South Dakota will continue to face the prospect of branch line abandonment until
the total rail system is stabilized. The Division has identified the lines con-
sidered essential to overall State transportation needs. These lines will be the
focus of track improvement programs aimed at reversing the deterioriation caused
by years of deferred maintenance. Essential lines are those lines that otfer a
reasonable expectation for becoming economically viable or that provide an impor-—
tant link to the national rail transportation network. Non-essential lines are
being addressed primarily through programs to minimize the negative impacts ot
abandonment. Such programs include development of regional terminal facilities
that will provide efficient interface between local trucking and essential rail
lines.

RATL SERVICE AND PLANNING POLICIES, OBJECTIVE, AND GOALS [266.15(c)(1) &
(d)(2)(vii)]

The content of RAILPLAN SOUTH DAKOTA 1981 is derived from South Dakota's stated
policies, objectives, and goals for rail service and planning. These policies,
objectives, and goals reflect the rail issues affecting South Dakota and the con-
sensus of the Division of Railroads and the Railroad Advisory Commission.

G S g W gE GS,Cs Gy O QP M gE GRG0 T, W ugy = P |

Rail Service and Planning Policies

The State's policies provide general statements of direction for rail service and
planning for South Dakota.

. To coordinate the efforts of rail users, railroad companies, local govern-—
ments, and the State to solve transportation problems in South Dakota,

. To encourage the continuation of financially solvent, privately owned and
operated rail services in the State, Therefore, the South Dakota DOT will
not automatically oppose all railroad abandomment applications, but first
will consider the potential wviability of the line, the social and economic
impacts of line abandonment, the local interest in the line, the potential
for substitute service and other factors which may be unique to the line
or its service area.

. To support essential rail services which are threatened by abandonment
through the use of available public and private funds, where the public
interest justifies such assistance., Possible assistance includes acquisi-
tion, service continuation, rehabilitation, rail banking, operations im-
provement, or substitute service. -

. To foster the coordination and consolidation of rail services in the State
where opportunities exist for improving the efficiency of rail operations.

. To strive to increase the public awareness of rail service issues as they
affect the State and to facilitate public involvement in the on-going
State rail planning process.

11.10
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Rail Service and Planning Objectives

The State's objectives define more specific courses of action relating to the
operation of the South Dakota DOT and the Division of Railroads.

. To foster adequate, safe, efficient and economical transportation services
for the movement of persons and goods in South Dakota.

. To integrate the State's transportation system with that ot neighboring
states and with the national transportation system in order to facilitate
interstate and nationwide travel, while also considering state and local
needs, desires, and the inherent social, economic, envirommental, and land
use impacts, ..

. To integrate the various carriers and modes of transportation in order
that they might safely, efficiently and economically supplement and com-—
plement each other in the movement of persons and goods, recognizing the
inherent advantages of each mode.

. To provide and maintain essential rail services and facilities in South
Dakota which serve the public interest but which cannot otherwise be
profitably continued by private carriers,

. To provide a coordination medium for the available resocurces ot rail
users, railroad carriers, and governments {local, state and federal) for
the purpose of maintaining essential transportation accessibility within
South Dakota.

Rail Service and Planning Goals

Established, workable goals are necessary for the state rail planning process to
outline courses of action and to define the desired future characteristics of the
railroad system within the State of South Dakota.

. To identify the essential rail system for South Dakota which is needed to
serve the State's current and potential agricultural, natural resource,
industrial and energy-related activities.

. To retain a viable core rail system to serve South Dakota made up of es-
sential lines which serve the primary traffic-producing areas ot the State
and which provide accessibility to State and national markets.

. To encourage the elimination of non-profitable rail lines which are non-
essential and whose services could be more economically provided by an al-
ternative rail line or transportation mode.

. To develop competitive transportation options for communities where the
loss of current rail service will cause severe economic or socio-economic

hardships.

. To promote increased use of rail service in those ways in which it ‘is best
suited. |
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To provide for the transportation needs of communities where the loss of
current rail service will cause severe economic or socio-economic
hardships.

To promote financial stability and operational efficiency within the rail
system serving South Dakota.

To develop, maintain, and improve the institutional capability for im-

plementing state railroad policy by legislation, funding program ad-
ministration, and project implementation,

I1.12
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CHAPTER III
HISTORY AND DEVELOPMENT

Railroad construction in South Dakota came late in the westward expansion of the
region's rail system. Whereas the construction period for most northern transcon-
tinental lines was 1850-1885, the boom periocd for laying rails in eastern South
Dakota was 1880-1890. As railroads raced westward to develop new markets, the
Fort Laramie Treaty of 1868 prohibited railroads from penetrating the vast Indian
reservations of western South Dakota. This prohibition remained in effect until
1904, when the Federal government began to implement an agreement signed in 1889
permitting the government to buy unallotted reservation land.

Even before the westward race was delayed in South Dakota, transcontinental lines
were completed in 1869 and 1883 that went through Nebraska and North Dakota,
respectively. The Federal land grant program, which lasted from 1850 to 1871 and
involved these two lines, was responsible for the construction of only 35 miles.ot
the total 4,420 miles laid in the State. The lines later constructed in South
Dakota were frequently at one end of the nation's rail system, thus becoming
branch lines with little overhead traffic.

The Chicago, Milwaukee, St. Paul, and Pacific Railroad Company finally crossed the
Missouri River at Mobridge and completed its transcontinental route in 1910. The
company faced the challenge of establishing markets in a region where other car-
riers had existed for many years. In additiom, the completion ot the Panama Canal
four years prior to the opening of the Milwaukee Road's line altered the routing
of European goods to the West Coast, thereby decreasing traffic on the overland
rail routes., The ultimate result of these two factors was a further decline to an
already limited traffic base which led to the eventual discontinuance of this line
as a transcontinental route.

As the early railroads were racing to be the first in a territory to assist in es-
tablishing town sites and markets, eastern South Dakota was criss-crossed with
competing rail lines every few miles. This offered farmers rail access within a
distance he could cover both ways in one day using his horse and wagon. However,
as the motor freight industry became well-established in the 1950's, farmers were
offered an alternative transportation mode that offered more flexibility in terms
of rates, routes, and scheduling. In some instances, a farmer could have his
grain hauled from his harvested field directly to a terminal market, bypassing not
only the railroad but also the local elevator. The effect of this situation was a
gradual decline in rail traffic, which led to infrequent train service, deferred
track maintenance, and in many cases, abandonment of the line by the railroad
company.

As South Dakota's population increased through the 1920's, the economy that
developed was directly related to agriculture. As such, most of the towns that
had been established up to 50 years earlier were never able to expand beyond the
needs of the immediate five to ten mile area. The communities that did expand
served a region by providing goods and services that weren't purchased on a daily
basis. The diversified economic base of these larger communities exhibited a
larger transportation need than the surrounding smaller communities. Coupled with
the highway building boom of the 1940's and 50's, which greatly increased the ac-
cess to the larger cities by the rural population, services requiring rail
transportation in the small town diminished. The Interstate Commerce Commission,
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through their regulatory practices, tended to maintain rail service in these
communities long after the economics of rail service had disintegrated.
Eventually, however, most of these rail lines were abandoned much in the same man-
ner as the shipping had abandoned the rail.

Most of the railroad construction in South Dakota had been completed by 1911. A
total of 4,420 miles were built with the last main trackage added in 1948. Figure
I1I-1 shows the time periods of the initial rail construction in different regions
of the State. It also shows the dates when the railroads first reached major
South Dakota cities. Figure III-2 illustrates the amount of operating rail
mileage in ten year increments from 1870 to the present. Figure III-3 uses maps
of the State of South Dakota to graphically illustrate the penetration and sub-
sequent decline of the operating rail mileage at 20-year intervals.

Abandonment

A typical reason that a railroad gave for the abandonment of a line in South
Dakota is that the line did not generate sufficient revenue to finance operations
and maintenancé. Some lines that do not generate significant revenue may be con-
tinuing to operate because of future transportation demand, possible freight
diversions from motor carriers, or the cost of the ICC abandonment procedure when
compared to the net salvage value of the line. A line may also not generate suf-~
ficient revenue because some routes of the current rail network may be more cir-
cuitous than the recently built, publicly maintained highway system, thus causing
a higher freight rate for some traffic.

As of January 1, 1981, the operating rail mileage had decreased to 1,735 miles ot
track, or 40% of the 1919 mileage. Although rail abandonments date back to 1909,
62% of the total mileage abandoned has occurred since 1976. The Milwaukee Road
has had the most miles approved for abandonment after 1976. Table III-l shows
that 1,245 miles of the Milwaukee had been approved for abandonment in this time
period. The remaining 343 miles that continue to operate have been filed for
abandonment and are awaiting the final authority to cease operations. Most ot
these abandonments have been the direct result of the Milwaukee Road bankruptcy
and restructuring effort. ' o

The Chicago and North Western has had an active abandonment program since the
mid-1960's when it started to eliminate unprofitable low demsity branch lines.
Since 1976 they have eliminated 422 miles of their 1,146 mile system in South
Dakota, leaving a 724 mile system.

0f the remaining rail carriers, the Burlington Northern has abandoned 91 miles of
their track, most of which has occurred since 1980. The Soo Line has not aban-
doned any mileage since 1976. The Illinois Central Gulf has received permission
to abandon its one line in South Dakota but it is currently being appealed so
operations have continued.

The rail lines that were in place in 1976 are shown on Figure III-4. These lines
are broken down by two symbols to illustrate those lines which have received aban-
donment approval since 1976 and those which continue to operate.

A chart showing the current rail line abandonment timetable is given in Appendix
B. The Interstate Commerce Commission has the authority to make decisions in
abandonment cases. Their procedures have been amended by the Staggers Rail Act of

I1I.2
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1980. This Act served to speed up the abandonment procedure with uncontested
abandonments permitted 75 days after filing.

Bankruptcy

The Milwaukee Road filed for financial reorganization on December 19, 1977 under
Section 77 of the Federal Bankruptcy Act. This action was taken as a legal
mechanism to reorganize into a smaller company by shedding unprofitable lines to.
improve financial stability. On April 23, 1979, the Court—-appointed trustee for
the Milwaukee requested permission from the Federal Court to halt service on ap-
proximately three-fourths of its system. Although the request was denied, the
Milwaukee filed a modified request and received approval to embargo their lines in
South Dakota on November 1, 1979. Because an agreement had been reached with
South Dakota, Minnesota, and North Dakota where the States would provide $2.3 mil-
lion for a track rehabilitation project, the line from Jonathan, Minnesota to
Miles City, Montana and two connecting branch lines were retained by the
Milwaukee. These lines, however, were subsequently filed for abandonment with ap-
proval expected during 1981. A further description of the actions taken by South
Dakota in response to the bankruptcy is found in Chapter V.

Although many concepts have been suggested as to the reason for the Milwaukee Road
bankruptcy, a commonly accepted reason is that they continued to operate too many
low density branch lines, Since the Milwaukee had very few abandonments prior to
1976, the large number of lightly traveled branch lines caused a huge burden on
their system. Their transcontinental line also presented problems with low traf-
fic volumes west of Minneapolis. The effects of these problems, long ignored by
the railroad and shipping interests alike, continued to mount for several years
and finally climaxed with the railroad filing for bankruptcy.
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FIGURE III- 2

HISTORICAL RECORD OF
SOUTH DAKOTA S RAILROAD SYSTEM

1
.' YEARS 25?}’3%‘455?-59 Aa't‘\'n"ne&m nséfr?g*}'ﬁerao 31\"31.!5.”
1 1870-1879 304.21 -0- C 304.21
' 1880-1889 2,134.10 -0- 2,438.31
1890-1899 394.74 -0- 2,833.05
' 1900-1909 1,161.14 5.30 3,988.89
o 1910-1919 , 34420 31.57 4,301.52
. 1920-1929 68.60 89.43 4,280.69
11930-1939 -0- 150.91 4,129.78
‘ 1940-1949 = = - 13.50 184.93 3,958.35
1950~1959 -0- 57.41 3,900. 94
. 1960~1969 -0- 213.99 3,686.95
1970-1975 -0- 345.65 3,341.30
1976-1979 -0- 613.80 7.7 2,735.20
‘ 1980-Present -0- 1,159.30 443.5 2,025.70%
TOTAL 4,420.49 2,852.29 451.2
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FIGURE III-3

. History of |
Rail Line Development

in
South Dakota
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TABLE OI - 1

South Dakota Rail Line Abandonments
Approved Since 1976

N YEAR MTLES
RATLROAD - LINE DESCRIPTICN ABANDONED ABANDONED

MILWAUKEE ROAD (1,588.5 miles beginning 1976)
1. Roscoe to Orient 1977 41.0
2. Trail City to laith © 1979 106.5
3. Woonsocket to Wessington Springs 1979 15.2
4. Bristol to Garden City 1979 28.8
5. Moreau Jct. to Isabel 1979 56.5
6. Marion Jct. to Menno . 1978 21.5
7. Jackson, MN to Fgan 1979 12.0
8. Andover to Brampton, NI 1980 38.6
9. Roscoe to Linton, ND 1980 40,7
10. Aberdeen to Edgeley 1980 31.8
11. Ortonville, MN to Fargo, ND 1980 1.3
12. Madison to Bryant 1980 47.3
13. Napa to Platte 1980 82.9
14. Mitchell to Rapid City 1980 286.0
15. East Wye Switch to Mitchell 1980 116.5
16. East Wye Switch to Canton 1980 15.3
17. Canton to Mitchell 1980 78.1
18. Sioux Falls to Stoux Falls .Jct. 1980 32.3
19. Egan to Madison 1980 26.0
20. Mitchell to Wolsey 1980 54.6
21. Wolsey to Aberdeen 1980 74.0
22, Mason City, TA to Canton, SD 1980 3.0
23. Sioux City to Fast Wye Switch 1980 14.7
24, Canton to Sioux Falls 1980 20.8
TOTAL 1,245

CHICAGO § NORTH WESTERN (%§12§'2 miles beginning
7

I. Winner, SD to Norfolk, NE 1978 63.2
2. Watertown to Stratford 1377 71.4
3. Clark to Doland 1977 18.7
4. Wren, IA to Iroquois, SD 1978 125.5
5. Jolly to Jolly Dump 1979 3.7
6. James Valley Jct. to Redfield 1979 33.8
7. Ellis to Mitchell 1980 65.2
8. Redfiteld to Frankfort 1980 9.7
9. Tracy, MN to Gary, SO 1980 1.0
10. Watertown to Clark 1981 29.5
TOTAL 21,7
BURLINGTON NORTHERN (549.6 miles beginning 1976)
1. Near Yankton 1976 4.1
2. Minnekahta to lot Springs 1977 11.9
3. Wentworth to tayti 1980 49.2
4. Yankton to Irenc 1981 17.1
5. Hill City to Keystone 1981 8.8
TOTAL a1.1
S00 ILINE (66.3 miles beginning 1976)
None - -
TLLINOIS CENTRAL CULF (14.9 miles beginning 1976)
1. Cherokee, IA to Sioux Falls 1981 14.9
GRAND TOTAL 1773.1

d-h-ﬁ-'-d—ﬁ-ﬁ-'-’-‘-ﬁ
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. CHAPTER IV

STATEWIDE RAIL SYSTEM

This chapter documents and illustrates the rail system that exists in South Dakota
today, its usage and characteristics, the State's views on a core system concept
and a brief description of passenger service.,

CURRENT RAIL SYSTEM

Four Class I railroads currently operate 2,024.2 miles of rail line in South
Dakota. Figure IV-1 illustrates the South Dakota operating mileage (as of
December 31, 1980) for the companies serving the State as a portion of their total
system mileage. The total operating mileage in the State at the end of 1980 had
decreased to 1,735 miles, but because of restored service on some State owned
lines, as well as abandonments during 1981, the current total now stands at
2,024,2 miles. The Illinois Central Gulf had 15 miles of track into Sioux Falls,
but has since received a certificate to abandon this line. The state owned track-
age is not shown.

The current rail network in South Dakota is shown in Figure IV-2 and the rail
highway system is illustrated in Figure IV-3. These transportation networks
provide the primary corridors for surface movement of goods and people throughout
South Dakota.

Each year railroad companies must classify their lines into one of five categories
prescribed by law and must submit a map called a System Diagram Map to the
Interstate Commerce Commission. The filing categories are:

Category Description

1 Potentially subject to
abandonment in 3 years

2 Under study for possible
future abandonment

3 Filed for abandonment

4 Operating under subsidy

5 Other rail lines

Figure IV-4 is the System Diagram Map for South Dakota. The Category 5 total con-
tains 433.5 miles of State owned track that is being served by the Burlington
Northern. No Category 4 track exists in South Dakota. Table IV-l is a mileage
listing of each company's ICC designation of lines. Also listed are abandoned
rail lines purchased by the State of South Dakota which had service restored. As
the table indicates, a total of 560.0 out of the current 2,024.2 miles being

operated currently have been filed for abandonment or are under study for a
possible future filing.
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THOUSANDS OF MILES

TOTAL
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10

CLASS I RAILROADS SERVING SOUTH DAKOTA

OPERATING MILES — 3,90
S.D. PERCENT
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FIGURE IV¥- |
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RATIL USAGE

Figure IV-5 shows the total tonnage of traffic originating or terminating in South
Dakota from 1970 to 1980. The tonnage level has improved significantly since the
mid-decade drought. Table IV-2 indicates total carloadings by carrier since 1974.
As this Table illustrates, total carloadings has risen from a low of 95,736 in
1977 to 101,910 in 1980. While total tons moved in 1979 far exceeded that moved
in 1974, the 1979 carloadings were less than the 1974 level. This interesting
fact points out that carloadings are getting heavier because of the greater use of
100 ton grain and coal cars.

Table IV-3 shows that farm products accounted for 41% of car movements in 1980
followed by coal with 28%Z and stone, clay and glass with 8% of the car origina-
tions and terminations within the State. This data is also shown graphically by
the pie chart in Figure IV-6. The 1980 carloadings are shown in Figure IV-7 by
the rail carrier that originated or terminated the traffic. The Milwaukee Road,
even on their smaller system, (964 miles of their system was embargoed or aban-
doned early in 1980) originated and terminated 43% of the traffic followed by the
Chicago and North Western with 33% and the Burlington Northern with 21%. While
the 1980 total traffic decreased slightly over the 1979 level, the Burlington
Northern traffic increased over 400,000 tons, due mainly to a large increase in
grain movements.

One method that railroads use to measure traffic on a line segment is freight den-
sity measured in millions of gross ton miles per mile (GT/M). This figure
represents total weight that traveled over the line including the weight of cars
(whether empty or full), locomotives, caboose, and actual freight hauled. This is
not necessarily an indication of tons originating and/or terminating on the line
as overhead traffic will also be shown. Figure IV-8 illustrates the traffic den~
sity for operating lines in 1980. The heaviest traveled line in the State was the
Burlington Northern cozl line through Edgemont with slightly over 81 million GT/M.
The second heaviest traveled line was the Burlington Northern line through
Garretson with 12 million GT/M. The Milwaukee Road line through Aberdeen carried
7-9 million GT/M while the line south of Rapid City carried slightly over 3 mil-
lion GT/M. The remaining lines in the State carried less than 3 wmillion GT/M with
most lines less than 1 million GT/M. "

RAIL, CHARACTERISTICS

The characteristics of South Dakota's rail system can be described in terms of
traffic and the physical plant. Figure IV-8 illustrates that the system is com-
posed mostly of light demsity lines. Figure IV-6 shows that the traffic is mostly
agriculture commodities and coal. Figure IV-9 illustrates that most lines are
branch lines according to FRA standards. Two categories of main lines and two
categories of branch lines are given depending upon the tonnage on the line during
a given year. Because of the low tonnage on most South Dakota rail lines, nearly
all of the lines are in one of the branch line categories.

Railroad companies set weight limits on all their lines depending on the physical
characteristics of the line. The limits are the heaviest load allowed that will
not cause structural damage to the track. Figure IV-10 shows that, due to light
rail weights or inadequate bridge design, many lines in South Dakota have a maxi-
mum weight restriction below 263,000 pounds. A line must be capable of supporting
263,000 pounds to utilize fully loaded jumbo hopper cars. The hopper cars are

Iv.7




' FIGURE V-5 _
TOTAL RAIL TRAFFIC VOLUME IN SOUTH DAKOTA
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_ FIGURE I¥-6
Percentage of Carloadings by Commodity
-1980-
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FIGURE I¥-7
Percentage of Carloadings by Carrier
-1980-
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better suited to handle grain than box cars, but many lines are restricted to
using the box cars because of the weight restriction. The box cars, however, have
become a relic of the past as they are labor intemsive, time consuming for loading
and unloading, and have even been embargoed at some terminal points.

One type of traffic that has demonstrated rapid growth for many railroad companies
is trailer-on-flatcar (TOFC). This traffic involves truck semi-trailers that are
transported on a specially designed flatcars. However special loading/unlocading
equipment on a special dock or platform must exist to handle this type of traffic.
Consequently, TOFC facilities are located in only five (5) South Dakota cities as
follows:

TOFC LOCATIONS

LOCATION OPERATING RAILROAD

Aberdeen Milwaukee Road

Mitchell Burlington Northern

Mobridge Milwaukee Road

Rapid City Chicago & North Western

Sioux Falls Burlington Northern -

Many other cities have loading docks located on tracks that are used to load and
unload freight and machinery from flat cars.

Figure IV-1l highlights the rail lines in South Dakota that are under transition.
These lines have either changed ownership recently or will more than likely be
sold or abandoned in the near future. Included here are the remaining Milwaukee
Road owned linmes in the State which are part of the reorganized Milwaukee system
but which have now been filed for abandonment, the State purchased "core" system
which is being operated by the Burlington Northern, the State purchased lines
which are non-operating at this time, and two other abandoned lines which have
been purchased by the Burlington Northern and restored to service.

ESSENTIAL RATL SYSTEM

- The crisis nature of rail issues that are confronting the State of South Dakota
makes it imperative that assistance efforts be directed to where the greatest
benefit to the State can be achieved. This requires the State to identify the
rail lines most essential to its transportation and economic development needs,.
and to direct available resources to those lines. Based upon traffic levels,
rehabilitation expenses are not economically justified onm all rail limes in the
State. By focusing on a subset of essential rail lines, the State believes that
it can more effectively apply its available resources by prioritizing lines that
are candidates for assistance.

For the purposes of this prioritization, essential rail lines must be classified
by several characteristics:

. current and projected traffic volumes;

» access to the major grain producing parts of the State;
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. access to the national rail transportation mnetwork;
. access to natural resource areas, particularly coal deposits; and

. expected local impacts of service loss, including shipper cost, highway
cost, and rehabilitation cost.

During 1979, a special study, called the South Dakota Rail Line Inventory

Study, was undertaken by the Division. Outside consulting firms were retained to
prioritize all line segments in the State on the basis of the above criteria. The
results of this study do not account for the interrelationships between lines in
the same area; however, they do provide a supporting basis for developing an es-
sential rail system for South Dakota. Each rail segment in the State received a
summary evaluation rating based upon a weighted average of the ratings given for
each criterion. This process identified an essential rail system for South
Dakota, the results of which are shown graphically on Figure IV-12. These lines
form a basic skeletal rail network of feeder lines serving the agricultural
producing areas of the State; main lines linking shippers im South Dakota with lo-
cal, national, and international markets; and secondary main lines which connect
the feeder lines to the main lines. Extensions beyond this essential rail system
should occur only if the lines can be economically justified.

The State of South Dakota has purchased those parts ot the essential rail system
that have been abandoned by the owning railroad. The purchase is only one step in
the process of insuring long term rail transportation services in the State. Full
justification for these purchases and the process of restoring service is ex-
pressed in detail in Chapter V.

PASSENGER [266.15 (c)(2)(iii)]

South Dakota does not have AMTRAK passenger service nor any other passenger ser-
vice provided by a Class I rail carrier. Figure IV-13 illustrates how the AMTRAK
system extends around the State but does not penetrate its borders. 'The only pas-—
senger service that exists in the State is a seasonal tourist excursion operation
on the Hill City to Keystone line. See line segment BHOl in Chapter VI for more
information on this line.

SUMMARY

Thus far we have identified the rail carriers serving South Dakota and their sys-
tem configuration. Significant commodities moved by those carriers are farm

. products and coal. These commodities accounted for 69% of the total carloadings
in 1980. The traffic levels on many lines have historically been at a level which
generated insufficient revenues to maintain or rehabilitate those lines to a level
capable of supporting the heavy weights of the modern grain and coal cars. The
result was that many lines were either abandoned or a deterioriated track condi-
tion materialized. A core system concept has been established which identifies
lines eesential for continued rail operation. However, many essential lines were
abandoned as part of Milwaukee Road restructuring. A private solution could not
be found to restore service on essential lines., This problem led to the point
where the only way to preserve these lines was for the State to purchase specific
lines which were part of the essential system and select other lines to preserve
the corridor for possible future use. These actions are documented in Chapter V.
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SOUTH DAKOTA OWNED SYSTEM
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CHAPTER V

SOUTH DAKOTA OWNED SYSTEM
[266.15 (c)(1)] .

The ownership, operation, and maintenance of railroad facilities has classically
been a private sector business enterprise. Despite the existence of aggressive
federal legislation dating back to 1976 which was designed to assist the private
sector in the revitalization and stabilization of the nation's rail system, criti-
cal situations in recent years have caused the federal government and 2 small num-
ber of state governments to become directly involved in railroad operations.
Direct federal intervention has taken the form of CONRAIL and AMTRAK.

CONRAIL was formed as a quasi-governmental entity to forestall the impact of
bankruptcy proceedings of the Penn Central and six other minor rail carriers upon
the northeastern sector of the national freight carrying rail network. CONRAIL
owns and operates the facilities of the prior owners, all of whom have ceased in-
dependent operations except one. It operates on its own revenues supplemented by
federal loan funds. Its link to the federal government is through the Federal
Rail Administration, whose representatives sit on, but do not control, the CONRAIL
Board of Directors.

AMIRAK was formed as a quasi-governmental entity in recognition of the need to
continue passenger rail service throughout the nation despite the fact that most
independent carriers were curtalling passenger service for economic reasons.
AMIRAK owns and operates its own rolling stock and some terminal facilities., It
does not own any trackage, but operates on the trackage on other carriers via
right of way agreements, It operates on its own revenues supplemented by govern-
ment grant funding. Its link to the federal government is through the Department
of Transportation, whose representatives sit on and currently have controlling
membershif of the AMITRAK Board of Directors.

A small number of state governments have also become involved in rail operations
for reasons similar to that experienced in South Dakota, namely loss of critically
needed rail service resulting from abandonment or bankruptcy. State owned rail
facilities are currently found in several other states, including Vermont, New
Hampshire, Wisconsin, and Michigan.
The evolution and resulting conditions of the current South Dakota rail system are
documented in Chapters III and IV of this RAILPLAN. This chapter will address the
following topics relative to the state owned portion of the system.

. Need-and Justification for State Ownership

« The Elements of the Acquisition

. Rail Operations and Maintenance

. Directed Service Rehabilitation

+ Current Status of the State Owned System

. Objectives for the State Owned System

V.l




NEED AND JUSTIFICATION FOR STATE OWNERSHIP

Even prior to the publication of South Dakota's first rail plan, RAILPLAN SOUTH
DAKOTA 1978, the potential impact of rail abandonments on the State's economy was
recognized. The bankruptcy proceedings of the Milwaukee Road necessitated a fur-
ther definition of these impacts.

Late in 1977, the Milwaukee Road, owner of 48% of all active trackage within the
State, filed a petition for bankruptcy. A decline in quality and frequency of
service occurred during the late 1970's which could be attributed, at least in
part, to the Milwaukee Road's irability to serve the operating and maintenance
needs of their branch line system. The potential for an embargo of the western
extremities of the Milwaukee's system was implicit in a study conducted for the
Milwaukee Road by Booz, Allen and Hamilton for the purpose of recommending an op-
timum configuration for a reorganized railroad. This study began in late 1978 and
supported the Milwaukee's request later in 1979 to embargo all of its trackage
west of Renville, Minnesota. The embargo, had it been approved by the Federal
Bankruptcy Court under the original application, would have completely removed
Milwaukee service from the States of South Dakota, North Dakota, Montanma, Idaho,
and Washington. The severe loss of rail service that would have happened in South
Dakota is shown on the upper half of Figure V-1.

The State of South Dakota, cooperating with the States of Minnesota, North Dakota,
and Montana, entered into discussions with the Milwaukee Road to evaluate the im-
pact of the proposed embargo on specific rail operatioms affecting the four state
area. Of primary concern was the impending loss of the Milwaukee main line from
Renville, Minnesota through South Dakota to Miles City, Montana. A major portion
of the discussions was devoted to forms of rehabilitation assistance for this line
which could be financed by the aforementioned states. After due deliberation, and
with the sanction of the Bankruptcy Court, the State of South Dakota and the ‘
Milwaukee Road entered into an agreement which would result in a post embargo con-
figuration within South Dakota as shown in the lower half of Figure V-1.

Consequently, the States of South Dakota, North Dakota, and Minnesota appropriated
$2.3 million for improving the line, 80% of which was "Section 803" funding from
the Federal Railroad Administration and 20% was matching funds from the States.
Rehabilitation work was subsequently performed using those funds during the fall
of 1979 between Jonathan, Minnesota and Gascoyne, North Dakota.

In March 1980, the Milwaukee's embargo request, as amended by South Dakota's in-
tervention, was approved and the Milwaukee ceased to operate all trackage in South
Dakota except for the aforementioned main line, the New England branch line, and
the Sisseton branch line. Further, the Milwaukee ceased to operate all of their
trackage west of Miles City, Montana in its entirety. Concurrent with the embargo
proceedings, South Dakota conducted an extensive analysis to identify, select, and
acquire elements of trackage that would preserve an essential rail system within
the State. '

By early 1981, the Milwaukee Road's economic condition had declined further,
resulting in their filing to abandon the New England and Sisseton branch lines in
March 1981. Subsequently, in May 1981 they filed to abandon the main line between
Ortonville, Minnesota and Miles City, Montana; thus leaving an uncertain future
for significant volumes of coal and commodity shipments moving on the line.
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These latest abandonment applications, in addition to the impact of the embargo,
greatly accelerated the already alarming economic impact facing South Dakota ship=
pers. Further, the loss of the main line between Gascoyne, North Dakota and Big
Stone City, South Dakotz created a potential situation that could result in the
closing and relocation of the Big Stone City, South .Dakota and Ortonville,
Minnesota power plants.. If the plants were to cease operations in 1982, the nega-
tive economic impact could accumulate to over $1.2 billion.

The most significant justification for continuing rail service in critical areas
of the State is a simple matter of economics. In general, agriculture, South
Dakota's principal industry, needs an efficient bulk carrier to tramsport crop
production. Grain harvests generate tons of raw food that must be relocated for
processing and/or consumption. These commodities, when moving long distances, are
typically more cost-effective to move by railroad than by truck. With reliable
rail service, profitable markets become more regularly accessible and the price
that can be offered by grain elevators to farmers tends to rise.

Products such as coal, non-metallic minerals, lumber and wood products, and stone,
clay, and glass materials are most appropriately moved by rail. Without rail ac-
cessibility, industries producing these products are severely limited in their
shipping options. Their choices are to ship by truck, relocate to remaining rail-
heads, or shut down altogether. A decrease in serviceable rail lines results in
decreased opportunities for businesses which are dependent on rail service.
Without a modern rail system connected to the national rail network, South
Dakota's attractiveness as a future industrial location could be substantially

diminished.

South Dakota is experiencing a transportation crisis. The financial stability of

some of the rail companies operating in the State is questionable. A heavy pat—
tern of abandonments have tended to discredit rail service among its users.
Consequently, traffic that could move by rail is becoming diverted to trucks. In
some rural areas, the State highway system was not designed to accept significant
volumes of truck traffic. As a result, accelerated deterioration of the highways
is occurring in these areas. This deterioration causes a more frequent need for
maintenance, in some severe cases, reconstruction. The costs incurred over the
long term to support the added truck traffic are usually not economically benefi-
cial to the State and the shippers.

A healthy, competitive, and complimentary transportation system in South Dakota is
a necessary catalyst for the State’'s growth and prosperity. South Dakota's cur-
rent objective is to establish a system of transportation whereby trucks maximize
the benefits they can provide for short hauls and trains provide bulk transporta-
tion for the long haul. Several studies have conclusively shown that railroads
are more energy efficient than trucks in the transport of large volumes of high-
density freight over long distances.

lEric Hirst, Energy Intensiveness of Passenger and Freight Transport Modes:
1950-1970, National Science Foundation, Oak Ridge National Laboratory
Changes in_ Energy Intensjiveness: 1972-1977, DOT Transportation Systems Center,
Kendall Square, Cambridge, Mass., May 19793
Topical Report on Energy Requirements for Movement of Intercity Freight, Battelle

Columbus Laboratories, Columbus, Ohio, December 15, 1972
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Continuity of service is another key factor in any decision to retain critical
trackage. For South Dakota, no Class I carrier indicated a willingness to own and
operate segments of the abandoned rail system. The State was faced with the very
real possibility of not having a viable rail system and, as a result, elected to
solve its own rail transportation problems for the benefit ot its citizens,

In their 1980 session, the State Legislature ‘carefully reviewed the rail situa-
tion, declared that certain rail service was necessary for the well-being of the
State, and authorized the purchase of abandoned rail lines,

THE ELEMENTS OF THE ACQUISITION [266.15 (c)(6)(vi)]

The area most directly affected by the initial Milwaukee embargo is also the area
of greatest agriculture production - the southeastern area of the State. The ini-
tial task facing the State was to conduct a detailed analysis of all abandoned
rail lines both individually and collectively to decide exactly what were essen-
tial. It was acknowledged and understood at the onset that not every line could
be, or should be, saved.

In the 1980 Legislature, authority to purchase up to 1,254 miles of rail
facilities was granted under State of South Dakota Senate Bill 249, This critical
piece of legislation was signed into law on March 14, 1980.2 The legislation it-
self did not express the authority to purchase in terms of track miles but rather
in specific identified line segments or locations. A complete listing of the
lines authorized for purchase by that legislation, as amended by 1981 legislative
action, is provided in Table V-1.

For analytical purposes the available trackage was evaluated in several economic
groupings:

a. Those deemed essential to the State's transportation network. (This is
now commonly referred to as part of the State "Core System').

b. Those judged to be potentially beneficial to local shippers i.e. local op-
tion lines.

¢. Those judged not to have a potential future operating value.
d. Those judged to have no value.

The upper half of Figure V-2 shows the geographic distribution within the State of
all lines authorized for purchase, coded to the analytical categories just
described.

2As amended by House Bill 1371 on March 9, 1981.
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TABLE V-1

RAIL LINES AUTHORIZED FOR PURCHASE
BY THE 1980 LEGISLATURE

CARRIER

LINE SEGMENTS

Milwaukee Road

Roscoe

Andover

Aberdeen
Aberdeen

Wolsey

Mitchell

East Wye Switch
East Wye Switch
Canton

Canton

Canton

Sioux Falls Yard,

Side & Spur

Sioux Falls
Dell Rapids
Sioux Falls Jct.
Sioux Falls Ject.
Madison

Napa

Mitchell
Chamberlain
Kadoka

Rapid City Yard,

Side & Spur

Minn. Border
*Sioux City, Iowa Yard,

~N.D. Border

N.D. Border
N.D. Border
Wolsey

Mitchell

East Wye Switch
Iowa Border
Canton

Mitchell

Iowa Border
Sioux Falls

Dell Rapids
Sioux Falls Jct.
Minn. Border
Madison

Bryant

Platte
Chamberlain
Kadoka

Rapid City

N.D. Border (White Rock)

Side & Spur
*Towa Border Sheldon, lowa
*Sisseton Milbank
Chicago & Northwestern Watertown Clark

Mitchell Ellis
Redfield Frankfort
Redfield James Valley Jct.
Gary Minn. Border
Beresford Iowa Border

*Towa Border

Hawarden, Iowa

Burlington Northern

Wentworth
Sioux Falls

Hayti
Yankton

Illinois Central Gulf

Stoux Falls

Minn. Border

*Line segments added by 1981 Legislation.
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As a result of the analysis, 834.5 miles of the miles scheduled for abandonment
were purchased as follows:

SEGMENT MILEAGE
Beresford to Hawarden 18.6
Napa to Platte 82.9
Sioux City 6.4
East Wye Switch to Canton 49.4
Canton to Mitchell 81,7
Mitchell to Chamberlain 68.6
Aberdeen to Wolsey 72.2
Wolsey to Mitchell 54.2
Kadoka to Rapid City 98.0
Chamberlain to Kadoka 119.6
Britton to BN Interchange 4.8
North Sioux City to Scotland Jct. 83.4
Scotland Jct. to Mitchell X 47 .4
Trent tco Sioux Falls 23.3
Sioux Falls 5.3
Sioux Falls to Canton ' 18.7

TOTAL 834.5 miles

A graphic representation of the lines actually purchased is shown, using the same
classifications as the original analysis, in the bottom half of Figure V-2.

To provide the mechanics for a purchase program, the 1980 Legislature created the
South Dakota Railroad Authority to "plan, establish, acquire, develop, construct,
purchase, enlarge, maintain, equip and protect railroad facilities deemed neces-
sary to the State." The Legislature appropriated a maximum amount of $25 million
which was funded by a temporary $0.01 sales tax increment on all items presently
taxed, with the exception of food. The tax was implemented in May of 1980 and,
with extensions added during the 1981 Legislative Session, rescinded July 1, 1981.
Collections between April 1, 1981 and July 1, 1981 were put into the General Fund.

The primary category of trackage purchased was the 433.5 miles identified as being
an essential part of the State's transportation system. The State owned "Core
System" is strategically located in the eastern half of the State. It comsists of
lines extending from Aberdeen south through Mitchell and on to Sioux City, Iowa
and from Sioux Falls to Chamberlain via Canton., The entire system, with the ex-
ception of the Mitchell to Chamberlain segment, has heavy rail capable of support-
ing jumbo hopper cars, the modern rail unit used to efficiently transport grain. -
The core system was also described in Chapter IV and is shown graphically in
Figure IV-12,

Also purchased were 303 miles of local option lines, all having the potential of
being restored to service at some future time. The local option lines purchased
are mainly extensions from the core and consist of the Chamberlain to Kadoka, Napa
to Platte, Sioux Falls to Trent, Britton to BN Junction and Hawarden, Iowa to
Beresford lines. None of the lines in this group are presently capable of sup-
porting jumbo hopper cars. '
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The responsibility for operations on local option lines lies with the local area.
South Dakota statutes provide that two or more political sub-divisions can form a
Regional Railroad Authority (RRA). RRA's have the authority to issue bonds, con-
tract for operations, and can raise funds through the establishment of a mill
levy. The State will make local option lines available to regional railroad
authorities through leasing arrangements.

The only other line purchased, a 98.0 mile line from Kadoka to Rapid City, will be
held intact (railbanked) in the event that it is needed as a connection for the
Rapid City commerce area to the State core system if the existing C&NW connection
is severed. As long as the C&NW retains its line across the State to Rapid City,
this line will not be operated.

RAIL, OPERATIONS AND MAINTENANCE

Before the operation of rail service over State owned tracks could begin, specific
legislative authorization of an operating plan was necessary. The 1980
Legislation provided for rail system purchases only and did not provide authority
for operations. An operating plan was developed by the Division of Railroads and
presented to the 1981 Legislature which subsequently approved legislatiom to
define the core system and permit its operation. Section 3 of Senate Bill 236
provided that "The South Dakota railroad board, with the comnsent of the Governor,
shall contract for railroad operations and maintenance over essential state-owned

"rail lines identified in South Dakota rail plan 1980 approved by the federal rail-

road administration on September 24, 1980, and approved by the transportation com-
mission on September 25, 1980..." '

The Division of Railroads, in presentations to the Legislature, estimated that an
operator would need a declining amount of revenue assistance over a four to seven
year period to supplement freight charges. The Legislature selected a funding
mechanism that applied a one cent per gallon tax increase on all fuel burmed in
internal combustion engines. From this tax $2.7 million was appropriated to sup-
port rail operations in the initial year.

Various organizations disagreed with the use of motor fuel tax collections for
railroad purposes, and took the issue before the State Supreme Court., On May 8,
1981, the Court prohibited the funding of rail operations with tax revenues from
fuels burned on the highway; however, the Court did not prohibit the use of tax
money from fuel used in vehicles for off-highway use, such as farm tractors.

A special legislative session was convened on May 18, 1981 to resolve the railroad
funding issue. The Legislature decided to allocate State General Funds to meet
rail needs that could not be from the motor fuel tax as proposed during the
regular Session. To balance the budget, funds generated by the one cent per gal-
lon motor fuel tax increase were appropriated to the State Highway Patrol and
General Funds previously appropriated to the State Highway Patrol were ap-
propriated to the Division of Railroads.

Some citizens who opposed State involvement with railroads began a petition drive
to refer the action of the Special Session to a public vote. However, the
referendum petition effort fell short of collecting the necessary signatures by
the August deadline.
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DIRECTED SERVICE REHABILITATION

The core system, primarily due to the Milwaukee Road's deferred maintenance prac-—
tices, needed significant repair prior to operations. Federal Legislation passed
in 1980 provided a mechanism for 30 days of Directed Service Funding on Milwaukee

- Lines that would be restored to permanent service in South Dakota. The State,
therefore, made application to the Federal Railroad Administration (FRA) for funds
to perform track repair to Class I (10 mph) safety standards prior to establishing
operations.

Because the total amount of rehabilitation to be performed was large, three
separate line segments were defined, each relating to a 30 day directed service
period as follows:

1. Sioux Falls to Wolsey via Canton and Mitchell June 1981
2. Chamberlain to Scotland via Mitchell July 1981
3. Scotland to Elk Point August 1981

In addition to the directed service rehabilitation to Class I standards, addition-
al rehabilitation to Class II (25 mph) standards is planned.

CURRENT STATUS OF THE STATE OWNED SYSTEM

On June 16, 1981, Governor William J. Janklow announced that the State of South
Dakota and the Burlington Northern Railroad Company (BN) had reached an agreement
in principle under which the BN would be the core system operator. This agreement
with the BN is a departure from the original plan which called for the State to
provide operating subsidies. The BN did not request an operating subsidy, but in-
stead requested that funds previously designated for that purpose be used for
track improvements. This rehabilitation of the core system will allow unit trains
to move at speeds of 25 miles per hour.

The BN began operating an initial segment of the core system on July 6, 1981. By

November, 1981 the entire core system will be operational with BN providing -
service,

OBJECTIVES FOR THE STATE OWNED SYSTEM

South Dakota's near term objective is to finish rehabilitation of the core system.
Adequate freight transportation in a balanced system of highway and rail is the
ultimate objective in terms of achieving a measurable improvement in the State's
transportation network. The strengthening of South Dakota's economy is the
primary goal of the overall rail program.

A reliable core system, providing a reasonable level of service, should serve to
spur capital investment along the rail right-of-way. The State's economy can be
substantially improved through the stimulation of commodity movements to market as

1
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well as the growth of additiomal agricultural and heavy industry. Eventually, the
objective is to make the State owned trackage an attractive candidate for eventual
sale to private industry. -

A clear picture is emerging as to the future of South Dakota's rail system. The
carriers operating within the State have either already abandoned their uneconomi-
cal low density branch lines or declared their intent to do so. To prosper as an
economic entity, South Dakota must continue to direct its attention to the reten-—
tion of a minimum set of essential lines consistent with the core system concept.
In this regard, the Milwaukee Road main line which extends between Ortonville,
Minnesota and Miles City, Montana, has been filed for abandomment. Im a special
legislative session in September, 1981, the State Legislature empowered the State
Railroad Authority to issue bonds guaranteed by a private entity for the acquisi-
tion of the trackage between Ortonville and Terry, Montana.

The State of South Dakota, many of whose settlers arrived in the State by rail,
continues that pioneering spirit in the retention and restoration ot important
rail service, using the State's resources in the interest ot its shippers, its in-
dustry, and its consumers.

v.ll




it

HEEA R

e

"I
. _\4

PRI

&

™

«

-
e A
ST

-
IS

INY

oo
.

-
B

T g By

Chapter VI
RAIL SEGMENTS INVENTORY

‘I‘I‘




ol oo do o % 2’ of = w e =% ' o = e

CHAPTER VI

RAIL SEGMENT INVENTORY
[266.15(c) (2)]

This Chapter provides a capsule description of each rail line segment in
South Dakota, There are 46 individual segment descriptions with the following
breakdown by owner:

.  South Dakota 14 segments (7 non-operating)
. Burlington Northern 13 Segments

. Chicago & North Western 1] Segments

. Milwaukee Road 5 Segments

. Soo Line 2 Segments

. Black Hills Central 1 Segment

Included in each description is a listing of line and service characteris-
tics, a description of the physical characteristics of the segment, a listing of
traffic characteristics of the segment, other information pertaining to service
over the line or the expected effects of abandonment, and two maps showing the
location of the segment relative to both the State highway and railroad systems.
Together, these segment descriptions provide a useful inventory of the rail system
serving South Dakota.

Data for these segment descriptions were obtained from the railroads owning
the lines or reports from those companies plus in some cases on the spot inspec-
tion and observations. Line segment descriptions are included for all State pur-
chases whether operating or not. Other segments which have been abandoned and the
track materials have been removed are not included in this segment analysis.

Table VI-1 lists the line segments whose descriptions are included in this
Chapter,

The information contained in the following segment description is contikuous—
ly monitored and updated. This helps to alert the Division staff to changing con-
ditions in the rail system and therefore facilitates the development of solutions
to potential problem areas.

VI.1




TABLE VI-1
SOUTH DAKOTA RAIL SEGMENTS

TOTAL 5D
SEGMENT NUMBER LINE DESCRIPTION MILES MILES
Milwaukee Road
MWO1 Ortonville, MN to Aberdeen, SD 107.0 106.3
MWO02 Aberdeen to Mobridge 98.0 98.0
MW03 Mobridge, SD to Miles City, MT 315.0 92.0
MW04 Milbank to Sisseton 37.1 37.1
MWl2 McLaughlin, 5D to WNew England, ND 133,9 9.7
691.0 343.1
Chicago & North Western
CNO1 Tracy, MN to Huron, SD 136.4 90.2
CND2 Huron to Pierre 117.7 117.7
CNO3 Pierre to Rapid City 170.8 170.8
CNO4 Redfield to Aberdeen 42,2 42.2
CNOS Aberdeen, SD to Oakes, ND 52.7 38.6
CNO& Chadron, NB to Rapid City, SD 102.2 84.0
CNO7 Rapid City, 5D to Bentonite, WY 77.6 71.0
CNO9 Worthington, MN to Ellis, 8D 68.6 22.5
CH12 Sioux Valley Jct. to Watertown 44,2 44.2
CH16 Blunt to Gettysburg 40.3 40.3
CNl¢ Box Elder to Ellsworth AFB ° 3.0 3.0
855.7 724.5
South Dakota
sDol Sioux Falls to Canton 21.9 21.9
5D02 ' Canton to Mitchell 79.2 79.2
SD03 Mitchell to Wolsey 54.6 54.6
SD04 Wolsey to Aberdeen 74.0 74.0
SDO5 Mitchell to Yankton 75.0 75.0
5D06 Yankton to Sioux City, IA 61.5 55.2
5D07 Mitchell to Chamberlain 67.1 67.1
SD0B* Chamberlain to Kadoka 120.7 120.7
SDOg* Kadoka to Rapid City 98.5 98.5
SD10* Sioux Falls to Trent 26.6 26.6
SD11* Britton to Burlington Northern Jet. 4.8 4.8
SD12* Napa to Platte B2.4 B2.4
SD13* Canton to East Wye Switch 49.1 49.1
SD14% Hawarden, IA to Beresford 17.4 17.4
832.8 826.5
Burlington Northern
BNO1 Willmar, MN to Garretsom, SD 127.9 4.6
BNO2 Garretson, SD to Sioux City, IA 94.6 3.1
BNO3 Garretson to Siocux Falls 18.5 18.5
BNO4 Sioux Falls to Irene 41.0 41 .0
BNOS Sioux Falls to Madison 42.4 42.4
BRO6 Benson, MN to Watertown, SD 92,0 45.1
BNO7 Watertown to Huron 69.8 69.8
BNOSB Genesco Jct. to Aberdeen 76.5 53.6
BNOY Alliance, NB to Edgewont, SD 110.6 27.4
BN10 Edgemont, SD tc Gillette, WY 121.1 21 .4
BN11 Edgemont to Deadwood 106.9 106.9
BN14 Kirk to Lead 3.2 3.2
BN15 Linton, ND to Eureka, SD 49,0 | _14.8
953.5 456.8
Sco Line
5101 Veblen Jct., ND to Veblen, SD 42,2 33.5
§L02 Wishek, ND to Pollock, SD 69,9 | _32.8
112.1 66.3
Black Hills Central
BHO1 Hill City to Keystone 8.8 | __ 8.8
8.8 8.8
GRAND TOTAL MILES 3& %26___?

* Local Option Line (Non-Operating)
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FIGURE ¥YI-1

The Milwaukee Road
South Dakota Network

To Miles City To New
~ England, N. D.

Lemmon

Sisseton

Ortonville, Mn.

To

Mi
Hbank Montevideo, Mn.

The Chicago, Milwaukee, St. Paul and Pacific Railroad Company (Milwaukee
Road), as of December 31, 1980, operated 3,901 miles of railroad in twelve
upper midwest states. These miles consist of 1,634 miles of owned and
operated main line, 1,605 miles of owned and operated branch line, and 662
miles operated under trackage rights. The company filed for bankruptcy on
December 19, 1977 with a 10,000 mile system. The State of South Dakota

has purchased over 800 miles of their lines which were abandoned in 1980.
The Company currently operates 343 miles in South Dakota all of which have
been filed for abandonment. The Company has abandoned 1,245 miles in South

Dakota since 1976.
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South Dakota Segment - MW 01 ORTONVILLE, MN TO ABERDEEN, SD

(PORTTON OF MAIN LINE)

Line Description

OWNERSHIP — MILWAUKEE ROAD

DIVISION /SUBDIVISION —Minnesota-Dakota Division - 3rd Subdivision

LINE STATUS — Category 3: Pending Abandonment Approval

TYPE OF LINE -—Main

LINE LENGTH IN MILES — 107.0 total; 106.3 in SD

MAXIMUM SPEED LIMIT -~ MAXIMUM WEIGHT LIMIT 263,000 lbs.

SERVICE FREQUENCY —

YARDS —Milbank and Aberdeen
Milwaukec Road main line at Ortonville and Aberdeen:
CONNECTING LINES “Milwaukee Road branch line at Milbank; Burlington
Northern at Aberdeen; and Chicago and North Western at

Aberdeen.
HIGHWAYS — US 12 parallels this line plus Milbank is served by SD 77,
Summit by US 81, Webster by SD 25, Groton by SD 37 and Aberdeen
by US 281.
RAIL WEIGHT - 112 1bs. and 115 1bs. Webster to Bristol

Station Locations

STATIONS MILES STATIONS MILES STATIONS MILES
MN Border to Summit 31.0 Bristol 66.3
Big Stone City 1.5 Jackson 35.2 Andover 75.9
Big Stone City 0.0 Ortley 39.0 Groton 85.7
Milbank 8.9 Waubay 44 .4 James 91.3
Twin Brooks 16.1 Webster 55.0 Bath 96.8
Marvin 23.8 Holmgquist 61.4 Aberdeen 104.8
Traffic Characteristics
1975 1979 1980
TRAFFIC DENSITY - 13.49 MGT 11.44 MGT 8.94 MGT
66% East | 67% East 69% East

TRAFFIC DIRECTIQON. — . ; i . ‘ _ :
COMMODITIES c&rmaml} coal traffic moving in unit trains east to Big Stone

“ City, SD and Columbia, WI; also forwarded grain § non-metallic
minerals, § rec. fertilizer, lumber, stone, glass, clay (1979)

Other Information

Local traffic is uniformly distributed along the segment. Coal traffic

is discrete, moving in six unit trains per week from Gascoyne, ND to Big Stone
City, SD, and three unit trains per week from Montana and Wyoming mines to
Columbia, WI. One local truain operates daily round trip service.

The South Dakota Rail Line Inventory Study found that very significant

impacts would result from abandonment of this line, based on 1977 traffic data.
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South Dakota Segment - Mv 02 ABERDEEN TO MOBRIDGE
: (PORTION OF MAINLINE)

Line Description

OWNERSHIP — MILWAUKEE ROAD
DIVISION /SUBDIVISION - Minnesota - Dakota Division - 4th Subdivision

LINE STATUS -~ C(ategory 3: Pending Abandonment Approval
TYPE OF LINE - Main
LINE LENGTH IN MILES — 98.0 miles

MAXIMUM SPEED LIMIT - MAXIMUM WEIGHT LIMIT - 263,000 1bs.

SERVICE FREQUENCY — Local-weekly round trip, weekly Mobridge. to Aberdeen;
Coal - 9 per week

YARDS  — pperdeen and Mobridge

CONNECTING LINES — Milwaukee Road main line at Aberdeen and Mobridge, Bur-
lington Northern at Aberdeen and Chicago § North Western
at Aberdeen.

HIGHWAYS — US 12 parallels line. Aberdeen is also served by US 281,
Ipswick & Craven by SD 45, Roscoe by SD 247, Bowdle by SD 47,
Java by SD 271 and Selby by US 83.

RAIL WEIGHT — 112 l‘bs. rail except about 5 miles of 115 lbs. rail n=ar
Mobridge

Station Locations

STATIONS MILES STATIONS MILES STATIONS _MILES
Aberdeen 0.0 Orient Line Jct. 41.1 Java 69.6
Mina 13.1 Roscoe 41.6 Selby 77.2
Craven 21.2 Gretna 50.2 Sitka 85.2
Ipswich 26.3 Bowdle 56.9 Glenham 89.3
Beebe 34.6 Alamo 64.5 Mobridge 98.0
Traffic Characteristics
1975 1979 1980 .
TRAFFIC DENSITY - 12.53 MGT 10.26 MGT 7.33 MGT
g g e
COMMODITIES - rimarily overhead unit coal trains operating to Big Stone
. City, SD and Columbia, WI; also limited forwarded grain and
e received fertilizer and farm machinery. (1979)

Other Information

Service includes 9 coal trains per week plus one local train per week round
trip and one weekly train operating from Mobridge to Aberdeen.

The South Dakota Rail Line Inventory Study found that very significant
impacts would result from abandonment of this line, based on 1977 traffic data.
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SOUTH DAKOTA SEGMENT MWO3
MOBRIDGE , SD TO MARMARTH, ND

HIGHWAY LOCATION MAP
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South Dakota Segment - MW 03 MOBRIDGE, SD TO MILES CITY, MT
(PORTION OF MAIN LINE)

Line Description

OWNERSHIP — MILWAUKEE ROAD

DIVISION /SUBDIVISION - Minnesota - Dakota Division - 43rd Subdivision
LINE STATUS - Category 3: Pending Abandonment Approval

TYPE OF LINE —Main
LINE LENGTH [N MILES - 315.0 Total, 92.0 in SD

MAXIMUM SPEED LIiMIT - MAXIMUM WEIGHT LIMIT - 263,000 1bs.
SERVICE FREQUENCY __Local—wec.ekly round trip, weekly MclLaughlin to Mobridge
round trip; Coal - 9 per week

YARDS — Mobridge, (SD stations only)

CONNECTING LINES — Milwaukee Road main line at Mobridge, Milwaukee Road
branch line at McLaughlin, and BN line at Miles City.

HIGHWAYS — Highway US 12 parallels and McLaughlin served by SD 63, McIntosh
by SD 65 and Lemmon by SD 73.

RAIL WEIGHT - 115 1bs. rail except about 18 miles of 112 1lbs. rail west of
Wakpala.

Station Locations

STATIONS MILES STATIONS MILES -STATIONS MILES
Mobridge 0.0 McIntosh 58.6 White Butte 108.7
Moreau Jct. 8.2 Watauga 68.3 Gascoyne, ND 146.1
Wakpala 12.0 Morristown 77.1 Miles City, MT 315.0
Mahto 22.2 Thunder Hawk 89.6
McLaughlin 30.4 Lemmon 98.8
Walker 45.6 Petrel 104.7

Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 11.408 MGT 10.93 MGT *7_(0)I MGT
TRAFF'C D'RECTIOE - . 63? EaSt .6671 EaSt ) 6?7} EaSt .
rimarily overhead unit ceal trains operating to Big Stone City

COMMODITIES - SD & Columbia, WI; also limited forwarded grain § received fer|

stone, sand, § pravel, § pet. products. (1979)

Othér Information

Service includes 9 coal trains per week plus two local trains per week.
The South Dakota Rail Line Inventory Study found that very significant
impacts would result from abandonment of this line, based on 1977 traffic data.
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SOUTH DAKOTA SEGMENT MWO04
MILBANK TO SISSETON

HIGHWAY LOCATION MAP
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South Dakota Segment - MW 04 MILBANK TO STSSETON

Line Description

OWNERSHIP — MILWAUKEE ROAD

DIVISION /SUBDIVISION - Minnesota - Dakota Division - 26th Subdivision
LINE STATUS - Category 3 Pending Abandonment approval

TYPE OF LINE — Branch

LINE LENGTH IN MILES -~ 37.1 miles

MAXIMUM SPEED LIMIT — 20 mph MAXIMUM WEIGHT LIMIT -— 220,000 1bs.

SERVICE FREQUENCY — Iwo round trips per week, three round trips per week in
peak period

YARDS — Milbank and Sisseton

CONNECTING LINES -~ Milwaukee Road main line at Milbank

HIGHWAYS — Sisseton is on US 81 and SD 10 and near I-29; Peever is on a
hard surfaced road and near I-29; Wilmot and Corona are on
hard surfaced roads.

RAIL WEIGHT - About 1.5 miles of 75 1bs., mostly at Milbank, balance is 60,
lbs. rail

Station Locations

STATIONS MILES STATIONS MILES STATIONS MILES
Milbank 0.0
Corona 10.1
Wilmot 17.0
Peever 27 .4
Sisseton 37.1

Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 0.12 MGT 0.21 MGT 0.38 MGT
TRAFFIC DIRECTION - 88% Orig. 97% Orig. 63% South

COMMODITIES - Primarily forwarded grain (barley) destined for Minneapolis

also received fertilizer, petroleum products, lumber, and stone
clay, and glass. (1979)

Other Information

Barley 1s trucked to Sisseton from eastern South Dakota, North Dakota
and Minnesota. This traffic enjoys a significant rate advantage over other
non-Milwaukee locations or shippers.

The South Dakota Rail Line Inventory Study found that limited impacts
would result from abandonment of this line, based on 1977 traffic data.
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SOUTH DAKOTA SEGMENT MW 12
McLAUGHLIN, SD TO NEW ENGLAND, ND

HIGHWAY LOCATION MAP
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South Dakota Segment - Mwv 12 MCLAUGHLIN, SD TO NEW ENGLAND, ND

Line Description

OWNERSHIP — MILWAUKEL ROAD
DIVISION /SUBDIVISION - Minnesota-Dakota Division - 49th Subdivision

LINE STATUS - Category 3 Pending abandonment approval,

TYPE OF LINE - Branch |

LINE LENGTH IN MILES —133.9 total, 9.7 in SB .
MAXIMUM SPEED LIMIT — 25 mph MAXIMUM WEIGHT LIMIT - 220,000 1bs.

SERVICE FREQUENCY —~ Weekly' ’
YARDS — None in South Dakota

CONNECTING LINES — Milwaukee Road main line at Mclaughlin and Burlington
Northern at Mott, ND

HIGHWAYS — US 12 parallels the portions of this line in SD
RAIL WEIGHT - 65 lbs. rail Blaced in 1910 except about 3 miles of 85 lbs.
rail outside McLaughlin

Station Locations

STATIONS MILES STATIONS MILES STATIONS MILES

McLaughlin, SD 0.0
Maple Leaf, SD 8.9
New Leipzig, ND 83.9
Mott, ND 104.1 \
New England, ND 133.9

Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 0.19 MGT 0.07 MGT 0.10 MGT
TRAFFIC DIRECTION ~ N/A — 91% Orig. (1977) ~ 60% South
COMMODITIES — rimarily forwarded grain; also received fertilizer ;md farm

machinery. (1979)

Other Information

All traffic on this line originates or terminates at stations in North
Dakota. Therefore, the future of this line will depend on the position taken
by North Dakota regarding possible assistance should the line be filed for
abandonment.

The South Dakota Rail Line Inventory Study found that minimal impacts
would result from abandonment of this line, based on 1977 traffic data.
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FIGURE ¥I-2
Chicago ,n» North Western

South Dakota Network

To Qakes, N.D.
i
Aberdeen <
]
L
I}
Ty |
Bentomt‘ Redfield

¢
i
[
1
]
|

Woisey To

Ellsworth AF8 [ Tracy, Mn.

; To
Etlis W"} Luverne, Mn. -
Worthington

h ]
To
Dakota Junction -
Chadron

NOTE ! Dashed Lines indicate Trackoge Rights.

The Chicago and North Western, as of December 31, 1980, operated 8,417 miles
of railroad in the eleven states of Illincis, Wisconsin, Michigan, Iowa,
Minnesota, Nebraska, South Dakota, North Dakota, Missouri, Kansas and
Wyoming. These miles consist of 2,840 miles which are owned and operated
main line, 5,018 miles owned and operated branch lines, and 559 miles

operated under trackage rights. In addition to its own trackage, it is

. operating approximately 800 miles of Rock Island track and .150 miles of

Milwaukee Road track due to cessation of operations on those lines by those
companies. The Company operates 725 miles of its own track in South Dakota
plus operates on 74 miles of State-owned track under a trackage rights
agreement. The Company has abandoned 422 miles of track in South Dakota
since 1976 and currently has listed 40 miles of track as potentially subject

to abandonment.
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SOUTH DAKOTA SEGMENT CN Ot
TRACY , MN TO HURON, SD

HIGHWAY LOCATION MAP
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South Dakota Segment - cN 01 TRACY, MN TO HURON, SD

Line Description

OWNERSHIP - CHTCAGO & NORTII WESTERN

DIVISION /SUBDIVISION - Central Division - Huron Subdivision

LINE STATUS - Category 5: Continued Operation

TYPE OF LINE -~ Main

LINE LENGTH IN MILES — 136.4 total, 90.2 in SD

MAXIMUM SPEED LIMiT — 35 mph MAXIMUM WEIGHT LIMIT - 263,000 1bs.
SERVICE FREQUENCY — N/A

YARDS -~ [Iracy, Brookings, Arlington, Iroqueis, Huron.

CONNECTING LINES —Chicago § North Western at Tracy, Sioux Valley Jct. and

Huron, and Burlington Northern at Huron, and near
Burchard.

. Elkton is served by SD 218, Aurora by a local hard surfaced road
HIGHWAYS : -
and the remainder of the stations are served by US 14, plus I-29
served Brookings, US 81 serves Arlington, SD 25 serves DeSmet,

and SD_37 serves Huron.
100 1bs. from the Minnesota border to Iroquois and 90 1bs. fron

~ Iroquois to Huron.

RAIL WEIGHT

Station Locations

STATIONS MILES STATIONS MILES STATIONS MILES
Tracy, Minn, 0.0 Volga, SD 70.8 Manchester, SD 111.8
Elkton, SD 47.8 {BN Crossing) 80.7 Iroquois, SD 118.1
Aurora, SD 58.5 Arlington, SI 81.7 Cavour, SD 127.4
Brookings, SD 64.3 Hetland, SD 87.2 Huron, SD 136.4
Sioux Valley Lake Preston, SD 94.4

Jet. SD 67.7 DeSmet, SD 103.0

Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 2.81-2.65 MGT 2.71-2.54 MGT 2.79-2.46 MGT
TRAFFIC DIRECTIO N/A 47% Orig. (1977) 70% East

. Egr;hrded grain, food products, and stone, sand, and gravel;
COMMODITIES received grain mill products, coal, lumber products, & stone,
sand, and gravel. (1979)

Other Information

This line serves both Chicago & North Western local and overhead traffic
from points west and north. Locomotive and car repair shops are located at
Huron.

The South Dakota Rail Line Inventory Study found that significant impacts
would result from abandonment of this line, based on 1977 traffic data.
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SOUTH DAKOTA SEGMENT CNO2
HURON TO PIERRE

HIGHWAY LOCATION MAP
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South' Dakota Segment - N 02 HURON TO PIERRE

Line Description

OWNERSHIP — CHICAGO § NORTUH WESTERN
DIVISION /SUBDIVISION - Western Division - Pierre Subdivision

LINE STATUS - Category 5: Continued Operation

TYPE OF LINE - Main

LINE LENGTH IN MILES — 117.7 miles

MAXIMUM SPEED LIMIT —35 mph MAXIMUM WEIGHT LIMIT - 251,000ibs.
SERVICE FREQUENCY —Daily, 3 to 7 round trips per week depending on traffic.
YARDS -~ Huron, Wolsey, Blunt and Pierre '

CONNECTING LINES ~ Chicago § North Western at Huron, Blunt, and Pierre.

Burlington Northern at Huron. State owned line at Wolsey

US 14 serves all stations except James Valley Jct. and Canning
which are served by local roads. Additionally Huron is served
by SD 37, Wolsey by US 281, Miller by SD 45, Highmore by SD 47
and Pierre by -US 83 and SD 34.

RAIL WEIGHT - 110 1lbs. and 112 1bs. from Hurcn to James Valley Jct. and the
remainder 72 lbs.

HIGHWAYS -

Station Locations

STATIONS MILES STATIONS _MILES STATIONS MILES

Huron 0.0 Miller 40.1 Canning 98.2
James Valley Jct. 4.2 Ree Heights 50.6 Pierre 117.7
Wolsey 13.3 Highmore : 62.4
Wessington 24.7 Holabird 70.2
Vayland 30.4 Harrold 77.2
St. Lawrence 37.6 Blunt 90.0

__Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 1.54 MGT 1.82 MGT 1.56 MGT
TRAFFIC DIRECTION -— N/A 45% Orig. (1977) 69% East
COMMODITIES — Forwarded grain; recieved fertilizer, stone, sand, gravel

clay, and glass. (1979)

Other Information

This line serves both Chicago § North Western local and overhead traffic
from points west and north. Locomotive and car repair shops are located at
Huron.

The South Dakota Rail Inventory Study found that significant impacts
would result from abandonment of this line, based on 1977 traffic data.
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SOUTH DAKOTA SEGMENT CNO3

PIERRE TO RAPID CITY

HIGHWAY LOCATION MAP
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South Dakota Segment -CN 03 PIGRRE TO RAPID CITY

L.ine Description

OWNERSHIP — CHICAGO & NORTH WESTERN

DIVISION /SUBDIVISION - Western Division - PRC Subdivision

LINE STATUS — Category 5: Continued Operation

TYPE OF LINE - Main

LINE LENGTH IN MILES — 170.8 miles

MAXIMUM SPEED LIMIT — 25 mph MAXIMUM WEIGHT LIMIT - 210,000 1bs.
SERVICE FREQUENCY — 3 to 7 trips per week depending on traffic

YARDS — Pierre, Wall, Box Elder, and Rapid City

CONNECTING LINES — Chicago & North Western at Pierre, and Rapid City

HIGHWAYS _ US 14 serves Pierre, Ft. Pierre, Midland, Philip, Cottonwood,
and Quinn, 1-90 serves Wall, Wasta, Underwood, Box Elder, §&
Rapid City; Owanka is served by a local hard surfaced road.

RAIL WEIGHT _ 85 1lbs. of CWR 90-1bs., 100 1lbs. § 112 1bs.

Station Locations

STATIONS MILES STATIONS MILES STATIONS MILES
Pierre 0.0 Philip 79.2 Underwood 148.5
Ft. Pierre 3.9 Cottonwood 92.9 Box Elder 160.1
Wendt 22.8 Quinn 104.1 Rapid City 170.8
Van Metre 32.4 Wall 110.5
Capa 42.9 Wasta 124.5
Migland 52.7 Owanka 134.8

Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY _ 1.20 MGT 1.49 MGT 1.20 MGT
TRAFFIC DIRECTIO — N/A 81% Orig. (1977) 68% East
orwarded grain, grain mill products, pulp wood and woodchips
COMMODITIES - stone, sand, gravel, clay, agd glass; gecgived grain, food P
products, and stone, sand and gravel. (1979)

Other Information

This line serves both Chicago & North Western local and overhead traffic
from points west. '

The South Dakota Rail Line Inventory Study found that significant impacts
would result from abandoenment of this line, based on 1977 traffic data.
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SOUTH DAKOTA SEGMENT CNO4
REDFIELD TO ABERDEEN

RAILROAD SEGMENT MAP HIGHWAY LOCATION MAP
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South Dakota Segment - CN 04 REDFIELD TO ABERDEEN

Line Description

OWNERSHIP - CHICAGO § NORTH WESTERN

DIVISION /SUBDIVISION - Western Division - Oakes Subdivision

LINE STATUS - Category 5

TYPE OF LINE ~ Branch

LINE LENGTH IN MILES — 42.2 miles ‘

MAXIMUM SPEED LIMIT - 10 mph MAXIMUM WEIGHT LIMIT —210,000
SERVICE FREQUENCY — Two round trips per week.

YARDS -~ Redfield and Aberdeen.

’ _ State owned line at Redfield, and Chicago § North
CONNECTING LINES Western, Milwaukee Road and Burlington Northern at
Aberdeen.

HIGHWAYS _ Athol and Mansfield are served by local hard surfaced roads,
Redfield by US 281 and US 212, Northville by SD 20 and
Aberdeen by US 12 and US 281, '

_ About 22 miles of 90 1bs., 8 miles of 72 1lbs., 7 miles of 80

RAIL WEIGHT lbs. and 5 miles of 100 1lbs. rail.

Station Locations

STATIONS MILES STATIONS MILES STATIONS _MILES
Redfield 0

Athol 10.0

Northville 20.3 -

Mansfield 26.3

Aberdeen 42.2

Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 0784 MGT 0.44 MGT 0.43 MGT

TRAFF'C DIRECTION — MOStly North to South 76% Orig. (1977) 67% South

COMMODITIES — Forwarded grain, and scrap iron and steel; received grain

m%ll products, rubber and plastics, and stone, clay, and
glass.

Other Information

The Chicago § North Western operates over the State owned line between
Wolsey and Aberdeen through an operating rights agreement; rail service on the
CGNW line is limited to the portion between Redfield and Mansfield due to poor
track conditions above Mansfield. ¢

The South Dakota Rail Line Inventory study found that limited impacts would
result from abandonment of this line, based on 1977 traffic data.
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South Dakota Segment -CN 05 ABERDEEN, SD TO OAKES, ND

Line Description

OWNERSHIP -~ CHICAGO § NORTH WESTERN

DIVISION /SUBDIVISION - Western Division - Oakes Subdivision
LINE STATUS - Category 5: Continued Operation

TYPE OF LINE — Branch

LINE LENGTH IN MILES - 52.7 total; 38.6 in SD

MAXIMUM SPEED LIMIT — 10 mph MAXIMUM' WEIGHT LIMIT — 210,000 1bs.
SERVICE FREQUENCY - 2 round trips per week

YARDS — Aberdeen and Ludden Jct. - QOakes

CONNECTING LINES — Burlington Northern, Milwaukee Road, Chicago & North

Western and State owned line at Aberdeen.

HIGHWAYS ~ Aberdeen is served by US 281 and US 12, Ordway and Columbia by
local hard surfaced roads, Houghten by SD 10, § Hecla by SD 37.

RAIL WEIGHT - 65 1bs. from Aberdeen to Columbia, 60 lbs. from Columbia to
y Oakes with 5 miles of 85 lbs. of CWR.

L
i

Station Locations

STATIONS MILES STATIONS, MILES STATIONS _MILES_
Aberdeen, SD 0.0 Hecla, SD 34.7
Ordway, SD 8.4 Ludden, ND 43.6
Columbia, SD 14.2 Ludden Jct. ND 45.0
Houghton, SD 26.0 Oakes, ND 52.7

Traffic Characteristics

1875 1979 1
TRAFFIC DENSITY 0.55) MGT 00.51 MGT 0.38 MGT
— N/A 79% Orig. (1977) 68% South
TRAFFIC DIRECTIO . . vrie
COMMODITIES — q‘orwarded grain; received fertilizer and lumber products

through the Oakes, ND gateway.

Other Information

system and the east-west BN main line paralleling the state border in North
Dakota. .
The South Dakota Rail Line Inventory Study found that limited impacts would

-This line provides an important connection between the South Dakota rail ‘
|
result from abandonment of this line, based on 1977 traific data. i

!
J
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SOUTH DAKOTA SEGMENT CNOG6
CHADRON, NE TO RAPID CITY, SD
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South Dakota Segment - oy 06 chaproN, NE TO RAPID CITY, SD

Line Description

OWNERSHIP — CHICAGO § NORTH WESTERN

DIVISION /SUBDIVISION - Western Division - Rapid City Subdivision

LINE STATUS — Category 5: Continued Operation

TYPE OF LINE - Branch

LINE LENGTH IN MILES ~— 102.2 Total, 84.0 in SD

MAXIMUM SPEED LIMIT — 30 mph MAXIMUM WEIGHT LiIMIT - 251,000 1bs.
SERVICE FREQUENCY — Daily

YARDS - Chadron, Oral, and Rapid City

CONNECTING LINES ~ Chicago § North Western at Rapid City, Dakota Jct. and
Chadron

HIGHWAYS — US 385 serves Oelrichs; SD 79 serves Buffalo Gap, Fairburn
Hermosa and Rapid City; local roads serve Smithwick and Oral
and in addition Rapid City is served by I-90, by US 16 § SD 44.

. RAIL WEIGHT - 72 1bs., 12 miles of 112 lbs. of CWR at Rapid City

Station Locations

STATIONS MILES STATIONS MILES STATIONS MILES
Chadron, NE 0.0 Oral, Sb 48.7
Dakota Jct., NE 5.1 Buffalo Gap, SD 55.7
Wayside, NE 17.1 Fairburn, SD 72.1
Qelrichs, SO  31.9 Hermosa, SD 83.8
Smithwick, SD 41.5 Rapid City, SD 102.2

Traffic Characteristics

1975 1979 1880
TRAFFIC DENSITY - 2.71 MGT 3.02 MGT 3.20 MGT

TRAFFIC DIRECTION - N/A 98% Orig. (1977) 68% South
— Primarily forwarded grain, pulpwood and woodchips, and stone,
COMMODITIES sand, angi, gravel, is is hepprimary Toute fog overhead
bentonite traffic.

Other Information

The South Dakota Rail Line Inventory Study found that very significant
impacts would result from abandonment of this line, based on 1977 traffic data.
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SOUTH DAKOTA SEGMENT CNO7
RAPID CITY, SD TO BENTONITE, WY

RAILROAD SEGMENT MAP
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South Dakota Segment - ¢ 07 RAPID CITY, SD TO BENTONITE, WY

Line Description

OWNERSHIP — CHICAGO & NORTH WESTERN

DIVISION /SUBDIVISION — Western Division - Rapid City Subdivision

LINE STA Us - Category 5: Continued Operation

TYPE OF LINE - Branch

LINE LENGTH IN MILES — 77.6 total, 71.0 in 8D _
MAXIMUM SPEED LIMIT — 30 mph MAXIMUM WEIGHT LIMIT -251,000 1bs.

SERVICE FREQUENCY — 6 times a week
YARDS ~ Rapid City, Whitewood, Sturgis, Belle Fourche and Bentonite

CONNECTING LINES — Chicago & North Western at Rapid City.

HIGHWAYS — I-90 serves Rapid City, Black Hawk, Piedmont, Tilford, Sturgis,
and Whitewood, SD 34 serves St. Onge and Jolly, US 212 and US 85
serve Belle Fourche, State Highway 24 serves Bentonite. In
addition SD 44, SD 79 and US 16 serves Rapid City.

RAIL WEIGHT -

Station Locations

STATIONS MILES STATIONS _MILES STATIONS MILES
Rapid City 0.0 Whitewood 38.2
Black Hawk 9.5 St. Onge 45.6
Piedmont l16.6 Jolly 53.3
Tilford 21.8 Belle Fourche 57.0
Sturgis 31.5 Bentonite, WY 77.6

Traffic Characteristics

1975 1979 1980
TKAFFIC DENSITY - 2.71-1.65 MGT 2.97-1.61 MGT 2.86-1.85 MGT
TRAFFIC DIRECTION — ©N/A 99% Orig. (1977) 68% South

COMMODITIES -- Forwarded pulpwood and woodchips, stone, clay, and glass, and
non-metallic minerals; received pulp and paper products, lum-~

ber products and farm machinery.

Other Information

This line provides and important gateway for Bentonite and wood products
which move either southbound or eastbound from this line.

The South Dakota Rail Line Inventory Study found that very significant
impacts would result from abandonment of this line, based on 1977 traffic data.
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SOUTH DAKOTA SEGMENT CNO9
WORTHINGTON, MN TO ELLIS, SD
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South Dakota Segment - CN 09 WORTHINGTON, MN TO ELLIS, SD

Line Description

OWNERSHIP — CHICAGO & NORTH WESTERN
DIVISION /SUBDIVISION - Twin Cities Division - Sioux Falls Subdivision

LINE STATUS ~ Category 5: Continued Operation

TYPE OF LINE - Branch

LINE LENGTH IN MILES - 68.6 total; 22.5 in SD

MAXIMUM SPEED LIMIT — 40 mph MAXIMUM WEIGHT LIMIT - 210,000 1bs.
SERVICE FREQUENCY ~— Daily e.xc:ept Saturday

YARDS - Sioux Falls

CONNECTING LINES — Burlington Northern, Illinois Central Gulf, and State

owned line at Sioux Falls.

HIGHWAYS — A local hard surfaced highway serves Valley Springs, SD 11
serves Brandon, and Interstate 90 and 29 plus state and local
roads serve Sioux Falls.

RAIL WEIGHT —90 and 100 1bs.

Station Locations

STATIONS MILES STATIONS _MILES STATIONS _MILES
MN Border 0.0

Valley Springs 0.7

Brandon 7.2

Sioux Falls 15.8

Ellis 22.5

Traffic Characteristics

1975 1979 1980

TRAFFIC DENSITY - 0.39 MGT 1.25 MGT 2.10 MGT
TRAFFIC DIRECTION - N/A 67% Orig. (1977) 59% East
COMMODITIES — Forwarded grain; received lumber products.

Other Information

The South Dakota Rail Line Inventory Study found that significant impacts
would result from abandonment of this line, based on 1977 traffic data.
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SOUTH DAKOTA 'SEGMENT CN 12
SIOUX VALLEY JCT. TO WATERTOWN

HIGHWAY LOCATION MAP
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South Dakota Segment - CN 12 SIOUX VALLEY JCT. TO WATERTOWN

Line Description

OWNERSHIP -~ CHICAGO & NORTH WESTERN
DIVISION / SUBDIVISION - Central Division - Watertown Subdivision

LINE STATUS -Category 5: Continued Operation

TYPE OF LINE - Branch _
LINE LENGTH IN MILES -—%4-2 miles

MAXIMUM SPEED LiMiT —30 mph MAXIMUM WEIGHT LIMIT -210,000 lbs.
SERVICE FREQUENCY — Daily except Sunday
YARDS ~ Sioux Valley Jct. and Watertown

CONNECTING LINES —Chicago & North Western at Sioux Valley Jct., and
Burlington Northern at Watertown.

HIGHWAYS _ US 14 serves Sioux Valley Jct.; SD 30 serves Bruce; SD 28 serves
Estelline; SD 22 serves Castlewood; a local hard surfaced road
serves Dempster; a local road serves Appleby; and Watertown is
served by US 212, T 29, and US 81.

RAIL WEIGHT - /2 1bs.

Station Locations

STATIONS MILES STATIONS MILES STATIONS MILES
Sioux Valley Jct. 0.0 Watertown 44,2

Bruce 8.2

Estelline 18.3

Dempster 23.1

Castlewood 30.5

Appleby 37.0

Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 0.39 MGT 0.27 MGT 0.23 MGT
TRAFFIC DIRECTION — N/A 24% Orig. (1977) 57% South
COMMODITIES — Forwarded grain and farm products; received grain mill

products, lumber products, stone, clay, and glass.

Other Information

The South Dakota Rail Line Inventory Study found that limited impacts
would result from abandonment of this line, based on 1977 traffic data.
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SOUTH DAKOTA SEGMENT CN16
BLUNT TO GETTYSBURG

HIGHWAY LOCATION MAP
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South Dakota Segment - ¢ 16 BLUNT TO GETTYSBURG

Line Description

OWNERSHIP — CHICAGO & NORTH WESTERN

DIVISION /SUBDIVISION - Western Division - Gettys;burg Subdivision

LINE STATUS — Category 2 to Onida; Category 1 to Gettysburg.

TYPE OF LINE — Branch

LINE LENGTH IN MILES — 40.3 miles

MAXIMUM SPEED LIMIT ~— 10 mph MAXIMUM WEIGHT LIMIT -178,000 lbs.

SERVICE FREQUENCY — As needed, 0 to 6 round trips per week.
YARDS -~ Blunt and Gettysburg :
CONNECTING LINES - Chicago & North Western at Blunt

HIGHWAYS _ Blunt is served by US 14, Onida, Agar and Gorman by US 83 and
Gettysburg by US 212.

RAIL WEIGHT - 60 1bs.

Station Locations

STATIONS MILES STATIONS _MILES STATIONS MILES
Blunt 0.0
Onida 15.6
Agar 25.3
Gorman 31.5
Gettysburg 40.3

_Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - O.11/MGT 0.08 MGT ( ) 0.13 MGg0 N
— N/A 73% Orig. (1977 69% ut
T Fl
RAFFIC DIREcno]%rwarded grain; received fertilizer and farm machinery.

COMMODITIES

Other information

The South Dakota Rail Line Inventory Study found that minimal impacts
would result from abandonment of this line based on 1977 traffic data.
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SOUTH DAKOTA SEGMENT CN 19
BOX ELDER TO ELLSWORTH AIR FORCE

HIGHWAY LOCATION MAP
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South Dakota Segment - ¢N 19 BOX ELDER TO ELLSWORTH AIR FORCE BASE

Line Description

OWNERSHIP - CHICAGO § NORTH WESTERN
DIVISION /SUBDIVISION - Western Division - part of the PRC Subdivision
LINE STATUS - Category 5: Continued Operation

TYPE OF LINE - Branch

LINE LENGTH IN MILES ~— 3.0 miles

MAXIMUM SPEED LIMIT — N/A MAXIMUM WEIGHT LIMIT - N/A
SERVICE FREQUENCY —As needed

YARDS - N/A
CONNECTING LINES — Chicago & North Western at Box Elder

HIGHWAYS — Box Elder is served by I-90

RAIL WEIGHT —90-100 1bs.

Station Locations

 STATIONS MILES STATIONS MILES  STATIONS MILES
Box Elder 0.0
Ellsworth 3.0

_Traffic Characteristics

1975 1978 1980

TRAFFIC DENSITY - 0.03 MGT (1977) N/A
TRAFFIC DIRECTION — 75% Term {1977)

COMMODITIES —Primarily received ordnance and petroleum products.

Other Information

This line serves the Ellsworth Air Force Base and is federally owned for
that portion located on the base. This line and CNO6 serve as connector lines
to the Department of Defense Strategic Rail Corridor Network.
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FIGURE ¥YI-3

South Dakota Owned Trackage

Burlington Northern Jncth
Britton
Aberdeen

& Redfield

Rapid City

Core System ( Operating) 433 Miles Sioux City
Non Operating Lines = -..—momiimn. 98 Miles
Local Option Lines 302 Miles

TOTAL 833 Miles

The State of South Dakota currently owns over 833 miles of railroad located
in South Dakota and Towa. These miles consist of nearly 359 miles of core

system operated by the Burlington Northern, 74 miles operated by the C&NW,

302 miles of local option lines, and 98 miles which has been labelled as

a non-operating purchase (railbanked). All of the miles with the exception
of 17 miles were formerly Milwaukee-owned track, and have been approved

and abandoned by the former owmer.
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SOUTH DAKOTA SEGMENT SDO1
SIOUX FALLS TO CANTON ‘
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South Dakota Segment - sD 01 SIOUX FALLS TO CANTON

Line Description

OWNERSHIP — SOUTH DAKOTA (Service provided by BN)
DIVISION /SUBDIVISION — Minnesota Division, 24th Subdivision
LINE STATUS -

TYPE OF LINE -

LINE LENGTH IN MILES — 21.9 Miles

MAXIMUM SPEED LIMIT - 10 mph MAXIMUM WEIGHT LIMIT — 263,000 lbs.
SERVICE FREQUENCY —

YARDS -— Canton and Sioux Falls

CONNECTING LINES — Chicago § North Western and Burlington Northern at Sioux
Falls and State owned line at Canton.

HIGHWAYS _ Canton is served by US 18, Harrisburg by a local hard surface
road and Sioux Falls is served by I-29, I-90, US 77, SD 42 and
SD 38.

RAIL WEIGHT — 90 1bs.

Station Locations

STATIONS MILES STATIONS _MILES STATIONS MILES
‘Sioux Falls 0.0 :

.South Yard 1.20

Harrisburg 9.40 -

Canton 21.90

Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 0.75 MGT 0.70 MGT 0
TRAEFIC DIRECTION — 70%°Orig./30% Term. 57% Orig./43% Tein.
COMMODITIES — Forwarded grain, food products, stone, sand, and gravel and

scrap iron and steel. (1979)

Other Information

This line was embargoed by the Milwaukee Road in March 1980 and approved
for abandonment in June 1980. The State of South Dakota has purchased this lind
The State of South Dakota has identified this line segment as part of the

State Core System. Service continuation on this line is important because of
the economic impact of abandonment.
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SOUTH DAKOTA SEGMENT SDO2
CANTON TO MITCHELL

HIGHWAY LOCATION MAP

R

R S—— “-._l-_.._._ [eswen_ >\l R IO S . —
i Loomix I T Unityvilte [I iﬁ%ﬁ,“; e 4l Rapida
RORA ° gIHANSON) & M CIOOKY | fbene o
PLANKINTON imnev«m — | Fumen,  Formeri o Foarorr SALEM MIN L,N ERH|A Igmﬁ"u ""!";
! A = o
Montrosd
i i = Hombold! cm‘*.o Ranner . ‘ i
! DAV IS ONj j akxanor® 25 3ol Hesitord ) o
i Scnlno!a | -y =194
Stickney i I Emary stonh \ | P 210UX FALLB K o
Eihan - Coﬂ\g | Center r pro SaurFolls
S - O e Rl L Y S 3 P
‘ . n:nm Monros G n
Timotk 9
fors L rtorses ! " Milltown " T Marion ] ! Tod arrieliburg s
DOUIGL A B | Parkston ) ” “c:amuu| \
i e Fe Frasman | o) s
.‘-.-.._‘ ARMOUR ‘ ar Py E R Len Tl am or| thing mmni
- H N B 1§
s wow | |[HUTCHINSON TUR i =
‘rurhy Hurley Dovie e
- OLIVET 1 )
§ 'Jf.\l i Moo [ AN FarivR,
H Kaylot Peorsons  Cenler ™
LAKE ‘Nog I 7___ e 'T e Corner Point Yorg ‘:—é‘ L1 NC OLN S
oainta X H Ssottord H LI idway Stores Contersilie 1 Morway Centar Hudso
Wagnar { 23 ! Moytield Barestord
45 ; 46 h l ! 46 e ’:. . Ir '
s S ORI T
RAlLROAD SEGMENT MAP
] o R e .
. bCuthbert gluu» L |
e — =) !
AURORA 1 Zrvent \
"* } Latcher l ‘ LAKE ‘; .
Toason \  Twawsow | WCOOK | MINNERAA ool Rusias |
RLoome l i Colton 2 Sherman
Mll-n;: I| < -uﬁuﬁlc
] . o4 .
Plankinton __Mountvormon M'flvle F"'nquguﬂnnnqanunnunununu% rose LyonsY g Goretsong
l’Id )
: Bott® » undru: [ o2y, oot Crock %E; X .
< i tford £ 0
g Ml Nl
d€than | Regpgidoswater 1 it n s
[ | T, N Sloux Follgs W
" Toovetas S = DIy,
r ‘ l Marian Jel P
T_ L'\ | Parkston l
;ova \'\ ‘ | R l
o %, N m ‘1‘
E ¢ ) .
‘; @3eddes . | h
g qab \\\\‘i Tripp ‘ ; l 3
e lor "
i i Brdon F—— ~ W T.‘ﬂ"ﬂ [ TURNER ___ Vivor o/ '1@\\' 2,
\ ane v ) BON HOMME gScotind YANKTON VA, tione
. g !
L il %% ons I et | Nilpnpgppersstort | LINCOLN
. e ek Tt L 11 e FEERD NIRRT AR TR TORES

KEY

oesoess Study Segment
suzanneees Abandoned Line

we = mm @ Potentially Subject to Abandonment
Within 3 Years
sm e mm 0@ Pending Abandonment Approval

———= All Other Lines

[

VI.42

W WS gE W, an wN, el wy S e




of o da oo Y =% en of = &b

South Dakota Segment - sp 02 canToN TO MITCHELL

Line Description

OWNERSHIP -~ SOUTH DAKOTA (Service provided by BN)
DIVISION /SUBDIVISION - Minnesota Division, 24th Subdivision
LINE STATUS -

TYPE OF LINE -

LINE LENGTH IN MILES — 79.2 miles ,

MAXIMUM SPEED LIMIT — 10 mph MAXIMUM WEIGHT LIMIT - 263,000 1bs.

SERVICE FREQUENCY —°

YARDS — Canton and Mitchell

CONNECTING LINES — State owned line at Canton and Mitchell, and Burlington
Northern at Lennox. :

HIGHWAYS _ Canton is served by US 18, Worthing, Lennox, Chancellor and

Parker by SD 44; Bridgewater, Emery and Alexandria by SD 262;
Mitchell by I-90 and SD 37; and Marion Jet. by a local road.

50 miles of 90 lbs. rail and 29 miles of mixture from 75 lbs.
RAIL WEIGHT to 100 1bs.

w s = =" o = b

Station Locations

STATIONS MILES STATIONS MILES STATIONS MILES
Canton 0.0 Marion Jct, 35.0 Mitchell 79.2
Worthing 9.0 Dolton 42.9

Lennox 15.8 Bridgewater 49.9

Chancellor 20.7 Emery 57.0

Parker 28.5 Alexandria 65.9

Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 0.62 MGT 0.78 MGT 0
TRAFFIC DIRECTION — 65% Orig.  72% Orig.

— Primarily forwarded grain; also received grain mill products
MODITIE : ?
COMMODITIES fertilizer, and farm machinery (1979)

Other Information

This line was embargoed by the Milwaukee Road in March 1980 and approved
for abandonment in June 1980. The State of South Dakota has purchased this ling.

The State of South Dakota has identified this line segment as part of the
State Core System. Service continuation on this line is important because of
the large economic impact of abandonment.
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South Dakota Segment - SD 03 MITCHELL TO WOLSEY

Line Description

OWNERSHIP — SOUTH DAKOTA (Service provided by BN)

DIVISION /SUBDIVISION - Minnesota Division, 24th Subdivision

LINE STATUS - '

TYPE OF LINE -

LINE LENGTH IN MILES — 54.6 miles

MAXIMUM SPEED LIMIT ~— 10 mph MAXIMUM WEIGHT LIMIT - 263,000 lbs.
SERVICE FREQUENCY -—

YARDS — Mitchell

CONNECTING LINES — Chicago & North Western at Wolsey, State owned line at
Wolsey and Mitchell

_ Mitchell is served by I-90 and SD 37, Woonsocket is served by SD

HIGHWAYS 34, Wolsey is served by US 281 and US 14, the other stations are
served by hard surfaced local roads.
RAIL WEIGHT _85 1bs. from Mitchell to Letcher and 90 lbs. on remainder of

segment.

Station Locations

STATIONS MILES STATIONS : MILES STATIONS MILES -
Mitchell 0.0 Woonsocket 28.2

Loomis 7.5 Alpena 37.9

Letcher 15.0 Virgil 46.1

Cuthbert 21.8 Wolsey 54.6 s

Traffic Characteristics

1975 1979 _ 1980
TRAFFIC DENSITY - 1.11 MGT 1.34 MGT 0
TRAFFIC DIRECTION — 59% 01‘1g./41% Term_ 75% Orlg./?S% Term
_. Forwarded food products, grain, farm machinery and scrap iron
COMMODITIES .
or steel; received coal, lumber products, and petroleum prod.
(1979)

Other Information

This line was embargoed by the Milwaukee Road in March 1980 and approved
for abandonment in June 1980. The State of South Dakota has purchased this
line.

The State of South Dakota has identified this line segment as part of the

. State Core System. Service continuation on this line is important because of

the }arge economic impact of abandonment.
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South Dakota Segment - SD 04 WOLSEY TO ABERDEEN

Line Description

OWNERSHIP - SOUTH DAKOTA (Service provided by C&NW)

DIVISION / SUBDIVISION - Minnesota Division, 24th Subdivision

LINE STATUS -

TYPE OF LINE -

LINE LENGTH IN MILES — 74.0 miles

MAXIMUM SPEED LIMIT - 10 mph MAXIMUM WEIGHT LIMIT - 263,000 lbs.
SERVICE FREQUENCY —

YARDS — None

CONNECTING LINES —Chicago § North Western at Wolsey, Redfield and Aberdeen;
Milwaukee main line at Aberdeen, Burlington Northern at
Aberdeen and State owned 1line at Wolsey.

HIGHWAYS — US 281 parallels this line and, in -addition, Wolsey is served
by US 14, Redfield by US 212, Mellette by SD 20 and Aberdeen by
us 12.

_90 1lbs. rail between Wolsey and Tulare, 85 rail between Tulare
RAIL WEIGHT & near Redfield, and 90 lbs. rail for remainder of line.

Station Locations

STATIONS MILES STATIONS MILES STATIONS MILES
Wolsey 0.0 Ashton 41.4
Bonilla 12.4 Mellette 52.4
Tulare 23.1 Duxbury 58.3
Redfield 33.2 Warner 64.1
Aberdeen 74.0

Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 1.11 MGT 1.58 MGT
TRAFFIC DIHECT'ON — 59% Orlg./dl% Term 97% Orig./S% Term.
COMMODITIES — Primarily grain. (1980)

Other Information

This line was embargoed by the Milwaukee Road in March 1980 and approved
for abandonment in June 1980. The State of South Dakota has purchased this
line.

The State of South Dakota has identified this line segment as part of the
State Core System, Service continuation on this line is important because of
the large economic impact of abandonment
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South Dakota Segment - SD 05 MITCHELL TO YANKTON

Line Description

OWNERSHIP - SOUTH DAKOTA (Service provided by BN)
DIVISION /SUBDIVISION .— Minnesota Division, 25th Subdivision
LINE STATUS - ‘

TYPE OF LINE -
LINE LENGTH IN MILES — 75.0 miles
MAXIMUM SPEED LIMIT — 10 mph MAXIMUM WEIGHT LIMIT -~ 263,000 lbs.

SERVICE FREQUENCY —

YARDS - Yankton and Mitchell

CONNECTING LINES — State owned lines at Mitchell and Yankton . Non-
operating State owned line at Napa.

HIGHWAYS - Yankton is on SD 50 and US 81; Tripp, Parkston and Dimock on
SD 37; Mitchell on I-90 and SD 37; all other stations except
Beardsley to Napa are on hard surfaced roads.

RAIL WEIGHT — 90 lbs. from Yankton to Beardsley, 85 lbs. from Beardsley to
Ethan and 100 1lbhs, - 112 1bs., from Ethan to Mitchell

Station Locations

STATIONS MILES STATIONS MILES STATIONS MILES
Mitchell 0.0 Kaylor 41.2
Ethan 11.6 Scotland 47.8
Dimock 16.7 Lesterville 59.1
Parkston 22.1 Utica 65.8
Beardsley 28.6 Napa 69.4
Tripp 34.2 Yanktoen 75.0

Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 0.80 MGT 0.41 MGT 0
TRAFFIC DIRECTION - 60% Orig. . 74% Orig. -
COMMODITIES - Forwarded grain and received fertilizer.

Other Information

This line was embargoed by the Milwaukee Road in March 1980 and approved
for abandonment in June 1980. The State of South Dakota has purchased this
line.

The State of South Dakota has identified this line segment as part of the
State core system. Service continuation on this line is important because of
the large economic impact of abandonment.




SOUTH DAKOTA SEGMENT SDO06
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South Dakota Segment - sp 06 vANKTON TO STOUX CITY, IOWA

Line Description

OWNERSHIP — SOUTH DAKOTA (Service provided by BN)

DIVISION /SUBDIVISION - Minnesota Division, 25th Subdivision

LINE STATUS -

TYPE OF LINE -

LINE LENGTH IN MILES - 61.5 miles Total, 55.2 miles in SD

MAXIMUM SPEED LIMIT - 10 mph MAXIMUM WEIGHT LIMIT - 263,000 1lbs.
SERVICE FREQUENCY —

YARDS — Sioux City and Yankton

CONNECTING LINES -~ Burlington Northern, Chicago § North Western and Illinoip
Central Gulf at Sioux City; State owned line at Yankton.

HIGHWAYS ~ Yankton is on SD50 and US 81, Vermillion and Meckling on SD 50
Elk Point, Jefferson, North Sioux City and Sioux City are on
I-29.

_90 1lbs. from Yankton to Burbank, 85 lbs from Burbank to East

RAIL WEIGHT Wye Switch, and 90 1bs. from East Wye Switch to Sioux City.

Station Locations

STATIONS MILES STATIONS MILES STATIONS MILES
Yankton 0.0 East Wye Switch 41.7

Gayville 12.1 Jefferson 49.4

Meckling 18.3 North Sioux City 55.2

Vermillion 26.5 Sioux City 61.5

Burbank 32.4

Elk Point 41.0

Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 0.94 MGT 0.56 MGT 0
TRAFFIC DIRECTION — 54% Orig. 50% Orig, -
7 COMMODITIES — Forwarded grain and received fertilizer.

Other Information

This line was embargoed by the Milwaukee Road in March 1980 and approved
for abandonment in June 1980. The State of South Dakota has purchased this
line.

The State of South Dakota has identified this line segment as part of the
State core system, which is important for service continuation due to the
large economic impact of abandonment.
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South Dakota Segment - SD 07 MITCHELL TO CHAMBERLAIN

Line Description

OWNERSHIP -~ SOUTH DAKOTA (Service provided.by BN)

DIVISION /SUBDIVISION - Minnesota Division, 25th Subdivisien

LINE STATUS -

TYPE OF LINE - Branch

LINE LENGTH IN MILES —67.1 miles

MAXIMUM SPEED LIMIT -10 mph MAXIMUM WEIGHT LIMIT - 220,000 1lbs.
SERVICE FREQUENCY -—

YARDS -— Mitphell and Chamberlain

CONNECTING LINES — State owned line at Mitchell, and State owned line at
Chamberlain

HIGHWAYS — I-90 parallels this line. Mitchell is served by SD 37,
Plankinton by US 281, Kimball by SD 45, Chamberlain by SD 50.

RAIL WEIGHT — 65 1lbs.

Station Locations

STATIONS MILES STATIONS _MILES STATIONS MILES
Mitchell 0.0 Kimball 47.0

Betts 6.1 Pukwana 58.6

Mt. Vernon 11.8 Chamberlain 67.1

Plankinton 23.1

White Lake 34.5

Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 0.52 MGT 0.55 MGT 0
TRAFFIC DIRECTION - 66% Orig./34% Term. 58% Orig./42% Term.
COMMODITIES — Forwarded grain; received stone, clay, and glass, petroleum

products, and sand and gravel. (1979)

Other Information

This line was embargoed by the Milwaukee Road' in March 1980 and approved
for abandonment in June 1980. The. State of South Dakota has purchased this line

The State of South Dakota has identified this line segment as part of the
State Core System. Service continuation on this line is important because of
the large economic impact of abandonment.
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South Dakota Segment - S° 08 CHAMBERLAIN TO KADOKA

Line Description

OWNERSHIP — SOUTH DAKOTA
DIVISION /SUBDIVISION -

LINE STATUS -~ Abandoned

TYPE OF LINE -Branch

LINE LENGTH IN MILES — 120.7 miles

MAXIMUM SPEED LIMIT — gg;vgﬁe MAXIMUM WEIGHT LIMIT - 220,000 1bs.
SERVICE FREQUENCY — None

YARDS — None

CONNECTING LINES — State owned line at Chamberlain and non-operating

State owned line at Kadoka.

HIGHWAYS — I-90 parallels

RAIL WEIGHT -~ 65 1bs.

Station Locations

STATIONS MILES STATIONS MILES STATIONS MILES
Chamberlain 0.0 Vivian 51.9 Belvidere 107.7
Oacoma 3.9 Draper 64.8 Kadoka 120.7
Reliance 16.7 Murdo 75.2
Kennebec 30.0 Qkaton 85.7
Presho 40.0 Stamford 96.5

- Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 0
TRAFFIC DIRECTION —
COMMODITIES -

Other Information

This line was embargoed by the Milwaukee Road in March 1980 and approved
for apandonment in June 1980. The State of South Dakota has purchased this line.

The State of South Dakota has identified this line segment as a local
option line, a line with shipper support and one which may be viable at some
time if service is restored. Studies show that limited impact would result
from abandonment of the line
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South Dakota Segment - SD 09 KADOKA TO RAPID CITY

Line Description

OWNERSHIP — SOUTH DAKOTA
DIVISION /SUBDIVISION -
LINE STATUS - Abandoned
TYPE OF LINE - Branch

LINE LENGTH IN MILES -~  98.5 miles _
MAXIMUM SPEED LIMIT - MAXIMUM WEIGHT LIMIT - 220,000 1bs.
SERVICE FREQUENCY — None

YARDS -

CONNECTING LINES - Chicago § North Western to Rapid City and non operating
‘ State owned line at Kadoka.

HIGHWAYS ~ SD 44 parallels

"RAIL WEIGHT — 65 lbs.

Station Locations

STATIONS MILES STATIONS _MILES STATIONS MILES
+ Kadoka 0.0 Creston 69.1
Weta 11.7 Farmingdale 79.3
Interior | 26.5 Caputa 84.7
Conata 36.8 Murphy 92.8
Imlay 47.3 Rapid City 98.5
Scenic 56.6

Traffic _Characteristics \

1975 . 1979 1980
TRAFFIC DENSITY -~ 0.52 MGT 0.55 MGT 0
TRAFFIC DIRECTION - 66% Orig./34% Term. 93% Orig./7% Term.
COMMODITIES — Forwarded grain, grain mill products, lumber, and stone, clay

and glass; received lumber and stone, clay, and glass. (1979}

Other Information

This line was embargoed by the Milwaukee Road in March 1980 and approved
for abandonment in June 1980. The State of South Dakota has purchased this line
The State of South Dakota has determined that minimal imports would result
from abandonment of this line. However, the line should be kept intact in the
event that this path may be needed at some future date to connect Rapid City,
to eastern points.
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South Dakota Segment -  sD 10 STOUX FALLS TO TRENT

Line Description

OWNERSHIP — SOUTH DAKOTA
DIVISION / SUBDIVISION -

LINE STATUS — Abandoned

TYPE OF LINE — Branch

LINE LENGTH IN MILES — 26.6 miles

MAXIMUM SPEED LIMIT — 25 mph MAXIMUM WEIGHT LIMIT - 220,000 ibs.
SERVICE FREQUENCY — None

YARDS — Sioux Falls and Dell Rapids

CONNECTING LINES —Chicago & North Western at Sioux Falls, Burlington
Northern at West Jct. and Sioux Falls and State owned
line at Sioux Falls.

HIGHWAYS ~ Sioux Falls is served by I-29 and I-90, Renner, Baltic and Dell
Rapids are served by US 77 and Trent is served by a hard surfaced
local road. 1-29 and US 77 both parallel this route.

RAIL WEIGHT =~ 05 lbs.

Station Locations

STATIONS MILES STATIONS, _MILES STATIONS MILES
Sioux Falls 0.0 Renner 6.5
East Jct. 0.8 Baltic 14.4
Peaks 0.9 Dell Rpaids 19.5
West Jct. 2.7 Trent 26.6
Traffic Characteristics
1975 1979 1980

TRAFFIC DENSITY - 0.75 MGT 0.70 MGT
TRAFFIC DIRECTION — 70% Orlg/SO% Term. 81% Orig./lg% Term.

— Primarily forwarded stone; grain, clay, .glass and sand and
COMMODITIES non-metallic minerals; rece%ved ferilize%, stone, clay and

glass. (1979)

Other Information

This line was embargoed by the Milwaukee Road in March 1980 and approved
for abandonment in June 1980. The State of South Dakota has purchased this line.

The State of South Dakota has identified this line segment as a local
option line, a line with shipper support and one which may be viable at some
time if service is restored. Studies show that limited imports would result
from abandonment of the line.
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SOUTH DAKOTA SEGMENT SD 11
BRITTON TO BURLINGTON NORTHERN JCT.

HIGHWAY LOCATION MAP
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South Dakota Segment - SD 11 BRITTON TO BURLINGTON NORTHERN JUNCTION

Line Description

. OWNERSHIP — SOUTH DAKOTA
DIVISION /SUBDIVISION -
LINE STATUS ~— Abandoned

TYPE OF LINE —
LINE LENGTH IN MILES — 4.8 mi.

MAXIMUM SPEED LIMIT. - MAXIMUM WEIGHT LIMIT -
SERVICE FREQUENCY —

YARDS -

CONNECTING LINES -—

HIGHWAYS -

RAIL WEIGHT -

Station Locations

STATIONS MILES STATIONS _MILES STATIONS - _MILES
Britton 0.0 :
BN Jct. 4.8
Traffic Characteristics
1975 1979 1980

TRAFFIC DENSITY -
TRAFFIC DIRECTION —
COMMODITIES —

Other Information

This line is a part of the former Milwaukee Road's Andover to Brampton line.
There is a rehabilitation project scheduled for this line funded jointly by
the State using federal funds and a regional rail authority. Service will

be provided by the Burlington Northern. When completed, the line will have
a 263,000 1lb. status.
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SOUTH DAKOTA SEGMENT SD12
NAPA TO PLATTE

HIGHWAY LOCATION MAP
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South Dakota Segment - sp 12 NAPA TO PLATTE

Line Description

OWNERSHIP — S0UTH DAKOTA

DIVISION /SUBDIVISION -

LINE STATUS -  Abandoned

TYPE OF LINE - Branch

LINE LENGTH IN MILES — 82.4 miles

MAXIMUM SPEED LIMIT — MAXIMUM WEIGHT LIMIT - 220,000 lbs.
SERVICE FREQUENCY - None

YARDS — None

CONNECTING LINES — State owned line at Napa

HIGHWAYS - SD 50 parallels, Platte also served by SD Highway 44; Wagner

also served by SD Highway 46.

About 8 miles of mixed 75 1bs., 85 1bs. and 95 1bs. rail near

RAIL WEIGHT  — \o00: balance is 60 1bs.

Station Locations

STATIONS MILES STATIONS MILES STATIONS _MILES
Napa 0.0 Wagner 46.1 Platte 82.4
Tabor 1¢.5 Ravinia 54.0 :

~ Tyndall 21.4 Lake Andes 60.0
Avon 32.5 Geddes 70.5
Dante 39.5 Bovee 76.5

_Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 0.09 MGT 0.09 MGT 0
TRAFFIC DIRECTION — 80% Orig./20% Term. 67% Orig. 33% Term.
COMMODITIES ~ Forwarded grain; received fertilizer, lumber products, stone,

clay, and glass and farm machinery. (1979)

Other Information

This line was embargoed by the Milwaukee Road in March 1980. The State
of South Dakota has purchased this line.

The State of South Dakota has identified this line segment as a local
option line, a line with shipper support and one which may be viable at some
time if service is restored. Studies show that limited impacts would result
from abandonment of the line.
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SOUTH DAKOTA SEGMENT SD13
CANTON TO EAST WYE SWITCH

RAILROAD SEGMENT MAP

:P\,
qo‘\':\

< Brookings

Flundmu

* Madison =

HOCR — MILW Ilrlll_llllll aoulFullchi l

C:hester _IL_ émm l

iuxf AN

T T MeCooK | MINNEHALHA " 3% Ropics
Colten - Sherman j

sq
ulluulllit’"'m“

! mbaldt
7 r:’.'?;;‘

Ellls h
Sloux Fallg

‘e ﬂ“’llpl

HIGHWAY LOCATION MAP

i

-
Singl s - I
o
Sréham E s Elkton
] b
—————— S | e et - — e e .
) | 13 ‘
1 ol«lumia ' wm"l
{ Remand I '
| , .
V ol Rutiand | - z
FLANDREA H
L A|K E i & : O
Junlus MADISON i . ” -
X aWentworih Eqon : w
Winfred 34 = o l N
: -
s | Moo DY .Z
i Chul;v I et |
o
i Orland Franklin 1 ) i
PN T T e 7 hagids |
| T'“'“ Colron s !
00 K i of[Benic 99,
HA ™7
SaLEM l M l N N E H A Garraison ! x
Lroﬂl o
Montrose vo cl’mlo " l o
Humboldt
3] Hertford Renner corsan ¢ 5
50,
g i S10UX FALLS S\l
¥ + || Pumpktn ; Brondon L0008
- _Honis: “ _ SiounFolls
‘ u ..
..... s e -—
D:"m Mnﬁwl Iy i 7 ]
o
I lurlono H Tet 2 atlaurg ™
ER l \
I e Chancellor 1 m }
l agwo hlng
Lenne | 34 CANTON I
TU RN E|R i ‘
Turkey run-yh Davls -\)_._.
R ﬁ\ a
’{ I Fcnlvm
= H \
H Canl .

e Sarves] 5 YL NCOLN |
e e Horway_Cantur Mationly
Midwoy Stores ' Cantervilie ' /

Moyileid I. i Beresford ok ;‘
i

46

irans R "
i %\ ‘| Alcester ¥
. aslar —— ) "
HITY N|K TON % ) 1 PR
v | LAY JUNI £3
Vigw V°‘i3! o Mo o
Mub City
8 Mlagon HIiI I Wasteryilte i Maora Snrrnq
4 o “t
i i
Gayville = Gl’lﬂ’lf‘;l l Midwa f 3
H Q
- 50 Mecki ' 48
YANKTON “l,_p \E Spien
m 2. Junction City
*, < SCR\RIe na
VERMILLION, <
Buerﬂl TiLtL < L
cEDAN ELK POINT
AY
T b Jlblnnn
Jetferson H BIXON - N
. B o 5
\ -

N, Siougll
s _ =

s am Study Segment
sansnossnde Abandoned Line

ma o =m 2 Potentially Subject to Abandonment
Within 3 Years

am aa pending Abandonment Approval
@ Al Other Lines

VI.b64




South Dakota Segment - S0 13 CANTON TO EAST WYE SWITCH

Line Description

OWNERSHIP — SOUTH DAKOTA
DIVISION /SUBDIVISION -

.LINE STATUS - Abandoned

TYPE OF LINE ~ Branch

LINE LENGTH IN MILES - 49.1 total,13.6 in S.D.

MAXIMUM SPEED LIMIT - MAXIMUM WEIGHT LIMIT -
SERVICE FREQUENCY — None :

YARDS — None

CONNECTING LINES — South Dakota owned lines at Canton and East Wye Switch.

HIGHWAYS — Canton 1s served by US 18, Iowa towns are served by Jowa 10 § 12
and the remainder stations by local hard surfaced roads.

RAIL WEIGHT — 85 lbs. & 90 1bs.

Station Locations

STATIONS MILES STATIONS MILES STATIONS =  MILES
Canton 0.0 Chatsworth, Ta 30.8
Fairview 8.4 Akron, Ia 37.5
Hudson 15.1 Westfield, Ia 43.0
Hawarden, Ia 24.7 East Wye Switch 49.1

Traffic Characteristics

1975 1979 1980
TRAFFIC DIRECTION — 70% Orig. 57% Orig.

COMMODITIES — Grain, stone, sand and gravel.

Other Information

This line was embargoed by the Milwaukee Road in March 1980 and abandoned
in June 1980. The State of South Dakota purchased this line in 1981.

The State has identified this line segment as a local option line, a line
with shipper support and one which may be put back into service at some future
date.
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SOUTH DAKOTA SEGMENT SD14
HAWARDEN TO BERESFORD

RAILROAD SEGMENT MAP
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South Dakota Segment - S0 14 HAWARDEN, IA TO BERESFORD, SD

Line Description

OWNERSHIP - SOUTH DAKOTA

DIVISION /SUBDIVISION -~
LINE STATUS -~ Abandoned

TYPE OF LINE ~— Branch
LINE LENGTH IN MILES — 17.4 miles,16.7 in S.D.

MAXIMUM SPEED LIMIT — NA MAXIMUM WEIGHT LIMIT - NA
SERVICE FREQUENCY — None

YARDS —

CONNECTING LINES — South Dakota owned line at Hawarden

HIGHWAYS — Hawarden is served by Towa 10 & 12, Alcester by SD 11 and

Beresford by SD 46 and T 29.

RAIL WEIGHT — 110-112 1lbs.

Station Locations

STATIONS MILES STATIONS MILES STATIONS MILES
Hawarden, Ia 0.0
SD Border 0.7
Alcester 8.7
Beresford 17.4

Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 0.08 MGT 0 ) 0
TRAFFIC DIRECTION — 91% Orig.
COMMODITIES — CGrain and Fertilizer

Other Information

This line was abandoned by the Chicago § North Western im 1978. The State
purchased the line in 1981.

The State has identified this line segment as a local option line, a line
with shipper support and one which may be put back into service at some future
date.
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FIGURE ¥I-4

Burlington Northern
South Dakota Network

, Genesco Junction
To Linton, N. D. To Rutland, N.D.
X .
Eureka Aberdeen
To .
- Benson, Mn.
Watertown
Deadwood Huro
Lead
X To Pipestone -
Madison illmar, Mn.
To Garretson
New Castlg, W'?'-"J:d‘-
e Sioux Falls :
0, .
Edgemont Sioux Clltuy.
) ]
To
Alliance, Nb.

NOTE ! Dashed Lines indicate Trackage Ri

The Burlington Northern, as of December 31, 1980, operated 27,36l miles of

railroad in 24 states plus two Canadian Provinces. These miles consist of
15,236 owned and operated main line, 10,010 miles of owned and operated
branch lines, 342 miles of proprietory companies, 131 miles operated under
lease, 11 miles operated under contract, and 1,631 miles operated under
trackage rights. During 1980, the St. Louis-San Francisco Railway, a 4,507
mile system, was merged into the BN system increasing both mileage and
territory served from last year. The Company currently operates 457 miles
of its own track in South Dakota plus 361 miles of State-owned track. The

operations on the State system took place during the year 1981 so are not

part of the 27,361 mile system previcusly described. The BN has abandoned

91 miles of track in South Dakota since 1976 and has an additional 144 miles

pending abandonment or under study for abandonment.
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SOUTH DAKOTA SEGMENT BN O1
WILLMAR, MN TO GARRETSON, SD
HIGHWAY LOCATION MAP
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South Dakota Segment - BN 01 WILLMAR, MN TO GARRETSON, SD -

Line Description

OWNERSHIP - BURLINGTON NORTHERN
DIVISION /SUBDIVISION — Minnesota Division - 3rd Subdivision

LINE STATUS —Category 5: Continued Operation

TYPE OF LINE - Main
LINE LENGTH IN MILES —127.9 total; 4.6 in SD

MAXIMUM SPEED LIMIT —49 mph MAXIMUM WEIGHT LIMIT - 263,000 1bs.

SERVICE FREQUENCY — 7 to 10 trains daily

YARDS — N/A
CONNECTING LINES ~— Burlington Northern at Garretson.

HIGHWAYS — 8D 11 serves Garretson and a local hard surfaced road serves
Sherman-

RAIL WEIGHT - 110 1bs. and 112 1bs.

Station Locations

STATIONS MILES STATIONS, _MILES STATIONS, _MILES
SD Border 0.0
Sherman 1.3
Garretson 3.3

Traf_fic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 5.85. MGT 10.64 MGT 12.08 MGT
N/A 55% East 57% East

TRAFFIC DIRECTION —
COMMODITIES - Primarily overhead traffic, including grain and fertilizer.

Other Information

This line, along with BN 02, serves as the connecting line for Burlington
Northern originating and terminating traffic in southeastern South Dakota and
the corridor for West Coast connections to the Sioux Falls area.

The South Dakota Rail Line Inventory Study found that very significant

impacts would result from abandonment of this line, based on 1977 traffic data.
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SOUTH DAKOTA SEGMENT BNO2
GARRETSON SD TO SIOUX CITY, IA

HIGHWAY LOCATION MAP
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South Dakota Segment - BN 02 GARRETSON, SD TO SIOUX CITY, TA

Line Description

OWNERSHIP — BURLINGTON NORTIIERN

DIVISION /SUBDIVISION - Minnesota Division - 3rd Subdivision

LINE STATUS - Category 5: Continued Operation

TYPE OF LINE — Main

LINE LENGTH IN MILES ~— 94.6 total; 8.1 in SD

MAXIMUM SPEED LIMIT — 49 mph MAXIMUM WEIGHT LIMIT -263,000 1bs.
SERVICE FREQUENCY — 7 to 10 trains daily

YARDS - N/A

CONNECTING LINES — Burlington Northern at Garretson.

HIGHWAYS _ SD Highway 11 serves Garretson.

RAIL WEIGHT — 110 1bs.

Station Locations

STATIONS MILES STATIONS MILES STATIONS _MILES
Garretson 0.0
SD Border 8.1
"Traffic Characteristics
, 1975 1979 1980
TRAFFIC DENSITY - 5.05 MGT 9.13 MGT 10.12 MGT
TRAFFIC DIRECTION — N/A 54% North 45% South
COMMODITIES — Primarily overhead traffic, including grain and fertilizer.

Other Information

This line, along with BN 01, serves as the connecting line for Burlington
Northern originating and terminating traffic in southeastern South Dakota and
the corridor for West Coast connections to the Sioux Falls area.

The South Dakota Rail Line Inventory Study found that very significant
impacts would result from abandonment of this line, based on 1977 traffic
data.
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South Dakota Segment - BN 03 GARRETSON TO STOUX FALLS

Line Description
OWNERSHIP = BURLINGTON NORTHERN
DIVISION /SUBDIVISION - Minnesota Division - 15th Subdivision

LINE STATUS - Category 5: Continued Operation

TYPE OF LINE - Branch
LINE LENGTH IN MILES -~ 18.5 miles

MAXIMUM SPEED LIMIT — 30 mph MAXIMUM WEIGHT LIMIT - 263,000 1bs.

SERVICE FREQUENCY — Twice daily

YARDS — Sioux Falls

CONNECTING LINES — Burlington Northern at Garretscn and Sicux Falls;
Chicago & North Western, and State owned line at Sioux
Falls. _ .

HIGHWAYS — SD 11 serves Garretson and Corson; I-90, I-29, SD 38, and SD 42

serve Sioux Falls.

RAIL WEIGHT - 90 1bs. except for 2 miles of 112 1bs. near Garretson.

Station Locations

STATIONS MILES ~ STATIONS MILES  STATIONS MILES
Garretson 0.0
Corson 8.2
Pathfinder Spur 12.3
Lawrence Spur 13.7
Crampton Spur 15.2
5

Sioux Falls 18.

Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 1.01 MGT 1.19 MGT 1.44 MGT
- N/A 79% Term. (1977 57% West
TRAFFIC DlRECTIOﬁ%rwarded food products; received food(prod&cts, lumber prod.,

COMMODITIES - petroleum products, § stone, clay, & glass. This segment also

. serves as an overhead route for ag. prod. originating in SD. |
Other Information
The South Dakota Rail Line Inventory Study found that very significant
impacts would result from abandonment of this line, based on 1977 traffic data.
|
e o




SOUTH DAKOTA SEGMENT BNO4
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South Dakota Segment - BN 04 SIOUX FALLS TO IRENE

Line Description

OWNERSHIP — BURLINGTON NORTHERN

DIVISION /SUBDIVISION - Minnesota Division - 15th Subdivision
LINE STATUS — Category 3: Pending Abandonment approval

TYPE OF LINE - Branch

LINE LENGTH IN MILES — 41.0 miles

MAXIMUM SPEED LIMIT ~— 25 mph MAXIMUM WEIGHT LIMIT - 220,000 1bs.
SERVICE FREQUENCY — Weekly

YARDS — Sioux Falls

CONNECTING LINES - State owned line at Sioux Falls, and Lennox , Burlingtop

Northern and Chicago & North Western at Sioux Falls.

HIGHWAYS ~ Sioux Falls is served by I-90 and I-29, Lennox by SD 44 and SD
17, Davis by US 18, Viborg by SD 19, Irene by SD 46, Yankton by
US 81 and SD 50 and the other sations are served by hard sur-
faced local roads.
RAIL WEIGHT - 56 lbs. except for 1 mile of 75 1bs. and 3 % miles of 77 % 1bs}
near Sioux Falls.

Station Locations

STATIONS MILES STATIONS _MILES STATIONS _MILES
Sioux Falls 0.0 Viborg 33.6

Tea 10.9 Irene 41.0

Lennox 17.6

Naomi 20.1

Davis 26.2

Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 0.10 MGT 0.07 MGT 0.14 MGT
TRAFFIC DIRECTION - N/A 79% Orig. (1977) 58% North
COMMODITIES — Forwarded grain and waste and scrap; received fertilizer and
lumber products.

Other Information

The South Dakota Rail Line Inventory Study found that minimal impacts
would result from abandonment of this line, based on 1977 traffic data.
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SOUTH DAKOTA SEGMENT BNOS
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South Dakota Segment - BN 05 STOUX FALLS TO MADISON

Line Description

OWNERSHIP — BURLINGTON NORTHERN
DIVISION /SUBDIVISION - Minnesota Division - 16th Subdivision
LINE STATUS - Category 5: Continued Operation

TYPE OF LINE -~ Branch

LINE LENGTH IN MILES — 44.1; 1.7 miles between East Jct. § West Jct. is
State owned

MAXIMUM SPEED LIMIT —25 mph MAXIMUM WEIGHT LIMIT —220,000 1bs.

SERVICE FREQUENCY — Weekly
YARDS — Sioux Falls

CONNECTING LINES - Burlington Northern, Chicago & North Western at Sioux
Falls, and State owned lines at Sioux Falls.

HIGHWAYS — Sioux Falls is served by I-29 and I-90, Madison by SD 34 and the
remaining stations by local hard surfaced roads.

RAIL WEIGHT ~— mostly 60 & 65 1bs. (Currently being relaid with 90 1b. rail)

~Station Locations

STATIONS MILES STATIONS, _MILES STATIONS MILES
Sioux Falls 0.0 Chester 28.8

East Jct. 1.4 Wentworth 36.4

West Jct. 3.1 Madison 44 .1

Crooks 9.8

Lyons 15.4

Colton 24.8

Traffic Characteristics

1875 1979 1980
TRAFFIC DENSITY - 0.08 MGT 0.06 MGT 0.09 MGT
TRAFFIC DIRECTION — N/A 78% Orig. (1977) 65% South

COMMODITIES — Forwarded grain and food products; received fertilizer.

Other Information

The Burlington Northern has purchased the Wentworth to Madison line from
the Milwaukee Road.

The South Dakota Rail Line Inventory Study found that minimal impacts
would result from abandonment of this line, based on 1977 traffic data.

This was part of the Sioux Falls to Hayti line, but the Wentworth to Hayti
part was abandoned in 1980.

This line currently being rehabilitated to 263,000 1b. line.
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South Dakota Segment - BN 06 BENSON, MN TO WATERTOWN, SD

Line Description

OWNERSHIP -~ BURLINGTON NORTHERN
DIVISION /SUBDIVISION - Minnesota Division - 12th Subdivision
LINE STATUS - Category 5: Continued Operation

TYPE OF LINE -~ Branch
LINE LENGTH IN MILES — 92.0 total; 45.1 in SD

MAXIMUM SPEED LIMIT —35 mph MAXIMUM WEIGHT LIMIT - 263,000 1bs.
SERVICE FREQUENCY — [hree trips per week

YARDS - |Watertown

CONNECTING LINES — Chicago & North Western at Watertown, Burlington

Northern continues on to Huron.

HIGHWAYS — Stockholm and South Shore are served by SD 20, Watertown is
served by I-29, US 212 and US 81 and the other stations are
served by local hard surfaced roads.

RAIL WEIGHT - 75 lbs.

Station Locations

STATIONS MILES STATIONS _MILES STATIONS MILES
Benson, MN 0.0 South Shore 72.8
SD Border 46.9 Rauville 86.0
Albee 51.7 Watertown 92.0
LaBolt 58.0
St‘oc kholm 65.5
Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 0.57 MGT 0.74 MGT 1.27 MGT
TRAFFIC DIRECTION — N/A 86% Orig. (1977) 68% East
COMMODITIES — Forwarded grain, food products, and non-metallic minerals;

received fertilizer, lumber products, and farm machinery.

Other Information

The South Dakota Rail Line Inventory Study found that limited impacts
would result from abandonment of this line, based on 1977 traffic data.
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South Dakota Segment - BN 07 WATERTOWN TO HURON

Line Description

OWNERSHIP — BURLTNGTON NORTHERN
DIVISION /SUBDIVISION - Minnesota Division-12th Subdivision
LINE STATUS - Category 5: Continued Operation

TYPE OF LINE — Branch

LINE LENGTH IN MILES ~— 098 miles

MAXIMUM SPEED LIMIT - 35 mph MAXIMUM WEIGHT LIMIT -263,000 lbs.
SERVICE FREQUENCY — Two trips per week

YARDS — N/A

CONNECTING LINES ~ The Chicago & North Western connects at Huron and Water-
town and the Burlington Northern at Watertown.

HIGHWAYS — Watertown is served by I-29, US 212 and US 81, Hazel is served
by SD 22, Willow Lake by SD 28, Huron by US 14 and SD 37, and
the other stations are served by hard surfaced local roads.

RAIL WEIGHT - 75 lbs.

Station Locations

STATIONS MILES STATIONS MILES STATIONS MILES
Watertown 0.0 Osceola 48.5

Grover 9.9 Yale 56.6

Hazel 16.2 Huron 69.8

Vienna 23.1

Willow Lake 32.0

Bancroft 44.1

Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 0.23 MGT 0.19 MGT 0.35 MGT
TRAFFIC DIRECTION — N/A 47% orig.(1977)  66% East
COMMODITIES - Forwarded grain and food products; received food products and

non-metallic materials, lumber products, petroleum § coal
products, and fertilizer.

Other Information

The South Dakota Rail Line Inventory Study found that limited impacts
would result from abandonment of this line, based on 1977 traffic data.
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South Dakota Segment - BN 08 GENESEO JCT., ND TO ABERDEEN, SD

Line Description

OWNERSHIP - BURLINGTON NORTHERN

.DIVISION /SUBDIVISION - Minnesota Division - 14th Subdivision
LINE STATUS -Category 5: Continued Operation

TYPE OF LINE - Branch

LINE LENGTH IN MILES - 76.5 total; 53.6 in SD

MAXIMUM SPEED LIMIT ~— 35 mph MAXIMUM WEIGHT LIMIT -~ 263,000 1bs.
SERVICE FREQUENCY — Twice weekly

YARDS - N/A

CONNECTING LINES —Milwaukee Road in Aberdeen intersects with State owned

line near Britton, and Chicago § North Western and State-
owned track in Aberdeen. :

HIGHWAYS — Aberdeen is served by US 12 and US 281 and the other stations
are served by hard surfaced local roads.

RAIL WEIGHT - 77% 1lbs., 90 1bs. and 110 1bs.

Station Locations

STATIONS MILES STATIONS MILES - STATIONS MILES
Geneseo Jct. ND 0.0 Kidder, SD 28.1 Aberdeen 76.5
Geneseo, ND 0.9 Amherst, SD 42.4
Cayuga, ND 6.1 Claremont, SD 46.8
Rutland, ND 12.2 Huffton, SD . 54.1
Havana, ND 2.6 Putney, SD 59.6

Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 0.19 MGT 0.23 MCT 0.32 MGT
TRAFFIC DIRECTION — N/ A 74% Term. (1977)  68% South

COMMODITIES —Forwarded grain. and lumber products; received coal, lumber
products, and petroleum products.

Other Information

The South Dakota Rail Line Inventory Study found that minimal impacts
would result from abandonment of this line, based on 1977 traffic data.
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South Dakota Segment - BN 09 ALLIANCE, NE TO EDGEMONT, SD

Line Description

OWNERSHIP — BURLINGTON NORTHERN
DIVISION /SUBDIVISION -Alliance Division - 2nd Subdivision
LINE STATUS —Category 5: Continued Operation

TYPE OF LINE -~ Main

LINE LENGTH IN MILES —110.6 total; 27.4 1in SD _
MAXIMUM SPEED LIMIT - 49 mph MAX IMUM WEIGHT LIMIT - 315,000 1bs.
SERVICE FREQUENCY - DMNumerous Daily Trains

YARDS -~ N/A

CONNECTING LINES — Burlington Nerthern at Edgemont.

HIGHWAYS - SD 71 serves Ardmore, SD 471 serves Rumford and Provo and US
18 serves Edgemont.

RAIL WEIGHT - 112 lbs. with some 132 lbs.

Station Locations

STATIONS MILES STATIONS MILES STATIONS MILES
SD Border 0.0

Ardmore 1.6

Rumford 9.9

Provo 18.2

Edgemont 27.4

Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 28.98 MGT 84.46 MGT 81.58 MGT
TRAFFIC DIRECTION - N/A 77% SOUth(1977) 76% South
COMMODITIES — Primarily overhead coal moving in unit trains from the.

Gillette, Wyoming area to points east.

Other Information

The South Dakota Rail Line Inventory Study found that very significant
impacts would result from abandonment of this line, based on 1977 traffic
data.
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South Dakota Segment - BN 10 EDGEMONT, SD TO GILLETTE, WY

Line Description

OWNERSHIP — BURLINGTON NORTHERN
DIVISION /SUBDIVISION - Alliance Division - 3rd Subdivision

LINE STATUS - Category 5: Continued Operation

TYPE OF LINE - Main '

LINE LENGTH IN MILES - 121.1 total; 21.4 in SD

MAXIMUM SPEED LIMIT — 49 mph MAXIMUM WEIGHT LIMIT - 315,000 1bs.
SERVICE FREQUENCY — Numerous Daily Trains

YARDS — N/A

CONNECTING LINES - Burlington Northern at Edgemont.

HIGHWAYS — Edgemont is served by US 18 and the other stations are served
by local roads.

RAIL WEIGHT - 112 1bs. and 132 1bs.

Station Locations

STATIONS MILES STATIONS MILES STATIONS MILES
Edgemont 0.0
Marietta 8.2
Dewey 19.6
SD Border 21.4

Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 28.68 MGT 79.64 MGT 81.32 MGT
TRAFFIC DIRECTION - N/A 77% South 75% South
COMMODITIES - Primarily overhead coal moving in unit trains from the

Gillette, Wyoming area to points east.

Other Information

The South Dakota Rail Line Inventory Study found that very significant

impacts would result from abandonment of this line, based on 1977 traffic data.
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South Dakota Segment - BN 11 EDGEMONT TO DEADWOOD

Line Description -

OWNERSHIP — BURLINGTON NORTHERN

DIVISION /SUBDIVISION - Alliance Division -~ 4th Subdivision

LINE STATUSs -Category 1 (Potentially Subject to abandonment in 3 years)

(Lien Spur to Deadwood)
TYPE OF LINE - Branch

LINE LENGTH IN MILES -~ 106.9 miles

MAXIMUM SPEED LIMIT — 25 mph MAXIMUM WEIGHT LIMIT — 263,000 Ibs.
SERVICE FREQUENCY —  Three times per week.

YARDS — N/A

CONNECTING LINES — Burlington Northern main line at Edgemont and Burlington

Northern branch line at Kirk.

HIGHWAYS — [Edgemont is served by US 18 and SD 89, SD 89 serves station from
Edgemont to Custer, US 385 serves Hill City, Pluma and Deadwood
are served by US 85 and US 385, and Rochford is served by a
local hard surfaced road.

RAIL WEIGHT — 85 lbs. and 90 1bs.

Station Locations

STATIONS MILES STATIONS MILES STATIONS MILES
Edgemont 0.0 Pringle 32.3 Englewood 08.6
Deadwood Jct. 0.6 Custer 44.5 Kirk 102.9
Minnekahta 16.0 Hill City 60.4 Pluma 105.1
Lien Spur 22.1 Mystic 74.8 Deadwood 106.9
Loring 27.5 Rochford 82.1

Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 0.55 MGT 0.84 MGT 0.76 MGT
TRAFFIC DIRECTION - N/A 86% Term. (1977)  61% N.
COMMODITIES — Forwarded lumber products, non-metallic minerals, and stones
clay, and glass; received coal.

Other Information

Received coal to the Kirk power plant is the predominant commodity moved
on this line.

The South Dakota Rail Line Inventory Study found that limited impacts
would result from abandonment of this line, based on 1977 traffic data.
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South Dakota Segment - sy 14 KIRK TO LEAD

Line Description

OWNERSHIP — BURLINGTON NORTHERN

DIVISION /SUBDIVISION -~ Alliance Division - 4th Subdivision
LINE STATUS - Category 1 (Potentially subject to abandonment in 3 years)

TYPE OF LINE - Branch
LINE LENGTH IN MILES - 3.2 miles
MAXIMUM SPEED LIMIT — 15 mph MAXIMUM WEIGHT LIMIT - 220,000 1bs.

SERVICE FREQUENCY - Irregular
YARDS —N/A
CONNECTING LINES -Burlington Northern at Kirk.

HIGHWAYS — US 85 serves both stations.

RAIL WEIGHT - N/A

Station Locations

STATIONS - MILES STATIONS MILES STATIONS MILES

Kirk 0.0
Lead 3.2

Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 0.02 MGT 0.02 MGT 0.01 MGT
TRAFFIC DIRECTION — ' N/A 98% Term (1977) 64% N.
COMMODITIES - Primarily received non-metallic minerals, primary metals, and

chemicals.

Other Information

The South Dakota Rail Line Inventory Study found that minimal impacts
would result from abandonment of this line, based on 1977 traffic data.
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- Line Descrription :

South Dakota Segment - BN 15 LINTON, ND TO EUREKA, SD

OWNERSHIP - BURLINGTON NORTHERN

DIVISION /SUBDIVISION -
LINE STATUS - Category 2 - Under study by the Railroad.

TYPE OF LINE - Branch

LINE LENGTH IN MILES - 49.0 total, 14.8 in SD

MAXIMUM SPEED LIMIT - 25 mph MAXIMUM WEIGHT LIMIT - 220,000 1bs.
SERVICE FREQUENCY —

YARDS — Linton, ND

CONNECTING LINES — Intersects with Soo Line branchline at Madra; connects

with Burlington Northern at Linton,

HIGHWAYS — Eureka is served by SD 10

RAIL WEIGHT — 56 lbs. rail

Station Locations

STATIONS MILES STATIONS MILES STATIONS MILES
Linton, ND 0.0
Madra, SD 36.7
Greenway, SD 38.2
Eureka, SD 49.0

Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - 0.07 MGT
TRAFFIC DIRECTION - 64% North
COMMODITIES — Primarily forwarded grain; also received fertilizer.

Other Information

This is part of the Roscoe to Linton line (MW 08} which has been abandoned

by the Milwaukee Road. The BN has purchased and is operating the line between
Linton, ND and Eureka.

The South Dakota Rail Line Inventory Study found that minimal impacts would
result from abandonment of this line, based on 1977 traffic data.
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FIGURE ¥I-5
Soo Line
South Dakota Network

To
To Wishek, N.D. Yebien Jnct.
e

" Veblen

Pollock

The Soo Line, as of December 31, 1980, operated 4,445 miles of railroad in
the seven states of Michigan, Wisconsin, Minnesota, North Dakota, South
Dakota, Montana and I1l1linois. These miles consist of 1,399 owned and
operated main line, 2,810 owned and operated branch line, and 236

miles operated under trackage rights. The Company currently operates two
branch lines totalling 66 miles in South Dakota in the extreme northern
part of the state. There have been no abandonments since 1976, but one

line totalling 33 miles is currently under study by the Company.
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SOUTH DAKOTA SEGMENT SLO1
VEBLEN JCT.,ND TO VEBLEN, SD

HIGHWAY LOCATION MAP
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- South Dakota Segment - sL 01 VEBLEN JCT., ND TO VEBLEN, SD

Line Description

OWNERSHIP — S00 LINE
DIVISION / SUBDIVISION - Western Division - ist Subdivision

LINE STATYUS — Category 5: Continued Operation

TYPE OF LINE - Branch

LINE LENGTH IN MILES — 42.2 total; 33.5 in SD

MAXIMUM SPEED LIMIT -— 20 mph MAXIMUM WEIGHT LIMIT - 263,000 1bs.
SERVICE FREQUENCY — Weekly to Veblen, twice per week to Rosholt.

YARDS - None

CONNECTING LINES — Soo Line at Veblen Jct., ND

HIGHWAYS - US 81 serves Rosholt, Victor, New Effington and Hammer, Claire

City and Veblen are served by SD 25, ND 11 serves Veblen Jct.,
ND, and no major roads serve LaMars, ND

RAIL WEIGHT - 85 lbs. to Rosholt, remainder is 60 lbs.

Station Locations

STATIONS MILES STATIONS MILES STATIONS MILES
Veblen Jct., ND 0.0 Hammer, SD 29.2

LaMars, ND 6.8 Claire City, SD 33.1

Rosholt, SD 14.5 Veblen, SD 42.2

Victor, SD 19.5

New Effington, SD 24.0

Traffic Characteristics

1975 1979 1980

TRAFFIC DENSITY - 0.15 MGT 0.20 MGT 0.21 MGT
TRAFFIC DIRECTION - 74% Orig. (1974) 84% Orig.(1977) 86% N.

COMMODITIES - . . A
Forwarded grain; received fertilizer.

Other Information

The South Dakota Rail Line Inventory Study found that minimal impacts
would result from abandonment of this line, based on 1877 traffic data.
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SOUTH DAKOTA SEGMENT SLO2
WISHEK , ND TO POLLOCK, SD

HIGHWAY LOCATION MAP
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South Dakota Segment - sL 02 WISHEK, ND TO POLLOCK, SD

Line Description

OWNERSHIP — SO0 LINE

DIVISION /SUBDIVISION -~ Western Division - 7th Subdivision
LINE STATUS — Category 2: Under Study by the Soo Line
TYPE OF LINE — Branch

LINE LENGTH IN MILES —69.9 total; 32.8 in SD

MAXIMUM SPEED LIMIT — 20 mph MAXIMUM WEIGHT LIMIT — 263,000 1bs.
SERVICE FREQUENCY — Weekly and more often if needed.
YARDS - Wishek, ND and Pollock, SD

CONNECTING LINES — Soo Line at Wishek, ND

HIGHWAYS — SD 10 serves Pollock, US 83 serves Herreid, SD 271 serves Artas,
SD 11 serves Ashley, SD 13 serves Wishek, and local roads serve
Panzig, Venturia and Madra.

RAIL WEIGHT _ 60 lbs. with 2 miles at 80 lbs. at Pollock

Station Locations

STATIONS MILES STATIONS MILES STATIONS MILES
Wishek, ND 0.0 Artas, SD 43.7

Danzig, ND 10.5 Herreid, SD 57.0

Ashley, ND 20.2 Pollock, SD 69.9

Venturia, ND 28.1

Madra, SD 37.7

Traffic Characteristics

1875 1979 1980
TRAFFIC DENSITY - 0.05 MGT 0.07 MGT 0.04 MGT
TRAFFIC DIRECTION - 64"? Orig. ‘(1974) 8'{'%.0rig. (1977) 100% N.
COMMODITIES — Forwarded grain; received fertilizer

Other Information

The South Dakota Rail Line Inventory Study found that minimal impacts
would result from abandonment of this line, based on 1977 traffic data.
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FIGURE VI-6

Black Hills Central
South Dakota Network

Keystone

The Black Hills Central Railroad, better known as "The 1880 Train', has
operated a steam tourist train since 1957. The company has been operating
on Burlington Northern lines in the Black Hills through a trackage rights
agreement. The BN received a certificate to abandon its Hill City to
Keystone line in 1981 and the Black Hills Central has purchased the line
and will continue operations. The Black Hills Central has run excursion
trains in the past on the Burlington Northern lines to Deadwood and to
Custer, but its main operation has been from Hill City to Oblivion and

return for an 8.6 mile operation.
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South Dakota Segment - BH 01 HILL CITY TO KEYSTONE

Line Description

OWNERSHIP — BLACK HILLS CENTRAL RAILROAD

DIVISION /SUBDIVISION -
LINE STATUS — Non-Common Carrier Line

TYPE OF LINE ~ Branch
LINE LENGTH IN MILES — 8.8 miles

MAXIMUM SPEED LIMIT — 15 mph MAXIMUM WEIGHT LIMIT - 263,000 1bs.
SERVICE FREQUENCY — Seasonal
YARDS -—

CONNECTING LINES — Burlington Northern at Hill City

HIGHWAYS — Forest Service Roads serve this line.

RAIL WEIGHT - 90 1bs.

Station Locations

STATIONS MILES STATIONS MILES STATIONS MILES
Hill City 0.0
Oblivion 4.3
Keystone 8.8

Traffic Characteristics

1975 1979 1980
TRAFFIC DENSITY - Less than 0.01 MGT 0

TRAFFIC DIRECTION -—
COMMODITIES — Non-metaliic minerals in 1975 § 1979.

Other Information

This is a former Burlington Northern line which was abandoned in 1981.
This has been purchased by the Black Hills Central Railroad which has operated
the line as a tourist railroad since 1957.
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CHAPTER VII

TRANSPORTATION NEEDS

South Dakota rail customers can be segmented into several broad industrial groups
which can generally be classified by the commodity being shipped. The major
classes of commodities that are moved by rail in the State include farm products,
coal, nonmetallic minerals, stone, clay, and glass products, lumber and wood
products, and chemical and allied products.

In the five year period from 1976 through 1980, South Dakota rail shipments as a
whole did not experience major growth or decline in volume. The total number of
carloadings originating or terminating in the State totaled 97,230 in 1976 com—
pared with 101,910 in 1980. This 4.6% increase in traffic volume resulted solely
from the 140% increase in the carloading of farm products. Other commodities (ex-
cept coal) experienced a substantial decrease in total traffic volume.

FARM PRODUCTS

Agriculture, the State's main industry, accounted for 40.7%7 of the total carload-
ings in 1980. The principal farm product is grain, which consists of corn, wheat,
sorghum, cats, soybeans, barley, rye, flax, and sunflowers. Originating traffic
accounted for 99.3% of the total traffic movement of farm products.

The movement of grain by rail is one vital element of transportation in a complex
market that typically includes, as a minimum, the producer, the shipper, a larger
terminal, and an ocean-going vessel for foreign sales. All segments of this
market must mesh together in a manner that allows the producer the opportunity to
sell grain by using rail transportation. The local elevator provides an important
link between producer and the world by distributing harvest shipments, accumulated
over 4 to 6 weeks, throughout the year depending on current pricing trends.

0f paramount importance is the ability of the elevator to communicate to the rail
carrier the anticipated volume of shipment in order to secure the available roll-
ing stock. Large volume shipments are beneficial both for the carrier, which
produces more revenue per unit of operational cost, and for the shipper, through
reduced freight rates. Figure VII-1 shows the location of large elevators
throughout the state relative to active rail lines.

The total volume of grain available for shipment may vary considerably from year
to year because of weather conditions, planting patterns, and domestic use. The
different crop types also have different wvalues per bushel which is a factor on
their importance to the economy, Figures VII-2 through VII-18 graphically show
the value of production per square mile on a county basis for each of the nine (9)
major crops grown. An accompanying page for each crop, except sunflowers, lists
the 10 year production trend analysis, the marketed production share of the total
that was grown, the value of that marketed and the top five (5) counties ranked by
volume produced. These Figures provide a wealth of information that shows that
the rail network serves an area with the highest value of production. The South
Dakota essential rail system, plus an additional few ICC Category 5 lines, does
provide access to the more dense areas of production. When the three major export
crops (corn, wheat and soybeans) are added together, they account for nearly 75%
of the total crop value.

VII.1
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Crop production is not evenly distributed throughout the State. On Figure VII-19,
the extreme southeastern corner of South Dakota produced more than 25,000 bushels
per square mile in 1979; which is more than 25 times greater than the western tier
of counties. Because different areas of the State exhibit different soil and
climatic conditions, a shift in the dominant crop also occurs. The southeastern
quarter of the State produces mainly corn and soybeans the northeastern quarter
grows feed grains and wheat, and the western half is generally sorghum and wheat
territory.

The value of a strong transportation system for moving agricultural commodities
ccan be illustrated by comparing the price that producers receive for grain at dif-
ferent local elevators. The price that the elevator offers is the price given at
a terminal minus transportation and handling costs. Therefore, all elevators
start with the same available price but then must adjust that price to cover the
cost of moving that grain to the terminal,

In order to analyze the effectiveness of the transportation system for agriculture
statewide, a statewide average price for grain must be established. The Crop
Reporting Board, Economics and Statistics Service of the United States Department
of Agriculture has established these averages based on their surveys of grain
producers. By comparing South Dakota with other states, especially regionally, a
relative value of the transportation network can be determined., Table VII-1 es-
tablishes the State's national rank in price for various crops during the 1978-79
time period.

A more accurate, quantitative evaluation can be made by comparing the additional
per bushel value that South Dakota grain would have if it were grown in an adjoin-
ing state. Table VII-2 presents the 1979 sales volume of grain from the State and
multiplies it by the difference in price received in the meighboring state, The
total increase in value is then divided by the total volume of sales to determine
the per bushel imcrease in value if South Dakota producers had a transportation
system equivalent to that of neighboring states.

Agriculture and railroads in South Dakota are mutually dependent on each other for
economic prosperity. Just as the carloadings of grain have increased dramatically
in the last five years, the next five years are anticipated to cause an even
greater development of the relationship. A comparative example between production
and the capacity of available grain hauling methods is given in Figure VII-20. As
fuel costs bite deeper into the economics of transportation, the fuel efficiency
of the grain unit trains will become even more prevalent.
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FIGURE VII-2

VALUE OF CORN PRODUCTION PER SQUARE MILE
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FIGURE ¥YII-3
CORN PRODUCTION ANALYSIS
Year
225 -
1971
200} 1972
TS| 1973
3 1974
150 |-
§ 1975
m
w ‘25| 1976
o
0 1977
5 100
; 1978
S 75
1979
sof 1980%*
251
L ] 1 1 § Il § 1 I 1

7i T2 73

74 785 76 77T 78 7 80
YEARS

Ten Year Trend Analysis

Production
120,796,000
154,496,000
146,340,000

76,890,000

83,250,000

37,200,000
126,850,000
171,520,000
210,900,000

121,900,000

Bushels

Corn yields were low during the 1974-1976 drought but recovered for a record yield

in 1979,

This record was established due to the high yield per acre (74

Bushels/Acre) and the high number of acres harvested for grain (2,850,000 acres).
South Dakota State University Economics Department estimates 1984 production at

125,860,000 bushels.

1979
Production
Marketed Production
Value of Marketed Production at the
average seasonal price of $2.07/Bushel

210,900,000 Bushels
99,123,000

$205,185,000

Top Five Counties in Production - 1979

1. Turner

2. Minnehaha
3. Lincoln

4, Union

5. Hutchinson

*Preliminary data only for 1980

Source:

South Dakota Crop and Livestock Reporting Service
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13,425,000
13,057,000
12,140,000
11,558,000
10,717,000

Bushels
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FIGURE YII - &
SOYBEANS PRODUCTION ANALYSIS

Year
24 -
I 1971
] 1972
20}
| 1973
3 2 1974
I6 |-
[Py,
% S 1975
a |
@ - 1976
S ‘2t
cg 1977
e I 1978
3 ef
x s 1979
LY
1980*
45
o-l 1 1 1 1 1 1 1 1 i
7. 72 73 74 75 716 77 78 79 80
YEARS

Ten Year Trend Analysis

1

Production
4,872,000
7,084,000
9,054,000
7,360,000
8,550,000
4,607,000
9,608,000

11,895,000

22,605,000

20,020,000

Bushels

Production exhibited a large growth after 1978 mainly because of the increased
acreage involved. Harvested acreage in 1980 was at 770,000 acres, or nearly
double the harvested acreage in 1978 and more than three times that in 1974.
South Dakota State University Economics Department estimates 1984 production at

9,895,000 bushels.

1979
Production
Marketed Production
Value of Marketed Production at the
average seasonal price of $6.28/Bushel

Top Five Counties in Production - 1979
1. Turner
2. Lincoln
3. Minnehaha
4, Clay
5. Union

*Preliminary data only for 1980
Source: South Dakota Crop and Livestock Reporting Service
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22,605,000
22,040,000

$14,083,973

2,781,700
2,620,800
12,593,200
2,499,300
2,429,200

Bushels

Bushels
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FIGURE YII-7
WHEAT PRODUCTION ANALYSIS

Year Production
75

1971 - 65,466,000 Bushels
70 1972 - 54,430,000

1973 - 60,110,000
65

1974 - 57,020,000

60 1975 - 62,610,000
1976 - 39,520,000
1977 - 71,964,000

(1]
o

llll'lTlIlll[T—llllI'[lll'lllTIill[]IIlll

1978 - 66,000,000

MILLIONS OF BUSHELS
ta
o

1979 - 60,060,000

45 :
: 1980% - 62,425,000
40
3 5 1 1 Il L ] | | 1 1 |
772 73 74 5 76 77 78 79 80

YEARS

Ten Year Trend Analysis

Wheat yields for the l0-year period remained relatively constant because, as the
main cash crop in the northern and southwestern parts of the state, harvested
acreage statewide did not vary significantly. South Dakota State University
Economics Department estimates 1984 production at 69,689,000 bushels.

1979
Production 60,060,000 Bushels
Marketed Production 56,276,000
Value of Marketed Production at the
average seasonal price of $3.64/Bushel 3204 ,853,000
Top Five Counties in Production - 1979
1. Brown 4,954,100 Bushels
2. Spink 4,614,600
3. Day 3,019,800
4. Marshall 2,995,600
5. Perkins 2,377,200

*Preliminary data only for 1980
Source: South Dakota Crop and Livestock Reporting Service
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FIGURE ¥II-9
OATS PRODUCTION ANALYSIS

Year Production
140
- 1971 - 128,358,000 Bushels
130 - 1972 - 98,000,000
s
120 | 1973 - 100,580,000
« Hol 1974 - 81,120,000
-d
S 1975 - 98,120,000
3 100 |
@ - 1976 - 42,600,000
W 90
e I 1977 - 132,300,000
Z got}
g i 1978 - 102,765,000
-
£ 70r 1979 - 94,400,000
60 L 1980* - 66,000,000
50
40 1 [l | 1 1 1 (] 1 ] §
7i 72 73 74 75 76 77 78 79 80O

YEARS

Ten Year Trend Analysis

As the major feed grain grown in every county of the state, oats has not exhibited
any definite growth or decline in decline in production volume. Yield and har-
vested acreage varied from a low of 30 Bushels/Acre and 1,420,000 Acres in 1976 to
a high of 54 Bushels/Acre and 2,450,000 Acres in 1977. South Dakota State
University Economics Department estimates 1984 production at 100,304,000 bushels.

1979 _
Production 102,765,000 Bushels
Marketed Production 41,536,000
Value of Marketed Production at the
average seasonal price of $1.09/Bushel $51,089,000
Top Five Counties in Production - 1979
1. Hutchinson 4,510,000 Bushels
2. Bon Homme 3,919,000
3. Brookings 3,764,200
4, McCook 3,364,400
5. Minnehaha 3,361,900

*Preliminary data only for 1980
Source: South Dakota Crop and Livestock Reporting Service
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FIGURE YITL -
BARLEY PRODUCTION ANALYSIS

Year Production
301
. 1971 - 19,598,000 Bushels
[ 1972 - 20,736,000
-25'_ 1
- 1973 - 22,085,000
9 I 1974 - 12,800,000
w 20H-
& I 1975 - 16,492,000
s |
E i 1976 - 5,950,000
O ISH
© [ 1977 - 26,880,000
(= R
3 ! 1978 -~ 20,905,000
= ol
= } 1979 - 20,800,000
Z 1980% - 13,860,000
5.-.-.
0_1 1 1 { | 1 1 1 [ 1

7i. 72 73 74 75 76 7T 78 79 80
YEARS

Ten Year Trend Analysis

Although no specific trends for barley can be noted for the ten-year period, the
production appears to be closely tied to weather conditions. In most years yields
were steady at about 38 Bushels/Acre. South Dakota State University Economics
Department estimates 1984 production at 19,433,000 bushels.

1979

. Production 20,800,000 Bushels

Marketed Production 9,776,000

Value of Marketed Production at the

average seasonal price of $2.06/Bushel $20,139,000
Top Five Counties in Production -~ 1979

1. Brown 1,927,000 Bushels
2. Roberts 1,557,000 ’
3. Day 1,457,300
4, Kingsbury 1,025,900
5. Codington 821,500

*Preliminary data only for 1980
- Source: South Dakota Crop and Livestock Reporting Service
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FIGURE ¥II - I3
SORGHUM PRODUCTION ANALYSIS

Year
18-
5 1971
B 1972
15}
= 1973
0 i 1974
P
w2 ,
5 L 1975
-
@© L 1976
& o
(%) 1977
2 I
= 1978
2 6}
= 1979
= 1980*
3
o 1 | 1 1 L 1 1 L 1 L
7772 73 14 75 76 7T 768 7 80
: YEARS

Ten Year Trend Analysis

Sorghum has shown trends that are similar to that of corn.

Production
12,250,000
13,536,000
11,266,000

5,616,000

6,422,000

3,496,000
16,807,000
17,000,000
15,525,000

10,725,000

Bushels

From 1977 to 1979,

yield averaged 48 Bushels/Acre. South Dakota University Economics Department es-

timates 1984 productionm at 10,560,000 Bushels,

1979
Production
Marketed Production
Value of Marketed Production at the
average seasonal price of §1.80/Bushel

Top Five Counties in Preduction - 1979
1. Charles Mix
2., Tripp
3. Lyman
4. Gregory
5., Hutchinson

*Preliminary data only for 1980
Source: South Dakota Crop and Livestock Reporting Service
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15,525,000
7,918,000

$14,252,000

4,631,000
2,266,000
1,028,000
703,000
670,000

Bushels

Bushels
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FIGURE ¥II - 13
RYE PRODUCTION ANALYSIS

Year Production
15
1971 - 12,320,000 Bushels
i 1972 -~ 9,108,000
i 1973 - 7,480,000
o i 1974 - 4,278,000
L-uJ 10|
% 1975 - 2,346,000
2 i 1976 - 1,485,000
IR
2 i 1977 - 3,480,000
=
o i 1978 - 6,820,000
d sk
-3 1979 - 5,700,000
i 1980% - 4,030,000
1 [ 1 1 3 [ ] I ] 1§

7" 72 73 74 75 16 77 78 79 80
YEARS

Ten Year Trend Analysis

In terms of statewide production, rye is a minor crop but is distributed over many
counties. Total production appears to be decreasing steadily as fewer acres are
producing rye. South Dakota University Economics Department estimates 1984
production at 8,021,000 bushels.

1979

3 Production 5,700,000 Bushels

Marketed Production 5,130,000

Value of Marketed Production at the
average seasonal price of $1.89/Bushel $36,824,000
Top Five Counties in Production - 1979

1. Codington 564,000 Bushels

2. Clark 516,000

3. Spink 460,000

4, Grant 400,000

5. Day 354,000

*Preliminary data only for 1980
Source: South Dakota Crop and Livestock Reporting Service
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FIGURE ¥II -7
FLAXSEED PRODUCTION ANALYSIS

Year Production
6 —
1971 - 5,525,000 Bushels
i 1972 - 4,500,000
[ -
1973 - 5,577,000
0 [ 1974 - 3,818,000
o 4
T 1975 - 4,460,000
8 1L
Q 1976 - 1,380,000
W,
S 3
® 1977 - 4,290,000
z |
g 1978 - 3,091,000
3 2
3 1979 - 3,770,000
I 1980% - 3,445,000
I -
o 1 I i 1 1 1 1 [ 1 L
72 173 74 75 76 IV TR 9 8O
YEARS

Ten Year Trend Analysis

Production appears to be slowly declining. South Dakota State University
Economics Department estimates 1984 production at 3,148,000 bushels.

1979
Production 3,770,000 Bushels
Marketed Production 3,657,000
Value of Marketed Production at the
average seasonal price of $6.25/Bushel 522,856,000
Top Five Counties in Production - 1979
1. Codington 417,000 Bushels
2. Hamlin 340,300
3. Clark 338,800
4. Kingsbury 292,500
5. Day 290,200

*Preliminary data only for 1980
Source: South Dakota Crop and Livestock Reporting Service
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Table VII-1
SOUTH DAKOTA GRAIN PRICES, 1978, 1979, AS COMPARED WITH OTHER STATES
1978 1979

5.D. S.D.

PRICE NATTIONS PRICE NATIONS

PER 5.D. PRICE PER S.D. PRICE
CROP BUSHEL RANKING | RANGE BUSHEL - RANKING | RANGE
Corn $ 1.91 41:4]1 $ 1.,91-82.88 | $ 2.07 41:41 $ 2.07-$% 3.26
Sorghum 1.62 23:23 1.62- 2,58 1.80 24:24 1.80- 3.20
Oats 1.09 34:36 1.00- 1.90 - 1.23 34:36 1.16- 2.20
Barley 1.73 27:33 1.65- 2.60 2.06 21:33 1.70- 2.70
Wheat 2.81 35:42 2.70- 3.51 3.64 35:41 3.30- 4.24
Rye 1.88 25:29 1.45~ 4.00 1.89 25:27 1.70- 3.30
Soybeans 6.28 30:30 6.28- 6.87 5.95 26:30 5.80- 6.60
Flax 5.71 2:4 4.45- 5.84 6.25 1:4 5.76- 6.25
Sunflowers 10.30/cwt | 4:4 10.30- 11.50] 8.45/cwt| 4:4 8.45- 10.60

Price Per Bushel - The seasonal average price per bushel received by the producer
as reported by the producer on surveys made by the Crop
Reporting Board, Economics, Statistics & Cooperatives Service;
It gives an indication of available terminal prices
minus transportation costs.

USDA.

South Dakota Ranking - The comparison of prices received by State from highest to

The first number is South Dakota's ranking, the second
number is the total number of states reporting this crop.

For corm, South Dakota ranked 4lst (first number) out
of the 41 states that produce corn.

Price Range -

SOURCE:

lowest.

EXAMPLE:

The lowest and highest national price for a particular crop.

"Field Crops - Production, Disposition, Value 1978-1979 and 1979-1980"

Crop Reporting Board, Economic Statistics & Cooperatives Service, USDA,
April, 1980.
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Table VII-2

1979 SOUTH DAKOTA GRAIN SALES — VALUE OF TRANSPORTATION
A REGTONAL COMPARISON

Marketed
Production Increase in Sales Value if SD Price Equaled that of..
CROP (X),000 Bu.) NEBRASKA I0WA MINNESQOTA N. DAKOTA
Corn 99,123 $34,693,050 | $34,693,050 | $18,833,370 |$ 5,947,380
Sorghum 7,918 3,404,740 1,662,780 - -
Oats 41,536 3,738,240 7,476,480 1,246,080 |- 2,907,520
Barley 9,776 -3,030,560 - 879,840 0
Wheat 56,276 0 -19,133,840 3,939,320 10,129,680
Rye 5,130 820,800 6,207,300 1,333,800 |- 874,700
Soybeans 22,040 - 440,800 - 4,848,800 1,102,000 {- 3,306,000
Flaxseed 3,654 - - 841,110 |- 1,791,930
Sunflowers 2,608 - - 8,621,820 3,327,720
(7,563,000cwt)
TOTAL $39,185,470 | $35,754,570 | $35,115,120 | $10,424,630
Average Additional
Value Per S.D.
Bushel Sold 15.8¢ 14.4¢ 14.2¢ 4.2¢

ol on s o0 e =’ of b wm s = m " m o wm e

Note: Dash means that the State did not have any sales in that commodity.
Zero means of difference in price from South Dakota to the other state.

Dollar amounts in the state columns signify the total additional value of

commodities if the price received in that state is applied to the volume
of South Dakota grain sales.

Source: "Field Crops: Production, Disposition, Value - 1978-1979,"
United States Department of Agriculture.
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Figure VII-20
EXAMPLE DECISION MODEL FOR AGRICULTURAL COMMODITY SHIPMENTS

This model takes into account the numercus variables involved in grain shipping.
To make the model work several factors must be established, including typical num-
ber of acres produced, yield, volume sold and capacities of a farm truck, a semi-
trailer truck, boxcar, and hopper car. Once these factors are determined, the
following simplified scenario may occur in the corn producing area of southeastern
South Dakota.

15 agricultural producers decide that they will each grow 335 acres of
corn. The harvested yield for each producer is 80 bushels per acre, or
26,800 bushels. The producers then decide that they will keep an amount
for feed and seed and sell the remainder. Each one decides to sell
12,600 bushels to the elevator by using his 450-bushel farm truck 28
times. The elevator, who had all his storage filled to capacity al-
ready, must ship all of this corn, a total of 189,000 bushels, as soon
as possible. When faced with the decision of how to ship, he discovers
that he will need 225 semi-trailer trucks, %0 boxcars, 34 hopper cars,
or 1 unit trainm.

189,000 8u.
\/

or U'nfi’Train
P Py e N, _
BT Gy Y S GO 11 (117 4 T I e Iy
o0 © 7 189,000 Bu. -
FITIG.
' 3500 Bu.
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CHEMICALS AND ALLIED PRODUCTS

Another important element in the relationship between railroads and agriculture is
fertilizer. This product originates mainly from Canada and southeastern United
States. The demand is typically seasonal but relatively comstant in annual
volume, whether hauled by rail or motor carrier.

In 1978, the total consumption of fertilizer mixtures and other direct application
materials was, 373,386 tons. Tonnage in 1979 was 399,200, or a 7% increase. With
the exception of 1980, carleadings of chemicals and allied products, which is
mainly fertilizer, have experienced a slow but steady increase over the last five
years, The typical system of transporting fertilizer involves a regional dis-—
tribution center that, in turn, retails the chemicals to local users.

Factors that influence the total volume of fertilizer that is applied include the
price of fertilizer, total planted acreage, the acreage planted to a particular
crop, groundwater moisture, and precipitation expectations. With the potential of
expanded irrigation of farmland in the future, the need for large volumes of fer-
tilizer will increase proportionately. As with grain transportation, the peak of
fertilizer usage in springtime usually means that additional traffic is diverted
to motor carriers, which are more flexible ip routings and schedules. The
prospect for further development of regiomal fertilizer distribution centers is
recognized and could impact the rail traffic volumes.

COAL

Coal, a viable energy resource, will also play an important role in the need for a
stong South Dakota transportation network. Projections into the 1990's show that
the demand for Western coal will increase dramatically. The total capacity of
railroads to haul coal must also increase to meet this demand.

Although little, if any, coal is currently being mined in South Dakeota, a large
volume terminates in the State. A map illustrating the location of major coal
reserves is presented on Figure VII-21. The major user is the Big Stone Power
Plant, located near Milbank. Another smaller user of coal is Black Hills Power &
Light Company near Deadwood. Carloads used by these plants have been steady
during the past five years, with 28,767 carleoads in 1980 (28.2% of total state
carloadings). A main line of the Burlington Northern that is a heavy coal route
also traverses 48.8 miles of southwestern South Dakota.

The filing for abandonment on May 15, 1981 of the line that serves the Big Stone
Power Plant has caused an intensified search to find an acceptable alternative to
the loss of Milwaukee Road service. This effort has been preceded by several in-
tensive studies, including two short-term multi-state repair projects. The fol-
lowing description is quoted from the January 1980 Railplan Addendum that ad-
dressed the first regional rehabilitation project on the line.

“"Big Stone requires 2.7 million tons per year, or approximately 60,000
tons per week of lignite., The lignite is supplied by Knife River Coal
Mining Company from the Gascoyne Mine in southwestern North Dakota.
Knife River was committed to supply the Big Stone partners with an

average of 2,750,000 tons of coal per year during the first 20 years of
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plant life. Last year (1979) the mine shipped 2,862,893 tons to Big
Stone. The reserves of the Knife River Mine are approximately
400,000,000 tons. At the current rate of consumption, the Knife River
reserves would provide a continuous fuel supply to the Big Stone site
for well over 100 years".

The Burlington Northern rail line that lies in Custer and Fall River Counties in
southwestexrn South Dakota and passes through the City of Edgemont serves the
Powder River Basin in Wyoming. The Federal Railroad Administration has estimated
that this line will originate three times as much coal in 1990 as it did in 1978.
It will then become the most heavily travelled rail line, in terms of tomnage, in
the United States.

STONE, CLAY, AND GLASS PRODUCTS

The commodity that accounts for most of the traffic in this class is cement. The
state—owned plant at Rapid City is the sole source of cement production in South
Dakota. Three types of portland cement and a prepared masonry cement are manufac-
tured at the facility. The plant, with a rated production capacity of 3,300 tons
per 24 hours, uses three wet-process kilns of 375-foot length and one dry process
kiln of 220-foot length in its production line. Approximately 1 3/4 tons of
mineral raw material, including clay, shale, gypsum, and lime, are mined in the
State to be used in each ton of cement produced.

Ready-Mix companies are the largest users of the portland cement produced, consum-
ing more than half of the output in recent years. Originating traffic accounts
for 65.54 of the total traffic in 1980. An average of 585,000 tous Per year were
shipped from 1973 to 1979, primarily to in-state customers. Distance is the main
economic determinant for competition in out-of-state markets. '

Projected demand for cement is expected to grow in the 1980's. Industrial
development, municipal expansion, and the increasing cost of asphalt and petroleum
products will tend to raise the demand for cement further above the already
limited capacity of the region to supply the product. A strong railroad service
1s necessary to maintain the competitive stance of the South Dakota Cement Plant
in the multi-state Upper Midwest Region.

NONMETALLIC MINERALS

The production of nommetallic minerals is the fourth major source of traffic for
South Dakota railroads. Principal mineral commodities handled by rail include
stone, sand and gravel, and bentonite. Although production is distributed
throughout the State, the value is concentrated in the Black Hills because of the
mining operations and bentonite processing that is concentrated there.

The value of nonfuel mineral production in South Dakota for 1978 and 1979 was
$114.8 million and $148.7 million, respectively, setting records each year. l
While this was occurring, rail carloadings remained relatively constant from
previous years. In 1980, however, a 40% decrease in carloadings, from 21,395 to
12,829 signalled a significant loss of business for the railroads. This may have
been caused by a general business slowdown as well as the embargo and subsequent

abandonment of most Milwaukee Road lines.

IThe Mineral Industry of South Dakota, 1978-79 Bureau of Mines Mineral Handbook
5.D. Dept. of Interior.
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Bentonite

Bentonite is a clay product obtained from the Northern Black Hills area centered
around Belle Fourche, South Dakota and Colony, Wyoming. Its principal use is in
oil and gas drilling muds, foundry sands, animal feeds, and waterproofing
sealants, Bentonite accounts for the majority of clay that is hauled on rail.

A survey of three companies involved in the mining and processing of bentonite
revealed that all three would either be forced to close down or reduce operations
considerably without rail service. As a result, several hundred people would be
directly affected by the loss of company jobs. Countless other people would feel
side effects of a secondary nature as the shock of company closure ripples through
the local economy.

Since bentonite is found in only one area and few companies are involved in mining
operations, specific data on production and traffic flow cannot be released.
However, the estimated approximate production level lies between 750,000 and
850,000 tons annually. Due to the nature of the product and its location, rail is
the most suitable transportation mode. Since the demand for bentonite is increas—
ing, rail traffic is also expected to increase significantly by 1990.

Stone

Sandstone, limestone, and granite ranked first in terms of value ot all nommetal-
lic minerals produced in South Dakota. This accounted for nearly one-fifth ot the
total State value during 1978-79. 1In 1979, production was recorded from 19 quar-
ries, operated by 14 firms located in 8 counties.

Sandstone is the most important rock for railroads because it is used as line bal-
last. Other uses include concrete aggregate, bituminous aggregate, and riprap.
Production was centered at four sites in Hanson, Minnehaha, and Tripp Counties.

Limestone output exceeded that of any other type of rock. The seven deposits in
Custer, Fall River, Lawrence, and Pennington Counties were used most extensively
as aggregate. Granite was quarried by six companies near Milbank in Grant County.
Most of the dimension granite was used in making monuments while the crushed
granite was utilized as aggregate.

Production from individual quarries throughout the State ranged from less than
25,000 tons to more than 900,000 tons per year. The quantity of crushed stone
produced in 1979, 3,891,000 short tons, represents a 5.4% increase from the 1978
production level. Sixty-two percent of the crushed stone was shipped by truck,
and the remainder by rail. Future rail hauls for crushed stone may increase con—
siderably because of the large volume needed for ballast on several rail '
rehabilitation projects.

LUMBER AND WOOD PRODUCTS 3

The Black Hills Region of South Dakota produces a significant amount of lumber and
wood products annually. In the five year period from 1976 through 1980, an
average of 102 million board feet (MBF) was harvested per year. Projections for
the next five years show about 125 MBF harvested annually.

2The Mineral Industry of South Dakota
3Information received from Black Hills National Forest Personnel.
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Of the 102 million board feet harvested, approximately 25 MBF is roundwood used
for post and poles, most of which stays in the region. The saw timber that
remains is then milled to produce lumber. About 50% of the timber is recoverable
lumber, or 9.6 million cubic feet, assuming four board feet equals ome cubic foot.
Apgroximgtely 95% of the lumber, or 9.1 qillion cubic feet, is exported. Of tbe
mill residue that constitutes the remaining 50% of the mill products, some of it
is shipped as pulpwood by rail when the sales income is greater than the freight
costs, and some is burned. In 1977, approximately one-third of the residue was

shipped.

The usual shipping range for Black Hills processed lumber is North and South

- Dakota, Nebraska, and Illinois. Pulpwood that is shipped travels mainly to

Wisconsin. Other nearby states, including Minnesota and Colorado, either have
their own lumber or are getting it from the West Coast.

In addition to the National Forest lands, private individuals also harvest a sig—
nificant amount of wood. In 1978, about 8% million board feet, or 8% of the total
harvest, were removed from private land and state parks, '

For the immediate future, lumber and wood products travelling by rail from South
Dakota appears to be generally steady to slighty lower volumes because of the
sluggish housing industry. The long range need for wood products will probably
continue the slow rate of growth experienced during the last five years.

INDUSTRIAL CENTERS

In addition to the previously discussed commodities and industries that exhibit
significant transportation needs, various locations in the State serve as regional
trade and commerce centers. These communities have a considerable area either in
use or available for development as industrial parks. Businesses that are located
in an industrial park generate a demand for transportation services, and depending
on the amount, size, and perishability of the freight, frequency of service needs,
and the shipping point of the commodity, may have a strong need for rail
transportation.

For purposes of identifying these regional commerce centers, First Class cities,
as legally defined in South Dakota statutes, provides a logical community group-—
ing. As Table VII-3 indicates, thirteen communities attain this classification,
only one of which has no rail service. Four communities are served by more than
one carrier, which may allow the community the luxury of selecting between rail
carriers.

The future industrial growth of South Dakota is dependent upon a comprehensive
multi-modal transportation system. As industries develop or expand, the economics
of transportation plays a significant role in site selection. Strong rail access
to the rest of the nation is important to industrial managers for cost and dis-
tribution control, Community leaders must have an understanding of industrial
marketing needs to promote the assets of their location. Figure VII-22 shows the

location of major rail users for five (5) industrial groups as described in this
chapter.

VII.29




TABLE VII-3
Regional Trade Centers
(First Class Communities - Population of 5,000 or more)

City 1980 Population Rail Carriers
Sioux Falls 80,908 BN—-CNW
Rapid City 46,340 CNW
Aberdeen 25,937 BN-CNW-MILWAUKEE
Watertown 15,632 BN-CHNW
Brookings 14,915 CNW
Mitchell 13,917 BN
Huron ' 13,000 | : BN-CNW
Yankton 11,992 BN
Pierre | 11,966 CNW
Vermillion 10,140 BN
Madison 6,213 BN
Spearfish 5,252 NONE
Sturgis 5,182 CNW
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CHAPTER VIII

PRIOR STUDIES

The development of RAILPLAN SOUTH DAKOTA 1981 is a milestone in the continuing ef-
fort to communicate the needs and resources of all parties involved in rail
transportation. The publication of this document and the priorities that are es-
tablished herein have arisen from previous RAILPLAN documents, the Milwaukee Road
bankruptcy, past legislative actions, and public participation in planning ac-
tivities. All of these influences have acted together and concurrently to form
the information and analysis contained in this RAILPLAN.

In addition to RAILPLAN SOUTH DAKOTA 1981, previous plans, plan addendums, and
other studies have been conducted that assist in ongoing rail planning activities.
While several of these documents have been developed by sources other than the
State of South Dakota, all items have been useful in further defining the goals
and objectives of the Division of Railroads and describing the decision-making
process involved in rail assistance efforts.

Previous Railplans

The first cofficial documentation of the status of railroads serving South Dakota
came with the publication of RAILPLAN SOUTH DAKOTA 1978. The Railroad
Revitalization and Regulatory Reform Act (4~R) authorized federally-supported
state rail planning and programming and provided funds for railroads to revitalize
rail service. The Local Rail Service Assistance (LRSA) Act of 1978 extended
project assistance programs by permitting the use of "Section 803" funds on light
density lines (less than 3 million gross tons average denmsity; up to 5 million
gross tons with approval by the FRA Administrator) before abandomment is approved
by the ICC.

South Dakota's initial application for project funding under the LRSA Act came in
a 1979 RAILPLAN addendum. This planning document provided a benefit and cost
analysis in support of a $2.3 million rehabilitation project along the Milwaukee
Road line between Jonathan, Minnesota and Miles City, Montana. The line serves
local shippers of agricultural products along the line, as well as the Big Stone
Power Plant at Big Stone City. Abandonment of the line would have resulted in
severe economic losses due to the closing of the Big Stonme Plant. The project
consisted of replacing ties and adding ballast to the most deteriorated portions
of the line. The proposed project was approved by the FRA in July 1979 and com—-
pleted in early November 1979.

A second project that was applied for as part of RAILPLAN SOUTH DAKOTA 1978 also
addressed the importance of rehabilitatiom along the same Milwaukee Road line.

The $2.5 million project directly related to the 169 miles of track between
Gascoyne, North Dakota and Miles City, Montana and again consisted of replacing
ties and adding ballast. The Milwaukee also agreed to perform an additional $1.5
million of similar rehabilitation work on the line east of the project segment.
The combined $4 million program has eliminated the most severe effects of deferred
maintenance and ensured continued operation for the short term. The project was
approved by the FRA in September 1980 and completed in June 1981.

VIII.1




In 1980, the Division of Railroads developed a new, updated document called
RATLPLAN SOUTH DAKOTA 1980. Spurred on by the dramatic developments during the
previous two years, including the Milwaukee Road bankruptey, subsequent actions
taken by the 1980 South Dakota State Legislature, and the continuing abandonments
'of light density branch lines, the State proceeded on an aggressive course of rail
service reformulation. As part of the RAILPLAN, several potential programs ad-
dressing rail service problems were proposed. The only "Section 803" project cur-
rently being conducted, the Sioux Falls-Madison branch line of the Burlington
Northern, is being rehabilitated through a joint shipper-railroad-state funding
effort, commonly known as an "Iowa Plan". Multiple car loading facilities are
being planned along the line for unit train movements once the rehabilitation is
completed. The project was approved by the FRA in June 1981.

An addendum to RAILPLAN SOUTH DAKOTA 1980 was submitted in June, 1981 which
presented a benefit and cost analysis on the rehabilitation of the state—owned
portion of the Core System. This proposed project has been programmed to follow
and supplement the rehabilitation resulting from the Direct Service Program being
conducted during June, July and August 1981. Implementation of this project will
enable the segment of track to achieve FRA Track Safety Standards of Class II,
where the Directed Service Project was designed to attain Class I Standards.

Prior Studies

Most studies conducted during the late 1970's dealt with the problems of light
density branch lines. Since that time, however, the emphasis has been broadened
due to the statewide demise of the Milwaukee Road and the subsequent action by the
State of South Dakota to retain a vital core rail system. The adverse conditions
imposed on South Dakota shippers, both economically and politically, have led to
several detailed analyses exploring potential solutions. The following abstracts
summarize the most significant documents that supplement South Dakota rail plan-—
ning efforts.

WHAT DOES SOUTH DAKOTA DO NOW ABOUT RAILROADS? NOVEMBER 1, 1980

South Dakota started in 1980 with transportation problems that almost defied solu- ¢
tion. Trucking costs were going up, road and bridge repair costs were almost
prohibitive and 1,245 miles of the railroad system were in the control of a
bankruptcy court. The Governor proposed a program of track acquisition and con-
tractual operations to the 1980 Legislature. The result of that Session was an
increase in the State sales tax to raise $25 million for track purchase but with
operations prohibited. The problems arising from this transportation dilemma are
dealt with in terms of what the users have to do, why the crisis developed, what
alternatives are available, and what the legislation does for the rail system.

Author: Ag Unity Organizatioun, Huron, SD
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MODEL GRAIN STORAGE/HANDLING FACILITIES
RELOCATION ASSISTANCE PROJECT APRIL 1981

The purpose of this report is to prepare a model plan for a Grain Storage and
Handling Facilities Relocation Assistance Project. Such a plan will aid in iden-
tifying the various components required by a shipper for relocating a grain col-
lection and shipping terminal. In turn, this model may be reviewed by the Federal
Railroad Administration for identification of relocation and construction cost
items eligible for FRA assistance programs. The model presented in this report
represents a fictitious installation containing many options found in various com-—
binations at existing facilities. An actual project would include in its scope ot
work only those facilities operated at the time by the shipper requesting
assistance.

This report was derived, in part, from on-site studies of several existing
facilities. These studies, completed in September, 1980, detailed specific tasks
to be accomplished in relocation assistance projects. The reports consisted of:

Relocation of Grain Storage Facilities at Britton, South Dakota.
Relocation of Grain Storage Facilities at Beresford (2), South Dakota.
Relocation of Fertilizer Storage Facilities at Riverside, South Dakota.
Relocation of Grain Storage Facilities at Eureka, South Dakota.
Relocation of Grain Storage Facilities at Sisseton, South Dakota.

Author: Banner Associates, Brookings, SD.

ANALYSIS OF THE MILWAUKEE ROAD RAIL LINE BETWEEN
JONATHAN, MINNESOTA AND MILES CITY, MONTANA SEPTEMBER 16, 1980

In recent years, with the bankruptey of the Milwaukee Road and the discontinuance
of through freight traffic to the Pacific Coast, the railroad has lost almost all
of its overhead traffic which contributed to the general support of this line seg~
ment. Traffic on the segment is mainly lignite from Gascoyne, North Dakota to Big
Stone City, South Dakota and Burlington Northern coal trains headed for Columbia,
Wisconsin from anm origin west of Miles City, Other traffic consists mainly of a
fluctuating level of grain shipped from elevators, many of which are small, and
inbound and outbound traffic for a sugar refinery in Renville, Minnesota. An
analysis is conducted on the revenue-generating traffic that will be available to
the line in the short-term future, including traditional movements, movements
received from the South Dakota core system, and possible increases in coal traf-
fic. From this data, existing operations are analyzed as well as several poten-
tial alternatives, based on the physical condition of the line, market service
needs, and rolling stock. Revenue and cost determinations are then made for all
alternatives.

Author: Peat, Marwick, Mitchell & Co. Washington, D.C.
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BRANCHLINE ECONOMIC FEASIBILITY ANALYSIS 1980

The objective of this study is to analyze the financial feasibility of continued
rail service on each of several branchlines analyzed in South Dakota. The
analysis comnsiders the ability of the branchline, under the various owner-—
ship/operating alternatives, to earn a net operating profit within five years of
service initiation. This criterion is intended to provide potential creditors an
estimate of the branchline's ability to repay any loans after no more than five
years. The purpose of the report is to assist shippers in making well-informed
decisions about borrowing and/or investing in the line. The branch lines studied
were:

Trent to Elk Point
Mitchell to Rapid City
Blunt to Gettysburg
Napa to Platte
Andover to Brampton
Roscoe to Linton

Author: Department of Economics, South Dakota State University, Brookings and
Rail Management Services, Syracuse, New York, with the support of the
Department of Agricuture.

METHODOLOGICAL RESEARCH AND ASSESSMENT OF VIABILITY OF BRANCH LINE
RAIL SERVICES IN SOUTH DAKOTA: NAPA-PLATTE RAIL LINE STUDY APRIL 1980

This study was completed in two phases to provide methodology and decisions on
continued branch line rail service. During Phase I, the literature, including
several past studies of rail lines across the country, was reviewed to determine
the best methodology for the collection and presentation of data. Phase II is a
test of the methodology heretofore determined. A representative rail line
(Napa-Platte) was selected and data collected and compiled. The first sectiom ot
this report deals primarily with the local economy and the relative potential for
rail use that now exists. The second section contains macro or state level
research into fuel usage, track rehabilitation, and state revenue and
expenditures,

Author: Business Research Bureau, University of South Dakota, Vermillion
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CHAPTER IX

RAILROAD PROJECT(S) ANALYSIS

The passage of Federal Legislation in 1973, 1976 and 1978 provided a source of
outside funding to the rail industry and alerted the public to the railroads
plight. One provision of the legislation provided low interest, deferred payment
loans to railroads for track or equipment improvements. This funding source was
logically used to improve speed and efficiencies on lines with the larger traffic
bases. Light demsity lines like those in South Dakota did not directly benefit by
these loans.

The Federal Legislation also made money available to states for rail planning and
rail related projects. These were grants, not loans, and required a 20% match.
Initially, only lines that had been approved for abandomment were eligible for
these grants. Subsequent legislation now permits light density lines of 3 million
gross tons per mile or less to be eligible, but raised the required match to 30%.
This program is designed to help rehabilitate important light density lines that
have large capital needs. Another provision of the legislation makes "substitute
service" projects eligible for assistance. These types of projects are designed
to assist shippers in making adjustments to the loss of rail service.

Even with the elimination of several hundred miles of branch lines in South
Dakota, a large meed still exists for capital to rehabilitate those lines essen-
tial for freight service. Improving the operating efficiencies by upgrading the
track structure generally results in a more profitable line, allowing it to remain
in, or return to private ownership and operation.

The need for track improvements has been so large in South Dakota that it has be-
come very difficult to choose where to apply limited rail assistance funds.

Figure IX-! illustrates the lines that are eligible to receive federal assistance
either by virtue of having been approved for abandonment or by being light density
lineﬁ carrying less than 3 million gross tons per mile,

A significant number of benefit/cost studies were performed with the objective of
assessing the viability of rail service in various sections of the State. The
specific lines that were selected for study were based upon the Divison of
Railroads' perception of overall transportation need and valid shipper interest.
These lines, several of which were not identified in the essential rail system
(Chapter IV), are shown graphically in Figure IX-2. These studies, coupled with

the essential rail line analysis, served to complete the overview of South
Dakota's rail transportation needs.

The analysis of the essential rail system resulted in the State purchase of 834.5
miles of former Milwaukee Road track for nearly $25 million of State funds. A
433.5 mile core system has since been put back into operation. This system needed
large amounts of rehabilitation work. However, the State decided to invest its
1980 funds into projects on private sector lines which would allow them to be kept

by Class I railroads. The State then intends to direct its attention to the State
owned track in 1981,

IX.1




8ouD}sISsly 40§ 81qibl)3 toN Seurl
( 31! 418d suo) ssoi9 uoiliN € uDy} s3] ) sauln Ayisueg Jybr
juswiuopuDqYly 104 parosddy seuln —----——---

_
uoguDd 4..!4..55[..3 __ 31401
|
Y, _
1

K ..”.1.. _..n..d&o..m. ]

Uosials - — ~
, .. 1oYW \ Raaiai —— \

— ———— \ ougishoy ;
EF : \ eI S I 7|
1 -- \ . -.-..uo.-.- ..-:.-.- £, ... .2:.*

\ o A110 !qnm
..M........-.f...-.. . .....-.M@mbﬁ. \ ..u....... .... ... ....
“4our Ao}{DA XnoiS | T et B L unig: _828%

P:._amatum 1

1X.2

csot&ui....... -

oyan3,

Ebb!.:w.... -

[(1MeX2)si1992]

1861 - aoue}sissy 1o2foid 10) 31qIBijg sauIq |1y

-XI 3HNOI4




‘Wi ALID Q-
XNO0IS ™

O
NIVTYIGNYHD

|
|
|

Al
v
INNT8 JMIid

.
84NGSALLID AM ‘3LiNOLINZE )
b
‘NN .zq:.ﬂqz/os -

oL
309504 |
\ NOLIWYHE
aNVILNY _ INAOOSYO
AW CALID STUN
NOLNIT o

03NY¥0483d N3I38 JAVH

SISATYNY 1809,/S1143N3g
MHOIHM ¥04

SAN3IN93S 3NI1

2-X1 3uNoiS

e el el sl . Bl el sl et Tt el =




An addendum to RAILPLAN SOUTH DAKQTA 1980 studied the benefits and costs
associated with improving the State owned system from Class I to Class I track
conditions, The scenario studied in this addendum was for a short line operator
to provide service on Class II track (25 MPH)., The overall benefit/cost ratio was
a commendable +2.12,

The selection of the Burlington Northern as the operator changed two factors in
the analysis. The first change eliminated the segment between Canton and East Wye
Switch from the core system operating plan because it paralleled a BN main line in
Towa. The second change upgraded the track structure necessary to support grain
unit train traffic, for which the BN offers rate advantages.

The benefit/cost analysis of the core system was consequently reanalyzed to
reflect the deletion of the Canton to Elk Point line and the rehabilitation
capable of supporting unit train operations of jumbo hopper cars. This type of
improvement is planned for the entire State-owned core system except for the
Mitchell to Chamberlain line which will not initially be upgraded to this level.
The amended benefit/cost analysis has been republished as an addendum to this 198l
Plan. Rehabilitation work will commence on the Sioux Falls to Mitchell segment
late in 198l. The State will make application for 1982 federal funds to continue
the rehabilitation work during the 1982 construction season. !

Project Selection Process [266,15 (c)(4)&(7)] and [266.15(c)(9)(iv)]

The Project Selection Process for those projects which were recommended for im—
plementation but which were not previously funded is documented in the Addendum to
RAILPLAN SOUTH DAKOTA 198l1. Also documented in the Addendum are the individual
benefit/cost (B/C) analyses for each project plus the methodology used in comput-
ing each B/C ratio.

South Dakota's goal is to rehabilitate the core system as soon as possible. None
of the lines when purchased met Class II standards, and only one (Aberdeen to
Wolsey) even met Class I standards. The State believes that rehabilitation allow-
ing trains to operate at 25 miles per hour (Class II) is essential to achieve an
efficient, cost effective rail system. Therefore, a two-year rehabilitation plan
was formulated. This plan is summarized in Table IX-1.

The first element of the plan uses the Directed Service Program. This program,
created by the Milwaukee Road Restructuring Act, is designed to assist purchasers
of Milwaukee lines with service restoration. On May 6, 198l, the Interstate
Commerce Commission approved South Dakota's plan for using Directed Service funds,
and the Federal Rail Administration approved the State's application for $2.6 wil-
lion to restore segments of the core system to a Class I condition.

South Dakota's plan implemented the Program in three discrete 30-day periods,
beginning on the first days of June, July and August. Each period addressed a
different portion of the core system, The lines included in each period were:
June 1 - June 30: Wolsey - Mitchell and Mitchell - Canton
July 1 - July 30: Mitchell - Chamberlain and Mitchell - Scotland; and

August 1 - August 30: Scotland - Elk Point.
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The Aberdeen to Wolsey line was ineligible for the Program because service was
being provided by the Chicago and North Western.

The Burlington Northern signed an agreement to operate the legislatively defined
State core system. Operations immediately followed the directed service
rehabilitation work on each segment. Operations on the Wolsey to Aberdeen segment
by the Burlington Northern began in November of 198l. The original operating plan
under a short line operation called for a short term operating subsidy. The
Burlington Northern agreed to operate without a subgidy, but requested that the
track be upgraded to Class II speeds of 25 MPH capable of handling unit train
movements of jumbo hopper cars.

The Addendum to RAILPLAN SOUTH DAKOTA 1981 provides updated benefit-cost analyses
of core system lines. These analyses reflect South Dakota's belief that the
operation of these lines is essential to meeting the State's transportation needs.

Class II operating speeds for unit train movements should be attained as soon as
possible to:

. improve the efficiency of operations and reduce operating costs onm a car—
load basis;

. satisfy additional demand for rail tramnsportation; and

. attract additional traffic that will move by motor carrier unless rail
operating speeds exceed Class I levels.

Each line studied was also analyzed to determine the effect that a project would
have on existing lines in the area. The outcome of this analysis was that no
major economic disbenefits or harm would occur to any other rail line in the State
by the implementation of the proposed projects.

These projects represent a unique application of rehabilitation assistance for the
core system. After the projects are completed, the core system operator will be
responsible for performing annual maintenance, therefore eliminating the need for
further State or federal rehabilitation assistance. This process will also com—
plete South Dakota's initial plan for addressing its rail transportation crisis.

Project Descriptions and Prioritization
[266.15 (e)(3)(vii), (9)(iii), and (12)(i)]

Project descriptions, along with the prioritization for federal funding of the
line segments that constitute the state owned core system, is documented in the
Addendum to RAILPLAN SOQUTH DAKOTA 198l. South Dakota's current rail assistance
program is intended to upgrade the core system to Class II track conditions, im-
prove the efficiency with which the system can be operated, and permit all projec-
ted rail shipping demands to be served. A summary of South Dakota's Rail
Assistance Projects is shown on Table IX-2. The intensive study lines are assign-
ed a priority ranking that reflects the urgency of the rehabilitation need, ex-
pressed as a sequential priority in the operating year that rail assistance fund-
ing is to be applied to the project.
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The core system lines are emphasized for assistance because they fulfill several
important rail service and planning policies, objectives, and goals. These are
to: '

coordinate the efforts of rail users, railroad companies, local govern-
ments, and the State to solve transportation problems in South Dakota;

maintain essential rail services and facilitites in South Dakota which
serve the public interest but which cannot otherwise be profitably con-
tinued by private carriers;

coordinate the available resources of rail users, railroad carriers, and
governments (local, state, and federal) for the purpose of maintaining es-
sential transportatiom accessibility within South Dakota.

. retain a viable core rail system of essential lines which serve the
primary traffic-producing areas of the State and which provide acces-
sibility to State and national markets; '

develop competitive transportation options for those communities that lose
rail service;

. promote increased use of rail service in those ways in which it is best
suited; and

provide for the transportation needs of communities where the loss of rail
service will cause severe economic or socio—economic hardships.

Table IX-2 also lists past projects, pending projects and deferred projects which,
were carried forward from previous plans. Pending and deferred projects will not
be implemented until final cost figures are calculated and sufficient federal
funds are secured. The State is prepared to provide up to 50% of the funding for
the core system projects, far exceeding the 30% participation that is required.
Some additional projects are under study that may require 100% state funding.

Future Rail Planning Issues

Congress has recently proposed to fund the "Section 803" program for three years
at a reduced level of funding. This funding source will be used to carry the
planning and project implementation program forward. The State's goal is to up-
grade the core system to a level that will sustain sufficient operations. The
State will achieve this goal by assisting in rehabilitation efforts to improve ef-
ficiencies of operation on the "Essential Rail System" as previously identified in
Chapter IV. The State will also monitor State owned local option lines and other
private sector lines for possible assistance projects. Specifically the State
will monitor the Pierre to Rapid City line, rail serving Watertown, the Deadwood
line and lines that have received assistance in the past.
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CHAPTER X

CAR UTILIZATION PROGRAM

The Problem

The car supply problem facing South Dakota and the nation is, in its simplest
form, the allocation of an often scarce national transportation resource to areas
where the need for shipping is the greatest. Since the available traffic density
is not as high in South Dakota as elsewhere, and the track structure limits the
size of cars, South Dakota is frequently not a priority during high demand
periods. The nature and scope of .the problem is such that it not only affects the
viability of South Dakota's rail lines, but also affects the economic health of
shippers.

For South Dakota, the problem truly has roots on both sides of the supply and
demand equation. Crop producticn has exhibited growth as technological advances
have occurred and new markets have become available to the producer. In the ten
years from 1969 to 1979, South Dakota corn production increased 51% and wheat
production increased 40%. The capacity needed to haul the 156 million bushels of
corn and wheat marketed in 1979 was 74,400 boxcar equivalents or 45,400 jumbo hop-
per car equivalents., The actuwal rail carloadings of all farm products was at a
5-year high in 1979 with 30,450 carloadings, mostly boxcars.

On the supply side, the on-going retirement of 40-foot boxcars has limited the
grain export capabilities of shippers. As the rest of the nation is converting to
the modern 100-ton hopper car for grain movements, South Dakota retains the boxcar
because of the light weight capacity of the existing track structure. A major
portion of the rail in South Dakota can't support the moderm 100-ton hopper which
has become the standard for the movement of grain.

At the close of 1980, about 43,000 40-foot boxcars were owned and operated by
Class I railroads. At the rate that these cars are being retired, the 40-foot
boxcar will become a tramsportation vehicle of the past by 1984. Also, because of
the problems associated with unloading boxcars at terminals, they often receive
low priority for handling. Some West Coast terminals have actually embargoed
boxcars.

Fven for the modern grain-hauling rail vehicle, the 100-ton hopper car, problems
have occurred with production levels and terminal congestion. Levels of demand
have spurred on companies, rail and non-rail alike, to invest heavily in hopper
cars. The Interstate Commerce Commission, through their past regulatory policies,
have "contributed to the growth of an artificial distinction between 'car supply'

‘railroads and railroads whose primary business was transportation.” These fac-

tors, when taken in combination, have often resulted in too many cars waiting to
be routed in and out of terminal yards, spot shortages during the harvest season
(especially in South Dakota, grain states to our east have higher demand and bet-
ter service), and general surpluses during slack periods.

The 1980 South Dakota State Legislature recognized the basic problem of railcar
availability. 1In order to address the negative ramifications of the problem for
shippers, the South Dakota Division of Railroads was directed to develop a Car
Utilization Study. This chapter is a summary of the development of the study and
a brief discussion of ongoing applications of the analytical procedure.
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The Solution

Eight months after the South Dakota Legislature created this car utilization
program, the Comptroller General of the United States issued a report to Congress
entitled, "There Is No Shortage of Freight Cars - Railroads Must Make Better Use
of What They Have". The initial paragraph of the Digest summarizes the conclusion
of the study: :

"Shippers complain that they cannot get freight cars when they want
them. The problem appears to be that freight cars are not in the right
place at the right time rather than not having enough cars. The solu-~
tion, therefore, is to improve car utilization." The report alsoc states
that "rather than adding more cars, the freight problem could be reduced
in the long run through technical and economic changes. The railroads
could improve utilization and balance distribution by developing and
using a computerized, nationwide system of management."

The car management systems that many railroads individually have in place current-
ly are oriented primarily toward customer service. As more rail carriers are
turning to computers for management purposes, shippers are being provided with
timely data on car location and status. This data is derived from the latest
available report on a car, which usually comes from an in-transit yard or terminal
location. These systems are not, however, set up to analyze the efficiency of
operations. Car utilization is a secondary concern to railroads, who primarily
are seeking revenue, and to shippers, who primarily want good service.

Several years ago the Association of American Railroads (AAR) attempted to estab- '

lish a uniform car reporting system and failed because, at that time, computer
tracking was in its infancy and many of the nation's railroads would not standar-
dize reporting. Despite the failure of their initial attempt, the AAR realized
that a computer—based car management system would reveal many intricacies involved
with car utilization (i.e., the problem involved with in-tramsit connections with
other carriers may be minimized by alterations in scheduling...Terminal delays may
be reduced by cooperation between carriers and terminals,) It has been well
recognized that applications for car utilization data could provide a major tech-
nological and managerial breakthrough for the rail transportation network.

Today all major railroads have their own car tracking systems. Problems continue
to exist in adapting to the differences between systems and in addressing the in-
telligent use of the data that these systems provide. The solution that will en~
able South Daketa to deal effectively with car utilization problems does not in-
volve the reinvention of car tracking systems, but rather utilizes modern computer
processing methods to refine data that is available from existing sources. This
information permits South Dakota to structure a data base that enables the State
to identify and analyze a multitude of utilization problems without a major
reprogramming effort. '

Projected benefits of this program are:

1) an increased usage of shipper's railcars from improved cycle times;

2) more business available to rail carriers due to the increase in
carloadings;
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3) better coordination between shipper, carrier and terminal for im-
proved car handling;

4) 1lower costs for shippers, who use shipper—owned or controlled cars;
and

5) 1lower costs for railroads from better equipment utilization and
scheduling.

South Dakota Car Utilization Program

Prerequisite to analyzing any transportation network is the ability to pinpoint
traffic flows. For tracking purposes, this involves the determination ot points
of origin, points of destination, and the preferred routes to connect these two
points. When this task is accomplished, alternative traffic flows may be
delineated.

Two major marketing factors influence the choice of routes by the shipper. The
first is the commodity being handled. Frequently, the commodity type determines
the destination of shipments according to the demand or price for that commodity
at a specific location., Second is the rate structure, if a shipper has several
choices for a carrier, he will select that carrier that offers him the lowest cost
to transport his product. This information is obvious to a shipper when selecting
a marketing option and indispensable to a car utilization study when analyzing
transportation alternatives.

The final factor involved in a car utilization study is the gateways that may ex-
ist between carriers. Most often, these gateways occur between rail companies as
the region that one of them serves terminates. A gateway may alsc occur at or
near a large terminal yard where several carriers interchange cars to transport
them to industries that they serve.

After typical traffic flows were established, several shippers were selected and
permission obtained to use their cars in the utilization study. These shippers
had to either have leased cars in their control or railroad-owned cars that were
specifically assigned for use by that shipper. Shippers who have cars that are
being traced include South Dakota Wheat Growers Association, South Dakota Grain
Terminal Association, Northeast Terminal in Watertown, and Vienna Seed & Grain,
Inc. These companies were selected also because of their variety of rail carrier
service, location, and method of shipping. In all, ninety-three cars are current-
ly involved in the study.

The identification of traffic flows for shippers allows for the final formative
manuever in the program: the establishment of a contract with a car tracking com-—
pany. A contract was entered into on September 24, 1980 that permits Railtex, a
Texas~based firm specializing in tracing cars, to perform the data acquisition.
Railtex has created TRAX, a computer-based daily tracing and reporting service,
which is being used to find South Dakota car movements, The company is providing
reports of car movements every weekday. Included in the reports are data items

- specifying the car number, the city and state where it is located, the last

reported action on the car, the railroad handling the car, the day and time of the
action, and whether it was loaded or empty.
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Applications

The car tracking data that has been accumulated since October 1, 1980, has been
analyzed using the computer programs previously developed. Several delay points
have been identified from the analysis and are being further researched to pin-
point the actual causes as more data becomes available. The transit delays and
the terminal problems that are characteristic of rail movements originating in
South Dakota are being thoroughly analyzed and two delay problems are presented
here as examples of current restraints on good car utilization that affect grain
shippers in the State.

The transit example occurs in Western Minnesota where three stations, located
fairly close together, each have individual characteristics that inhibit car
utilization, Montevideo is a station served by the Milwaukee Road, Appleton is
served by the Milwaukee and the Burlington Northern and Willmar is a BN station.
Information derived from the car tracking program yields the following statistics:

STATION AVERAGE DELAY (HOURS)
Montevideo 43
Appleton 48
Willmar | 39

Further analysis reveals that, at Montevideo, a yard is present where the train
crews change. Since Appleton is an interchange between the Milwaukee and the BN,
car transfer depends on train schedules for both companies. Willmar is a main

switching location between north-south and east-west BN main lines. Solutions to

be explored with the railroads may deal with alterations in scheduling, crew
change points, and train routes.

The terminal example occurs at Winona, Minnesota, a station served by the.
Milwaukee Road. The average delay is 93 hours. Since Winona is a barge location
on the Mississippi River, the delay is probably associated with the handling and
transfer of grain from railcars to the terminal to the barge. Onsite study is
required for this problem to be further understood and its possible remedies to
become apparent.

These problem examples have been cited because of the relatively large volume of
South Dakota traffic that moves through these stations. In order to quantify the
impact of a 93-hour delay on shippers' cars, a covered hopper represents an
average cost of about $500 per month., Ninety-three hours is 13% of one month, or
about $64.50. If this average delay was applied to all 30,450 carloads of farm
products shipped from South Dakota in 1979, producers are subjected to an annual
cost of about two million dollars. To put it another way, at South Dakota's cur-
rent level of agricultural shipping, a2 10% improvement in car utilization has the
potential to provide well over $1,500,000 per year in savings to producers.

South Dakota must be able to identify these delays, propese solutions, and work
with shippers, railroads and terminals to implement improvements inm car utiliza-
tion. Through a coordinated effort, the State will be able to assist shippers in

maximizing their rail business, assist railroads and shippers in improving their

X.4
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car utilization, and assist terminals and railroads in upgrading their vital grain
handling relationships.

Conclusian

The Division of Railroads is now in the implementation phase of the study.

Problem areas are continually being identified, and possible reasons and solutions
are being proposed. The next step in this phase will include several on-site in-
spections of problem stations with interactions involving railroad company person-
nel, shippers, and terminals. The program will directly benefit the railroads
serving South Dakota by permitting higher freight revenue through better equipment
utilization., South Dakota shippers will also be rewarded with more rolling stock
available for use when desired.
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APPENDIX A

SOUTH DAXKOTA STATE RAIL PLANNING SURVEY
SHIPPLER SURVEY

Person Conducting Survey:

Name and address of parent company (if differcnt from above):

Name of person reporting information, title:

PART A: CENERAL INFORMATTON
1. Namce and address of [irm:
Telephone:
2,
Telephone:
3-
NOTE :

Ir. all of the following questions, please record only local authority
information -~ not information concerning parent company.

Do you plan to ship or receive traffic via the South Dakota rail system?

Principal type cof business activity at firm (grain elevator, chemical

How many people are currently employed at your firm:

How many people do you estimate will be employed at your firm in 5 years:

4,
5.
plant, etc.):
6.
PART B: USER ATTITIUDES
1.

Describe the type of rail service you need:

Service frequency

Cars Per Week

Car Type

Other




y

Since rail service to your firm has been discontinued, vhich action(s) did
your firm take or is anticipating taking? (Check as many responses as

Relocate plant to active rail line within South Dakota
Relocate plant to location outside South Dakota
Convert to truck transportation for entire haul

Truck to nearest rail line loading facilitcy

2. Can your facility load jumbo covered hoppers?
3. How many cars can you load at onc time?
Siding size (cars)
Elevator capacity (cars) L
4. Now much time is required to load the above amount?
5. What type of siding does your facility use?
Public Private
PART C: IMPACTS O RAIL SERVICE CHANGCES
1,
apply):
Maintain present level of operétions
Reduce operations by %
Close plant
Other (Specify)
2.

Is your fimm willing to guarantee a minimum annual shipment level?

What 1s the general range of this level?

Since rail service on the line to my facility will be restored,

a. Employment at the facility over the next five years will increase/
decrease by jobs, or not change?

b. Annual rail usage at the facility over the next five years will increase/
decrease by tons, or not change?

€. Annual truck usage at the facility over the next five years will
increase/decrcase by number of tons, or not change?

What is the destination of traffic that is shipped via truck?
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PART

E;: ADDITIONAL COMDIENTS

Thank you for assisting in the completion of this shipper survey,

Your cooperation will help the Division to fully assess the importance
of the rail line serving your fucility, as it affects your firm and
South Dazkuta as a vhoie. Do you have any additional comments,
questions, or suggestions? I you have any further comments, please
contact the Division of Raijlroads at:

Department of Transportation
Division of Railrouds
Tr.nsportation Building
Pierre, Sourh Lakoca 57501
Telephone: 605-773-3710
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APPENDIX B

BASIC PROVISIONS OF THE STAGGERS RAIL ACT OF 1980

The Staggers Rail Act of 1980 was signed into law by President Carter on

October 14, The new law, while short of wholesale deregulation, nevertheless sub-
stantially eases the regulatory burden on the railroad industry, providing sig-
nificant changes in rules governing ratemaking, car control and other areas of
railroading.

Here is a summary of some of the law's points:
RATEMAKING

Perhaps the most extemsive changes in regulation provided by the Rail Act are in
the provisions on railroad ratemaking. While protection for rail-dependent ship-
pers was retained, the Congress clearly intended that the disciplines of the com-
petitive marketplace would control most ratemaking. The new rate provisions cur-
tail activities of rate bureaus and move to phase out general rate increases, but
also offer a new measure of flexibility in the setting of rates and in the market-
ing of rail services.

**MAXIMUM RATES - Nearly two~thirds of all railroad rates will be freed from max-
imum rate regulation under a provision that limits ICC jurisdiction to those rates
where railroads exercise "market dominance" and charge a rate above a threshold
level set intially at 160 percent of variable costs. That will rise 5 percentage
points a year until 1984 when it will be dependent upon a "cost recovery percent-
age" to be determined by the ICC. That percentage can vary from 170 to 180 per-
cent of variable costs,

*%*ZONE OF RATE FLEXIBILITY - A carrier can raise any rate by the percentage in-
crease in the railroad cost index (which will be published quarterly by the ICC).
For the first four years after enactment, rates can be raised up to 6 percent a
year above the cost recovery index (with a cumulative maximum of 18 percent).
After that, annual increases will be limited to 4 percent and be restricted large-
ly to carriers not earning adequate revenues.

Shippers can still bring a complaint case on the 6 percent and 4 percent increases
after the rate has gone into effect, But the ICC cannot suspend those increases
and can only investigate those more than 20 percentage points above the threshold,
subject to a maximum of 190 percent of variable cost. In a shipper—initiated com—
plaint, the burden of proof is on the shipper. In an ICC investigation, the bur-
den of proof is on the carrier.

**MINIMUM RATES - Railroads will be permitted to reduce rates more easily to meet
motor and water carrier competition under a provision that any rate that con-
tributes to the "going concern value" shall be considered reasonable. Going con-
cern value has been defined as a rate that equals or exceeds variable cost.

**GENERAL RATE INCREASES - General rate increases are limited to joint rates and
are to be eliminated completely by January 1, 1984, unless the ICC finds that
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elimination is not feasible. The ICC cannot eliminate them before April 1, 1984,
but until they are, general rate increases are to be limited to recovery of
inflation costs.

The ICC may institute an index system to supplant evidentiary requirements in a
genera@ rate increase. After elimination of gemeral rate increases, the ICC could
prescribe a percentage increase that individual carriers could accept or
"flag—out."

The percentage prescribed by the ICC may be for a range broad enough to allow car-
riers to differentiate between commodities as necessary to recover inflationary
cost increases..

**RATE BUREAUS ~ There can hg_gg_discussion of, or voting on, single line rates

and no discussion of, or voting on, joint line rates unless a carrier can "prac-
ticably participate in the movement." The definition of "practicably participate"
will be left to ICC discretion,

No later than January 1, 1984, discussion of joint line rates will be limited to
carriers forming part of a particular route. Transcripts or recordings of meet-
ings and records of votes must be submitted to the ICC.

Protection will be granted from "parallel action” antitrust allegations where a
carrier has a single line rate and participates in a competing joint rate.

**SURCHARGES AND CANCELLATIONS - For the next 3 years, carrijers may apply a sur-
charge to any joint rate that does not yield 110 percent of variable cost. Any
surcharge must apply equally in dollar amounts to all routes between the points to
which the surcharge applies to prevent predatory discrimination between routes,

Unless affected shippers and carriers consent, a carrier's revenues cannot exceed
110 percent of Rail Form A costs as a result of a surcharge, except that carriers
with inadequate revenues may apply a surcharge to cover all costs of service on
lines carrying less than 3,000,000 gross ton-miles (1,000,000 gross ton-miles if
an adequate revenue carrier). Carriers earning adequate revenues may not sur-
charge traffic on lines carrying over 3,000,000 gross ton-miles per year.

Carriers may cancel the application of a joint rate to any route not providing 110
percent of Rail Form A variable costs. The ICC may reopen the route if shippers
or carriers provide the cancelling carrier revenue equal to 110 percent of vari-
able costs through a new rate, division or surcharge.

**DIVISIONS ~ ICC proceedings will be expedited, with a 9-month limit for taking
of evidence. Final action must be taken within 180 days after completion of a
proceeding, '

**CONTRACTS - Contract rate agreements are specifically legalized, and all con-
tracts must be filed with the ICC. Grounds for shipper complaint against a con-

tract are severely restricted.
Service under contract shall be separate and distinct from common carriage by

rail, Once approved, the ICC cannot require a carrier to violate the contract.
Contract enforcement is restricted to the courts.
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**DISCRIMINATION - Under the new law, the existipg discrimination provision of the
Interstate Commerce Act does not apply to contracts, surcharges or cancellations
of routes, separate rates for distinct services, rail rates applicable to dif-
ferent routes, or business entertainment and solicitation expenses.

**INVESTIGATION AND SUSPENSION OF RATES - Proceedings are reduced from seven
months to five.

To get a suspension, a shipper must show likelihood it will prevail on merits,
that it will suffer substantial injury, and that a refund is inadequate protec-
tion. If a suspended rate is finally approved, the shipper will be required to
pay any undercharges resulting from suspension, plus interest.

**¥NOTICE - Th notice period is reduced from 30 days to 20 days for rate increases
and to 10 davs for rate decreases.

**RECYCLABLES - With the exception of iron and steel, rates for recyclables are to
be limited to the average ratio of revenue to variable costs necessary for rail-
roads to cover all costs and earn a reasonable return on investment.

**RELEASED VALUE RATES - A carrier may establish deductibles and limit liability
to pre-established values.

**SAVINGS PROVISION - Any rate in effect on the date of enactment that is not

-—.——————.—.—-.——.—....—-—-—-..—-——-————_—

ful and may not thereafter by challenged. A rate may not be challenged within the
180-day period unless the carrier has market dominance.

**INTERSTATE RATES - Federal standards and procedures will apply in intrastate
rate cases.

**MISCELLANEOUS - Existing law is repealed with regard to demand-sensitive and
capital incentive rates,

MANAGEMENT

Railroads have been restricted, far more than many other businesses, by regula-
tions concerning their business practices and day-to-day management of their com-
panies. The Staggers Act moves to alter some of these restrictions and return
decision-making to management.

*%*CAR SERVICE - ICC car service orders will hg_restrlcted to emergencies having
regional or national significance, but the ICC's authority to require joint use of
terminals during emergencies will be expanded to include all facilities.

Emergency services are to be performed by employees who would otherw1se have per-

formed the service if there had been no emergency.
Premium charges may be imposed for special services to improve car utilization.

Shippers are authorized to seek approval for agreements among themselves with
respect to private car compensation. Approval having been received, they may
negotiate with the railroads and, if they fail to agree, any party may petition
the ICC to set compensation levels.,
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Incentive per diem is eliminated.

**COST ACCOUNTING - A new board with a three-year life will be created to estab-
lish new cost accounting principles which will be implemented by the ICC.
Carriers can adopt their own accounting systems as long as they meet the stan-
dards, but carrier systems must be certified by the ICC.

**BUSINESS ENTERTAINMENT -~Railroads may entertain customers on the same basis as
other businesses. Previously, railroads were prohibited from engaging in normal
business sclicitation activities.

OTHER PROVISIONS

**ABANDONMENTS - Abandomment standards remain unchanged, but proceedings will be
speeded up with unprotested abandomments permitted 75 days after application.
Protested but uninvestigated abandoumments will be permitted 120 days after ap-—
plication. The final decision on protested and investigated applications must be
made within 255 days of filing.

days. The Act creates a mechanism that requires a railroad to sell a line ap-
proved for abandonment to responsible persons offering either to subsidize or ac-
quire the line, If parties fail to agree on an offer for subsidy or purchase of
an abandoned line, the ICC can establish terms and conditions.

*¥MERGERS AND OTHER TRANSACTIONS - Carriers and shippers may jointly ask the ICC
to provide alternative motor carrier service if a shipper is inadequately served.

A_meréer application of two Class I carriers is expedited without changing current
substantive standards. However, the ICC must consider whether the transaction
would have an adverse effect on competition among rail carriers in the region.
Substantive standards for mergers not invelving two Class I railroads are reduced.

**¥CONRAIL STUDIES AND EMERGENCY FUNDING - USRA and Conrail each must submit a
report to Congress covering the effect of different funding alternatives on the
region. Each report shall include recommendations concerning projected funding
requirements, Conrail structure, and legislative action necessary. Conrail is
required to prepare special reports on alternatives to present labor agreements
and on savings resulting from the Staggers Act, potential transfers or abandon-
ments, other potential cost savings and potential revenue increases.

**ENTRY - The standard for granting a permit for construction or operation of ex~
tensions or additions of railroad lines is eased. Once a permit is granted by the
ICC, a railroad cannot refuse permission to another railroad to cross its line.
The ICC may order reciprocal switching agreements.

**EXEMPTIONS - Existing ICC authority to grant an exemption from regulation when
the transportation or service is of limited scope is broadened.

**FEEDER RAILRCAD DEVELOPMENT PROGRAM -~ For three years following enactment, any
“financially responsible person' (except Class I and II carriers) can acquire a
rail line with a density of less than 3 million gross ton—miles per year upon an
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ICC determination (after a hearing) that: the carrier operating the line refuses
to make reasonable efforts to provide adequate service; transportation over the
line is inadequate for a majority of shippers using the line; sale of the line
will not adversely affect the railroad operating the line - either financially or
operationally; and sale of the line will be likely to result in improved transpor-
tation for shippers using the line. Payment must not be less than net liquidation
value or going concern value - whichever is greater.

After three years, the density criterion is removed and any rail line can be ac-
quired on the same basis. The ICC can also require the sale of lines proposed for
abapdonment. If a line is sold and the subsequent operator stops service, the
selling carrier has the right to repurchase the line at the original selling price
plus interest.

CONCLUSIONS

The Staggers Rail Act of 1980, when fully effective, may have far-reaching effects
on South Dakota rail users.

Legislatively, the Act establishes several key provisions for generating revenue.
Rates can be raised to a stated ratio of revenue-to-variable cost without ICC in-
tervention. A zone of rate flexibility is established based on the railroad cost
recovery index. General rate increases eventually are to be eliminated complete—
ly, but surcharges are permitted specifically on light density lines. Contract
rate agreements are permitted. Other provisions include accelerated abandomment
proceedings and expedited merger procedures.

To implement the legislation, the Interstate Commerce Commission is promulgating
rules and regulations that will permit the provisions of the Act to be imstituted.
The comprehensive nature of the legislation has led to several rulemaking proceed-
ings which are presently not completed. A thorough, on-going review process by
railroads and shippers is necessary prior to any final assessment is made of the
Act. Not included in the legislation was any funding provisions for carriers or
shippers to implement activities related to the ACT.
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APPENDIX C
Significant Events Relating to S. D.
Railroads
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December 19, 1977

May 18, 1978

July 11, 1978

September 21, 1978

December 21, 1978

January 18, 1979

February 2, 1979

March 7, 1979

March, 1979

April 5, 1979

April 23, 1979

May 4, 1979

APPENDIX C

SIGNIFICANT EVENTS RELATING TO SD RAILROADS

Milwaukee Road files for financial reorganization under the
Federal Bankruptcy Act.

SDDOT announces that 49% of state's rail mileage in various
stages of abandonment.

Milwaukee receives $47 million in federal financial aid.

Trustee Stanley E. G. Hillman announces that all services
west of Minneapolis would be withdrawn from service.

Milwaukee Road employees form Save Our Railroad Employment
(SORE) to buy trackage from the Twin Cities to the West
Coast.

Milwaukee Road's cash flow critical - cash on hand at first
of year $13 million ~ a further decline to $5 million by
the end of January is expected.

FRA provides $5.1 million loan to Milwaukee for winter
conditions — ERSA.

The Milwaukee Road ran completely out of cash, but by the
end of the week it had negotiated an emergency $10 million
loan from its subsidiary land company.

Milwaukee Road plans to layoff 4-5% of the railroads work
force - to try to save about $20 million in wages. South
Dakota to loose about 20 employees.

Milwaukee got another $10 million loan from Milwaukee Land
Company to keep operating.

The Trustee for the Milwaukee Road petitioned the U,S.
District Court for an order directing partial embargo
(suspend service) of freight operations on the Milwaukee
system not included in his "core™ system. There were no
lines in S.D. included in the proposed system, so all
Milwaukee Road lines in S.D. would cease operation under
the Trustees plan,

The Trustee advised the court that he had modified his
"core" system to include the line from Renville, Minnesota
to Miles City, Montana and the two branch lines of Milbank
to Sisseton and McLaughlin to New England, North Dakota.
Governor Janklow pledged to raise $2.3 million for needed
repairs on the main line. Most of the money would come
from Federal 4-R Act funds available to South Dakota,
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May 4, 1979

June 1, 1979

June 19, 1979
July 23, 1979
July 23, 1979
August 10, 1979
October 31, 1979

November 1, 1979

November 4, 1979

January 7, 1980
January 16, 1980
Januvary 16, 1980

January 30, 1980

Marchll, 1980

Minnesota and North Dakota. The required 20% match would
be furnished by local shipppers and power companies on the
line. Work is scheduled to start in July, 1979 on the
project. The Trustee stated that the date for embargoing
most of the RR's system should be postponed until May 31.

Federal Judge Thomas McMillen approved a $15 million loan
for the Milwaukee Road.

Judge McMillen ordered the Milwaukee Road to continue to
operate their 9,800 mile system, and denied the request of
the Milwaukee Road to embargo part of its system.

Judge McMillen approves $20 million loan from FRA to Mil.
Road.

Richard B. Ogilvie appointed as new Milwaukee Road Trustee.
Agreement signed between Governor Janklow and Milwaukee
Trustee, for the $2.3 million Milwaukee Main Line Project.

Approved by Federal Judge, McMillen - Bankruptcy Court.

Milwaukee Trustee files Re-organization Plan before Judge

McMillen - down from 9,800 miles to 3,400 miles.

Judge McMillen allows Milwaukee Trustee to tap $15 million
of earnings held in escrow to operate line. .

Bankruptcy Court allows embargo on all Milwaukee lines not
part of the Milwaukee Trustee's Core System . All other
Milwaukee lines in South Dakota lose service except the
Main Line.

President Carter signs the Milwaukee Railroad Restructuring
Act of 1979 - PL-96-101 which takes abandomments decision
for railroads in bankruptcy proceedings away from ICC and
gives them to Bankruptcy Court.

FRA provides $50 million loan to Milwaukee to keep entire
system running until March 1, 1980.

Governor Janklow delivers South Dakota State Rail Program
to the Legislature.

ICC recommends abandomment of Milwaukee track in South
Dakota to the Federal Bankruptcy Court.

Day-long legislative recess to discuss all aspects of the
State Rail Program - Governor Janklow, Rail Director Jim
Myers, Worthington Smith, and Garold Thomas, FRA, speak to
legislators.

Judge McMillen orders embargo of services of 975 miles of
Milwgukee track in 5.D,
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March 12, 1980

March 19, 1980
March 24, 1980
March 31, 1980
April 17, 1980
April 17, 1980

May 15, 1980

May 22, 1980

July 9, 1980

August 12, 1980

August 22, 1980

September 23, 1980

The Legislature, in the last day of session passes a
compromise rail plan after 13 hours of debate. A temporary
l¢ increase in the sales tax is passed to raise $25
million to buy rail lines but no rail operations are
allowed.

ICC rejects all three reorganization plamns for the
Milwaukee Road - Liquidation (Holding Company) Milwaukee II
(Trustee) and New Milwaukee (ESOP).

FRA pledges loans up to $50 million to keep Milwaukee
running until Trustee comes up with a viable reorganization
plan,

South Dakota Supreme Court issues restraining order
prohibiting collection of l¢ sales tax and implementation
of the State Rail Program.

5.D. Supreme Court dismisses proceeding brought to stop
collection of 1l¢ sales tax - 4-1 decision - State will
begin collection of tax on May lst.

ICC okays merger between the BN and the St. Louis ~ San
Francisco railroads making the combination the longest
railroad in the U,S., about 30,000 miles.

Milwaukee Trustee files a new re-organization plan with
Federal Bankruptcy Court. Plan calls for abandomment of
New England and Sisseton branch lines and shippers, State
and Federal financial assistance in providing funds for a
$35 million rehab on the Miles City main line. Milwaukee
II can show a net profit by 1983.

Congress approves Rock Island Bill which contains funds to
provide directed service over abandoned Milwaukee lines in
South Dakota.

BN announces new 54-car unit train grain rates for 5.D.
shippers to the West Coast.

Milwaukee Road work crews begin a second rehabilitation
project on the Main Line between Milan, Minnesota and Miles
City, Montana - project west of Gascoyne is jointly funded
by South Dakota and North Dakota - project east of Gascoyne
funded by Milwaukee Road.

ICC approves sale of 500 miles of Milwaukee track to
Burlington Northern and Union Pacific for $40 million.

Scuth Dakota Railroad Advisory Commission recommends $7.22
million in federal Section 803 funds for rail rehab or
alternative service in 8.D. $900,000 to Milwaukee Main Line
rehab, $3.5 million for C&NW Pierre to Huron line, $1.76
million for BN Sioux Falls to Wentworth and $1 million for
elevator relocation at Sisseton.
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September 26, 1980

October 1, 1980

October 1, 1980

October 27, 1980

November 28, 1980

December 13, 1980

December 15,1980

December 24, 1980

January l4, 1981

February 17, 1981

February 20, 1981

February 28, 1981

April 13-14, 1981

May 8, 1981

S.D. Railroad Authority votes to purchase 760 miles (15,798
acres) of abandoned Milwaukee Road track for approximately
$18-20 million.

House and Senate passed the Staggers Rail Act of 1980.

FRA approved 3 rail projects in South Dakota - Pierre to
Huron $3.5 million - Wentworth to Sioux Falls $1.76 wmillion
and Milbank to Sisseton $1.0 million.

Judge McMillen, Federal Bankruptcy Court approves sale of
760.1 miles of Milwaukee track to South Dakota for
$18,750,000. State also acquired option to purchase 94
miles in Towa.

S.D. makes first payment on Milwaukee Road purchase - $6
million.

Division of Railroads advertised for qualified railroad
operators in the Wall Street Journal.

Judge McMillen allows Milwaukee Trustee to borrow $32.8
million for operations from escrow accounts and subsidizing
operations through 198l.

Milwaukee files Amended Systems Map with ICC showing
mainline to Miles City, Montana as under study for
abandonment .

Governor Janklow and Milwaukee Trustee Ogilvie in Pierre to
discuss abandomment of the Main Line and Ogilvie agrees to
postpone decision until February 17th - wait to see South
Dakota's plan,

Milwaukee Bankruptcy Judge is impressed with multi-state
effort to save the Main Line - extends the deadline from

February 17 to April 15.

Governor signs one cent sales tax extemsion to March 31 for
railroad trust fund.

Late on the morning of February 28, House and Senate barely
vote two thirds majority for a one cent gas tax for rail
operations.

FRA Administrator Robert Blanchette tours Milwaukee Road
line from Minneapolis to Aberdeen with political leaders
from both South Dakota and Minnesota.

Milwaukee Road revenues for the first 3% months of 1981 .
fall 6% below projected levels.
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May 8, 1981

May 9, 1981

May 15, 1981

May 18, 1981

May 21, 1981

June 1, 1981

June 2, 1981

June 16, 1981

July 1, 1981

August 1, 1981

South Dakota Supreme Court rules that gas taxes cannot be
used to fund the State rail plan after a suit was filed by
a highway users group.

South Dakota Railroad Board awards $2.3 milliom rail
rehabilitation contract to Railroad Builders, Inc. of
Englewood, Colorado.

Milwaukee Road files to abandon the Main Line.

In the first Special Session of the South Dakota
Legislature in 31 years, an internal transfer of funds in
State government enables efforts for rail operations to
continue.

An agreement is signed between South Dakota, Burlington
Northern, and rail users along the Sioux Falls-to-Madison
line that will start a $5.7 million rehabilitation project
on the line.

30 day rehabilitation work starts on the first of three
core system segments, the Sioux Falls—Canton-Mitchell and
Mitchell-Wolsey routes.

Congressional compromigse enables $30 million to be
earmarked for rehabilitation of Milwaukee Main Line.

Burlington Northern named as the operator of the core
system.

Rehabilitation work starts on the Mitchell-Scotland and
Chamberlain-Mitchell segments of the core system.

Rehabilitation work starts on the Scotland-Elk Point
segment of the core system.
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